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Preface by SCAG Executive Director

| am pleased to support this research report on metropolitan growth and local cooperation in the
United States and Korea, which is completed through the joint effort of researchers from the
Southern California Association of Governments (SCAG) and the Daegu-Gyeongbuk Development
Institute (DGI). The report is intended to expand understanding of urban and regional planning
issues and challenges and encourage dialogue about the policy and planning options to address
them. This joint research effort is well aligned with SCAG’s vision as an international and regional
planning forum trusted for its leadership and inclusiveness in developing plans and policies for a
sustainable Southern California.

SCAG is the nation's largest metropolitan planning organization, representing six counties, 191
cities and more than 18 million residents. SCAG undertakes a variety of planning and policy
initiatives to encourage a more sustainable Southern California now and in the future. The SCAG
region faces diverse challenges: the region was among the hardest hit in the nation during the
recent great recession, the region’s freeways are the most congested in the nation and the
region’s air quality is the worst in the nation.

These challenges present a serious threat to the quality of life for current and future residents,
however SCAG has made and will continue to make a coordinated planning and research effort to
address these regional challenges. SCAG’s Southern California Economic Recovery & Job Creation
Strategy to improve the region’s economic viability is among the agency’s major initiatives aimed
at improving the region’s overall quality of life.

In addition to SCAG’s work in the Southern California region, the agency plans to continue
promoting global research and development (R&D) efforts by hosting a first-of-its-kind
international conference in September 2013 to discuss emerging urban and regional issues and
their policy implications and options. The conference will focus on aging and growth to provide
insight from around the state and world on planning for regional growth. Additionally, this
international conference will discuss metropolitan policy and planning implications of an aging
population in a wide range of topic areas including housing and city design, transportation
demand, labor force and the economy, government revenues and spending, education and
training, immigration, land use, energy and climate change. Through this international conference
we will share experiences of planning for growth and identify best practices. | look forward to
hearing more about the advanced research conducted for this report at the upcoming conference.

| sincerely thank the members of SCAG’s governing body, the Regional Council, for their
leadership in setting SCAG’s vision and facilitating staff’s ability to implement that vision. | am
equally thankful to DGI President Seong-Keun Lee, for his leadership in completing this report.

Hasan Ikhrata, Executive Director
Southern California Association of Governments



Preface by DGI President

On January 19, 2012, the Daegu-Gyeongbuk Development Institute (DGI) and the Southern
California Association of Governments (SCAG) signed an MOU at SCAG’s office in Los Angeles,
California. On that day, both agencies agreed on the first joint research project to publish a
research report focused on empirical cases of metropolitan growth and cooperation between
local governments in Korea and the United States.

DGI, which is funded by Daegu Metropolitan City and Gyeongsangbuk-do, is a comprehensive
policy research institution that supports the administration of both local governments. The
institution, one of fifteen institutions funded by local governments across the country, was
established in conformity with the "Act on the Establishment and Management of Local
Government-Funded Institutions; and endeavors to provide happiness, hope, and equal
opportunity to local residents. Daegu-Gyeongbuk which is the research area of DGI was originally
rooted in the same political/administrative/cultural bases located in the southeastern part of
Korea, but was divided for local administrative purposes in 1981. The populations of Daegu and
Gyeongbuk are about 2.5 million and 3 million respectively as of the end of 2012. Daegu has 8
districts (gu) while Gyeongbuk has 23 cities (si) and counties (gun).

The world's local governments are facing three great changes. First, they are facing globalization
and regionalization. Globalization means the world is entering an era of endless competition. As
the world becomes globalized, the world’s societies are interconnected with the economy as the
center through liberalization and exchange/cooperation. At the same time local governments
must make concentrated development in their region voluntary by discovering a new value at the
local level. They should make efforts to produce effectively by controlling the function of
production elements through economies of scale. Second, the changes local governments are
facing are the development of participatory democracy and diversification of the demand for
public services. Participatory democracy is developing as there is an expansion of public
participation. This public participation manifests itself through increased voter participation and
mass communication through social media. Efficiency must be improved by forecasting demand
through optimal provision as demand for public services is diversified. Feedback on the public
service agent is required through performance assessment. Third, there are climate and
sustainable development changes that are taking place. Global efforts are needed to cope with
the climate changes that are confronting the world, such as global warming, and to develop
sustainably with the environment in mind.

This report is published with the purpose of information sharing through empirical cases
regarding local and regional strategies of DGI and SCAG on these three important changes. The
report is composed of 3 parts. Part 1 addresses metropolitan growth and local cooperation; Part 2
deals with urban development and participatory planning; and Part 3 discusses local responses to
climate change and balanced development.



In conclusion, | would like to thank the mayor of Daegu Metropolitan City, the Gyeongsangbuk-do
governor, the president of Daegu Metropolitan City Council, and the president of Gyeongsangbuk-
do Council for their direct and indirect help in publishing this report. | also want to show my
unbounded gratitude to researchers from both countries who participated in the research and
writing. It is expected that mutual understanding of each other's regional planning and policy will
be enhanced and policies can be explored through joint research based on this report. Both
agencies are planning to make annual visits, conduct seminars, publish books, and have a vigorous
exchange through the internet. | wish both organizations and both regions tremendous success.
Thank you.

Seong-Keun Lee, President
Daegu Gyeongbuk Development Institute









Twenty Years of Regional Planning and Collaboration in Southern California

. INTRODUCTION

The American planning system has evolved within a decentralized and fragmented political
framework. Suburbanization has continued to cross local jurisdictional boundaries. Metropolitan
areas are formed and developed. Transportation congestion and air pollution are interrelated and
should be addressed on a regional level. Current regional (metropolitan) planning in the United
States is the by-product of the intergovernmental planning coordination efforts of the U.S.
Congress and other governments on regional issues. Regional planning1 generally has been
performed by a Council of Governments (COG) and a Metropolitan Planning Organization (MPO).

Regional planning has changed significantly due to three major regional, state, and federal
programs and initiatives (i.e., 1991 ISTEA, Regional Blueprint Program, and SB 375) that have been
adopted over the past twenty years. The 1991 Intermodal Surface Transportation Efficiency Act
(ISTEA) enhanced the role of MPOs, encouraged citizen involvement, and promoted the
integration of land use, transportation, and the environment along with the 1990 Clean Air Act
Amendments (CAAA).In the early 2000s, regional blueprint planning was initiated by the four
largest MPOs (Los Angeles, San Francisco San Diego, and Sacramento) (Barbour and Teitz, 2006).
Regional blueprint planning became a voluntary, competitive grant program of the State of
California, which supported the regional planning agencies to select community preferred growth
scenarios for the future. Through regional blueprint planning, MPOs made an effort to balance
transportation planning with land use planning, housing needs, resource protection and other
planning issues in order to achieve more sustainable regional growth patterns and improve the
quality of life for Californians.

Finally, in 2008, the Sustainable Communities and Climate Protection Act, also known as Senate
Bill 375 (SB 375), was signed by the Governor to target greenhouse gas emissions from passenger
vehicles. The California Air Resources Board (CARB) was required to set regional emissions
reduction targets from passenger vehicles. The MPO for each region is then required to develop a
"Sustainable Communities Strategy" (SCS) that integrates transportation, land-use and housing
policies to plan for the achievement of the emissions target for their region (http://en.wikipedia.
org/wiki/SB 375).

The purpose of this paper is to review the regional planning and collaboration efforts of the
Southern California Association of Governments (SCAG) over the last twenty years. This paper
focuses on three major aspects of regional planning and collaboration efforts: SCAG’s role and
responsibility; collaborative framework and integration of plans and programs. The next section of

Y In this paper, regional planning is used with regional transportation planning interchangeably.
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the paper discusses the changing context of regional planning. The federal, state, and regional
requirements and initiatives are discussed. The third section of the paper discusses the enhanced
role of the Southern California Association of Governments (SCAG) in the plan preparation and
project selection process. The fourth section of the paper discusses the regional and bottom-up
approach toward regional planning, collaboration among stakeholders, and public participation.
The fifth section of the paper discusses the integrated planning approach towards addressing land
use, transportation, and environmental problems. The sixth and last section of the paper
summarizes the paper.

[I.  REGIONAL PLANNING IN A CHANGING CONTEXT

Regional planning in America has many forms. Considering its historical background and
development, there is more formal regional collaboration on the common interests of the region
or metropolitan areas. Many different government agencies and related stakeholders participate
in the regional planning and policy development process. The beginning of regional planning in
America traces back to the early 1900s ((Friedmann & Weaver, 1979; McDowell, 1986 (a)).

A COG or a MPO conducts regional planning in the United States. Regional planning agencies are
established by the federal or state legislatures, and provide local jurisdictions with diverse
research, planning, programming, and related services (McDowell, 1986 (b) (c); Soule, 2009). The
early COGs were formed through the intergovernmental demonstration programs in the 1950s,
and were primarily developed in the 1960s. The majority of the 540 COGs have been voluntarily
established by local governments in metropolitan regions. The main role of the COGs is
determined by regional needs and performs diverse and specifically assigned functions of the
federal, state, and local governments. In California, a COG is considered to be a Joint Powers
Authority (JPA). A JPA is formed by any two or more governmental entities (federal, state or local)
to provide a common service. Many JPAs are financing tools that let governmental agencies pool
their scarce resources. The California Government Codes 6500-6536, also known as Joint Exercise
of Powers Act, specifies the JPA’s responsibilities, purpose, procedures, etc. Under the Joint
Exercise of Powers Act, two or more public agencies may enter into a joint powers agreement,
allowing them to jointly perform many duties that the agencies can perform individually.

States and the federal government recognized the regional nature of transportation infrastructure
early in the 20th century (Giuliano, pl.). Modern regional transportation planning has been
practiced since the Federal-Aid Highway Act of 1962, which established the famous 3C process
(continuing, comprehensive, and cooperative) as the basis for current regional planning. This 3C
process became the root of today’s MPO requirements (Lewis and Sprague, 1997. p.29). MPOs
were established due to the growing momentum of the highway program and the federal
financing of the planning process (US DOT, 1988). Subsequent federal and state legislation
complemented regional transportation planning practice and adjusted the role of MPOs in the
regional decision-making process. The major metropolitan planning related acts and the role of



metropolitan planning organizations (or council of governments) were established primarily
during the 1960s.

Metropolitan transportation planning processes are governed by federal law (23 U.S.C. §§ 134—
135). An MPO is an agency created by federal law to provide local input for urban transportation
planning and allocating federal transportation funds to cities with populations greater than
50,000. The Federal Highway Administration has identified 384 Metropolitan Planning
Organizations  (MPOs)  (http://narc.org/resource-center/cogs-mpos/what-is-a-metropolitan-
planning-organization/). Nearly half of the MPOs (178) operate as the Council of Governments
serving the same general geography. Under federal law emanating from the 1973 Highway Act
and the Urban Mass Transit Act, organizations in urbanized areas are designated by their
Governors to perform significant planning and programming of federally funded highways and
transit projects. Through the Long Range Transportation Plan and its link to the Transportation
Improvement Program (TIP), MPOs are responsible for approving significant expenditures of
federal dollars. Since MPOs function as regional planning agencies, they have no authority to levy
a tax or charge a user fee. Federal law (22 U.S.C. §§ 104) requires that a MPO be funded to
develop a regional transportation plan.

The following three major regional, state, and federal programs and initiatives of the last 20 years
have changed the recent regional planning process in Southern California.

1. ISTEA (1991)

After a minimal role in transportation planning during the 1980s, MPOs were provided with an
unprecedented opportunity to be a leader in regional transportation issues by ISTEA. Two major
forces have driven the federal government's role in regional transportation: transportation
funding and planning, and air quality protection. Transportation funding and planning is
mandated by the ISTEA and overseen by U.S. Department of Transportation (US DOT), while air
quality efforts are guided by the Clean Air Act and administered by the Environmental Planning
Agency (EPA). The two efforts which were once separate are now coordinated on a variety of
levels.

With the introduction of the ISTEA in 1991 and the Clean Air Act Amendment (CAAA) in 1990, the
emphasis of the regional planning process has significantly changed. The federal law tends to
move toward regionalism by providing the regional MPOs with more control over regional
projects. MPOs were provided with increased funding as well as increased roles and
responsibilities to select projects and mandates for new planning initiatives and to use federal
funds flexibly among different transportation modes in their regions. The upgraded status of
MPOs was reflected during the plan preparation process. State transportation officials, for the
first time, were required to seriously consult with local representatives of MPOs’ governing
boards (Solof, 1996: 1). The empowerment of MPOs in key decision making was understood as a
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revolutionary process (Howe, 1994: 11). The project selection and fiscal constraint requirements
have also led to a planning process that is “more rational than political,” according to a 1996
Government Accounting Office survey of MPO officials (GAO, 1996: 1).

ISTEA also tried to promote collaborative planning process meeting local needs by placing
significant emphasis on broadening public participation in transportation planning to include key
stakeholders including the business community, members of the public, community groups, and
other governmental agencies. This change challenges professional planners and elected officials
because meaningful engagement of diverse interests can be difficult. (US DOT, 1995:5). Public
participation is also emphasized for minority or low-income groups, relatively underrepresented
during the planning process. Federal planning regulations and policies require that a wide
spectrum of stakeholders have the opportunity to participate meaningfully in the planning
process. Toward this end, the MPO places an emphasis on reaching out to the minority and low-
income communities and the leadership that represents these communities.

Finally, ISTEA strengthened the integrated aspect of regional planning by developing alternative
scenarios of visionary perspectives, establishing a clear linkage between the long-range plan and
TIP, by coordinating land use and transportation and by linking transportation and air quality. By
emphasizing the integration of major planning elements, ISTEA intended to produce a more
coherent set of regional planning and programming. For example, a newly introduced concept is
the relationship between transportation and air quality. According to CAAA, in areas failing to
meet Federal air quality standards, transportation planning should be geared to improving air
quality as well as mobility. (US DOT, 1995:5).

2. Regional Blueprint Program

The four largest MPOs (Los Angeles, San Francisco San Diego, and Sacramento) in California
initiated regional blueprint planning in the early 2000s (Barbour and Teitz, 2006), and this regional
blueprint planning process became a voluntary, competitive grant program of the California
Department of Transportation (Caltrans) since 2005. Caltran’s regional blueprint program
supported collaborative regional planning efforts across California through grants, support
services and interagency coordination.

The program utilizes previously unallocated federal funding, as well as improving the
comprehensive level of transportation/land use planning. The program contributes to the vision
of the improved quality of life within California by addressing future growth on a twenty-year
horizon through the integration of transportation, housing, land use, environmental resources,
other infrastructure, and services (Sollenberger and Klein, 2007). The program encourages
comprehensive scenario planning that results in consensus by regional leaders, local governments
and stakeholders on a preferred growth scenario or blueprint.



The regional blueprint program emphasizes choices in transportation efficiency and
environmental sustainability over the past practices that lacked these goals in both local and
regional plans. SCAG's Compass Blueprint promotes civic engagement in transportation planning
and provides a set of incentives and free services to do something positive about how we grow
and change as a region.

The idea behind the Compass Blueprint in the SCAG region was to focus future development in
just 2% of the land mass of the region. The focus is on areas well served by transit, near
employment centers and well suited to encourage pedestrian friendly growth. Mixed use, mixed
income and mixed tenure building solutions are encouraged to help protect existing single family
neighborhoods and prevent leap frog ex-urban growth. It's about evaluating choices and growth
scenarios based on local input, making the most of our transportation investments, and
partnerships and public participation. This is a voluntary, collective strategy for meeting mobility,
housing, employment, air quality and greenhouse gas emission challenges that face our state and
region.

3. California Senate Bill 375 (SB 375)

The Sustainable Communities and Climate Protection Act (SB 375) was passed by the State
legislature and signed by Governor Schwarzenegger in September 2008. It became effective on
January 1, 2009 as a means for achieving AB 32 goals from cars and light trucks. This bill shows a
significant effort of the State of California to implement the global warming goals of AB 32.

SB 375 requires eighteen MPOs in California to develop a Sustainable Communities Strategy (SCS)
as a major element of the Regional Transportation Plan (RTP) to reduce GHG emissions. SB 375
acknowledges that the transportation sector makes a major contribution to the generation of
GHG emissions, and it recommends that MPOs develop a SCS to reduce the GHG emissions from
cars and light trucks through the integration of planning processes for transportation, land use,
and housing. The development of the RTP/SCS depends on meaningful collaboration with local
governments and stakeholders.

With the passage of SB 375, local, regional, and state planning and decision making is more
closely linked with each other. The Regional Targets Advisory Committee (RTAC) of CARB
acknowledged the importance of collaboration among the MPOs and CARB for the successful
target setting under SB 375. The RTAC further suggested that CARB/MPOs work with Caltrans and
the California Transportation Commission to update modeling and RTP guidance.

The RTAC recommended that CARB and MPOs use a bottom up approach to develop parameters
for preparing sensitivity analyses and multiple scenarios to test the effectiveness of various
approaches. The bottom up approach emphasizes the importance of input from regional and local
officials and stakeholders. The local and regional input based parameters would help to identify



the most ambitious and achievable GHG emission reduction strategies for 2020 and 2035. Local
input has been instrumental in identifying the land use scenario for development of the regional
transportation plan. By using local input, the most current land use assumptions are implicitly
incorporated in the regional transportation plan as mandated by federal law. MPOs had active
participation in developing the regional GHG emission reduction targets as CARB’s partner
agency. Although SB 375 put CARB in charge of developing the statewide GHG emissions, CARB
uses a bottom-up and regional approach toward developing the statewide GHG emission
reductions target. MPOs have been working closely with local jurisdictions and stakeholders to
find a technically sound approach and politically acceptable solution for target setting and SCS
development.

SB 375 specifies the detailed public outreach processes for MPOs during the SCS development.
The specific outreach requirements include: (1) the MPOs must conduct one or two informational
meetings in each county for members of the board of supervisors and councils on the SCS. (2)
each MPO must adopt a public participation plan, for development of the SCS that includes
outreach efforts and workshops. (3) two or three public hearings on the draft SCS must be held.
Local governments and the general public are expected to provide meaningful input during the
planning process in an active way. As required by SB 375, each MPO must prepare a SCS, subject
to the requirements of the Federal Transportation and Clean Air Acts, including the requirement
to utilize the most recent planning assumptions considering local general plans and other factors.
Local governments play a key role in developing successful SCS through the availability of the
most current general plans reflecting the most recent planning assumptions and in implementing
successful SCS related TOD projects through the flexible updating of existing general plans

[ll.  SCAG’S ROLES AND RESPONSIBILITIES

1. History

With enactment of the Federal-Aid Highway Act of 1962, there was a movement for establishing a
MPO in the nation’s metropolitan areas. The State of California introduced a law to encourage
local jurisdictions in the metropolitan areas to develop a MPO in 1963. According to the 1963
State law, the State of California would directly establish a MPO just in case that a MPO is not
voluntarily formed within the specified timeline. Although local political leaders were concerned
about the potential impact on the local home rule, they eventually decided to form their own
MPO in Southern California. Local elected officials from 56 cities and five counties in the Southern
California region first convened at the Biltmore Hotel in the City of Los Angeles and founded SCAG
as a joint powers authority (JPA) under California law on October 28, 1965. Southern California
localities were able to resist greater state control (Wilkstrom, 1977, pp. 43-44).

SCAG was initially governed by a 20-member Executive Committee, and its major responsibility
was to develop growth projections and develop a regional plan for the region. Later SCAG



expanded its responsibility from transportation planning to other functional areas. SCAG is
designated as a MPO under federal law and as a Regional Transportation Planning Agency (RTPA)
and a COG under state law.

SCAG expanded its governing body, the Executive Committee, in 1992 to a 70-member Regional
Council (RC) to help accommodate new responsibilities mandated by the federal and state
governments, as well as to provide more broad-based representation of Southern California’s
cities and counties. With its expanded membership structure, SCAG created Regional Council
districts to provide for more diverse representation. The districts were formed with the intent to
serve equal populations and communities of interest. The RC currently includes 84 members. In
addition to the six counties and 191 cities that make up the SCAG region, there are six County
Transportation Commissions that hold the primary responsibility for programming and
implementing transportation projects, programs and services in their respective counties.
Additionally, SCAG Bylaws provide for representation of Native American tribes and Air Districts in
the region on the Regional Council and Policy Committees. Through the expanded membership of
the RC, SCAG increased its responsiveness and representativeness. SCAG comes close to a truly
population-based method for allocating seats (Lewis and Sprague, 1997).

2. Governance

Under federal and state laws, SCAG is responsible for identifying SCAG region’s transportation
priorities through development of RTPs. SCAG has many other roles and authorities to develop
short- and long-term regional plans for transportation, housing and air quality that conform to
state and federal standards. It is also responsible for implementing the state Regional Housing
Needs Assessment program on behalf of Southern California in an effort to establish goals for
future housing needs. SCAG conducts extensive growth forecasting and provides local
governments with critical land use and demographic data to strengthen their planning efforts.

SCAG is governed by delegates from every member jurisdictions through the General Assembly
(GA), which annually brings together the official representatives of SCAG’s membership and helps
set the agency’s course for the coming year (SCAG, 2012). Amendments to SCAG’s Bylaws also
may be considered at the GA. In addition, members of the GA consider adoption of SCAG's
General Fund budget for the next fiscal year.

As SCAG's governing board, the Regional Council (RC) formally adopts SCAG’s policies; implements
the General Assembly's policy decisions; acts upon policy recommendations from SCAG policy
committees and external agencies; appoints committees to study specific problems and
programs; and amends, decreases or increases the proposed budget to be reported to the
General Assembly (GA).



SCAG’s policy-making process is guided by the work of three Policy Committees: Transportation;
Community, Economic and Human Development; and Energy and Environment; and its operations
are managed by the Executive/Administration Committee. First, the Transportation Committee
(TC) examines regional policies, programs and other matters pertaining to roads and highways,
transit, airports and seaports and other aspects of Southern California’s transportation system.
Second, the Community, Economic and Human Development Committee (CEHD) oversees the
agency’s efforts to develop regional policies for housing, economic development, land use,
growth forecasting and other community development needs. Third, the Energy and Environment
Committee (EEC) considers environmental and energy-related issues of regional significance,
including air and water quality, solid and hazardous waste, habitat preservation, environmental
justice and matters pertaining to the California Environmental Quality Act.

Executive/Administration Committee (EAC) is SCAG’s core leadership team. In addition to their
critical position in guiding SCAG’s regional decision-making process, EAC members are SCAG
representatives throughout the region as well as at the state and federal levels. The EAC
addresses matters regarding human resources, budgets, finance, operations, communications and
any other matter referred by the RC.

3. Responsibilities and Funding Sources

Local governments voluntarily established SCAG as a JPA in 1965 according to California
Government Code 6500. SCAG is charged with addressing region-wide issues and developing
regional plans and policies as a COG. SCAG is designated as a MPO, which is mandated to develop
the long term regional transportation plans for the federal government. SCAG is also designated
as a Regional Transportation Planning Agency (RTPA) according to the state law. SCAG is fully
engaged with research and analysis, data collection, and policy development for developing the
regional transportation plans and other related plans and programs.

The mandated regional collaboration is made possible through the federal and state laws. The
federal government promoted more regional collaboration for developing the region-initiated
transportation plan and policies by establishing and expanding metropolitan planning
organizations over the last fifty years. The federal effort contributed to the improvement of
transportation and environmental problems of the region through the regional collaboration.
With an improved transportation system, the region eventually may result in the economically
more competitive region.

The roles of SCAG are separately specified in the federal and state laws. First, the major federal
and state laws specifying the SCAG’s roles include federal transportation laws (23 USC §§134(g),
49 U.S.C. §5303(f)), Federal Code of Federal Regulation (23 C.F.R. §450), SAFETEA-LU (Pub.L. No.
109-59, Title VI, Section 6001(a),119 Stat. 1989), Federal Clean Air Act of 1990 (176(c) (42 U.S.C.
7506(c)), and the California government codes (§§65080 and 65082) . Second, the Presidential



Order 12372 of 1982 designates SCAG as a certified agency to review the proposed program for
the financial support and direct development of the federal government. This process is called
Intergovernmental Review (IGR). Third, California Environmental Quality Act Guidelines (Sections
15125 and 15206) mandates SCAG to provide a professional opinion on whether the proposed
regionally significant project is consistent with the regional plan and the city’s socioeconomic
projections. This IGR process is a useful tool to enhance the linkage of the regional plan and urban
development. Fourth, California Health & Safety Codes (§40640(b), §40464) requires SCAG to
develop land use, transportation programs, policies, and strategies as well as the regional growth
projections of population, households, and employment as part of Air Quality Management Plan
(AQMP) to be developed by South Coast Air Quality Management District (SCAQMD). Fifth,
California Government Code §65584 specifies that SCAG, as the SCAG region’s MPO and COG,
must develop the Regional Housing Needs Assessment (RHNA) plan for local jurisdictions in the
region. The RHNA process considers the urban growth and other important growth factors in
determining the low income housing needs for each local jurisdiction. Due to the significant
planning and policy implications for local jurisdictions, the RHNA process is very contentious, and
requires strong collaboration between SCAG and local jurisdictions. Sixth, California Government
Code §65580(b)(2)(C)) specifies that SCAG develop a Sustainable Communities Strategy (SCS) as
part of the Regional Transportation Plan (RTP) to achieve greenhouse gas (GHG) emissions target.
A SCS contains land use, housing, transportation strategies to reduce GHG emissions and
emphasizes coordinated decisions on the environment, housing, and land use planning and
strategies.

In short, SCAG develops regional plans to achieve the planning goals specified in the federal and
state laws in a collaborative framework. The adopted regional plans are major tools for allocating
federal and state funding for regional plan implementation.

SCAG’s funding primarily comes from the federal government (68%), followed by local
governments (22%), state government (6%), and membership dues (4%).

IV. BOTTOM-UP APPROACH

ISTEA of 1991 expected that MPOs would play a leading role in dealing with regional growth and
transportation issues. The existing tradition is that the State of California tends to treat counties
as regions. California legislation defines counties as regions (Lewis, 2001) and this makes a
regional approach difficult.

The county level approach is generally beneficial to the county, because the county can effectively
deal with county specific issues. However, regional issues are also important. One example is the
daily trips of suburban commuters. According to the 2000 Census, approximately 30 percent of
workers living in Riverside or San Bernardino counties commute to other counties every day.



Without an appropriate region wide approach, the region wide transportation system will get
worse.

SCAG uses a bottom up process during the development of the plan. Local input is utilized for
further disaggregation of the regional baseline forecast into smaller areas (e.g., TAZ). A major
issue is that the regional baseline forecast total may be different from the regional total of local
input. In general, local input tends to show a lower population total and a higher employment
total than the baseline forecast. From a local perspective, population growth is generally
unwanted because it induces more service burdens or costs to local jurisdictions. Conversely,
employment growth is desired because it generates more revenue for local jurisdictions. This
imbalance is corrected through the collaborative process.

The bottom-up process was effectively utilized to develop the regional SCS and the GHG emission
reductions target. There has been close interaction between CARB and MPOs during the research,
analysis and modeling process of the land use/transportation sectors and emissions. MPOs
formed and frequently held meetings of a technical working group, which included CARB staff, to
coordinate the development of various land use and transportation policy scenarios for CARB's
target-setting process. These scenarios were developed to test the effectiveness of implementing
various transportation and land use policies. The MPOs discussed technical issues including: land
use and transportation strategies that could be tested in the MPO scenarios, different approaches
to interregional travel, travel cost assumptions, and future revenue assumptions. A number of
MPOs provided the initial results of their scenario analyses and target-setting approaches to CARB
and the public in time for the final RTAC meeting on May 25, 2010 (CARB, 2010). The frequent
exchange of technical information and modeling results among CARB, MPOs, and other
stakeholders helped to develop a standardized approach on how to do analysis and modeling, and
to draft regional GHG emission reduction targets. The collaborative process is also expected in the
upcoming SCS development process. Extensive collaboration is required among local and regional
stakeholders including CTCs, air districts, counties, cities, and others. The SCS development
process was viewed in terms of a series of iterative discussions between MPOs, counties, cities,
and CTCs with the collective goal of identifying GHG reduction strategies (SCAG, 2009).

V. INTEGRATED PLANNING

Traditional regional planning efforts focus on improving regional mobility and other related
performance measures. As part of the federal transportation funding requirements, the RTP must
also conform to the regional emission requirements. The Clean Air Act (CAA) was amended in
1990. It intends to reduce smog and air pollution by establishing air quality standards and
planning requirements for various air pollutants. The amended CAA requires federally supported
highway and transit project activities to meet federal air quality requirements. Under the U.S.
Department of Transportation (DOT) Metropolitan Planning Regulations and U.S. Environmental



Protection Agency’s (EPA) Transportation Conformity Rule requirements, the MPQO’s RTP needs to
pass a regional emission analysis test. The analysis should demonstrate a conformity finding.

In addition to the federal efforts to improve both the regional mobility and air quality associated
with the emissions of light and medium vehicles, California has focused on two major regional
planning efforts: the regional housing needs assessment (RHNA) and the regional blueprint
planning. The RHNA is intended to improve housing affordability for residents through the RHNA
process and the resulting local housing element updates for several decades. The RHNA process
establishes the minimum housing development capacity that cities and counties are to make
available via their land use powers to accommodate growth within a short-term planning period.
RHNA numbers are assigned to four income categories as guideposts for each community to
develop a mix of housing types for all economic segments of the population.

The regional blueprint planning program was introduced to help MPOs develop alternative
growth scenarios in the early 2000s. The program was intended to utilize previously unallocated
federal funding, as well as to improve the comprehensive level of transportation/land use
planning. The regional blueprint planning program is a voluntary, discretionary grant program that
provides seed funding to MPOs to conduct regional blueprint planning. The program contributes
to the vision of an improved quality of life within California by addressing future growth on a
twenty-year horizon through the integration of transportation, housing, land use, environmental
resources, other infrastructure, and services (Sollenberger and Klein, 2007). The regional
blueprint planning is not required to be part of the RTP. Their impact on transportation funding
decisions has been limited.

Two major federal programs and requirements (RTP and conformity analysis), two state programs
(RHNA and Blueprint), and local general plans were loosely interlinked before SB 375. SB 375
strengthened the relationship among those programs and plans. The development pattern in an
SCS must comply with federal law, which requires that any pattern be based upon “current
planning assumptions” that includes the information in local general plans and sphere of
influence boundaries. The SCS will not directly affect local land use decisions. The SCS does not in
any way supersede a local general plan, local specific plan, or local zoning. SB 375 does not
require that a local general plan, local specific plan, or local zoning be consistent with the SCS. An
SCS is understood as a regional version of the local general plan (Choi and Choi, 2010)

VI. CONCLUSION

Over the last 20 years, the SCAG regional planning process has changed greatly due to three
federal and state laws and programs. First, SCAG's regional planning process has become more
collaborative and participatory by enhancing the cooperation between SCAG, state government,
other regional agencies, and local governments, and by emphasizing region-wide public
participation. Second, SCAG has become more representative and accountable by increasing the



number of regional council members and actively participating in major decisions. The plan has
become more realistic by being financially constrained. Third, SCAG moved toward the integrated
planning process. The efficacy of regional planning was promoted by properly linking long range
plans with short range TIPs, by introducing visionary perspectives and alternative scenarios, and
by integrating transportation and land use. In particular, growth forecasting and growth visioning
played an important role in providing a possible solution to the regional transportation, air
quality, and related regional issues.

With the introduction of SB 375, SCAG successfully developed the SCS as part of the RTP to attain
and exceed the GHG emission reduction targets set forth by the CARB. The SCS outlines the plan
for integrating the transportation network and related strategies with an overall land use pattern
that responds to projected growth, housing needs, changing demographics, and transportation
demands. The SCS maximizes current voluntary local efforts that support the goals of SB 375, as
evidenced by several Compass Blueprint Demonstration Projects and various county
transportation improvements. Finally, SCAG has enhanced its role in the regional planning,
programming and implementation process. The original purpose of MPOs was to bring together
local politicians in a forum in order to confront regional problems and evaluate contrasting visions
of the future. There was limited support for regional oversight and planning among citizens, state
or local politicians. Federal involvement and requirements have bolstered the otherwise limited
or absent regional role. New state initiatives (i.e., SB 375) further enhanced the role of SCAG in
developing the consensus RTP/SCS. SCAG further initiated the Compass Blueprint Demonstration
Projects program to support local efforts to seek creative, forward-thinking and sustainable
development strategies that fit local needs and support shared regional values. The Compass
Blueprint’s primary focus is to provide custom planning tools and services to local governments
and stakeholders. SCAG’s Demonstration Projects program has partnered with more than 130
SCAG member jurisdictions on planning efforts that address local priorities and advance the
regional vision of mobility, livability, prosperity and sustainability. Through these projects, SCAG
provides free consultant services and sophisticated planning tools.
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Economic Recession and Regional Population Projections

. INTRODUCTION

The late-2000s recession (or the Great Recession) was a severe economic recession that began in
the United States in December 2007 and ended in June 2009 (as determined by the U.S. National
Bureau of Economic Research)(http://en.wikipedia.org/wiki/Recession of 2008). The impact

continues and is hard to predict. There was serious consideration of this economic recession on
the regional population projection process at SCAG. This study discusses how to produce
reasonable short term and long term regional population projections through a Panel of Experts
process.

Population projections play a key role in determining future community needs including housing
and transportation in a regional planning context. Regional demographers and planners efficiently
and regularly develop and update future population growth using diverse data sources including
the US Census Bureau, state statistical agencies, and private vendors. Those federal and state
agencies do not frequently update their demographic assumptions, and sometimes do not
maintain the currency and reasonableness of their population projections. We recently have
experienced an unexpected economic recession that began in December 2007 across the nation,
which has affected regional population growth, in particular, migration, in the near term. The
assumption of existing population projections quickly becomes questionable due to the economic
uncertainty in the near term. The traditional long term perspective, which might not reflect the
on-going economic trends and frequently updated short term economic forecasts, might result in
a serious bias of short term and long term population projections.

A number of important sources of population projection error have been identified. They include:
imperfect data on the demographic past and present, a limited understanding of demographic
processes, and major events which are largely unpredictable (Wilson, 2009). The study identifies
several sources of projection error observed during the recent population projection update
process for development of the 2012-2035 Regional Transportation Plan (RTP)/Sustainable
Communities Strategy (SCS): 1) the unstable/uncertain nature of the key economic-demographic
assumptions, in particular, unemployment rate and migration in the short term framework; 2) the
currency and reasonableness of population projections (and assumptions) by the US Census
Bureau and California Department of Finance (DOF); 3) a lack of relevant statistical data in a
timely manner; and 4) the significant gap in population estimates between the US Census Bureau
and CA DOF. The study presents two approaches for addressing projection uncertainty: an expert
panel and economic growth scenarios. The study suggests a few ways of addressing the
projections’ uncertainty. They include: 1) more frequent update of the short term and long term
population projections and related assumptions; 2) development of a range of population
projections; 3) development of regional population projections reflecting regional demographic
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characteristics and trends; and 4) development of an employment forecast as a reference. The
study identifies the future challenges in a regional planning framework. They are 1) the need to
meet diverse federal and state planning and regulatory requirements (e.g., currency, consistency)
for developing regional population projections; 2) consideration of the economic outlook, and 3)
the need to promote inter- agency collaboration, public involvement and participation, while
improving the accuracy of population projections.

.  ECONOMIC RECESSION AND REGIONAL POPULATION PROJECTION

In February 2009, SCAG officially launched its growth forecasting process. At that time, the SCAG
region had been heavily hit by the national economic recession (probably the greatest recession
since the Great Depression!), which officially started in late 2007. One of the key causes of the
recession was sub-prime loan losses and their impact on other risky loans and over-inflated asset
prices (http://en.wikipedia.org/wiki/Late 2000s recession). The SCAG region’s foreclosure data

during the period of 2007-2008 reflects the impact of the sub-prime loan losses (DataQuick,
2008). The number of foreclosed units increased from 3,779 units in July 2007 to 12,734 units in
August 2008, an increase of 237%. The recent economic recession was so severe that it created
uncertainty about the near term economic outlook (size of job loss, affected jobs by sector, labor
force adjustment, unemployment rate, etc) and its related population impact.

In most metropolitan regions, the long term regional transportation plan is usually updated every
three or four years as required by federal law. The regularly updated regional plan usually reflects
current and updated planning indicators. Population projections, as a key indicator of future
travel demand, are also revised upward or downward according to recent trends or updated
expectation of future population growth.

When a metropolitan region is required to update its population projections during an economic
recession, it immediately faces a few issues and challenges in moving forward with the population
projections process. First, there is lack of timely information of relevant historical population
trends, including components of growth (e.g., births, deaths, and migration). In particular,
information of the regional birth rate, death rate, or migration rate by demographic
characteristics is not available in a timely manner. The mid-year county population estimates and
components of population change are often not available due to the processing time of
administrative records from 6 months to 11 months, and are updated on an annual basis. The
update of this demographic information is based on administrative records of 17 state and federal
departments and agencies (CA DOF, 2009). (http://www.dof.ca.gov/research/demographic/repo
rts/estimates/e-2/2000-09/). Due to the delay of the data availability, it is possible to miss
significant demographic changes that occur during turbulent economic conditions.

Second, economic-demographic behaviors (e.g., unemployment rate, labor force participation
rate, multiple jobholding rate) might be out of the normal range in the short term framework
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(Campbell, 2008). In particular, the unemployment rate in an economic recession is extremely
high and the population projection model should be able to reflect its impact on migration in the
short term projection.

Third, there is a significant gap in population estimates between the US Census Bureau and CA
DOF (Wheaton, 2009). The Census Bureau's July 2008 estimate for the SCAG region was
17,950,391, while CA DOF'’s estimate of population was 18,648,406. The Census Bureau’s estimate
of population is 698,015 persons or 3.9% lower than that of CA DOF. As expected, the major
reason for the discrepancy is the estimation of domestic migration. Both agencies use different
data bases to estimate domestic migration. The US Census Bureau mainly uses federal tax returns
for tax filers to measure migration, while CA DOF mainly uses licensed driver’s address change.
The size of the difference varies by county. Los Angeles County (485,388) showed the most
significant numerical difference in the population estimate between US Census Bureau and CA
DOF. Other counties also showed a numerical difference: Orange (114,997), San Bernardino
(45,367), Ventura (32,605), Imperial (13,848), Riverside (5,812). In terms of the percent change,
Imperial County showed the most significant difference (8.4%). Other counties’ percent change is
as follows: Los Angeles (4.9%), Ventura (4.1%), Orange (3.8%), San Bernardino (2.3%) and
Riverside (0.3%).

Fourth, the existing population projections and related demographic assumptions by the US
Census Bureau (2008) or CA DOF (2007) could be outdated and should be carefully reviewed for
their currency and reasonableness. For example, the US Census Bureau’s international migration
rates were developed using historical time series information. As with past projections, the
international migration assumptions forecast for this series are not constrained to any current or
proposed policy or administratively determined immigration levels. (US Census Bureau,
2008)(http://www.census.gov/population/www/projections/methodstement.html). Total annual
average of net international immigration is projected to be 1,338,400 (2010-15), 1,434,400 (2015-
20), 1,530,200 (2020-25), 1,626,000 (2025-30) and 1,721,600 (2030-35). The projected
immigration is much higher than that of the recent historical tends (945,000 per year). As of

writing this paper, the US Census Bureau (2009) released supplementary population projections
with alternative net international migration assumptions.

[lIl.  UNCERTAINTY IN REGIONAL ECONOMIC AND POPULATION PROJECTIONS AND EXPERT
OPINION

In a rapidly changing and volatile economic environment, the usual economic and population
projection models do not produce accurate projections. This is particularly true of the short term
projections due to the unstable nature of the economic and demographic assumptions. The
average approach (e.g., average of the newly available economic or demographic projections)
could be a preferred approach for updating the new short term economic and demographic
projections (Smith et al, 2001). Timely developed private sources of the near term or long term
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economic and demographic projections are available with a cost, although the demographic
projections tend to rely on the most recent series of projections by the U.S. Census Bureau or the
state statistical agency. The collective expert opinion could be a useful reference to reduce the
short term and long term projection error. The following is a brief summary of the expert opinion
on critical factors and key economic and demographic assumptions collected through three
panels of experts meetings between 2009 and 2011.

1. The Panel of Experts Meeting (2009)

A first panel of experts meeting was held on May 15, 2009. The panel was composed of fifteen
experts in the field of regional and national economics and demography. These experts have
developed numerous economic or demographic forecasts or the agencies that they work for have
produced economic or demographic forecasts. They represented a variety of public or private
organizations. Nearly 50 percent of the panel members were from universities in California (e.g.,
University of Southern California, University of California Los Angeles, University of California,
Riverside, University of California, Santa Barbara, California State University, Long Beach,
California State University, Fullerton). Other panel members come from state or local government
agencies (e.g., Los Angeles Economic Development Corporation, South Coast Air Quality
Management District, California Department of Finance), private consulting firms (e.g., Regional
Economic Models, Inc., Beacon Economics, DB Consulting). Experts were provided with a list of
guestions regarding assumptions with background information (e.g., historical data and a
preliminary range of forecasts by the moderator), a few days before the panel of experts meeting.
The survey questions focused on three major aspects of job and population projections: 1) short
term economic outlook; 2) long term economic assumptions (e.g., regional share of the national
job projections, retirement age of workers, labor force participation rate); and 3) long term
demographic assumptions (e.g., fertility rate, life expectancy, and net international immigration).
The survey questions included, but were not limited to: 1) How deep and how long will the
recession be? How will the recession affect the economy and prospects for housing in 20207?; 2)
After the recession ends, will national job growth be equal to, greater than, or less than the U.S.
job growth rate from the current U.S. Bureau of Labor Statistics projection?; 3) Will workers retire
at an older age in 2020/2035 than now?; 4) How will California’s share of U.S. jobs change in the
future?; 5) How will the SCAG region’s share of California jobs change in the future?; 6) How does
the panel evaluate the new Census Bureau U.S. population projections and related assumptions of
fertility rates, life expectancy, and international immigration? and 7) Will labor force participation
rates continue to increase for older workers?

First, the short term economic outlook is focused on understanding the timing of the bottom of
the national and regional economic recession. According to the responses of the experts, the
economic recession measured in job losses in the SCAG Region would most likely end in 2010 (2
respondents), 2011 (7 respondents), or 2012 (3 respondents). Once the economy has recovered
from the recession, it might take several years for unemployment rates to return to a normal



range (5-8 percent). Five of seven responded that, after the recession ends, regional job growth
would be equal to the annual average U.S. job growth rate (1.04 percent between 2006 and 2016)
from the current 2007 US BLS job projection. Two respondents said that the regional job growth
would be greater than the U.S. job growth rate from the current 2007 US BLS job projection.

Second, the regional share of the national job projections was surveyed through two different but
related questions about 1) California’s share of U.S. jobs for 2020 and 2035 and 2) the SCAG
region’s share of California jobs for 2020 and 2035. Twelve experts responded to both questions
above. The survey results imply that the regional share of the national job projection ranges from
4.3 percent (minimum) to 5.3 percent (maximum) in 2020 and 3.8 percent (minimum) to 5.5
percent (maximum) in 2035. The gap between the minimum and maximum is much bigger in 2035
than in 2020. The median regional share remains constant at 5 percent for both 2020 and 2035,
which is 0.2 percent lower than the most current regional share (5.2 percent). The overall survey
responses are not optimistic about the SCAG region’s relative economic competitiveness in the
national economy, although the survey questions did not directly touch on “the regional share of
the national job growth”. The labor force participation rate (retirement) trends in the SCAG region
will be consistent with the national projection, and will support the assumption that workers in
the region will tend to retire at an older age in the future.

Third, there was no or little concern about the national and regional assumptions of the future
fertility rates and life expectancy. The current regional average total fertility rate of 2.1 is
assumed to decline slightly to 2.0 and 1.9 in 2020 and 2035, respectively, during the projection
period. The regional life expectancy will increase consistent with the national life expectancy’s
increase during the projection period. The national immigration assumptions are major concerns
of the panel members. The US Census Bureau released one set of long-term population
projections for the nation in August 2008. These baseline projections included higher immigration
projections, which resulted in an increase in the projected population growth to 2050. The key
guestion is whether SCAG will adjust the current international immigration upward in light of the
higher Census Bureau projections. Ten of the thirteen panel members said No to the upward
adjustment of the international immigration assumption.

2. The Panel of Experts Meeting (2010)

Two major projections from the US Census Bureau and US Bureau of Labor Statistics (BLS) were
released since the previous year’s panel of the experts meeting. In December 2009, the US Census
Bureau released alternative sets of population projections with different immigration
assumptions. The 2009 national population projections are a supplemental series to the 2008
national population projections released on August 14, 2008, and provide results for differing
assumptions of net international migration (http://www.census.gov/population/www/project

ions/2009projections.html). All other methodologies and assumptions of mortality and fertility

rates are the same as those used in the 2008 national population projections. The lower
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immigration assumption, which looks reasonable in light of the recent trends, results in a lower
national population. When compared with the baseline projections released in August 2008, the
gap between the low migration alternative and the baseline is 4.5 million (1.3 percent of the
baseline population) in 2020 and 9.7 million (2.5 percent of the baseline population) in 2035. In
December 2009, BLS released new job projections to 2018. These projections were based on the
national population projections released by the US Census Bureau in August 2008. Since there is
only a 1.3 percent difference in 2020 population between the low migration alternative and the
baseline, the potential impact of the new low immigration alternative on job projections would be
negligible. International immigration, in particular, unauthorized immigration shows a rapid
decline from 11.8 million in 2007 to 11.6 million in 2008, and to 10.8 million in 2009. The decline
in just one year between 2008 and 2009 is 800,000, which would be the likely impact of the
recent economic recession.

A second panel of experts meeting was held on May 28, 2010, just one year after the first meeting
held in 2009. Panel members, who participated in the first panel of experts meeting, were invited
to the second panel of experts meeting. Eleven members attended the meeting to: 1) revisit the
potential impact of the economic recession and recovery in the national economy on the regional
economy; 2) provide input on the recent trends in immigration and U.S. population growth; and
3) review the recent trends in the region’s share of the national jobs.

With those newly available data in mind, the panel members participating in the second panel of
experts meeting provided input to SCAG staff. First, the panel thought that job losses in the region
would end in 2010 or 2011 in the 2009 meeting. While panel members differed on the size and
timing of the recovery, the panel did not think the recession would affect the size of the region in
2020 and 2035. Some panel members thought there could be a lingering impact on
unemployment rates, income growth and housing markets.

Second, U.S. population growth affects the pool of people and jobs in the nation. For any given
SCAG share of future growth, higher U.S. immigration and population growth will push the SCAG
region growth higher and vice versa. U.S. immigration and population growth is likely to be
maintained at the lower level for the next 5 to 10 years.

Third, job shares dropped in 2008 and 2009, and state and regional job losses were larger than in
the U.S. The majority of panel members supported the downward revisions of the regional shares
of the national jobs. We are not sure if these declines in the regional job shares are temporary,
based on the sharp decline in construction. There is a possibility that these declines might be a
permanent shift because of the result of long term demographic trends toward the aging of
population, or because of the lack of the timely development and implementation of economic
growth policy and strategy.



3. The Panel of Experts Meeting (2011)

A third panel of experts survey was conducted through email on May 2011. Most of the panel
members, who participated in the first and second panel of expert meeting, were requested to
answer survey questions on the demographic and economic trends and assumptions. Thirteen
members responded to questions on: 1) economic recovery of the nation; 2) immigration
assumptions at the national level; 3) the projected region’s share of national jobs; 4) household
projections. There was an overall consensus on the following few issues: 1) panelists expect the
nation to be fully recovered by 2020 from the recession; 2) panelists expect U.S. unemployment
to be between 4.5 percent and 6.5 percent; 3) panelists see no need to change the immigration
assumptions from last year; 4) while not all panelists gave clear answers, no panelist said the
relationship between projected jobs, population and households was not reasonable. When asked
whether the SCAG region would see job growth faster than the nation, six of ten respondents said
yes, while only two said no. The housing questions are particularly hard for short email answers.
The question on whether household projections should be based purely on demographics was not
clear to panelists. Some panelists wanted to comment on changing demographics and the
implications for housing. Most panelists think demographics are the major determinant in the
long run but had some concerns about 2020. Seven of 10 respondents agreed that market
conditions would prevent “enough” housing from being built by 2020.

IV. SCENARIOS OF ECONOMIC RECOVERY AND A RANGE OF POPULATION PROJECTIONS

1. Regional Population Projection Model

Population projections are required as a key input to develop federal and state mandated plans
and programs. Employment projections are also developed along with population projections
because of their importance in developing regional economic strategy and measuring the traffic
attractiveness of the destination areas. As a result, future population and employment size should
be determined considering the relationship of the two variables. An example is to use population
to employment (P/E) ratio to develop population or employment projections. The P/E ratio can be
effectively used to link population to employment.

Given the requirements of developing both population and employment projections, SCAG has
developed a type of economic-demographic model. The following is a brief description of the
SCAG regional population projection model (SCAG, 1998) (See Figure 1).



Figure 1 Population Projection Model in an Economic-Demographic Model
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Two major components and five minor components (births, deaths, net international
immigration, domestic in-migration, domestic out-migration) account for population growth:
natural increase (which is the balance between births and deaths) and net migration (which is the
balance between the number of people entering and leaving the region). Net migration is further
divided into three components: domestic in-migrants (people moving into the region from the
rest of the country), domestic out-migrants (people moving into the rest of the country from the
region), and net international immigrants (legal and unauthorized immigrants minus legal and
unauthorized international emigrants).

SCAG initially develops regional population projections using cohort-component model. The
model computes the population at the future point in time by adding to the existing population
the number of group quarters population, births and persons moving into the region during a
projection period, and by subtracting the number of deaths and the number of persons moving
out of the region. Two region gross migration approaches are used to develop two domestic
migration components for its theoretical soundness, reduced data needs, and easy applicability
(Isserman, 1993). This process is represented as the demographic balancing equation.

P,=Py+B-D+DIM-DOM + NIM

where P, is the population at time t, Pyis the population at time 0, B is births between times 0 and
t, D is deaths between times 0 and t, DIM is domestic in-migrants between times 0 and t, DOM is



domestic out-migrants between times 0 and t, and NIM is net international migrants between
times 0 and t.

The fertility, mortality and migration rates are projected in five year intervals for eighteen age
groups, two sexes, four mutually exclusive ethnic groups: Non-Hispanic White, Non-Hispanic
Black, Non-Hispanic Asian and Others, and Hispanic. The birth rates are also projected by
population classes: residents (domestic migrants) and international immigrants. The regional
migrations are derived using: 1) three component approach (domestic in-migration, domestic out-
migration and net international migration), 2) structural model for domestic migration,
extrapolation for international migration, 3) bottom-up model linked to employment
assumptions, and 4) two regional gross migration models. The future labor force supply is
computed from the population projection mode by multiplying civilian resident population by
projected labor force participation rates. This labor force supply is compared to the labor force
demand based on the number of jobs by the shift share employment projection model. The labor
force demand is derived using three step processes. The first step is to develop independent job
projections using diverse economic models, including export-base models, input-output models,
or shift-share techniques (Smith et al, 2001). The second step is to convert jobs into workers using
the worker to job ratio. The application of the worker to job ratio is intended to reflect the
proportion of workers holding two jobs or more. The third step is to convert workers into labor
force demand using the ideal implied unemployment rate. If any imbalance occurs between labor
force demand and labor force supply, it is corrected by adjusting the migration assumptions of the
population projection model. This kind of equilibrium model is relatively less costly and easy to
implement (George et al, 2004). The adjustment of the migration assumption is translated into
total population changes using the established conversion ratio.

2. Economic Recovery Scenario

This study develops three alternative scenarios of economic recovery in light of employment
growth with updated 2010 employment estimates for demonstration purposes (See a Set of S10
Scenarios in Table 1). First, S10-1 employment projections are based on the annual employment
growth rate (2010-2035) from the 2009 regional employment projections (S09) released in August
2009. The employment growth pattern (e.g., the annual growth rate between 2010 and 2035)
remains the same as the 2009 employment projections (S09). According to this economic
recovery scenario, the loss of 250,000 jobs between 2009-2010 will not be recovered during the
projection period (2010-2035). Second, S10-2 employment projections are based on the
assumption that the economic recovery occurs in 2016, then maintains the annual growth rate
(2016-2035) of the 2009 regional employment projections (S09). The loss of 250,000 jobs
between 2009-2010 will not be recovered until 2016, when the economic recovery is completed.
Third, S10-3 employment projections are based on the assumption that the economic recovery
occurs in 2021, then maintains the annual growth rate (2021-2035) of the 2009 regional



employment projections (S09). The loss of 250,000 jobs between 2009-2010 will not be recovered
until 2021, when the economic recovery is completed.

The resulting employment projections of the three sets of three different economic recovery
range from 7.8 million to 8.5 million in 2015, from 8.2 million to 9.2 million in 2020, and from 9.1
million to 10.4 million in 2035. Focusing on the base case of three alternative employment
projections, each of the three base case scenarios shows a differing growth rate for the three
different projection periods: 2010-2015, 2015-2020, and 2020-2035. Three base case scenarios
show an overall declining growth rate from the early projection period (2010-2015) to the late
projection period (2020-2035). The S10-1 base case scenario (consistent with the growth pattern
of S09 between 2010 and 2035) shows an annual growth rate of 2.0% (2010-2015), 1.3% (2015-
2020), and 0.8% (2020-2035). The S10-2 base case scenario (complete economic recovery in 2016)
shows an annual growth rate of 2.7% (2010-2015), 1.4% (2015-2020), and 0.8% (2020-2035).
Although the S10-2 base case scenario shows a faster annual growth between 2010 and 2015
than the S10-1 base case scenario, the two base case scenarios’ growth pattern of 2015-2020 and
2020-2035 looks similar. S10-2 base case scenario’s annual growth of 2.7 percent for 2010-2015 is
highest among the three alternative economic recovery and employment projections. The $10-3
base case scenario (complete economic recovery in 2021) shows an annual growth rate of 2.0%
(2010-2015), 1.3% (2015-2020), and 1.1% (2020-2035). The growth pattern of the next five years
is similar to that of S10-1, but the growth rate of 2020-2035 is higher than both S10-1 and S10-2.
The S10-3 base case scenario looks optimistic in light of the potential job impact of the long term
population aging. It is not clear whether the loss of 250,000 jobs during the 2009-2010 period will
be fully recovered to the previous year’s projection level during the projection period. Considering
the uncertainty regarding future job trends and the long term population aging, the S10-1 base
case scenario and related low and high scenarios might be a plausible range of scenarios among
three alternative economic recovery and employment projection scenarios.

Table 1 Three Alternative Scenarios of Economic Recovery and Employment Projections

% Change % Change % Change

Scenario 2010 2015 2020 2035]| (2010-2015) (2015-2020) (2020-2035)
S09 Low 7,458 8,030 8,526 9,423 1.5% 1.2% 0.7%
S09 Base 7,458 8,192 8,735 9,783 2.0% 1.3% 0.8%
S09 High 7,458 8,501 9,172 10,426 2.8% 1.6% 0.9%
S10-1 Low 7,205 7,757 8,237 9,103 1.5% 1.2% 0.7%
S10-1 Base 7,205 7,914 8,439 9,450 2.0% 1.3% 0.8%
S10-1 High 7,205 8,212 8,861 10,072 2.8% 1.6% 0.9%
S10-2 Low 7,205 8,009 8,526 9,423 2.2% 1.3% 0.7%
S10-2 Base 7,205 8,165 8,735 9,783 2.7% 1.4% 0.8%
S10-2 High 7,205 8,478 9,172 10,426 3.5% 1.6% 0.9%
S10-3 Low 7,205 7,757 8,237 9,423 1.5% 1.2% 1.0%
S10-3 Base 7,205 7,914 8,439 9,783 2.0% 1.3% 1.1%
S10-3 High 7,205 8,212 8,861 10,426 2.8% 1.6% 1.2%




3. A Range of Population Projections

With a range of regional job projections given the economic recovery scenario, the cohort
component model is used to produce a range of regional population projections. Domestic
migration flows between the region and the rest of the nation would be adjusted to achieve the
balance between regional population and regional employment. All of the other demographic and
economic assumptions on fertility, life expectancy, foreign immigration, labor force participation
rate, unemployment rate, and the double jobbing rate remain the same for the three alternative
scenarios (See Table 2).

Table 2 Three Alternative Scenarios of Population Projections

% Change % Change % Change

Scenario 2010 2015 2020 2035]| (2010-2015) (2015-2020) (2020-2035)
S09 Low 19,020 19,795 20,684 23,044 0.8% 0.9% 0.8%
S09 Base 19,020 20,124 21,111 23,790 1.2% 1.0% 0.8%
S09 High 19,020 20,748 21,998 25,128 1.8% 1.2% 0.9%
S10-1 Low 18,936 19,150 20,087 22,378 0.2% 1.0% 0.8%
S10-1 Base 18,936 19,559 20,501 23,098 0.7% 1.0% 0.8%
S10-1 High 18,936 20,163 21,361 24,392 1.3% 1.2% 0.9%
S10-2 Low 18,936 19,682 20,680 23,045 0.8% 1.0% 0.8%
S$10-2 Base 18,936 20,068 21,108 23,790 1.2% 1.0% 0.8%
S10-2 High 18,936 20,702 21,997 25,128 1.9% 1.3% 0.9%
S10-3 Low 18,936 19,150 20,087 23,051 0.2% 1.0% 1.0%
S10-3 Base 18,936 19,559 20,501 23,796 0.7% 1.0% 1.1%
S10-3 High 18,936 20,163 21,361 25,134 1.3% 1.2% 1.2%

The resulting population projections of three sets of three different economic recovery scenarios
range from 19.2 million to 20.7 million in 2015, from 20.1 million to 22 million in 2020, and from
22.4 million to 25.1 million in 2035. Focusing on the base case of three alternative population
projections, each of the three base case scenarios shows a differing growth rate for three
different projection periods: 2010-2015, 2015-2020, and 2020-2035. In contrast to employment
projection trends, three base case scenarios of population projections do not show an overall
declining growth rate from the early projection period (2010-2015) to the late projection period
(2020-2035). They show a completely different growth pattern. The S10-1 base case scenario
(consistent with the growth pattern of S09 between 2010 and 2035) shows an annual growth rate
of 0.7% (2010-2015), 1.0% (2015-2020), and 0.8% (2020-2035). The population growth is
restrained due to the immediate impact of the economic recession and economic recovery. The
regional implied unemployment rate improves from 12% in 2010 to 8% in 2015, and residents of
the region would be able to take advantage of the job opportunities, while the domestic in-
migrants might not be needed to accommodate the job growth.

As a result, there is no pressure for population growth relative to job growth during 2010-2015.
The annual growth of approximately 120,000 people would be the lowest in recent decades. The
S$10-2 base case scenario (complete economic recovery in 2016) shows an annual growth rate of




1.2% (2010-2015), 1.0% (2015-2020), and 0.8% (2020-2035). The S10-2 base case scenario shows
a fast annual growth between 2010 and 2015 than the S10-1 base case scenario, while the two
base case scenarios’ growth pattern of 2015-2020 and 2020-2035 looks similar. S10-2 base case
scenario’s annual growth of 1.2 percent for 2010-2015 is highest among the three alternative
population projections. The relatively fast economic recovery and job growth pattern relative to
other alternative population projections pushed the population growth in 2010-2015 upward. The
annual growth of approximately 220,000 people for 2010-2015 would be a little higher than in
recent years, but much lower than that of the early 2000s, when approximately 300,000 people
were added annually to the region between 2000 and 2005. The S10-3 base case scenario
(complete economic recovery in 2021) shows an annual growth rate of 0.7% (2010-2015), 1.0%
(2015-2020), and 1.1% (2020-2035). The growth pattern of the next five years is similar to that of
$10-1, but the growth rate of 2020-2035 is higher than both S10-1 and S10-2. The S10-3 base case
scenario reflects the consistent economic growth from the longer term perspective.

The S10-1 base case scenario and related low and high scenarios is a plausible range of scenarios
among three alternative population projections as long as caution is taken. In particular, the
population growth of the period 2010-2015 is too low in light of the historical pattern, and could
underestimate the inertia of the regional population growth due to the nature of the economic-
demographic modeling practice. In the real world, a small change in the existing regional
demographic assumptions such as reduction of unemployment rate from 8% to 6%-7% could
allow for more population growth. The DOF population projections released in 2007 are
comparable to the S10-1 high scenario. The DOF population projections are based on the
traditional cohort-component model and tend to reflect the recent demographic trends with no
or little consideration of employment projections. As shown in Table 2, we might need the high
scenario of employment growth: 8.2 million jobs in 2015, 8.9 million jobs in 2020, and 10.1 million
jobs in 2035, to accommodate the DOF population projections.

V. DISCUSSION AND CONCLUSIONS

While the economic recession officially began in December 2007 and has been getting more
serious with no clear sign of economic recovery in terms of jobs, the SCAG region has been hit
hard with loss of jobs and high unemployment rate. In February 2009, SCAG, as the largest MPO in
the nation, began updating the existing population projections for diverse regional planning
activities including the Regional Transportation Plan (RTP), Regional Housing Needs Assessment
(RHNA), Sustainable Communities Strategy (SCS), etc.

Unlike the routine update of the regional population projections in the context of the usual
economic or business environment, the serious economic recession increased the uncertainty of
the immediate future economic outlook for job growth, unemployment rate, and population
growth through migration. What would be the best practice of developing reasonable regional
population projections? The uncertain and gloomy economic outlook will influence the population



projections primarily through domestic migration and partly through international migration.
There are several challenges with the proposed regional approach to population projections. The
first major challenge is to develop reasonable short term economic prospects for job growth,
unemployment rate, and population growth. A range of the short term economic outlooks (e.g.,
job growth rate, unemployment rate) could be identified from a list of economic forecasts, a
panel of expert meeting, and expert interview.

Second, there is a need to reassess the traditional top down approach and to promote the bottom
up approach. In a usual projection environment, diverse demographic estimates, assumptions,
and projections from the federal and state governments are widely used as a reference or a
guide. They are of limited help in such an uncertain economic environment. The recent
demographic data plays a limited role in understanding the immediate future status through the
rapidly changing economic environment due to the unavailability of a timely data base. Currently
available demographic assumptions and projections by th