Transportation Measures
Cross-Category & Global Maximum Caps
Cross-Category Maximum- A cross-category maximum is provided for
any combination of land use, neighborhood enhancements, parking, and
transit strategies (columns A-D in Chart 6-1, with the maximum shown in
the top row). The total project VMT reduction across these categories
should be capped at these levels based on empirical evidence.1 Caps are
provided for the location/development type of the project. VMT reductions
may be multiplied across the four categories up to this maximum. These
include:





Urban: 70% VMT
Compact Infill: 35%
Suburban Center (or Suburban with NEV): 15%
Suburban: 10% (note that projects with this level of reduction must
include a diverse land use mix, workforce housing, and projectspecific transit; limited empirical evidence is available)

Global Maximum- A global maximum is provided for any combination of
land use, neighborhood enhancements, parking, transit, and commute trip
reduction strategies (the first five columns in the organization chart). This
excludes reductions from road-pricing measurements which are discussed
separately below. The total project VMT reduction across these categories,
which can be combined through multiplication, should be capped at these
levels based on empirical evidence.2 Maximums are provided for the
location/development type of the project. The Global Maximum values can
be found in the top row of Chart 6-2. These include:





1
2

Urban: 75% VMT
Compact Infill: 40% VMT
Suburban Center (or Suburban with NEV): 20%
Suburban: 15% (limited empirical evidence available)

As reported by Holtzclaw, et al for the State of California.
As reported by Holtzclaw, et al for the State of California. Note that CTR strategies must be converted to overall
VMT reductions (from work-trip VMT reductions) before being combined with strategies in other categories.

Transportation Subcategory Rules
Land Use/Location: Land use measures apply to a project area with a radius of ½
mile. If the project area under review is greater than this, the study area should be
divided into subareas of radii of ½ mile, with subarea boundaries determined by natural
“clusters” of integrated land uses within a common walkshed. If the project study area
is smaller than ½ mile in radius, other land uses within a ½ mile radius of the key
destination point in the study area (i.e. train station or employment center) should be
included in design, density, and diversity calculations. Land use measures are capped
based on empirical evidence for location setting types as follows:3





Urban: 65% VMT
Compact Infill: 30% VMT
Suburban Center: 10% VMT
Suburban: 5% VMT

Neighborhood/Site Enhancements: The neighborhood/site enhancements category
is capped at 15% VMT reduction (with Neighborhood Electric Vehicles (NEVs)) and 5%
without NEVs based on empirical evidence (for NEVs) and the multiplied combination of
the non-NEV measures.
Parking: Parking strategies should be implemented in one of two combinations:
 Limited (reduced) off-street supply ratios plus residential permit parking and
priced on-street parking (to limit spillover), or
 Unbundled parking plus residential permit parking and priced on-street
parking (to limit spillover).
Note: The reduction maximum of 20% VMT reflects the combined
(multiplied) effect of unbundled parking and priced on-street parking.
Transit: The 10% VMT reduction maximum for transit system improvements reflects
the combined (multiplied) effect of network expansion and service frequency/speed
enhancements. A comprehensive transit improvement would receive this type of
reduction, as shown in the center overlap in the below Venn diagrams.
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As reported for California locations in Holtzclaw, et al. “Location Efficiency: Neighborhood and Socioeconomic
Characteristics Determine Auto Ownership and Use – Studies in Chicago, Los Angeles, and San Francisco.”
Transportation Planning and Technology, 2002, Vol. 25, pp. 1–27.

Commuter Trip Reductions (CTR): The most effective commute trip reduction
measures combine incentives, disincentives, and mandatory monitoring, often
through a transportation demand management (TDM) ordinance. Incentives
encourage a particular action, for example parking cash-out, where the employee
receives a monetary incentive for not driving to work, but is not punished for
maintaining status quo. Disincentives establish a penalty for a status quo action.
An example is workplace parking pricing, where the employee is now monetarily
penalized for driving to work. The 25% maximum for work-related VMT apply to
comprehensive CTR programs. TDM strategies that include only incentives, only
disincentives, and/or no mandatory monitoring, should have a lower total VMT
reduction than those with a comprehensive approach. Support strategies to
strengthen CTR programs include guaranteed-ride-home, taxi vouchers, and
message boards/marketing materials. A 25% reduction in work-related VMT is
assumed equivalent to a 15% reduction in overall project VMT for the purpose of
the global maximum; this can be adjusted for project specific land use mixes.
Two school-related VMT reduction measures are also provided in this category.
The maximum reduction for these measures should be 65% of school-related
VMT based on the literature.
Road Pricing/Management: Cordon pricing is the only strategy in this category
with an expected VMT reduction potential. Other forms of road pricing would be
applied at a corridor or region-wide level rather than as mitigation applied to an
individual development project. No domestic case studies are available for
cordon pricing, but international studies suggest a VMT reduction maximum of
25%. A separate, detailed, and project-specific study should be conducted for
any project where road pricing is proposed as a VMT reduction measure.

Additional Rules for Transportation Measures- There are also restrictions on the
application of measures in rural applications, and application to baseline, as
follows:
Rural Application: Few empirical studies are available to suggest appropriate
VMT reduction caps for strategies implemented in rural areas. Strategies likely
to have the largest VMT reduction in rural areas include vanpools, telecommute
or alternative work schedules, and master planned communities (with design and
land use diversity to encourage intra-community travel). NEV networks may also
be appropriate for larger scale developments. Because of the limited empirical
data in the rural context, project-specific VMT reduction estimates should be
calculated.
Baseline Application: As discussed in previous sections of this report, VMT
reductions should be applied to a baseline VMT expected for the project, based
on the Institute of Transportation Engineers’ 8th Edition Trip Generation Manual
and associated typical trip distance for each land use type. Where trip
generation rates and project VMT provided by the project Applicant are derived
from another source, the VMT reductions must be adjusted to reflect any
“discounts” already applied.

