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While SB 743 implementation is still evolving, a variety of public, private, and institutional entities have 
contributed to creating implementation resources and addressing the key implementation questions. 
Current website resources for SB 743 implementation are listed below. 

California Governor’s Office of 
Planning and Research (OPR) 
Transportation Impacts (SB 743)

http://opr.ca.gov/ceqa/updates/sb-743/

Fehr & Peers SB 743

http://www.fehrandpeers.com/sb743/ 

California Department of Transportation 
(Caltrans) SB 743 Implementation

http://www.dot.ca.gov/hq/tpp/sb743.html

Important findings from the implementation work have revealed that simply analyzing the VMT generated 
by a project is insufficient to identify potential significant impacts and that TDM mitigation effectiveness 
cannot be guaranteed since it is often building-tenant dependent. 

Conventional approaches to transportation impact analysis for environmental studies that rely 
solely on vehicle level of service (LOS) and similar metrics related to vehicle delay focus on how 
land use and transportation projects affect driving instead of how those projects change the amount 
of driving that will occur. While changes to driving conditions that increase travel times are an 
important consideration for traffic operations and management, these changes do not fully 
describe environmental effects associated with fuel consumption, emissions, and public health. 

California, with the passage of Senate Bill (SB) 743, is changing conventional practice by shifting 
the focus of transportation impact analysis from driving (LOS) to the impact on public health by 
encouraging infill development, multimodal networks, and a diversity of land use. This is 
accomplished by introducing VMT as the new metric of analysis.

However, VMT as a metric raises a few questions related to methodology and significance thresholds.

• Unlike LOS, where methodology was driven by the Highway Capacity Manual (HCM) 
and significant impact determinations were the sole discretion of the public agency 
reviewing the project, the shift to VMT does not have an equivalent methodology.

• VMT analysis for SB 743 purposes differs from current analysis of VMT for air quality, 
greenhouse gases (GHG), or energy impact analysis in California where federal or state 
laws establish clear thresholds related to public health and environmental protection 
objectives. Therefore, determining what level of VMT change is significant when not 
relying on the related effects of fuel consumption is much more difficult.

To address the emerging SB 743 implementation questions, the authors developed implementation 
guidance including annotated flowcharts to outline the critical steps and choices for public 
agencies. More implementation details and the full set of flowcharts are available at 
http://www.fehrandpeers.com/sb743/.
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Step 7
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Is the project:
         In a transit priority area
         In a low VMT area
         Local serving retail less
         than 50,000 square feet?

 
OR
OR

 
AND

AND

Is the project:
         Floor area ratio greater
         than 0.75
         Consistent with parking
         requirements without
         oversupplying
         Consistent with RTP/SCS?

Do the VMT forecasts from
Step 4 exceed the VMT
thresholds from Step 3?

Do the mitigations require
new or expanded facilities/
services that may have
environmental impacts
that require evaluation
under CEQA?

What are the project
and cumulative VMT
forecasting options?

What is the surrounding
land use context?

What are the project and
cumulative VMT thresholds?

OPR
Steps

What is the project
land use?

Develop mitigation
measures for urban
context (see notes)

Develop mitigation
measures for suburban
context (see notes)

Develop mitigation
measures for rural
context (see notes)
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Potential significant project and/or cumulative
impact: Develop mitigation measures

Process complete

Additional analysis Process complete

Process complete

Calculate baseline
residential VMT (see notes)

Calculate baseline
office VMT (see notes)

Calculate baseline
retail VMT (see notes)

Calculate baseline
other VMT (see notes)

Calculate cumulative
VMT (see notes)

Forecast cumulative VMT
effects (see notes)

Decision Analytical process or procedural outcome

Calculate project
VMT (see notes)

Forecast project VMT
effects (see notes)

Navigating Land Use Projects Through SB 743
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Project generated VMT estimates fail to 
capture the project’s effect on VMT, which 

is the more essential information for decision 
makers and the public since it also considers 
whether the project may increase or decrease 
VMT from its influence on surrounding land uses 
or the transportation network. This form of VMT 
does require use of travel forecasting models 
such as those employed by metropolitan 
planning organizations (MPOs). As such, 
expectations for transportation impact analysis 
practitioners are expanding to include robust 
travel forecasting capabilities. This change is 
also increasing interest in making MPO models 
more transparent, accessible, and available to 
practitioners.
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TDM strategies are a common mitigation 
recommendation for land use projects but 

effectiveness cannot be guaranteed since 
building tenants are often not known during the 
entitlement review process and may change over 
time without an opportunity for the city or county 
to perform subsequent impact analysis. Hence, 
TDM strategies are unlikely to reduce the 
significance of VMT impacts and will require 
ongoing monitoring to verify performance 
when they are used.
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Background VMT levels change in response 
to a variety of economic factors outside the 

control or influence of cities or counties. For 
instance, VMT per capita declined after the great 
recession but has rebounded since about 2012 
and is now increasing. Economic activity, low 
fuel prices, and new vehicle travel options 
such as transportation network companies 
(e.g., Uber and Lyft) have increased vehicle use.
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With CEQA also requiring the analysis of 
cumulative conditions, forecasting project 

effects on future 2040 or 2050 VMT conditions 
becomes even more challenging. Within this 
time horizon, the introduction of autonomous 
vehicles (AVs) is likely along with other changes 
in mobility. Research we have completed on the 
potential AV effects on VMT demonstrated the 
potential for substantial increases as the cost of 
vehicle travel (in terms of both time and money) 
is reduced.
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An example flowchart 
specifically relates to 

evaluating land use 
development projects.
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