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 EXECUTIVE SUMMARY 

Senate Bill (SB) 743, which became 
effective July 1, 2020, changes the way 
transportation impacts are deter-
mined in California Environmental 
Quality Act (CEQA) documents. SB 743 
replaces the metric for determining 
transportation impacts using motor 
vehicle delay and level of service (LOS) 
to vehicle miles traveled (VMT) in 
CEQA traffic impact studies. As a result 
of the SB 743 final rulemaking and the 
implementation deadline of July 1, 
2020, the Fresno Council of Govern-
ments (COG) has prepared this 
document as a regional guide for the 
16 member jurisdictions (illustrated 
on Figure S-1) in order to assist the 
member agencies in their shift from a 
delay-based LOS approach to VMT. 
The local governments can take the 
recommendations in the regional guidelines as appropriate based on their individual circumstances 
(e.g., growth policies and economic development goals). Substantial evidence and explanation on 
establishing the “Region,” VMT screening criteria, and VMT analysis thresholds are also described. 

The following topics establish the steps for preparation of VMT analysis. Each topic is discussed in 
more detail in this report. 

• Definition of “Region:” Entire Fresno County has been recommended as the region for VMT 
analysis purposes. 

• Standardized Screening Methods: Projects within a Transit Priority Area that meet additional 
requirements (i.e., local-serving retail projects up to 50,000 square feet; residential, office, 
industrial, or mixed-use projects within low-VMT-generating areas; projects with high percentage 
affordable housing units; and projects that generate fewer than 500 daily trips) may be screened 
out from the need for a VMT analysis. 

• Appropriate VMT Significance Thresholds for Development Projects and Community/General 
Plans: For all projects (except retail), a significance threshold of 87 percent of the existing 
regional average of the respective VMT will be the metric. For retail projects, a significance 
threshold of no net increase in total VMT will be the metric. For mixed-use projects, the VMT 
thresholds are based on the respective thresholds for the various land use components. Finally, 
for land use plans, the existing regional average VMT per capita, VMT per employee, and VMT 
per service population will be the thresholds of significance. 

Figure S-1: Fresno COG Member Jurisdictions— 
15 Incorporated Cities and County of Fresno  

Source: County of Fresno GIS 
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• Appropriate VMT Significance Thresholds for Transportation Projects: For capacity-enhancing 
transportation projects, no additional induced demand would typically be considered as the 
threshold of significance.  

• Feasible Mitigation Strategies: A list of VMT mitigation measures applicable to development 
projects and land use plans in the context of the Fresno COG region are provided for projects 
that exceed the significance thresholds. Additionally, implementation of a future VMT mitigation 
bank, VMT mitigation exchange, and/or VMT impact fee are discussed as potential future 
regional VMT mitigation mechanisms. 

The project applicants/analyst should use the latest version of Fresno COG Activity-Based Model 
(ABM) for VMT analysis purposes. The Fresno COG ABM is the regional travel demand model 
applicable to jurisdictions within Fresno County. The appropriate use of the Fresno COG ABM for VMT 
calculations is further elaborated in subsequent chapters of this document 
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Source: https://ca50million.ca.gov/transportation/ 

Figure 1: VMT Per Capita Compared to Population in California 

 
Source: https://ww2.arb.ca.gov/ghg-inventory-data 

Figure 2: 2019 GHG Emissions in California by Economic Sector  
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However, based on evaluation of VMT analysis practices throughout the Central Valley and within the 
entire State, as well as to account for an update to the Fresno COG ABM and corresponding VMT 
metric thresholds, an update of the Fresno County SB 743 Implementation Regional Guidelines is being 
prepared. That document provides a guide and substantial evidence for the Fresno COG and its 
member jurisdictions in setting the thresholds of significance for CEQA transportation studies. 

This report is organized into the following seven chapters: 

• Chapter 1 – Introduction: This chapter establishes the purpose and objective of this report. 

• Chapter 2 – Definition of Region: Vehicle Miles Traveled Context: This chapter describes the 
comparative geographic baseline of a region for analysis purposes to determine the appropriate 
region for VMT analysis.  

• Chapter 3 – Project Screening: The OPR acknowledges that certain projects are either low VMT 
generators or, by virtue of their location, would have a less than significant impact. This chapter 
provides the screening criteria to identify potentially exempt projects. 

• Chapter 4 – Threshold and VMT Analysis for Land Use Development Projects: This chapter 
identifies the VMT thresholds of significance that would result in a significant CEQA impact. The 
actual VMT metric (either an efficiency rate or total VMT) is described. The process of VMT 
analysis is also described in this chapter. 

• Chapter 5 – Threshold and Induced VMT Analysis for Transportation Projects: This chapter 
describes the method to evaluate significant CEQA impacts associated with transportation 
projects. Many non-vehicular capital projects are presumed to have a less than significant 
impact. Capacity enhancing projects may have significant impacts and may be subject to a 
detailed analysis that will include measuring induced travel. 

• Chapter 6 – Threshold Recommendations for Land Use Plans: This chapter provides guidance 
and substantial evidence to support the region’s treatment of land use plans and their related 
CEQA transportation impact analysis requirements. 

• Chapter 7 – Mitigation Strategies: The discussion provided in this chapter is intended as a 
reference and guide for use in the identification of feasible VMT mitigation options that may be 
used to offset project-related VMT impacts. It should be noted that this discussion is not 
intended to represent a full list of VMT mitigation measures available or feasible to the City of 
Fresno (City). As in previous CEQA practice, it is generally the lead agency who identifies 
mitigation measures to offset the specific project-related impacts identified in an environmental 
document. 
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2.0 DEFINITION OF REGION: VEHICLE MILES TRAVELED CONTEXT 

To quantify a project’s impact related to the VMT metric, a geographic context must be established. 
In the motor vehicle delay-based (LOS) analyses, a project study area is the geographic context for 
measuring a project’s traffic impacts. A project study area is generally determined by the incremental 
increase in traffic generated by the project and the project’s potential to create travel delays in the 
area. This generally includes intersections and roadway segments where the project would add a 
prescribed number of peak-hour trips. Lead agencies typically limit the LOS-based project study area 
boundaries within their jurisdictions. 

Delay-based LOS analyses evaluate intersections or segments of roadways and so they consider 
portions of trips at specific locations and do not take into consideration the effect of the entire trip 
length (from starting location to ending location). Hence, unlike delay-based LOS analyses, VMT 
produces a regional impact that is not limited by roadway, intersection, or jurisdictional boundaries. 
The OPR acknowledges this in its TA (page 6), which states,  

Lead agencies should not truncate any VMT analysis because of jurisdictional or other 
boundaries, for example, by failing to count the portion of a trip that falls outside the 
jurisdiction or by discounting the VMT from a trip that crosses a jurisdictional boundary. 

On a daily basis, the majority of trips are generated by the residents of the community or by residential 
land uses. Commute and school trips are typically considered mandatory trips for the residents. Also, 
based on a 2023 Central California Travel Study (CCTS), commute trips are the longest among trips by 
residents. Additionally based on the CCTS, the majority of trips are commute and shopping trips 
occurring between residential, office, and retail uses. Therefore, pursuant to the OPR TA, the 
recommendations for thresholds for the primary land use types (residential and office) are based on 
a comparison to a regional average. The OPR does not explicitly define the regional average, instead 
it recommends: 

1. In cases where the region is substantially larger than the geography over which most 
workers would be expected to live, it might be appropriate to refer to a smaller geography, 
such as county, that includes the area over which nearly all workers would be expected to 
live (page 16). 

2. For residential projects in unincorporated county areas, the local agency can compare a 
residential project’s VMT to (1) the region’s VMT per capita, or (2) the aggregate 
population weighted VMT per capita of all cities in the region (page 15).  

LSA surveyed other large urbanized areas around the State to identify what region has been 
established for VMT thresholds. In most cases, the county boundary has been identified as the region 
selected for VMT analysis. Mobility can be studied using a trip-based approach or a tour-based 
approach. The OPR TA states that “where available, tour-based assessment is ideal because it captures 
travel behavior more comprehensively.” A regional travel demand model, whether tour based or trip 
based, is one of the best available tools to estimate VMT. Since the Fresno COG uses an Activity-Based 



https://www.fresnocog.org/wp-content/uploads/2023/11/FCOG-Model-Update-FINAL_Jan2025-7.pdf
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County as the region, the Fresno COG recommends continuing the same approach and use the county 
boundary as the region. 

The OPR guidance recommends consistency in approach. Once a region is established, that region 
should be used for all subsequent traffic analyses. 

It should be recognized that the use of Fresno County as the region defines the comparative, or the 
denominator, in the identification of project-related impact. The numerator is the project’s VMT 
contribution. This project-related VMT profile may go beyond the Fresno County boundary and should 
not be truncated by a jurisdictional boundary. For example, a new, large employment-generating land 
development proposed near Fresno County’s northern boundary may include VMT from as far away 
as Madera, Tulare, or Kings Counties, or other communities in the San Joaquin Valley. In that case, it 
would be the responsibility of the applicant and their traffic study preparer to include the project VMT 
regardless of geographical limit to the satisfaction of the agency staff. This project-related VMT profile 
would be compared against the Fresno County regional average. 
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FIGURE 7

Fresno County SB 743 Implementation Regional Guidelines
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• Rehabilitation, maintenance, replacement, safety, and repair projects designed to 
improve the condition of existing transportation assets (e.g., highways; roadways; 
bridges; culverts; Transportation Management System field elements such as cameras, 
message signs, detection, or signals; tunnels; transit systems; and assets that serve bicycle 
and pedestrian facilities) and that do not add additional motor vehicle capacity. 

• Roadside safety devices or hardware installation such as median barriers and guardrails. 

• Roadway shoulder enhancements to provide “breakdown space,” dedicated space for use 
only by transit vehicles, to provide bicycle access, or to otherwise improve safety, but 
which will not be used as automobile vehicle travel lanes. 

• Addition of an auxiliary lane of less than 1 mi in length designed to improve roadway 
safety, or auxiliary lane extensions that result in a total auxiliary lane length greater than 
one mile and project level effects are not substantial and measurable. 

• Installation, removal, or reconfiguration of traffic lanes that are not for through traffic, 
such as left, right, and U-turn pockets, two-way left-turn lanes, emergency truck pullovers, 
or emergency breakdown lanes that are not utilized as through lanes. 

• Addition of roadway capacity on local (FHWA functional classification (Class) 7) or 
collector (Class 5 and 6) streets, provided the project also substantially improves 
conditions for pedestrians, cyclists, and, if applicable, transit. 

• Conversion of existing general-purpose lanes (including ramps) to managed lanes or 
transit lanes, or changing lane management in a manner that would not substantially 
increase vehicle travel assuming no change in managed lane occupancy (e.g., general 
purpose (GP) to high occupancy vehicle (HOV), high occupancy toll (HOT), or fully priced 
lane, HOV to HOT lane, HOV or HOT to fully priced lane, and HOV-2+ to HOV-3+ or higher). 

• Addition of a new lane that is permanently restricted to use only by transit vehicles. 

• Reduction in the number of through lanes. 

• Grade separation to separate vehicles from rail, transit, pedestrians, or bicycles, or to 
replace a lane in order to separate preferential vehicles (e.g., HOV, HOT, or trucks) from 
general vehicles. 

• Installation, removal, or reconfiguration of traffic control devices, including Transit Signal 
Priority (TSP) features. 

• Installation of traffic metering systems, detection systems, cameras, changeable message 
signs, and other electronics designed to optimize vehicle, bicycle, or pedestrian flow. 

• Timing of signals to optimize vehicle, bicycle, or pedestrian flow. 

• Installation of roundabouts or traffic circles. 

• Installation or reconfiguration of traffic calming devices. 

• Adoption of or increase in tolls. 

• Initiation of a new transit service. 

• Conversion of streets from one-way to two-way operation with no net increase in the 
number of general purpose or continuous through traffic lanes. 

• Removal or relocation of off-street or on-street parking spaces. 
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• Adoption or modification of on-street parking or loading restrictions (including meters, 
time limits, accessible spaces, and preferential/reserved parking permit programs). 

• Addition of traffic wayfinding signage. 

• Rehabilitation and maintenance projects that do not add motor vehicle capacity. 

• Addition of new or enhanced bike or pedestrian facilities on existing streets/highways or 
within existing public rights-of-way. 

• Addition of Class I bike paths, trails, multi-use paths, or other off-road facilities that serve 
nonmotorized travel 

• Installation of publicly available alternative fuel/charging infrastructure. 

• Addition of passing lanes, truck climbing lanes, or truck brake-check lanes in rural areas 
that do not increase overall vehicle capacity along the corridor. 

• HOV bypass lanes on on-ramps 

• Local (Class 7) and collector (Class 5 and 6) roads in rural areas that don’t include 
sidewalks where there would be no pedestrian traffic to use them 

• Lanes through grade-separated interchanges without additional receiving lanes 
downstream 

• Adding vehicle storage to a ramp without further reconfiguration 

• Park and Ride facilities 

• Truck size and weight inspection stations 

Additionally, transit and active transportation projects generally reduce VMT and therefore may be 
presumed to cause a less than significant impact on transportation. This presumption may apply to all 
passenger rail projects, bus and bus rapid-transit projects, and bicycle and pedestrian infrastructure 
projects. The agency may use this CEQA presumption of less than significant impact to aid in the 
prioritization of capital projects because the CEQA process for any of these project types would be 
more streamlined than other capacity-enhancing capital projects. 
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https://ww2.arb.ca.gov/our-work/programs/sustainable-communities-program/regional-plan-targets
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Figure 9: VMT Screening Methodology for Development Projects  
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Figure 10-A: VMT Analysis Methodology for Residential Projects 
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Figure 10-B: VMT Analysis Methodology for Non-Retail Non-Residential Projects 
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Figure 10-C: VMT Analysis Methodology for Retail Projects 
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5.0 THRESHOLD AND INDUCED VMT ANALYSIS FOR 
TRANSPORTATION PROJECTS 

The 2020 State CEQA Guidelines include Section 15064.3.b.(2) to address transportation projects. It 
reads: 

For roadway capacity projects, agencies have the discretion to determine the appropriate 
measure of transportation impact consistent with CEQA and other applicable requirements. 

Lead agencies may continue to use delay and LOS for transportation projects for design and traffic 
operations purposes as long as impacts related to “other applicable requirements” are disclosed. This 
has generally been interpreted as VMT impacts and other State climate change objectives. These 
other applicable requirements may be found in other parts of an environmental document (i.e., air 
quality, GHG) or may be provided in greater detail in the transportation section. 

For projects on the State Highway System (SHS), Caltrans will use and will require sponsoring agencies 
to use VMT as the CEQA metric, and Caltrans will “require a supporting induced travel analysis for 
capacity-increasing transportation projects on the SHS.”6  

The assessment of a transportation project’s VMT should disclose the VMT without the project and 
the difference in VMT with the project. Any growth in VMT attributable to the transportation project 
would result in a significant impact. 

Capacity improvement projects have the potential of producing significant transportation impacts 
because they are likely to induce travel. According to the OPR TA, induced travel is the additional 
vehicle travel that is caused by the new capacity on the roadway. The induced travel could include 
route switching, time-of-day change, model shift, longer trips, new trips to existing destinations, and 
additional travel due to new development. Many traffic models have limited abilities to forecast new 
trips and new developments associated with the capacity improvements because their land use or 
socioeconomic databases are fixed to a horizon date. The OPR TA refers to a limited set of reports 
that would indicate elasticities. 

The most recent major study7 estimates an elasticity of 1.0, meaning that every 1 percent change in 
lane miles results in a 1 percent change in VMT for interstate (Class 1) facilities. For other major 
roadways, the elasticity is estimated between 0.66 and 0.9.  

 
6  California Department of Transportation (Caltrans). 2024. Transportation Analysis Framework, Second 

Edition. 
7  Duranton, Gilles, and Matthew A. Turner. 2011. The Fundamental law of Road Congestion: Evidence from 

US Cities. Pittsburgh. Pennsylvania. American Economic Review 101, page 24. 
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https://travelcalculator.ncst.ucdavis.edu/
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Source: https://travelcalculator.ncst.ucdavis.edu/ 

Figure 12: Caltrans Induced Travel Calculator 
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6.0 THRESHOLD RECOMMENDATIONS FOR LAND USE PLANS 

The OPR TA has provided guidance on traffic analyses for land use plans in the TA. The TA reiterates 
previous direction regarding individual land use assessments: 

• Analyze the VMT outcomes over the full area over which the plan may substantively affect travel 
patterns (the definition of region). 

• VMT should be counted in full rather than split between origins and destinations (the full impact 
of the project VMT). 

Specifically, on page 18, the OPR TA states, “A general plan, area plan, or community plan may have 
a significant impact on transportation if proposed new residential, office or retail land uses would in 
aggregate exceed the respective thresholds recommended above.” This recommendation refers to a 
threshold of exceeding 87 percent of the existing regional average, for residential and office uses and 
no net gain for retail land uses.  

To assess a land use plan, use of a traffic-forecasting tool is recommended. Therefore, the Fresno COG 
recommends using the Fresno COG ABM to assess VMT for land use plans. The total VMT for the plan 
should be identified for all tour types and all potential VMT contributors within the plan area. Model 
runs shall be conducted for the existing base year and the horizon year (the future year scenario 
analyzed in the agency general plan or regional RTP) with project (plan).  

The SB 375 process establishes ambitious and achievable GHG reduction targets for the 18 MPOs in 
the State. Achievements of these targets are to be accomplished  through the integration of land use 
and transportation planning processes, not solely through the imposition of regulation on passenger 
cars and light-duty trucks. CARB reviews the SCS that is produced as part of the RTP developed by 
each of the State’s MPOs. The SCS details the strategies and programs the regional agencies are 
planning to implement to achieve their designated GHG emission reduction targets.  CARB approved 
the new GHG reduction targets for all the 18 MPOs in the State in the spring of 2018. The 2018 targets 
are applicable to the third SCSs for the MPOs. It should be noted that the CARB is estimated to update 
the MPO targets in 2026 and is currently engaging with the MPOs through workshops for the new 
targets. 

Other legislative mandates and State policies speak to GHG reduction targets. A sample of these 
include: 

• Assembly Bill (AB) 32 (2006) requires statewide GHG emissions reductions to 1990 levels by 2020 
and continued reductions beyond 2020. 

• SB 32 (2016) requires at least a 40 percent reduction in GHG emissions from 1990 levels by 2030. 

• Executive Order (EO) B-30-15 (2015) sets a GHG emissions reduction target of 40 percent below 
1990 levels by 2030. 
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• EO S-3-05 (2005) sets a GHG emissions reduction target of 80 percent below 1990 levels by 
2050. 

• EO B-16-12 (2012) specifies a GHG emissions reduction target of 80 percent below 1990 levels by 
2050 specifically for transportation. 

These mandates suggest that a land use plan consistent with the regional RTP/SCS would generally 
help achieve the target GHG reductions for the region. 

California PRC Section 15064.3(b)(4) states (in part) the following: 

A lead agency has discretion to choose the most appropriate methodology to evaluate a 
project’s vehicle miles traveled, including whether to express the change in absolute terms, per 
capita, per household, or in any other measure. 

Since VMT is the largest contributor to GHG emissions, a land use plan consistent with a regional RTP/
SCS GHG reductions target does not constitute a significant VMT impact. Therefore, the 
recommended methodology for conducting VMT assessments for land use plans shall be the 
comparison of existing VMT per capita, VMT per employee, and/or VMT per service population for 
the region with the respective expected horizon year VMT metrics for the different land use 
components (VMT per capita, VMT per employee, and/or VMT per service population) of the land use 
plan (project). If there is a net increase in the VMT metric under horizon year conditions, then the 
project would have a significant impact.  
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7.0 MITIGATION STRATEGIES 

When a lead agency identifies a significant CEQA impact according to the thresholds described in the 
report, the agency must identify feasible mitigation measures in order to avoid or substantially reduce 
that impact. Unlike LOS impacts, which may be mitigated with location-specific motor vehicle delay 
improvements, VMT impacts typically require a more regional approach to mitigation, including the 
provision of incentives to effect changes in travel behavior. Enforcement of mitigation measures will 
still be subject to the mitigation monitoring requirements of CEQA, as well as the regular police 
powers of the agency. These measures can also be incorporated as a part of plans, policies, 
regulations, or project designs. 

7.1 DEFINITION OF MITIGATION  

Section 15370 of the 2020 State CEQA Guidelines defines mitigations as follows: 

“Mitigation” includes: 

a. Avoiding the impact altogether by not taking a certain action or parts of an action.  

b. Minimizing impacts by limiting the degree or magnitude of the action and its 
implementation.  

c. Rectifying the impact by repairing, rehabilitating, or restoring the impacted environment.  

d. Reducing or eliminating the impact over time by preservation and maintenance 
operations during the life of the action.  

e. Compensating for the impact by replacing or providing substitute resources or 
environments, including through permanent protection of such resources in the form of 
conservation easements. 

Section 15097 of the State CEQA Guidelines states:  

The public agency shall adopt a program for monitoring or reporting on the revisions which it 
has required in the project and the measures it has imposed to mitigate or avoid significant 
environmental effects. A public agency may delegate reporting or monitoring responsibilities 
to another public agency or to a private entity which accepts the delegation; however, until 
mitigation measures have been completed the lead agency remains responsible for ensuring 
that implementation of the mitigation measures occurs in accordance with the program. 

VMT mitigations may not necessarily be physical improvements; rather, they are complex in nature 
and will significantly depend on changes in human behavior. Therefore, it will be important that lead 
agencies develop a proper monitoring program to ensure the implementation of these mitigation 
measures throughout the life of a project in compliance with CEQA. Lead agencies must also 
coordinate with other responsible agencies as part of this monitoring program to evaluate the 
ongoing feasibility and durability of the mitigations. 

Historically, mitigation measures for LOS-based transportation impacts have addressed either trip 
generation reductions or traffic-flow-capacity enhancements. LOS mitigation measures typically 
include physical infrastructure improvements, adding capacity to intersections, roadways, ramps, and 
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freeways. However, Transportation Demand Management (TDM) actions, active transportation 
amenities, and other measures designed to reduce the number of new single-occupancy vehicle trips 
are also possible mitigation strategies. 

VMT mitigation measures are significantly different. Most VMT mitigations may seem feasible from a 
theoretical perspective, but practical implementation of these strategies as formal CEQA mitigation 
measures in perpetuity is yet to be tested. Several of these mitigations are contextual and behavioral 
in nature. Their success will depend on the size and location of the project as well as expected changes 
in human behavior. For example, a project providing a bike share program does not necessarily 
guarantee a behavioral change within the project’s population; the level of improvement may be 
uncertain and subject to the whim of the population affected. 

LOS mitigations (e.g., addition of turn lanes) focus more on rectifying a physical CEQA impact (strategy 
“c” of State CEQA Guidelines Section 15370). On the contrary, the majority of VMT mitigations (e.g., 
commute trip-reduction programs) will aim at reducing or eliminating an impact over time through 
preservation and monitoring over the life of the project (strategy “d” of State CEQA Guidelines Section 
15370). Additionally, some VMT mitigations (e.g., those focused on land use/location-based policies) 
will aim at minimizing impacts by reducing the number of trips generated by the projects (strategy 
“b” of State CEQA Guidelines Section 15370). 

Furthermore, it may be that identified VMT impacts cannot be mitigated at the project level. Most 
VMT impacts occur in the context of the regional scale of analysis. The incremental change in VMT 
associated with a project in the particular setting in which it may be located would suggest a greater 
VMT deficit than individual strategies can offset. Only a regional solution (e.g., completion of a transit 
system, purchase of more transit buses, or gap closure of an entire bicycle master plan system) may 
offer the incremental change necessary to reduce the VMT impact to a level of insignificance. Also, 
VMT, as a proxy for GHG emissions, may not require locational specificity. A project does not 
necessarily need to diminish the VMT at the project site to gain benefit in VMT and GHG reduction in 
the State. Offsets in an area where the benefit would be greater will have a more effective reduction 
in VMT and GHG and contribute to the regional and State’s ultimate climate goals. This regional 
perspective provides the basis for the cap-and-trade strategies. 

These issues of regional scale, appropriate and timely fair share contributions from projects and/or 
local jurisdictions (partial versus comprehensive participation), and geographic ambiguity confound 
the certainty of agency’s identification of VMT mitigation measures. Section 15126.4 of the State 
CEQA Guidelines states, “Where several measures are available to mitigate an impact, each should be 
discussed and the basis for selecting a particular measure should be identified. Formulation of 
mitigation measures shall not be deferred until some future time [emphasis added].” Certainty does 
not yet exist that partial participation in VMT mitigation measures is permissible. Regional VMT 
mitigation is considered the most effective method for large-scale VMT reduction, yet the cost and 
implementation barriers are greater in most cases than one project can undertake. The only exception 
may be where VMT mitigation strategies are provided at a regional level in the form of mitigation 
banks, fees, and exchanges and the projects are subject to contribute to these fee programs 
consistent with applicable provision to ensure compliance and consistency with CEQA and other legal 
requirements. 
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PRC Section 21099 (b) (4) states, “This subdivision [requiring a new transportation metric under CEQA] 
does not preclude the application of local general plan policies, zoning codes, conditions of approval, 
thresholds, or any other planning requirements pursuant to the police power or any other authority.” 
Hence, despite the fact that automobile delay will no longer be considered a significant impact under 
CEQA, the lead agency would still require projects to meet the LOS standards designated in its zoning 
code or general plan. Therefore, this report is not intended to supersede LOS assessment in the 
agency’s evaluation of projects, and the project would still be required to propose LOS improvements 
for congestion relief in addition to VMT mitigation strategies as required by CEQA. 

7.2 MITIGATION MEASURES 

7.2.1 Land Use Development Projects and Community/General Plans 

Mitigations and project alternatives for VMT impacts 
have been suggested by the OPR and are included in 
the TA. VMT mitigations can be extremely diverse and 
can be classified under several categories (e.g., land 
use/location, road pricing, transit improvements, 
commute trip reduction strategies, and parking 
pricing/policy). However, the issue with VMT miti-
gations is the quantitative measurement of the relief 
provided by the strategies. How much VMT reduction 
does a TDM program, a bike share program, a transit 
route, or 1 mile of sidewalk provide? Improvements 
related to VMT reduction strategies have been 
quantified in sources such as the California Air 
Pollution Control Officers Association (CAPCOA) 
Handbook for Analyzing Greenhouse Gas Emission Reductions, Assessing Climate Vulnerabilities, and 
Advancing Health and Equity (CAPCOA Manual) (September 2024) and various resources provided by 
the CARB. This information is generally presented with a wide range of potential VMT reduction 
percentages. 

This report does not, however, confirm the existence of substantial evidence supporting the 
application of any such mitigation measures to projects within the region. If a CAPCOA mitigation 
measure will be considered for a project, it must be determined, through substantial evidence, that 

the mitigation measure will result in VMT reduction in the manner 
suggested. For example, if a mitigation measure’s VMT reduction will 
be calculated by use of a mathematical formula, the formula, including 
each of its components, must be analyzed to confirm that they reflect 
the conditions existing in the region, and the analysis must be 
supported by substantial evidence. In other words, a mitigation 
measure that is reliant upon a formula developed utilizing data from 
and conditions in a locale that is dissimilar to the region may be 
inapplicable to a project within the region. Similarly, any mitigation 
measure suggested by CAPCOA that depends on cited reports or 
studies must be assessed to determine whether substantial evidence 

Fresno County Transportation 
Authority’s Measure C Program 

Source: https://www.fresnocog.org/
project/measure-c/ 

Bus Rapid Transit in City of Fresno 
 

Source: https://abc30.com/3126364/ 

https://www.fresnocog.org/project/measure-c/
https://www.fresnocog.org/project/measure-c/
https://abc30.com/3126364/
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confirms that such reports and studies apply to the 
conditions under which a proposed project will be 
developed. Mitigation measures should not be utilized 
merely because they are suggested by CAPCOA or 
another organization. 

Appendix E is a summary of the different VMT 
mitigation measures and project alternatives stated in 
the CAPCOA Green Book (only those strategies directly 
attributed to transportation). For any VMT mitigation 
measure, the project applicant should be required to 
provide substantial evidence while identifying a 
project-specific value. 

Appendix F provides a list of mitigations for land use development projects based on the research 
work performed by Deborah Salon, Marlon G. Boarnet, Susan Handy, Steven Spears, and Gil Tal with 
the support of CARB. For a few mitigation measures, Fresno COG staff conducted additional research 
as applicable to the Fresno COG region using the Fresno COG ABM and locally available empirical data. 
Based on that analysis, specific VMT reduction percentages were developed for these mitigation 
measures. Details about these mitigation measures are provided in the Fresno County SB 743 
Implementation Regional Guidelines – Technical Report (March 2021). 

For all other mitigation measures, the project applicant will be required to provide substantial 
evidence while identifying a project-specific value. In case that information is not available, consistent 
with Fresno COG recommendations, the project should apply the low-point of provided ranges for 
VMT reduction. Where a mitigation strategy does not have an identified VMT reduction range, the 
project applicant would be required to provide a reduction estimate supported by evidence. 

As for land use plans, the potential mitigation measures for community/general plans would be similar 
to those for land use development projects, with certain modifications. The OPR TA does not 
specifically state any VMT mitigations for land use plans. However, the transportation impact study 
guidelines for the San Diego Region list potential mitigation measures. These measures have been 
summarized in Appendix G along with corresponding VMT reduction percentages obtained from 
CAPCOA. 

It must be noted that Appendices E through G provide only summaries of the mitigations stated in the 
sources mentioned above. The reader should refer to the original source for further details and for 
subsequent updates to the mitigation measures. Also, Appendices E through G do not provide an 
exhaustive list of mitigation measures to offset the CEQA impacts. Other measures can also be 
accepted by agencies based on provision of substantial evidence. 

As additional mitigation measures are developed to offset VMT impacts in the future for the State 
CEQA Guidelines process, linkages between the strategy and the incremental effect and quantified 
offset must be made. This can be based on other sources’ observations and measurements or the 
agency’s experience in these practices. The key to mitigation is to base its efficacy on real and 
substantial evidence. 

Source: https://www.fresno.gov/publicworks/wp-
content/uploads/sites/17/2016/09/170022FresnoATPFi
nal012017.pdf 

Bike Routes in the City of Fresno 

https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2016/09/170022FresnoATPFinal012017.pdf
https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2016/09/170022FresnoATPFinal012017.pdf
https://www.fresno.gov/publicworks/wp-content/uploads/sites/17/2016/09/170022FresnoATPFinal012017.pdf
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7.2.2 Transportation Projects 

Although OPR provides detailed guidance on how to assess induced-growth impacts associated with 
transportation projects, it leaves the subject of mitigation measures vague. Only four strategies are 
suggested as mitigation measures:  

• Tolling new lanes to encourage carpools and fund 
transit improvements. 

• Converting existing general-purpose lanes to 
high-occupancy vehicle (HOV) or high-occupancy 
toll (HOT) lanes. 

• Implementing or funding off-site travel demand 
management. 

• Implementing Intelligent Transportation Systems 
strategies to improve passenger throughput on 
existing lanes. 

No quantified reduction percentage is allocated to these strategies, and LSA could find no substantial 
evidence that would provide guidance to levels of significance after implementation of these 
strategies. Review of the four recommended strategies suggests that the OPR is directing strategies 
away from general-purpose mixed-flow lanes on expressways, freeways, and arterial highways. 
Inasmuch as these are the project descriptions and Purpose and Need, the project intent and the 
project mitigation may be at odds. The lead agency would be subject to an SOC for the capital project 
VMT impact. 

7.3 FUNDING MECHANISMS 

The change in the metric for transportation impacts from LOS to VMT will lead to a shift in impacts 
and mitigation measures from being local and project-specific to being more regional in nature. The 
OPR acknowledges the regional nature of VMT impacts and states that regional VMT reduction 
programs and fee programs (in-lieu fees and development impact fees) may be appropriate forms of 
mitigation. Fee programs are particularly useful to address cumulative impacts. It is very important 
for the agencies to coordinate with the RTPA or the MPO to develop such mitigation programs that 
would fund transit, develop active transportation plans, etc. These programs are regional in nature 
and best suited for administration by the regional agency. Regional agencies may also wish to 
coordinate with appropriate stakeholders, including participating local jurisdictions, developers, and 
other interests while conducting nexus studies and checking for rough proportionality and compliance 
with CEQA.  

Most of the VMT mitigations included in Appendix C are applicable in urban areas. They are less 
effective in suburban and rural contexts, where TDM strategies may become diluted or are not 
applicable. Thus, site-specific strategies are more suitable in urban areas, whereas program-level 
strategies are more suitable for projects in suburban/rural areas. In the latter approach, cumulative 
contributions for development mitigations can pay for VMT reduction strategies that would not be 
feasible for the individual projects to implement themselves. Apart from fee programs, program-

Toll Lanes 

Source: https://medium.com/@davidcanepa/toll-lanes-
good-for-the-rich-bad-for-the-environment-4f1ec24105d3 

https://medium.com/@davidcanepa/toll-lanes-good-for-the-rich-bad-for-the-environment-4f1ec24105d3
https://medium.com/@davidcanepa/toll-lanes-good-for-the-rich-bad-for-the-environment-4f1ec24105d3
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based mitigation approaches may include mitigation exchanges and mitigation banks. The mitigation 
exchange concept requires a developer to implement a predetermined project that would reduce 
VMT in order to propose a new one. On the other hand, the concept of mitigation banks seeks to 
establish monetary values for VMT reductions so that developers can purchase VMT reduction credits.  

As previously stated, VMT impacts are more regional in nature. Hence, there might be requirements 
for mitigations outside the control of the lead agency, and without consent from the agency 
controlling the mitigations, the impacts might remain significant and unavoidable. Additionally, 
identification of regional improvements where projects can contribute their fair share to mitigate 
impacts might prove to be difficult. Therefore, it is recommended that local agencies work 
collaboratively within their regions to ultimately establish fee programs, mitigation banks, and 
exchanges as the most efficient way to establish a regional mitigation pathway where the projects 
can contribute. Procedural flow charts for VMT banks, exchanges, and impact fees are provided on 
the following pages. The Fresno COG is currently conducting a regional VMT mitigation program study 
regarding regional VMT mitigation programs. Phase I of the study has been completed with a 
feasibility study on various mitigation approaches/programs. After completing the project analyses, 
outreach, framework evaluations, and reviewing all considerations, it was determined that a fee-
based VMT mitigation program is a feasible option for the Fresno COG region. In addition, it was 
determined that VMT banking would be the most appropriate initial program framework for 
implementation in the Fresno region. Fresno COG will be conducting the Phase II of this study next 
year to establish the regional VMT mitigation framework.  

 
Fresno COG Regional VMT Mitigation Program Evaluation 
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Source: VMT Mitigation Through Banks and Exchanges: Understanding New 
Mitigation Approaches. A White Paper by Fehr & Peers (January 2020). 

Procedural Flow Chart – VMT Bank 
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Source: VMT Mitigation Through Banks and Exchanges: Understanding New 
Mitigation Approaches. A White Paper by Fehr & Peers (January 2020). 

Procedural Flow Chart – VMT Exchange 
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Source: Understanding New Mitigation Approaches. A White Paper by Fehr & 
Peers (January 2020). 

Procedural Flow Chart – VMT Impact Fee 
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VMT PER CAPITA SCREENING MAPS FOR MEMBER JURISDICTIONS 
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VMT PER EMPLOYEE SCREENING MAPS FOR MEMBER 
JURISDICTIONS  

  



F R E S N O  C O U N C I L  O F  G O V E R N M E N T S  
F R E S N O  C O U N T Y ,  C A L I F O R N I A  

F R E S N O  C O U N T Y  S B  7 4 3  I M P L E M E N T A T I O N  R E G I O N A L  G U I D E L I N E S  
U P D A T E D  J U N E  2 0 2 5  

 

  

This page intentionally left blank 



F R E S N O  C O U N T Y  S B  7 4 3  I M P L E M E N T A T I O N  R E G I O N A L  G U I D E L I N E S  
U P D A T E D  J U N E  2 0 2 5  

F R E S N O  C O U N C I L  O F  G O V E R N M E N T S  
F R E S N O  C O U N T Y ,  C A L I F O R N I A  

 

 

APPENDIX C 
 

VMT PER SERVICE POPULATION SCREENING MAPS FOR MEMBER 
JURISDICTIONS  
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INTEGRATED PROCESS FOR ESTIMATING INDUCED VMT 
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VEHICLE MILES TRAVELED MITIGATION MEASURES FOR LAND USE 
DEVELOPMENT PROJECTS (CAPCOA) 
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VEHICLE MILES TRAVELED MITIGATION MEASURES FOR LAND USE 
DEVELOPMENT PROJECTS (CARB PAPERS) 
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VEHICLE MILES TRAVELED MITIGATION MEASURES FOR 
COMMUNITY PLANS AND GENERAL PLANS 
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