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Executive Summary 

Many initiatives have been put forward in California for Green House Gas (GHG) 

mitigation that offer the state significant opportunities to improve environmental 

quality. This report presents empirical analysis showing that GHG mitigation can be 

compatible with economic growth objectives. Using a new economy-wide forecasting 

tool, the Berkeley Energy and Resources (BEAR) model, we simulate the economic 

consequences of a variety of energy policy scenarios for California. After detailed 

examination of a range of actual and proposed policies, we find that the aggregate 

economic benefits of many GHG mitigation policies outweigh their microeconomic 

costs. Moreover, some of the most prominent policies have the potential to help meet 

ǘƘŜ ǎǘŀǘŜΩǎ ŀƳōƛǘƛƻǳǎ DID ǊŜŘǳŎǘƛƻƴ ƻōƧŜŎǘƛǾŜǎΣ ǿƘƛƭŜ at the same time stimulating 

aggregate economic growth by increasing productivity and efficiency.  

For a package of GHG mitigation policies recommended by the California Climate 

Action Team (CAT), we summarize general macroeconomic effects and structural 
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linkages that transmit economic impacts across the state economy. A consistent feature 

of these results is the economic importance of cumulative indirect and linkage effects, 

which in many cases far outweigh direct effects. Although the majority of the GHG 

responses and direct (adoption and monitoring) costs are easily identified, economic 

benefits of these policies extend over long supply and expenditure chains, the 

cumulative effect of which can only be assessed with methods like the one used here.  

Three salient conclusions emerge from the economic analysis: 

1. A variety of policies under active consideration could reduce GHG emissions 

significantly, at negligible or negative net cost to the overall state economy.  

2. Policies that achieve higher levels of energy efficiency permit resources to be 

reallocated within the state economy, reducing external energy dependence 

and increasing in-state value added and employment. 

3. With improved information and appropriate incentives, most of the GHG 

policies considered can enlist significant private agency at a public cost that is 

a small fraction of their potential benefit. 

These general conclusions are supported by a myriad of more detailed structural 

adjustments, the elucidation of which can be essential to design and implement 

effective policies.  

Rigorous policy research tools like the BEAR model can shed important light on the 

detailed economic incidence of energy and climate policies. By revealing detailed 

interactions between direct and indirect effects across a broad spectrum of 

stakeholders, simulation methods of this kind can support more effective policy 

responses to climate change. 

Many studies emphasize the costs of policies that deal with climate change because 

they look only at the direct effects. This one finds that many policies under active 

consideration in California actually save money and increase employment overall 
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because the indirect and incentive effects are so important. These overall benefits only 

become apparent when the economywide implications and innovation potential of the 

policies are taken into account. For example, we shall see below that energy savings 

allow consumers to increase other spending, largely on in-state goods and services, and 

this stimulates California growth and employment. Industry-specific and bottom-up 

studies of GHG polices fail to capture these indirect benefits, giving disproportionate 

emphasis to direct costs. An economywide perspective like that of the BEAR model is 

needed to balance the adjustment and growth perspectives. 
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1 Introduction 

Over the last two years, economists at UC Berkeley have conducted independent 

research to inform public and private dialogue surrounding California climate policy. 

Among these efforts has been the development and implementation of a statewide 

economic model, the Berkeley Energy and Resources (BEAR) model, the most detailed 

and comprehensive forecasting tool of its kind. The BEAR model has been used in 

numerous instances to promote public awareness and improve visibility for policy 

makers and private stakeholders.2 In the legislative process leading to the California 

Global Warming Solutions Act (SB32), BEAR results figured prominently in public 

ŘƛǎŎǳǎǎƛƻƴ ŀƴŘ ǿŜǊŜ ǉǳƻǘŜŘ ƛƴ ǘƘŜ DƻǾŜǊƴƻǊΩǎ 9ȄŜŎǳǘƛǾŜ hǊŘŜǊ ǘƻ ŎŀǊǊȅ ƻǳǘ ǘƘŜ ŀŎǘΦ 

While researchers who developed and implement the BEAR model do not advocate 

particular climate policies, their primary objective is to promote evidenced-based 

ŘƛŀƭƻƎǳŜ ǘƘŀǘ Ŏŀƴ ƳŀƪŜ ǇǳōƭƛŎ ǇƻƭƛŎƛŜǎ ƳƻǊŜ ŜŦŦŜŎǘƛǾŜ ŀƴŘ ǘǊŀƴǎǇŀǊŜƴǘΦ /ŀƭƛŦƻǊƴƛŀΩǎ ōƻƭŘ 

initiative in this area makes it an essential testing ground and precedent for climate 

policy in other states, nationally, and internationally. Because of its leadership, the state 

faces a significantly degree of uncertainty about direct and indirect effects of the many 

possible approaches to its stated goals for emissions reduction. High standards for 

economic analysis are needed to anticipate the opportunities and adjustment 

challenges that lie ahead and to design the right policies to meet them. 

This report presents estimates from a new model of California that accounts for the 

economic and environmental effects of energy and GHG oriented policies. At the heart 

of the BEAR model is a dynamic computable general equilibrium (CGE) framework that 

elucidates complex economy-environment linkages in California. Because of the high 

level of institutional detail captured by the model and its database, it can be applied to a 

broad spectrum of policy scenarios. Because it determines prices and emission levels 
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dynamically and endogenously, BEAR also captures policy interactions that would be 

lost in partial equilibrium, static, or sector-specific analysis. Indeed, the model was 

designed to elucidate the detailed market and incentive properties of a new generation 

of climate action policies, more complex and far reaching than any attempted to date. 

Generally speaking, our results indicate that the scope for GHG mitigation in 

California is considerable, and that ambitious mitigation targets can probably be met 

without significant adverse effects on aggregate economic growth. On the contrary, we 

find that well designed GHG reduction policies can be economically expansionary if they 

are based on appropriate incentives, limit administrative costs, and promote the 

innovation and adoption behavior that has delivered historical improvements in 

emission efficiency. 

 

2 Scenario Analysis for Climate Action 

California has well-established leadership in policies related to climate change, 

including a broad spectrum of energy and emissions initiatives that have set national 

standards for economic growth through innovation and efficiency. These policies have 

targeted energy efficiency and air pollution from many different angles, including 

vehicle, appliance, and building standards, tax credits, and now economywide emissions 

targets. While the approaches are diverse, most of these policies share the important 

objective of seeking to influence economic behavior in ways that limit adverse 

environmental consequences. Thus climate action policies seek to change behavior, 

which in turn alters economic structure by inducing agents to choose different 

technologies, goods and services, and other modalities of economic behavior.  

¢ƻ ǎǳǇǇƻǊǘ ǘƘŜ ǎǘŀǘŜΩǎ ŘŜƭƛōŜǊŀǘƛƻƴǎ ƻƴ DID ƳƛǘƛƎŀǘƛƻƴ ŀƴŘ ƻǘƘŜǊ ǇƻƭƛŎȅ ǊŜǎǇƻƴǎŜǎ ǘƻ 

climate change, the BEAR model is being applied to a variety of actual and proposed 

policy scenarios (see Table 2.1 below). This is an extremely diverse set of initiatives, 
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reflecting the complexity of the California economy and the sophistication of the 

initiatives themselves. The policies also vary greatly in their scale, and some will affect 

nearly every energy consumer while others are targeted a very narrowly defined 

economic activities. For the scenario work with BEAR, we rely on policy definitions 

assembled by the California Air Resources Board (ARB) and a wide variety of data 

sources discussed in greater detail in Section 4 below. 

In addition to an empirical assessment of the CAT policies, the BEAR project has 

been involved for several months in a collaborative model comparison exercise with 

ARB. This activity originally involved comparison of results from BEAwΣ !w.Ωǎ ƻǿƴ 

EDRAM model, and the MRN-NEEM model developed by the Electric Power Research 

Institute (EPRI) and Charles Rivers Associates (EPRI:2007). The point of the exercise was 

to appraise California climate policy from a variety of perspectives, using the models 

most closely associated with various stakeholders in the policy process. To facilitate 

comparison, ARB set forth a uniform set of policy scenarios, in each case involving a 

combination of CAT policies with market oriented carbon cap measures that would be 

ŘŜǎƛƎƴŜŘ ǘƻ ƳŀƪŜ ǳǇ ǘƘŜ ŘƛŦŦŜǊŜƴŎŜ ōŜǘǿŜŜƴ /!¢ ƳƛǘƛƎŀǘƛƻƴ ŀƴŘ ǘƘŜ ǎǘŀǘŜΩǎ ƻŦŦƛŎƛŀƭ 

goals for GHG reduction. 

The ARB scenarios are defined in Table 2.2 below, including an alternative baseline 

(*) which permitted consideration of independent (CPUC) energy price projections in a 

single comparison scenario (Scenario 3*). Although the present report is focused on the 

CAT policies, and the current BEAR project will produce another report on Cap and 

Trade policy options, we include these results for the interested reader. 



7 

 

Table 2.1: Climate Action Policies Evaluated 
  Emissions Reductions 

MMTCO2e 
Double 
Counted 

Anualized               
(2006$ in 2020) 

Strategy Agency 2010 2020 2020 Cost Saved 

Vehicle Climate Change Standards ARB 1 30  1,331 6,643 

Diesel Anti-Idling ARB 0.64 1.46  58 322 

Other New Light Duty Vehicle Technologies ARB 0 5.4  1,569 1,355 

HFC Reduction Strategies ARB 0 8.7  276 201 

Transport Refrigeration Units (on and off road) ARB 0.01 0.02  21 13 

Shore Electrification ARB 0.08 0.55  150 119 

Manure Management ARB 0 1  45 9 

PFC Emission Reduction for Semiconductors ARB 0.53 0.53  27 0 

Alternative Fuels:  Biodiesel Blends ARB 0.4 0.8  0 0 

Alternative Fuels:  Ethanol ARB 0.62 2.38  3,102 2,233 

Heavy-Duty Vehicle Emission Reduction Measures ARB 0 3.15  136 698 

Venting and Leaks in Oil and Gas Systems ARB 1 1  10 9 

Hydrogen Highway ARB      

Achieve 50% Statewide Recycling Goal IWMB 3 3  82 0 

Landfill Methane Capture IWMB 0.89 2.66 0.86 61 171 

Zero Waste - High Recycling IWMB 0 3 0.00 180 111 

Conservation Forest Management Forestry 1 2.35  4 0 

Forest Conservation Forestry 0.4 0.4  15 0 

Fuels Management/Biomass Forestry 1.08 3.0 1.80 1,305 1,559 

Urban Forestry Forestry 0.08 0.88 0.69 287 155 

Afforestation/Reforestation Forestry 0.51 1.98  21 0 

Water Use Efficiency DWR 0.17 0.51  90 358 

Building Energy Efficiency Standards in Place CEC 0.71 2.14  255 658 

Appliance Efficiency Standards in Place CEC 0.41 4.48  509 1,489 

Fuel-Efficient Replacement Tires & Inflation Progs CEC 0.05 0.12  1 32 

Building Energy Efficiency Standards in Progress CEC      

Appliance Energy Efficiency Standards in Progress CEC      

Cement Manufacturing CEC 1 1  3 8 

Municipal Utility EE Programs/DR CEC 1.3 6.0  1,632 2,147 

Municipal Utility Renewable Portfolio Standard CEC 1.3 6.0  0 0 

Municipal Utility Combined Heat and Power CEC      

Municipal Utility Carbon Policy (no new coal) CEC 1.3 6.0  216 0 

Alternative Fuels: Non-Petroleum Fuels CEC      

Measures to Improve Transp Energy Efficiency BTH 1.68 8.7    

Smart Land Use and Intelligent Transportation BTH 1.04 9.97    

BTH Strategies BTH2    2,190 2,190 

Conservation tillage/cover crops Food/Ag     

Enteric Fermentation Food/Ag 1 1  3 0 

Green Buildings Initiative SCSA 0.5 1.8  559 559 

Transportation Policy Implementation SCSA 0 0  -- -- 

Accelerated RPS to 33% by 2020 CPUC 3.7 8.2 2.66 100 0 

California Solar Initiative CPUC 0.19 0.92  890 322 

IOU EE Programs CPUC 4.52 3.66  987 1,186 

IOU Additional EE Programs CPUC 0 5.60  1,690 1,790 

IOU CHP (Self Generation Incentive Program) CPUC 0.2 0.4  TBD TBD 

SB 1368 Implementation for IOUs CPUC 0 0  0 0 

IOU Electricity Sector Carbon Policy CPUC TBD TBD  TBD TBD 

Total  30.31 138.73 6.00 17,805 24,337 

Source: California Air Resources Board  



8 

 

Table 2.2: Scenarios Analyzed for the ARB Comparison Project 

 

Analysis 
Cases 

Climate 
Strategies

1 
Cap-and-Trade Program

2 
Offsets

3
 Energy Prices

4 

Baseline None None None IEPR Forecast 

Scenario 1 Reference Case Program A:  All Sectors None EPRI Forecast 

Scenario 2 Reference Case Program A:  All Sectors $10/ton EPRI Forecast 

Scenario 3 Reference Case Program A:  All Sectors $30/ton EPRI Forecast 

Scenario 4 Reference Case Program A:  All Sectors $50/ton EPRI Forecast 

Scenario 5 Reference Case Program B:  Major Sectors Only None EPRI Forecast 

Scenario 6 Reference Case Program B:  Major Sectors Only $30/ton EPRI Forecast 

Scenario 7 Sensitivity Case
5
 Program A:  All Sectors $30/ton EPRI Forecast 

Scenario 8 Sensitivity Case
5
 Program B:  Major Sectors Only $30/ton EPRI Forecast 

Energy Price Sensitivity Case 

Baseline* None None None CPUC Forecast 

Scenario 3* Reference Case Program A:  All Sectors $30/ton CPUC Forecast 

1.  Reference Case climate strategies listed in Error! Reference source not found..  The sensitivity case uses 
0% or the emission reductions, costs, and savings. 

2.  Program A sets the cap across the entire California economy.  Program B sets the cap across the 
energy intensive sectors, including the electric sector (including electricity imports), the cement sector, 

and the refining sector. 
3.  Offsets can account for up to 10% of the required emission reduction.  In 2020, offsets can account for 

up to 10% of the 174 MMTCO2e emission reduction required, or 17.4 MMTCO2e. 
4.  The energy prices are based on the 2005 Integrated Energy Policy Report (EPRI) forecast.  The 
Sensitivity Case is based on the CPUC Market Price Referent (MPR) natural gas price forecast (see 

Section Error! Reference source not found.). 
5. Assumes CAT policies are 50% effective. 

 
 

2.1 Climate Action Team Results 

Discussion of the BEAR results will move from aggregate to more detailed economic 

effects, and then from specific review of the CAT policy effects to general insights that 

emerged from both the CAT and ARB assessments. Macroeconomic effects are 

presented in Table 2.3 below, and a few salient results are immediately apparent. 

Firstly, the overall impact of this ambitious climate policy package on real growth is 

negligible, changing state real GSP by less than one quarter of one percent annually by 
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2020 and real state income by only about one half of one percent. Employment in the 

state actually increases, as expenditures shift from imported energy dependence to 

demand for more labor-intensive in-state goods and services. Although we do not 

discuss the ARB results in detail here, these small macro impacts are generally 

consistent across all the scenarios. 

 
Table 2.3: Aggregate Adjustments 

(percent changes with respect to baseline values in 2020) 

 
 

Scenario Real 
GSP 

Personal 
Income 

Emp Emission 
Price1 

CAT -0.13% -0.60% 0.05%  $  -    

Scenario 1 -0.10% -0.60% 0.20%  $22  

Scenario 2 -0.20% -0.70% 0.10%  $ 7  

Scenario 3 -0.10% -0.60% 0.20%  $ 22  

Scenario 4 -0.10% -0.60% 0.20%  $ 22  

Scenario 5 -0.20% -0.60% 0.10%  $ 80  

Scenario 6 -0.10% -0.60% 0.20%  $ 17  

Scenario 7 -0.20% -0.70% -0.10%  $ 206  

Scenario 8 -0.30% -0.90% -0.50%  $ 442  

Scenario 3* -0.20% -0.80% -0.20%  $  9  

  
1
2006 dollars per metric ton of CO2 equivalent carbon, in 2020. 

 
 

It is worth noting that other findings have suggested larger growth costs from 

climate action policies. The main reason for this, as we interpret our own and 

alternative analysis, is failure to incorporate the many positive economic stimuli 

associated with the CAT policy package. This included significant new demand for 
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construction, technology, natural gas, and other components of a structural transition 

to greater energy efficiency and green modernization of the state economy.3  

The latter effects are apparent in Table 2.4, which presents more detailed sectoral 

adjustments arising from the CAT policies. It is worth emphasizing for the reader that 

percent changes here are defined with respect to status quo growth rates in the 

baseline. For this reason, a negative effect does not mean negative absolute growth. For 

example, in the fuels sectors targeted by vehicle efficiency measures, gasoline use in 

California will still be higher in 2020 than in 2010, but not as much higher as (indeed 

significantly less so than) it was is the baseline.  

Emissions adjustments are generally what would be mandated by the component 

policies themselves, although they can vary in the BEAR model because emission levels 

are endogenous. This happens for three reasons: 

1. Policy interaction ς In some cases, policies have interactive direct and 

indirect effects. The former will be deterministic ex ante, and are simply 

additive. The latter can be quite complex and require detailed inspection to 

identify positive and negative synergies. 

2. Technical substitution ς The current scenarios do not take account of the 

widely perceived potential for climate policies to induce innovation, but 

BEAR model does allow for technical substitution. In response to price 

changes, individual sectors a can be expected to substitute fuels, other 

inputs, and/or factors of productions to achieve greater cost effectiveness. 

3. Indirect price effects ς Sometimes referred to as rebound effects, these price 

responses will create a second round of demand adjustments in sectors with 

significant price changes. In the case of fuels, for example, falling demand 

                                                           

3
 Other findings also focus on subjective welfare measures including inconvenience or disutility associated 

with technical change. We believe these behavioral parameters are open to question and focus our 
results on the real side of the economy: real output, incomes, and job growth. 
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may be somewhat offset by induced price declines. Likewise, rising demand 

for construction services may be partially attenuated by price increases. 

Relevant examples of these effects include transport intensive service sectors, like 

Ground Transport (GndTns) and Wholesale and Retail Trade (WhlTrad). Both sectors 

experience significant emissions reductions because they are impacted by many 

components of the CAT policies, yet rising service sector demand offsets any negative 

output and employment effects for them. This is a combined result of policy interaction 

and substitution effects, and is typical of the structural transition benefits captured by 

BEAR. A partial equilibrium analysis of the individual direct industry policy effects would 

not identify these offsetting gains, yet though they accrue directly to CAT targeted 

sectors and require no redistribution or compensatory measures and yield a net benefit. 

The Cement sector is another prime example, where possible adverse consequences 

of CAT emissions targeting are more than offset by induced construction demand arising 

from other CAT policies. These examples highlight the importance of understanding the 

CAT policies as an integrated package of climate action measures, of seeing both supply 

and demand side effects, linkages between policy components, and induced market 

effects. During the implementation process, policy dialogue often decomposed among 

stakeholder interests, and these integrated economic effects can be overlooked. These 

results demonstrate the essential contributions policies can make to each other, and the 

importance of a more comprehensive approach to assessment, design, and 

implementation. 
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Table 2.4: Sectoral Adjustments 
(percent changes with respect to baseline values in 2020) 

Sector Emissions Output Emp Price Imports Exports 

Agric -1.10 -1.02 -1.12 -.46 -1.93 .18 
Cattle -1.53 -1.05 -1.91 .82 .58 -.93 
Dairy -39.55 -.73 -2.07 .00 -.73 -.16 
Forest 2.85 3.18 2.83 -3.86 -.83 4.15 
OilGas -31.91 -35.96 -32.89 -4.25 -38.71 -5.70 
OthPrim .49 -11.12 0.30 -3.23 -14.02 .29 
DistElec -31.68 -5.91 -7.28 -6.31 -11.91 .00 
DistGas 17.05 17.63 17.30 -1.73 .00 5.14 
DistOth -2.11 -1.54 -2.52 .91 -.63 .00 
ConRes -.87 -.74 -0.89 -.18 -1.10 .00 
ConNRes 30.90 30.74 30.88 -.24 30.11 .00 
Constr -8.19 22.51 4.86 2.54 28.80 2.24 
FoodPrc -1.89 -1.34 -2.28 -.59 -3.66 .22 
TxtAprl -.16 -.30 -0.17 -.35 -.65 .24 
WoodPlp .67 .88 0.52 .18 1.07 .03 
PapPrnt -.27 -.07 -0.50 -.67 -.75 .57 
OilRef -13.14 -12.23 -13.16 -1.39 -13.46 -1.60 
Chemicl -.59 -.22 -0.90 .03 -.18 -.08 
Pharma -.51 -.35 -0.89 -1.01 -1.36 .80 
Cement -5.05 2.40 1.30 1.05 4.55 -.39 
Metal -.24 .25 -0.25 .55 1.36 -.42 
Aluminm -.39 -.10 -0.51 3.31 6.62 -2.79 
Machnry .04 .58 -0.12 -.12 .10 .23 
AirCon 4.53 12.42 4.51 1.97 14.66 .84 
SemiCon -23.93 -.23 -0.56 -.27 -.50 .18 
ElecApp 6.96 10.61 6.89 -6.42 3.43 8.22 
Autos 5.64 5.01 5.62 -6.71 -2.11 7.30 
OthVeh .95 1.75 0.86 .10 1.85 .29 
AeroMfg .38 .55 0.29 -.19 .36 .28 
OthInd -.35 -.26 -0.37 -.26 -.79 .17 
WhlTrad -20.30 .85 0.62 -.45 -.06 .57 
RetVeh 1.73 1.95 1.56 -.58 .77 .92 
AirTrns .13 .10 0.04 -.86 -3.32 .77 
GndTrns -45.53 3.16 2.97 -2.97 .07 3.32 
WatTrns .21 -1.17 0.01 -1.39 -2.56 .96 
TrkTrns .27 .44 0.08 -.95 -.52 .92 
PubTrns -.12 .22 -0.13 -1.33 -1.13 1.21 
RetAppl .60 1.98 0.43 -.15 .00 .55 
RetGen .13 .37 -0.06 -.73 -.38 .72 
InfCom 1.08 1.42 1.06 -.89 -.38 1.08 
FinServ -2.10 -1.34 -2.11 -1.82 -4.90 1.30 
OthProf .63 .91 0.41 -1.06 -1.22 1.13 
BusServ -.19 -.12 -0.26 -.78 -3.20 .65 
WstServ -1.02 -.63 -1.04 .76 .14 -.79 
LandFill -56.23 -.86 -3.10 2.02 1.16 -1.90 
Educatn 3.17 3.44 3.13 -.69 2.72 1.34 
Medicin -1.81 -1.69 -1.82 -.85 -2.53 .37 
Recratn 1.70 2.18 1.52 -.66 1.51 1.04 
HotRest .28 .68 0.11 -.17 .50 .30 
OthPrSv .98 1.35 0.97 -.34 .67 .58 
Total/Average -20.20 -.59 0.05 -1.15 -.73 1.00 
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2.2 General Results Interpretation 

The general results of the ARB scenarios have been discussed in the main body of 

this document. In this section, a few independent observations are offered from the 

perspective of current and previous research with the BEAR model. 

Aggregate Real Effects on the Economy are Small (Growth is not Threatened)  

5ŜǎǇƛǘŜ ǘƘŜ ǇƻƭƛǘƛŎŀƭ ŀƴŘ ŜŎƻƴƻƳƛŎ ƛƳǇƻǊǘŀƴŎŜ ƻŦ ǎǘŀǘŜΩǎ ŎƭƛƳŀǘŜ policy initiatives, 

the economic burden of the proposed policies is small relative to the California 

economy. To take two examples, in Scenario 1 the approximate cost of all permits 

would be less than 2% of the value of output in the target sectors, and a much smaller 

fraction of state GDP.  In a more extreme case, when CAT attains only half its target 

mitigation and C&T makes up the difference in only three sectors (Scenario 9), the 

permit cost is much higher (about 24% of three-sector output value), but still less than 

2% of state GDP. To the extent that the sectoral costs are passed on, they cannot 

significantly reduce aggregate state income and consumption. In particular, they are 

much smaller than most climate damage estimates.  

Individual Sector Demand, Output, and Employment can Change Significantly 

(Economic Structure Changes) 

Energy fuel and carbon capped sectors can experience important adjustments, but 

these are offset by expansion elsewhere, including Services, Construction, and 

Consumer goods. The California economy is seen undergoing an important structural 

adjustment, reducing aggregate energy intensity and increasing the labor-intensity of 

state demand and output. These shifts, masked at the aggregate level, may present 

opportunities for policy makers to mitigate adjustment costs. 
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In other words, the aggregate results indicate that the policies considered will pose 

no significant net cost to the California economy. They might raise costs for some firms 

and individuals, but as a whole the California economy will probably experience higher 

growth and create more jobs than it would have without this action (even before 

considering climate damage aversion). The task for California policymakers in the near 

term will be to design policies that fairly and efficiently distribute the costs of reducing 

greenhouse gas emissions. 

Combined Effects of the Climate Action Policy Packages have Net Effects On 

Individual Sectors that Cannot be Identified in Sector-specific Policy Analysis 

Because of general equilibrium effects, including policy interaction, technical and 

expenditure substitution, price (e.g. rebound effects), the effects of individual climate 

policies on individual sectors can be partially or completely reversed. For this reason, it 

is essential to assess design and implementation of climate policies in an integrated 

manner to avoid misleading interpretation of direct effects or disarticulation of the 

policy dialogue. As a case in point, in the Cement sector, any adverse direct effects of 

new emission regulations are more than offset by new construction demand that is 

induced by other climate action measures. 

Real Output and Employment Effects are Smaller than in Previous BEAR 

Results  

The reason for this is that the ARB scenarios are technology neutral, meaning no 

innovation or efficiency improvements are anticipated in response to the C&T 

measures. By contrast, previous BEAR scenarios assumed induced efficiency gains in line 

ǿƛǘƘ /ŀƭƛŦƻǊƴƛŀΩǎ ƘƛǎǘƻǊƛŎŀƭ ǘǊŜƴŘ ƻŦ ϤмΦп҈ ǇŜǊ ȅŜŀǊΦ ¢Ƙƛǎ ǿŀǎ ƻƳƛǘǘŜd for comparability 

and to conform with ARB scenario specification, but I plan to report it for comparison in 

the public presentation because I believe this is a more credible scenario. As in the past, 
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these efficiency gains are crucial determinants of the ƎǊƻǿǘƘ ŘƛǾƛŘŜƴŘ ŦǊƻƳ /ŀƭƛŦƻǊƴƛŀΩǎ 

energy efficiency policies. In particular, the positive results would be much larger and 

the negative results could easily be reversed. This issue is discussed in greater detail 

below. 

Employment Effects are Positive in the Majority of Scenarios 

The reason for this, as in past BEAR estimates, is re-direction of consumer 

expenditure from energy/fuels to more labor-intensive goods and services. This is one of 

the most important economic effects of climate action policy, reducing import 

dependence on capital-intensive fuels and increasing spending on in-state goods and 

services. In the last round of CAT estimates, the EDRAM model revealed the same 

benefits, amplified by migration into California. The current BEAR scenarios do not allow 

for migration, so its results are smaller for this reason and because of tech-neutrality. 

No Significant Leakage is Observed in the BEAR Scenarios 

Import and export adjustments are significant in some sectors, but exhibit no 

discernable interaction with the carbon constraint in the capped sectors. Imports of 

fuels far sharply as the policies dictate, but there is negligible evidence of pollution 

outsourcing in targeted or energy dependent sectors. 

No Forgone Damages are Taken into Account 

For all scenarios, we have omitted consideration of this important class of policy 

benefits, including foregone local pollution and attendant public health cost savings. 

Over a thirteen year time horizon, and considering the amount of pollution reduction, 

these benefits could be significant (see e.g. Stern: 2006). 
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2.3 The Role of Innovation 

An important characteristic of the current CAT and ARB scenarios is technological 

neutrality. This means that factor productivity, energy use intensities, and other 

innovation characteristics were held constant across cap and trade scenarios. Energy 

use and pollution levels might change, but the prospect of innovation to reduce energy 

intensity was not considered. This consideration is important for two reasons. 

Technologicaƭ ŎƘŀƴƎŜ ƛƴ ŦŀǾƻǊ ƻŦ ŜƴŜǊƎȅ ŜŦŦƛŎƛŜƴŎȅ Ƙŀǎ ōŜŜƴ ŀ ƘŀƭƭƳŀǊƪ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ 

economic growth experience over the last four decades. Over this period California has 

reduced its aggregate energy intensity by about 1.5% per year, attaining levels that 

today are 40% below the national average. Moreover, most observers credit this 

ǘŜŎƘƴƻƭƻƎƛŎŀƭ ǇǊƻƎǊŜǎǎ ǘƻ /ŀƭƛŦƻǊƴƛŀΩǎ ŜƴŜǊƎȅκŎƭƛƳŀǘŜ ǇƻƭƛŎƛŜǎΣ ŎƻƳōƛƴŀǘƛƻƴǎ ƻŦ 

mandated and incentive based efficiency measures from which the Climate Action Team 

recommendations are direct descendants.  

¢ƘǳǎΣ ŜƴŜǊƎȅ ƛƴƴƻǾŀǘƛƻƴ Ƙŀǎ ōŜŜƴ ǇŀǊǘ ƻŦ ǘƘŜ ƘƛǎǘƻǊȅ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ŜŎƻƴƻƳƛŎ ƎǊƻǿǘƘ 

and at the same time a consequence of its policies. For these reasons, it is important to 

consider the potential contribution of continued innovation to the economic effects of 

California climate policy. For illustrative purposes, we used the BEAR model for two 

comparison cases to illustrate what innovation could contribute to the economic impact 

estimates already discussed. 

Tables 2.5.1-4 report the same aggregate economic variables found in Table 2.3. In 

the first column of each we repeat the BEAR findings, corresponding to technology 

neutrality. In the Scenario labeled I-Cap, those sectors subject to the emissions cap 

experience annual emissions efficiency growth of 1.5% during the policy 

implementation phase (2012-2020). In the scenario labeled I-All, each of the 50 sectors 

in this implementation of the BEAR model have 1.5% annual efficiency gains over the 

same period. The latter case corresponds more clƻǎŜƭȅ ǘƻ /ŀƭƛŦƻǊƴƛŀΩǎ ŜȄǇŜǊƛŜƴŎŜΣ ǿƛǘƘ 

aggregate average improvements, but is must be emphasized that even these 
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experiments omit he household sector, responsible for over a third of statewide 

emissions, and thus remain conservative.4 

If climate action measures continue to improve efficiency, particularly if this 

improvement is distributed across all sectors of the economy, it could contribution more 

than 9% more to real GSP by  2020, increase statewide employment by over 6%, and 

raise real personal incomes by about 4%. All these results are significantly more dynamic 

ǘƘŀƴ ǘƘŜ ǘŜŎƘƴƻƭƻƎȅ ƴŜǳǘǊŀƭ ǎŎŜƴŀǊƛƻǎΣ ȅŜǘ /ŀƭƛŦƻǊƴƛŀΩǎ ƛƴƴƻǾŀǘƛƻƴ ǇƻǘŜƴǘƛŀƭ ƛǎ ƻƴŜ ƻŦ ƛǘǎ 

most robust economic characteristics.  

Although these results are best interpreted as indicative, they have two important 

ƛƳǇƭƛŎŀǘƛƻƴǎ ŦƻǊ ǘƘŜ ǎǘŀǘŜΩǎ ŎƭƛƳŀǘŜ ǇƻƭƛŎȅ ǊŜǎŜŀǊŎƘ ŀƎŜƴŘŀΦ CƛǊǎǘƭȅΣ ŜǾŜƴ ǘƘŜ ƳƻŘŜǎǘ 

assumptions about innovation show it has significant potential to make climate action a 

dynamic growth experience for the state economy. Second, the size and distribution of 

potential growth benefits is large enough to justify significant commitments to deeper 

empirical research on these questions. 

If the state is to maintain its leadership as a dynamic and innovation oriented 

economy, it may be essential for Climate Action for policy to include explicit incentives 

for competitive innovation, investing in discovery and adoption of new technologies 

that offer win-win solutions to the challenge posed by climate change for the ǎǘŀǘŜΩǎ 

industries and for consumers. In this way, California can sustain its enormous economic 

ǇƻǘŜƴǘƛŀƭ ŀƴŘ ŜǎǘŀōƭƛǎƘ Ǝƭƻōŀƭ ƭŜŀŘŜǊǎƘƛǇ ƛƴ ǘƘŜ ǿƻǊƭŘΩǎ Ƴƻǎǘ ǇǊƻƳƛǎƛƴƎ ƴŜǿ ǘŜŎƘƴƻƭƻƎȅ 

sector, energy efficiency, as it has done so successfully in ICT and biotechnology. 

 

  

                                                           

4
 Some household effects are directly accounted for in the CAT policy scenario that underlies all the 

counterfactuals. 



18 

 

 

Table 2.5.1: Impacts on Real State Output 
 (% Change from Baseline) 

Table 2.5.3:  Impacts on Employment  
(% Change from Baseline) 

Scenarios BEAR I-Cap I-All 
 

Scenarios BEAR I-Cap I-All 

Scenario 1 -0.10% 1.17% 8.96% 
 

Scenario 1 0.20% 0.87% 6.27% 
Scenario 2 -0.20% 1.17% 8.94% 

 
Scenario 2 0.10% 0.87% 6.25% 

Scenario 3 -0.10% 1.17% 8.96% 
 

Scenario 3 0.20% 0.87% 6.27% 
Scenario 4 -0.10% 1.17% 8.96% 

 
Scenario 4 0.20% 0.87% 6.27% 

Scenario 5 -0.20% 0.01% 8.95% 
 

Scenario 5 0.10% 0.17% 6.26% 
Scenario 6 -0.10% 0.02% 8.96% 

 
Scenario 6 0.20% 0.17% 6.27% 

Scenario 7 -0.20% NA NA 
 

Scenario 7 -.10% NA NA 
Scenario 8 -0.30% 1.15% 8.91% 

 
Scenario 8 -.50% 0.82% 6.19% 

Scenario 3* -0.20% -0.06% 8.83% 
 

Scenario 3* -.20% 0.05% 6.10% 

         

         Table 2.5.2:  Impacts on Personal Income  
(% Change from Baseline) 

Table 2.5.4:  Estimated Emission 
Allowance Prices 

Scenarios BEAR I-Cap I-All 
 

Scenarios BEAR I-Cap I-All 

Scenario 1 -0.60% -0.09% 3.98% 
 

Scenario 1 $22 $5 $15 

Scenario 2 -0.70% -0.09% 3.87% 
 

Scenario 2 $7 $7 $4 

Scenario 3 -0.60% -0.09% 3.98% 
 

Scenario 3 $22 $5 $15 

Scenario 4 -0.60% -0.09% 3.98% 
 

Scenario 4 $22 $5 $15 

Scenario 5 -0.60% -0.52% 3.96% 
 

Scenario 5 $80 $24 $53 

Scenario 6 -0.60% -0.50% 3.98% 
 

Scenario 6 $17 $1 $10 

Scenario 7 -0.70% NA NA 
 

Scenario 7 $206 NA NA 

Scenario 8 -0.90% -0.18% 3.87% 
 

Scenario 8 $442 $87 $151 

Scenario 3* -0.80% -0.70% 3.72% 
 

Scenario 3* $9 $226 $318 
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3 Overview of the BEAR MODEL 

The Berkeley Energy and Resources (BEAR) model is in reality a constellation of 

research tools designed to elucidate economy-environment linkages in California. The 

schematics in Figures 2.1 and 2.2 describe the four generic components of the modeling 

facility and their interactions. This section provides a brief summary of the formal 

structure of the BEAR model.5 For the purposes of this report, the 2003 California Social 

Accounting Matrix (SAM), was aggregated along certain dimensions. The current version 

of the model includes 50 activity sectors and ten households aggregated from the 

original California SAM. The equations of the model are completely documented 

elsewhere (Roland-Holst: 2005), and for the present we only discuss its salient structural 

components.  

3.1 Structure of the CGE Model 

Technically, a CGE model is a system of simultaneous equations that simulate 

price-directed interactions between firms and households in commodity and factor 

markets. The role of government, capital markets, and other trading partners are also 

specified, with varying degrees of detail and passivity, to close the model and account 

for economywide resource allocation, production, and income determination. 

The role of markets is to mediate exchange, usually with a flexible system of prices, 

the most important endogenous variables in a typical CGE model. As in a real market 

economy, commodity and factor price changes induce changes in the level and 

composition of supply and demand, production and income, and the remaining 

endogenous variables in the system. In CGE models, an equation system is solved for 

prices that correspond to equilibrium in markets and satisfy the accounting identities 

                                                           

5
 See Roland-Holst (2005) for a complete model description. 
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governing economic behavior. If such a system is precisely specified, equilibrium always 

exists and such a consistent model can be calibrated to a base period data set. The 

resulting calibrated general equilibrium model is then used to simulate the 

economywide (and regional) effects of alternative policies or external events. 

The distinguishing feature of a general equilibrium model, applied or theoretical, is 

its closed-form specification of all activities in the economic system under study. This 

can be contrasted with more traditional partial equilibrium analysis, where linkages to 

other domestic markets and agents are deliberately excluded from consideration. A 

large and growing body of evidence suggests that indirect effects (e.g., upstream and 

downstream production linkages) arising from policy changes are not only substantial, 

but may in some cases even outweigh direct effects. Only a model that consistently 

specifies economywide interactions can fully assess the implications of economic 

policies or business strategies. In a multi-country model like the one used in this study, 

indirect effects include the trade linkages between countries and regions which 

themselves can have policy implications. 

The model we use for this work has been constructed according to generally 

accepted specification standards, implemented in the GAMS programming language, 

and calibrated to the new California SAM estimated for the year 2003.6 The result is a 

single economy model calibrated over the fifteen-year time path from 2005 to 2020.7 

Using the very detailed accounts of the California SAM, we include the following in the 

present model: 

3.2 Production 

                                                           

6
 See e.g. Meeraus et al (1992) for GAMS. Berck et al (2004) for discussion of the California SAM. 

7
 The present specification is one of the most advanced examples of this empirical method, already 

applied to over 50 individual countries or combinations thereof. 
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All sectors are assumed to operate under constant returns to scale and cost 

optimization. Production technology is modeled by a nesting of constant-elasticity-of-

substitution (CES) functions. See Figure A1.1 for a schematic diagram of the nesting. 

In each period, the supply of primary factors τ capital, land, and labor τ is usually 

predetermined.8 The model includes adjustment rigidities. An important feature is the 

distinction between old and new capital goods. In addition, capital is assumed to be 

partially mobile, reflecting differences in the marketability of capital goods across 

sectors.9 Once the optimal combination of inputs is determined, sectoral output prices 

are calculated assuming competitive supply conditions in all markets. 

3.3 Consumption and Closure Rule 

All income generated by economic activity is assumed to be distributed to 

consumers. Each representative consumer allocates optimally his/her disposable 

income among the different commodities and saving. The consumption/saving decision 

is completŜƭȅ ǎǘŀǘƛŎΥ ǎŀǾƛƴƎ ƛǎ ǘǊŜŀǘŜŘ ŀǎ ŀ άƎƻƻŘέ ŀƴŘ ƛǘǎ ŀƳƻǳƴǘ ƛǎ ŘŜǘŜǊƳƛƴŜŘ 

simultaneously with the demand for the other commodities, the price of saving being 

set arbitrarily equal to the average price of consumer goods. 

The government collects income taxes, indirect taxes on intermediate inputs, 

outputs and consumer expenditures. The default closure of the model assumes that the 

government deficit/saving is exogenously specified.10 The indirect tax schedule will shift 

to accommodate any changes in the balance between government revenues and 

government expenditures. 

                                                           

8
 /ŀǇƛǘŀƭ ǎǳǇǇƭȅ ƛǎ ǘƻ ǎƻƳŜ ŜȄǘŜƴǘ ƛƴŦƭǳŜƴŎŜŘ ōȅ ǘƘŜ ŎǳǊǊŜƴǘ ǇŜǊƛƻŘΩǎ ƭŜǾŜƭ ƻŦ ƛƴǾŜǎǘƳŜƴǘΦ 

9
  For simplicity, it is assumed that old capital goods supplied in second-hand markets and new capital 

goods are homogeneous. This formulation makes it possible to introduce downward rigidities in the 
adjustment of capital without increasing excessively the number of equilibrium prices to be determined 
by the model. 
10

 In the reference simulation, the real government fiscal balance converges (linearly) towards 0 by the 
final period of the simulation. 
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Figure 2.1: Component Structure of the Modeling Facility 
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Figure 2.2: Schematic Linkage between Model Components 
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The current account surplus (deficit) is fixed in nominal terms. The counterpart of 

this imbalance is a net outflow (inflow) of capital, which is subtracted (added to) the 

domestic flow of saving. In each period, the model equates gross investment to net 

saving (equal to the sum of saving by households, the net budget position of the 

government and foreign capital inflows). This particular closure rule implies that 

investment is driven by saving. 

3.4 Trade 

Goods are assumed to be differentiated by region of origin. In other words, goods 

classified in the same sector are different according to whether they are produced 

domestically or imported. This assumption is frequently known as the Armington 

assumption. The degree of substitutability, as well as the import penetration shares are 

allowed to vary across commodities. The model assumes a single Armington agent. This 

strong assumption implies that the propensity to import and the degree of 

substitutability between domestic and imported goods is uniform across economic 

agents. This assumption reduces tremendously the dimensionality of the model. In 

many cases this assumption is imposed by the data. A symmetric assumption is made on 

the export side where domestic producers are assumed to differentiate the domestic 

market and the export market. This is modeled using a Constant-Elasticity-of-

Transformation (CET) function. 

3.5 Dynamic Features and Calibration 

The current version of the model has a simple recursive dynamic structure as agents 

are assumed to be myopic and to base their decisions on static expectations about 

prices and quantities. Dynamics in the model originate in three sources: i) accumulation 

of productive capital and labor growth; ii) shifts in production technology; and iii) the 

putty/semi-putty specification of technology. 
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3.6 Capital accumulation 

In the aggregate, the basic capital accumulation function equates the current capital 

stock to the depreciated stock inherited from the previous period plus gross investment. 

However, at the sectoral level, the specific accumulation functions may differ because 

the demand for (old and new) capital can be less than the depreciated stock of old 

capital. In this case, the sector contracts over time by releasing old capital goods. 

Consequently, in each period, the new capital vintage available to expanding industries 

is equal to the sum of disinvested capital in contracting industries plus total saving 

generated by the economy, consistent with the closure rule of the model. 

3.7 The putty/semi-putty specification 

The substitution possibilities among production factors are assumed to be higher 

with the new than the old capital vintages τ technology has a putty/semi-putty 

specification. Hence, when a shock to relative prices occurs (e.g. the imposition of an 

emissions fee), the demands for production factors adjust gradually to the long-run 

optimum because the substitution effects are delayed over time. The adjustment path 

depends on the values of the short-run elasticities of substitution and the replacement 

rate of capital. As the latter determines the pace at which new vintages are installed, 

the larger is the volume of new investment, the greater the possibility to achieve the 

long-run total amount of substitution among production factors. 

3.8 Dynamic calibration 

The model is calibrated on exogenous growth rates of population, labor force, and 

GDP. In the so-called Baseline scenario, the dynamics are calibrated in each region by 
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imposing the assumption of a balanced growth path. This implies that the ratio between 

labor and capital (in efficiency units) is held constant over time.11 When alternative 

scenarios around the baseline are simulated, the technical efficiency parameter is held 

constant, and the growth of capital is endogenously determined by the 

saving/investment relation. 

3.9 Modeling Emissions 

The BEAR model captures emissions from production activities in agriculture, 

industry, and services, as well as in final demand and use of final goods (e.g. appliances 

and autos). This is done by calibrating emission functions to each of these activities that 

vary depending upon the emission intensity of the inputs used for the activity in 

question. We model both CO2 and the other primary greenhouse gases, which are 

converted to CO2 equivalent.  Following standards set in the research literature, 

emissions in production are modeled as factors inputs. The base version of the model 

does not have a full representation of emission reduction or abatement. Emissions 

abatement occurs by substituting additional labor or capital for emissions when an 

emissions tax is applied. This is an accepted modeling practice, although in specific 

instances it may either understate or overstate actual emissions reduction potential.12  

In this framework, mission levels have an underlying monotone relationship with 

production levels, but can be reduced by increasing use of other, productive factors 

such as capital and labor. The latter represent investments in lower intensity 

technologies, process cleaning activities, etc. An overall calibration procedure fits 

observed intensity levels to baseline activity and other factor/resource use levels. In 

some of the policy simulations we evaluate sectoral emission reduction scenarios, using 

                                                           

11
This involves computing in each period a measure of Harrod-neutral technical progress in the capital-

labor bundle as a residual. This is a standard calibration procedure in dynamic CGE modeling. 
12

 See e.g. Babiker et al (2001) for details on a standard implementation of this approach. 
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specific cost and emission reduction factors, based on our earlier analysis (Hanemann 

and Farrell: 2006). 

The model has the capacity to track 13 categories of individual pollutants and 

consolidated emission indexes, each of which is listed in Table 2.1 below. Our focus in 

the current study is the emission of CO2 and other greenhouse gases, but the other 

effluents are of relevance to a variety of environmental policy issues. For more detail, 

please consult the full model documentation. 

An essential characteristic of the BEAR approach to emissions modeling is 

endogeniety. Contrary to assertions made elsewhere (Stavins et al:2007), the BEAR 

model permits emission rates by sector and input to be exogenous or endogenous, and 

in either case the level of emissions from the sector in question is endogenous unless a 

cap is imposed. This feature is essential to capture structural adjustments arising from 

market based climate policies, as well as the effects of technological change. 
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Table 3.1: Emission Categories 

 

 

 Air Pollutants 

 1. Suspended particulates PART 

 2. Sulfur dioxide (SO2) SO2 

 3. Nitrogen dioxide (NO2) NO2 

 4. Volatile organic compounds VOC 

 5. Carbon monoxide (CO) CO 

 6. Toxic air index TOXAIR 

 7. Biological air index BIOAIR 

 

 Water Pollutants 

 8. Biochemical oxygen demand BOD 

 9. Total suspended solids TSS 

 10. Toxic water index TOXWAT 

 11. Biological water index BIOWAT 

 

 Land Pollutants 

 12. Toxic land index TOXSOL 

 13. Biological land index BIOSOL 
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Table 3.2: California SAM for 2000 ï Structural Characteristics 

1. 124 production activities               

2. 124 commodities (includes trade and transport margins) 

3. 3 factors of production 

4. 2 labor categories 

5. Capital 

6. Land 

7. 10 Household types, defined by income tax bracket  

8. Enterprises 

9. Federal Government (7 fiscal accounts) 

10. State Government (27 fiscal accounts) 

11. Local Government (11 fiscal accounts) 

12. Consolidated capital account 

13. External Trade Account 
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Table 3.3: Aggregate Accounts for the Prototype California CGE 

1. 50 Production Sectors and Commodity Groups 

 

Sectoring Scheme for the BEAR Model

Label Description
1 A01Agric Agriculture
2 A02Cattle Cattle and Feedlots
3 A03Dairy Dairy Cattle and Milk Production
4 A04Forest Forestry, Fishery, Mining, Quarrying
5 A05OilGas Oil and Gas Extraction
6 A06OthPrim Other Primary Products
7 A07DistElec Generation and Distribution of Electricity
8 A08DistGas Natural Gas Distribution
9 A09DistOth Water, Sewage, Steam

10 A10ConRes Residential Construction
11 A11ConNRes Non-Residential Construction
12 A12Constr Construction
13 A13FoodPrc Food Processing
14 A14TxtAprl Textiles and Apparel
15 A15WoodPlp Wood, Pulp, and Paper
16 A16PapPrnt Printing and Publishing
17 A17OilRef Oil Refining
18 A18Chemicl Chemicals
19 A19Pharma Pharmaceutical Manufacturing
20 A20Cement Cement
21 A21Metal Metal Manufacture and Fabrication
22 A22Aluminm Aliminium
23 A23Machnry General Machinery
24 A24AirCon Air Conditioning and Refridgeration
25 A25SemiCon Semi-conductor and Other Computer Manufacturing
26 A26ElecApp Electrical Appliances
27 A27Autos Automobiles and Light Trucks
28 A28OthVeh Vehicle Manufacturing
29 A29AeroMfg Aeroplane and Aerospace Manufacturing
30 A30OthInd Other Industry
31 A31WhlTrad Wholesale Trade
32 A32RetVeh Retail Vehicle Sales and Service
33 A33AirTrns Air Transport Services
34 A34GndTrns Ground Transport Services
35 A35WatTrns Water Transport Services
36 A36TrkTrns Truck Transport Services
37 A37PubTrns Public Transport Services
38 A38RetAppl Retail Electronics
39 A39RetGen Retail General Merchandise
40 A40InfCom Information and Communication Services
41 A41FinServ Financial Services
42 A42OthProf Other Professional Services
43 A43BusServ Business Services
44 A44WstServ Waste Services
45 A45LandFill Landfill Services
46 A46Educatn Educational Services
47 A47Medicin Medical Services
48 A48Recratn Recreation Services
49 A49HotRest Hotel and Restaurant Services
50 A50OthPrSv Other Private Services

The following sectors are aggregated from a new, 199 sector California SAM
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2 Labor Categories 

1. Skilled 

2. Unskilled 

C. Capital 

D. Land 

E. Natural Resources 

F. 8 Household Groups (by income 

1. HOUS0 (<$0k) 

2. HOUS1 ($0-12k) 

3. HOUS2 ($12-28k) 

4. HOUS4 ($28-40k) 

5. HOUS6 ($40-60k) 

6. HOUS8 ($60-80k) 

7. HOUS9 ($80-200k) 

8. HOUSH ($200+k) 

G. Enterprises 

H. External Trading Partners 

1. ROUS   Rest of United States 

2. ROW  Rest of the World 

 

These data enable us to trace the effects of responses to climate change and other 

policies at unprecedented levels of detail, tracing linkages across the economy and 

clearly indicating the indirect benefits and tradeoffs that might result from 

comprehensive policies pollution taxes or trading systems. As we shall see in the results 

section, the effects of climate policy can be quite complex. In particular, cumulative 

indirect effects often outweigh direct consequences, and affected groups are often far 

from the policy target group. For these reasons, it is essential for policy makers to 

anticipate linkage effects like those revealed in a general equilibrium model and dataset 

like the ones used here. 

It should be noted that the SAM used with BEAR departs in a few substantive 

respects from the original 2003 California SAM. The two main differences have to do 

with the structure of production, as reflected in the input-output accounts, and with 

consumption good aggregation. To specify production technology in the BEAR model, 

we rely on both activity and commodity accounting, while the original SAM has 
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consolidated activity accounts. We chose to maintain separate activity and commodity 

accounts to maintain transparency in the technology of emissions and patterns of tax 

incidence. The difference is non-trivial and considerable additional effort was needed to 

reconcile use and make tables separately. This also facilitated the second SAM 

extension, however, where we maintained final demand at the full 119 commodity level 

of aggregation, rather than adopting six aggregate commodities like the original SAM.  

3.10 Emissions Data 

Emissions data at a country and detailed level have rarely been collated. An 

extensive data set exists for the United States which includes thirteen types of 

emissions, see Table 2.1.13 The emission data for the United States has been collated for 

a set of over 400 industrial sectors. In most of the primary pollution databases, 

measured emissions are directly associated with the volume of output. This has several 

consequences. First, from a behavioral perspective, the only way to reduce emissions, 

with a given technology, is to reduce output. This obviously biases results by 

exaggerating the abatement-growth tradeoff and sends a misleading and unwelcome 

message to policy makers.  

More intrinsically, output based pollution modeling fails to capture the observed 

pattern of abatement behavior. Generally, firms respond to abatement incentives and 

penalties in much more complex and sophisticated ways by varying internal conditions 

of production. These responses include varying the sources, quality, and composition of 

inputs, choice of technology, etc. The third shortcoming of the output approach is that it 

give us no guidance about other important pollution sources outside the production 

process, especially pollution in use of final goods. The most important example of this 

category is household consumption.   

                                                           

13
 See Martin et. al. (1991). 
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4 Background for the Climate Action Team Policy Scenarios 

In this section, we provide detailed information on data and modeling standards for 

the component policies of the Climate Action Team recommendations (Table 2.1 

above). Included with basic data and methodological information relevant to the BEAR 

model assessment are, for leading CAT policies, more detailed economic analysis of 

target sector initial conditions and issues. 

4.1 Building efficiency policies already underway  

Sector Analysis 

 For nearly three decades, under the authority of the California Energy 

Commission (CEC), /ŀƭƛŦƻǊƴƛŀΩǎ .ǳƛƭŘƛƴƎ 9ƴŜǊƎȅ 9ŦŦƛŎƛŜƴŎȅ {ǘŀƴŘŀǊŘǎ ƘŀǾŜ ǎǇŜŀǊƘŜŀŘŜŘ 

the national movement to achieve superior energy efficiency in the built environment 

(California CliƳŀǘŜ Χ !ƎŜƴŎȅ !Σ нллсΤ Energy Efficiency Task Force, 2005) (See Figure 1). 

Relatedly, the Governors 2005 Green Buildings Initiative sets a mandate to achieve 

further levels of energy ŜŦŦƛŎƛŜƴŎȅ ŦƻǊ ǎǘŀǘŜ ƻǿƴŜŘ ōǳƛƭŘƛƴƎǎ ό/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜ Χ !ƎŜƴŎȅ 

B, 2007). This report (summary) contextualizes and overviews the standards with 

regards to their economic implications for the state of California.  
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Figure 4.1.1: Total Electricity Use Per Capita 

 

Source:California Energy Commision, 2005 

 

The Market: Demand for Energy Efficiency over a "ÕÉÌÄÉÎÇȭÓ Lifecycle 

  Energy consumption in buildings is responsible for over 1/3 of total primary 

energy consumption and associated emissions, using about 2/3 of all electricity 

produced nationally (Interlaboratory Working Group, 2000). Decisions at each of stages 

ƻŦ ŀ ōǳƛƭŘƛƴƎΩǎ ƭƛŦŜŎȅŎƭŜ ǊŜŦƭŜŎǘ ƻǇǇƻǊǘǳƴƛǘƛŜǎ ǘƻ ǇǊƻƳƻǘŜ ǘƘŜ ǇǊŀŎǘƛŎŜ ƻŦ ŜƴǾƛǊƻƴƳŜƴǘŀƭƭȅ 

ǎƻǳƴŘ ōǳƛƭŘƛƴƎ ǘŜŎƘƴƛǉǳŜǎ ŀƴŘ ŀŘƻǇǘ ŜŦŦƛŎƛŜƴǘ ǘŜŎƘƴƻƭƻƎƛŜǎΦ ! ǎǘǊǳŎǘǳǊŜΩǎ ƭƛŦŜŎȅŎƭŜ ƛǎ 

determined by apparently physical, but ultimately economic, considerations. Typically, it 

is the buildingΩs financial viability under given physical and institutional conditions that 

ŘŜǘŜǊƳƛƴŜǎ ǿƘŜǘƘŜǊ ƛǘ ƛǎ ǊŜŦǳǊōƛǎƘŜŘ ƻǊ ǊŜōǳƛƭǘΦ  ! ōǳƛƭŘƛƴƎΩǎ ƭƛŦŜŎȅŎƭŜ Ŏŀƴ ōŜ ŘƛǾƛŘŜŘ ƛƴǘƻ 

six stages; resource extraction, manufacturing, design and construction, 

occupancy/maintenance, demolition, and recycling/reuse/disposal (The 

9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛƴƎǎΣ мфффύ ό{ŜŜ CƛƎǳǊŜ нύΦ  
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Figure 4.1.2: Representation of the Phases of a Commercial Building 

 

Source: The EnǾƛǊƻƴƳŜƴǘŀƭΧ.uildings, 1999. 

 

 

 

 

Resources are extracted and processed, and structural components manufactured 

ōŜŦƻǊŜ ŀ ōǳƛƭŘƛƴƎ ƛǎ ŎƻƴǎǘǊǳŎǘŜŘ ό¢ƘŜ 9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛƴƎǎΣ мфффύΦ Lƴ ǘƘŜ ŦƛǊǎǘ ǇƘŀǎŜΣ 

environmental awareness relates to sound extraction and manufacturing techniques, 

transportation efficiencies, and the purchase of recycled or recovered materials. During 
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the design and construction phase, an owner or operator typically contracts with a 

specialized, licensed firm to design and construct the building. This is the primary 

opportunity to achieve efficiencies relating to the building shell. During the operation 

and maintenance phase, building efficiency can be measured in terms of the extent to 

which the building supports the energy efficient operations of its occupants (The 

9ƴǾƛǊƻƴƳŜƴǘŀƭΧ .ǳƛƭŘƛƴƎǎΣ мфффύΦ 5ǳǊƛƴƎ ǘƘŜ ƴŜȄǘ ǇƘŀǎŜΣ ƻǿƴŜǊǎ Ƴǳǎǘ ŎƘƻƻǎŜ ōŜǘǿŜŜƴ 

refurbishing the building or demolition. This can be an opportunity for efficiency 

upgrades. When no longer economically viable, the building is demolished. In the last 

phase, contractors will decide whether waste is diverted or disposed. 

 A complex array of reasons might motivate stakeholders to adopt efficient 

technology at any stage, but most important to the demand for efficient technology 

from the economic perspective are the associated benefits and costs. Benefits during 

the construction phase could derive come from the cheaper prices of recycled or 

reclaimed construction materials. During the operation and maintenance phase, the 

primary incentive for the occupant to invest in energy efficiency would be associated 

cost savings. Other benefits throughout the lifecycle for both owners and occupants can 

include publicity, and preferences specifying an intrinsic value to promoting green 

principles. Also, by becoming more healthy and pleasant places to work, green buildings 

Ƴŀȅ ŜƴƘŀƴŎŜ ǿƻǊƪŜǊ ǇǊƻŘǳŎǘƛǾƛǘȅ ό¢ƘŜ 9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛƴƎǎΣ мфффύΦ  

  Major costs are most obvious when savings associated with green technologies 

or processes do not offset investment and service costs. In addition to explicit costs, 

there may be hidden costs. These include training employees to use cutting edge 

technologies, and production or operation downtime if technologies are installed as 

ǳǇƎǊŀŘŜǎ ό¢ƘŜ 9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛngs, 1999). The risk associated with both investing 

in new technology and in the new technology itself may lead firms to highly discount the 

value of future savings (Train, 1985). Costs may also relate to the decision making and 

administrative costs involved in determining the appropriateness of various efficient 

technologies. Though economists traditionally assume that firms will adopt all 
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technologies for which revenues (or benefits when preferences are involved) exceed 

costs, we will see that this is not the case for building efficiencies, as a host of studies 

confirm that there are net benefits to many still un-adopted green technologies and 

processes. 

 It should not be forgotten that the public benefits extend well-beyond those 

considered above, but as externalities will not be recognized in the demand for energy 

efficiency unless somehow incorporated into price or tied to other private incentives. 

Public benefits include reduced dependence on imported fuel, reduced vulnerability to 

energy price spikes, economic development, greater flexibility in avoiding more 

controversial energy supply projects, reduced risk of power shortages, reduced water 

consumption, and reductions of the emissions and pollutants that facilitate global 

warming and endanger public health (Energy Efficiency Task Force, 2005).   

Buildings Efficiency Regulation: Historical and Contemporary 

 CaliforniaΩǎ !.-32 legislation calls on all state departments in the effort to reduce 

carbon emissions. Reports by the Cal Climate Action team, created to by the legislation 

to coordinate, support, and promote such policy, list the Building Energy efficiency 

Standards, programs of the California Public Utilities Commission, and the Green 

.ǳƛƭŘƛƴƎǎ LƴƛǘƛŀǘƛǾŜ ŀǎ ƛƴŎƭǳŘŜŘ ƛƴ ǎǳŎƘ ŜŦŦƻǊǘǎ ό/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜ Χ !ƎŜƴŎȅ !Σ нллсΤ 

/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜ Χ !ƎŜƴŎȅ .Σ нллтύΦ  

 The CEC was first created by the Warren-Alquist Act of 1974 and commissioned 

to construct and implement efficiency standards for new building construction and 

alterations/additions (California Energy Commission, 2005). Since 1977, it has adopted 

building standards for residential and commercial buildings under Title 24, Part 6 of the 

California Code of Regulations. The CEC now updates its standards every three years, 

with an impending round scheduled for completion in 2008 (Energy Efficiency Task 

Force, 2005). 
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 ά¢ƛǘƭŜ нп ŘƛǾƛŘŜǎ ǘƘŜ ǎǘŀǘŜ ƛƴǘƻ мс ŎƭƛƳŀǘŜ ȊƻƴŜǎ and sets differing requirements 

for climate-sensitive measures such as insulation, windows, and heating/air conditioning 

systems by climate zone. The code offers two compliance options: prescriptive and 

performance-based. The prescriptive approach lists a specific package of measures that 

must be utilized. This option makes it very easy for builders to understand what to 

install and also makes compliance verification simpler. Under the performance-based 

approach, the builder is provided with an energy budget that is based on the amount of 

energy that the proposed building would have used if it met the prescriptive 

requirements. Energy use is measured based on energy cost, so the high value of saving 

peak power is taken into account. The performance-based approach provides the 

builder with greater design flexibility and the potential to reduce the cost of compliance. 

Over 80% of all homes built in California take advantage of the performance-based 

ŀǇǇǊƻŀŎƘΦέ ό9ƴŜǊƎȅ 9ŦŦƛŎƛŜƴŎȅ ¢ŀǎƪ CƻǊŎŜΣ нллрύΦ 

 Though the standards are mandatory, they must be demonstrated to be cost 

effective before they are incorporated into the code. To be cost effective, incremental 

purchasing costs must be offset by resultant energy bill savings (Energy Efficiency Task 

Force, 2005). With separate standards for commercial and residential buildings, the 

process by which a given standards is incorporated into the code to become a legal 

imperative is preceded by a period in which the given standard is adopted optionally, 

allowing for feedback from effected communities. 

 LƴŎƭǳŘŜŘ ŀǎ ƻƴŜ ƻŦ ǘƘŜ /ŀƭ /ƭƛƳŀǘŜ !Ŏǘƛƻƴ ¢ŜŀƳΩǎ ŜŀǊƭȅ ƳŜŀǎǳǊŜǎ ŦƻǊ ǊŜŘǳŎƛƴƎ 

carbon emissions, these standards are expected to lower emissions by 4 Million Metric 

Tons in Carbon Dioxide Equivalent units (MMTCO2E) by 2020 (CalifoǊƴƛŀ /ƭƛƳŀǘŜ Χ 

Agency B, 2007). Historically, Californian energy efficiency programs have saved close to 

40,000 gigawatt hours (GWh) of electricity and nearly 12,000 megawatts (MW) of peak 

demand, about the amount of electricity produced by more than two dozen 500 MW 

power plants (California Energy Commission, 2005) (See Figure 3). Efficiency standards 

ƘŀǾŜ ǎŀǾŜŘ /ŀƭƛŦƻǊƴƛŀΩǎ ŎƻƴǎǳƳŜǊǎ ŀōƻǳǘ ϷмΣллл ǇŜǊ ƘƻǳǎŜƘƻƭŘΣ about $56 billion in 
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electricity and natural gas costs since 1978, and  the Energy Commission expects that 

ǘƘŜ {ǘŀƴŘŀǊŘǎ ǿƛƭƭ ǎŀǾŜ ŀƴ ŀŘŘƛǘƛƻƴŀƭ Ϸно ōƛƭƭƛƻƴ ōȅ нлмо ό/ƭƛƳŀǘŜ Χ !ƎŜƴŎȅ !Σ нллсΤ 

California Energy Commission, 2005). The standards enacted in 2005 will decrease 

energy use in newly constructed buildings by about 10%, providing near 180 MW per 

year in peak demand savings (Energy Efficiency Task Force, 2005).  

Figure 4.1.3: Cumulative Energy Savings of California Standards and Energy Efficiency 
Programs 

 

(California Energy Commission, 2005) 

 

 Collaborating with the CEC, The California Public Utilities Commission (CPUC) is 

ŀƭǎƻ άǇǊƻƳƻǘƛƴƎ ŜƴŜǊƎȅ ŜŦŦƛŎƛŜƴŎȅ ƛƴ ōǳƛƭŘƛƴƎǎΦ !ǘǘŜƳǇǘƛƴƎ ǘƻ ǊŜŘǳŎŜ ŜƴŜǊƎȅ 

consumption by an additional 23,183 GWh, 4,885 MW and 444 million therms per year 

by 2013, the CPUC has authorized spending of around $2 billion on energy efficiency 

ǇǊƻƎǊŀƳǎΣ ǇǊƛƳŀǊƛƭȅ ǘŀǊƎŜǘƛƴƎ ǊŜǘǊƻŦƛǘ ƛƴǾŜǎǘƳŜƴǘǎ ƛƴ ŜȄƛǎǘƛƴƎ ōǳƛƭŘƛƴƎǎέ ό/ŀƭƛŦƻǊƴƛŀ 

Energy Commission, 2005). 

 Also complementing the building energy efficiency standards, the GovernorΩs 

2004 Green Building Initiative intends to cut 20% of energy use by 2015 compared with 

2003. This should lead to expected reductions of .5 MMTCO2E by 2010 and 1.8 
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MMTCO2E by 2020 (California CliƳŀǘŜ Χ !ƎŜƴŎȅ !Σ нллсύΦ ¢ƘŜ ōƛƭƭ ƭŀȅǎ ƻǳǘ ǎǇŜŎƛŦƛŎ 

actions that must be taken by state agencies in owned or leased buildings to achieve the 

targets, and considers incentives to encouǊŀƎŜ ǇǊƛǾŀǘŜ ōǳƛƭŘƛƴƎ ƻǿƴŜǊǎΩ ŎƻƴǘǊƛōǳǘƛƻƴǎ 

ό/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜ Χ !ƎŜƴŎȅ ., 2007). Through these measures, the order intends to 

saves 1/5th of the $500 million that state agencies spend on energy per year 

ό9ȄŜŎǳǘƛǾŜΧ/ŀƭƛŦƻǊƴƛŀΣ нллпύ 

Room for Improvement: Buildings Efficiency in California 

 ά¢ƘŜǊŜ ŀǊŜ ƻǾŜǊ мо Ƴƛƭƭƛƻƴ ŜȄƛǎǘƛƴƎ ōǳƛƭŘƛƴƎǎ ƛƴ /ŀƭƛŦƻǊƴƛŀΣ ŎƻƳǇŀǊŜŘ ǘƻ ǘƘŜ 

approximately 200,000 constructed each year. More than half of the existing buildings 

were constructed before the first Energy Efficiency Standards were established in 1978. 

While many have been upgraded over time, these older buildings represent a large 

ǊŜǎŜǊǾŜ ƻŦ ǇƻǘŜƴǘƛŀƭ ŜƴŜǊƎȅ ŀƴŘ ǇŜŀƪ ŘŜƳŀƴŘ ǎŀǾƛƴƎǎέ  ό/ŀƭƛŦƻǊƴƛŀ 9ƴŜǊƎȅ /ƻƳƳƛǎǎƛƻƴΣ 

2005). 

 While single family homes in California use an average of 7,000 kWh of electricity 

per year, multi-family units average only about 4,000 kWh per year, though these 

averages vary by location, size, income level and age of the home (California Energy 

Commission, 2005). 

 Space heating (35%) is the largest end-use in the residential sector identified in a 

report by the Interlaboratory Working Group (2000), followed by water heating (14%), 

refrigerator/freezers (9%) , space cooling (8%), and lighting (6%). Other end uses in the 

residential sector included cooking, clothes washers, clothes dryers, dishwashers, home 

ŜƭŜŎǘǊƻƴƛŎǎΣ Ŧŀƴǎ ƛƴ ŦǳŜƭ ŦƛǊŜŘ ŦǳǊƴŀŎŜǎΣ ŀƴŘ ƻǘƘŜǊ άƳƛǎŎŜƭƭŀƴŜƻǳǎέ ŜƴŜǊƎȅ ŜƴŘ-uses 

(Intelaboratory Working Group, 2000) (See Figure 4). 

 The residential building stock is comprised mostly of single family units. 

Approximately 70% of both single and multi-family homes were constructed prior to 

мфунΩǎ .ǳƛƭŘƛƴƎ {ǘŀƴŘŀǊŘǎ ό/ŀƭƛŦƻǊƴƛŀ 9ƴŜǊƎȅ /ƻƳƳƛǎǎƛƻƴΣ нллрύΦ ¦ǎƛƴƎ ǘƘŜ мфун .ǳƛƭŘƛƴƎ 
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Standards as a benchmark, the California Energy Commission (2005) predicts that 8 

million homes are likely candidates for efficiency improvements.  

 ά/ŀƭƛŦƻǊƴƛŀΩǎ ƴƻƴǊŜǎƛŘŜƴǘƛŀƭ ōǳƛƭŘƛƴƎ ǎǘƻŎƪ ƛǎ ƳǳŎƘ ƳƻǊŜ ŘƛǾŜǊǎŜ ǘƘŀƴ ǘƘŜ 

residentialΧ  [ŀǊƎŜ ƻŦŦƛŎŜǎΣ ǊŜǘŀƛƭ ŀƴŘ ƴƻƴ-refrigerated warehouses represent 

approximately half of the total nonresidential space. These data indicate that over 5 

million square feet of nonresidential buildings may benefit from efficiency upgrades 

amounting to significant further savingsέ ό/ŀƭƛŦƻǊƴƛŀ 9ƴŜǊƎȅ /ƻƳƳƛǎǎƛƻƴΣ нллрύΦ 

 End uses identified by the Interlaboratory Working Group (2000) in the 

commercial sector included lighting (25%), space heating (13%), office equipment (9%) 

and cooling (8%). Other end uses included water heating, refrigeration, ventilation, 

cooking, district services, automated teller machines, telecommunications equipment, 

and medical equipment (See Figure 4).    

Figure 4.1.4: Primary Energy Consumption in the Buildings Sector by End Use, in 1997 

 

 

(Interlaboratory Working Group, 2000) 

 

 The Energy Commission (2005) estimates large potential energy savings in 

California buƛƭŘƛƴƎǎΦ άLŦ ƻƴŜ ŜȄŀƳƛƴŜǎ ǘƘŜ ǘŜŎƘƴƛŎŀƭ ǇƻǘŜƴǘƛŀƭ ŀƭƻƴŜΣ ǘƘŜǊŜ ŎƻǳƭŘ ōŜ 

savings of 12 percent of statewide electricity consumption, 17 percent of peak demand, 
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and 20 percent of natural gas consumption. The cost-effective savings potential would 

be a subset of the technical potential but would still offer significant savings of 9 

ǇŜǊŎŜƴǘΣ мм ǇŜǊŎŜƴǘΣ ŀƴŘ р ǇŜǊŎŜƴǘΣ ǊŜǎǇŜŎǘƛǾŜƭȅΦέ  

Studies on the Impact of Regulation 

 In the Western United States, Electricity sales increased 1.7% per year on 

average during 1990-2003 (Brown et al, 1998). Moreover, the Western U.S. is the fastest 

growing region in the country in terms of both energy consumption and population. And 

yet, while climate change effects are expected to increase overall energy demand even 

further, studies on energy efficiency demonstrate that reducing electricity demand 

growth by 0.5-2% per year is possible (Brown et al, 1998; Hill 2000).  

 National studies are consistently optimistic in esǘƛƳŀǘƛƴƎ !ƳŜǊƛŎŀΩǎ ŎŀǇŀŎƛǘȅ ŦƻǊ 

reductions in energy use and carbon emissions through technical, institutional, and 

economic transition to best practices. A study headed by Lawrence Berkeley Laboratory 

and Oak Ridge Laboratory, known as the Five Labs study, found that by instituting best 

practice measures including a 50$/ton cap on carbon emissions, emissions could be 

reduced 390 MMTCO2 from a baseline forecast between 1997 and 2010 to achieve 

1990 levels by 2010 (Brown et al, 1998). 62MMTCO2 would follow from increased 

buildings efficiencies alone. Though differing in their assumptions and time frames, 

three other studies, by the Tellus Institute, by the National Academy of Sciences (NAS), 

and by the Office of Technology Assessment (OTA), considered that best practice 

measure would reduce energy emissions by a high of 2.8% per year in the Tellus study, 

to a low of 1.3% per year in the NAS study (Brown et al, 1998).The Tellus study predicted 

that carbon emissions could drop by 593 MtC by 2010, 22% below 1990 emission levels. 

The OTA study predicted reductions of 892 MMTCO2 by the year 2015, 281MMTCO2 of 

which would come from efficiencies in residential and commercial buildings. 

 Equally encouraging as these forecasts for emissions reductions are forecasts for 

the associated costs/savings. Building efficiencies are frequently predicted as the least 
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cost, or highest savings, arena of reductions. The Tellus study predicted net annual 

savings of $50 billion in total, with net annual savings from building efficiency at around 

$30 billion (Brown et al, 1998) (See Figure 5). While the OTA predicted that the 

892MMTCO2 reductions could be achieved with between $20 billion of savings to $150 

billion of costs per year, the 86 MMTCO2 associated with residential building efficiencies 

were predicted to result in savings of between $25 and $15 billion per year, while the 

195 MMTCO2 emissions reductions from commercial buildings were associated with 

between $28 billion in savings to $22 billion of costs per year (Brown et al, 1998) (See 

Figure 6). While the five labs study estimated between $34 billion in net annual savings 

to $5 billion in net annual costs in total, the reductions from building efficiency were 

predicted to be achieved at savings of between $19 and $9 billion per year (Brown et al, 

1998) (See Figure 7). Finally, The NAS study predicted between 116$ billion in savings 

per year to $14 billion in savings per year in total, while the reductions from building 

efficiency were predicted at savings between $70 and $10 billion per year (See Figure 8). 

 A study conducted by the Energy Efficiency Task Force (2005) in 18 Western US 

states, including California, found that best practice building efficiency standards could 

reduce energy consumption by totals of 1.4% in 2010 and 3.9% in 2020, and standards 

for public buildings could cut totals by an additional .2% in 2010 and .5% in 2020. 

Combined with other efficiency measures considered in the report, Carbon dioxide 

emissions could decline by 17% by 2020 and NOx
 
emissions could decline by 7%.  

 Though the Energy Efficiency Task Force (2005) predicts little impact on 

electricity prices, overall energy use is projected to fall significantly, around 23% in 2020 

in the best practices scenario, accounting for $21 billion dollars of savings in 2020 to 

Western StateΩs consumers (Energy Efficiency Task Force, 2005). Because electricity and 

natural gas account for about 90% of building sector primary energy use, and because 

buildings account for large portions of primary energy and electricity use nationally, 

decreasing demand from buildings for energy could result in significant reductions to 
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natural gas and coal use, and accordingly lead to the construction of far fewer power 

plants in the Western US (Interlaboratory Working Group, 2000) (See Figure 9). 

Figure 4.1.5: Tellus Study 

 

(Brown et al, 1998) 

 

Figure 4.1.6: OTA Study 

 

(Brown et al, 1998) 
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Figure 4.1.7: Five Lab Study 

 

(Brown et al, 1998) 

 

 The 2000 report by the Interlaboratory Working Group goes into greater detail 

regarding its predictions for energy efficiency following from building and appliance 

efficiency standards and other energy management policies such as a 50$ per ton 

carbon cap in its best practices scenario. In their study, energy use falls to 1997 levels by 

2020, and carbon emissions fall well below 1990 levels for the same year, while 

achieving net savings in energy service delivery. This is achieved by increased 

efficiencies in such end uses as space heating and cooling, water heating, and relies on 

increased market penetration from such technologies as electronic ballasts, commercial 

ǘǊŀƴǎŦƻǊƳŜǊǎΣ ŀƴŘ ƘŜŀǘ ǇǳƳǇ ǿŀǘŜǊ ƘŜŀǘŜǊǎΦ ¢ƘŜȅ ŀƭǎƻ ƭƛǎǘ ά.ǊŜŀƪ ¢ƘǊƻǳƎƘέ 

ǘŜŎƘƴƻƭƻƎƛŜǎ ǘƘŀǘ ŎƻǳƭŘ άŦǳƴŘŀƳŜƴǘŀƭƭȅ ŀƭǘŜǊ ǘƘŜ ŎǳǊǊŜƴǘ ǳǇǿŀǊŘ trend of buildings 

ŜƴŜǊƎȅ ǳǎŜΣέ ǎǳŎƘ ŀǎ thermally-activated heat Pumps, electrochromic glazing 

(Interlabortatory Working Group, 2000). 

Of interest are other costs and benefits associated with the reductions. The increase 

in air quality should be associated with lower national medical costs per capita. Though 

net employment effects are expected to be positive, some industries like the railroad 

and mining industry will suffer business and employment losses due to predicted 

reductions in the demand for coal (Brown et al, 1998).  
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In addition to the net savings many studies predict, most studies find potential 

benefits to GDP to be in the tens of billions. In a study on the effects of energy efficiency 

in the Southwest, the Southwest Energy Efficiency Project (covering Arizona, Colorado, 

Nevada, New Mexico, Utah, and Wyoming) predicted $37 billion in gross economic 

benefits, an overall benefit-cost ratio of 4.2. The Energy Efficiency Task Force, (2005) 

predicted a benefit cost ratio of 2.5 for the Western U.S. under their best practices 

scenario, associate with total net economic benefits of $53 billion in net present value 

ōȅ нлнлΦ άWŀŎŎŀǊŘ ŀƴŘ aƻƴǘƎƻƳŜǊȅ όмффсύ ǇǊƻǾƛŘŜ ŀ ǎǳƳƳŀǊȅ ƻŦ Ŏƻǎǘǎ ƻŦ ŎŀǊōƻƴ 

reductions for 15 major US mitigation studies. Six of these studies (including both the 

NAS and OTA Studies) describe 11 different scenarios that use forecast years ranging 

ŦǊƻƳ нллр ǘƻ нлмрΧ 9ȄŎƭǳŘƛƴƎ ǘǿƻ ƻŦ ǘƘŜ мм ǎŎŜƴŀǊƛƻǎ ǿƛǘƘ ŎŀǊōƻƴ ǊŜŘǳŎǘƛƻƴǎ ǘƘŀǘ 

exceed 50%, the remaining scenarios reported economic costs as a percentage of GDP, 

ranging from -0.2% to 0.5% (or a benefit of $20 billion to a cost of $50 billion in 2010, 

ǿƘŜƴ ǘƘŜ ¦ƴƛǘŜŘ {ǘŀǘŜǎ ǿƛƭƭ ƘŀǾŜ ŀ Ϸмл ǘǊƛƭƭƛƻƴ ŜŎƻƴƻƳȅύέ ό.Ǌƻǿƴ Ŝǘ ŀƭΣ мффуύΦ 

Barriers to Efficient Technology: Why do we Need Standards? 

 If energy efficiency measures in buildings are cost effective to the point of 

generating cost savings, it might appear enigmatic that they are frequently neglected. If 

stakeholders behaved rationally to maximize benefits, then building standards, which as 

noted previously are only implemented conditionally upon their generating cost savings, 

would appear redundant. In fact, a host of market failures, institutional barriers, and 

social norms predispose builders against adopting efficiency enhancing standards 

independently.  

 Firstly, benefits from energy efficiency frequently do not accrue to the party who 

is in the best position to make the efficiency enhancing investment, resulting in split 

incentives such as between owners and renters (Brown et al, 1998) (See Figure 10).  

Pricing which reflects private, as opposed to social, costs gives additional incentives for 

builders to select inefficient technologies. 
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 Users and businesses are often simply unaware of the financial and 

environmental costs from energy usage by a given technology, or the availability, 

technical applicability, or cost effectiveness of alternative technologies (Interlaboratory 

Working Group, 2000). Moreover, retrieving this information can itself be costly. Also, 

even if they do know, many consumers appear not to care. Neither Firms nor builders 

place a high priority on energy efficiency since the marginal benefit for any one firm is 

frequently a small portion of average variable cost. Not a cost relating to their core 

ΨōǳǎƛƴŜǎǎΩΣ ŎƻƴŎŜǊƴƛƴƎ ƻǳǘǇǳǘ ŀƴŘ ǘƘŜ ǇǊƻŘǳŎǘƛƻƴ ǇǊƻŎŜǎǎΣ ŎƻƴǎǳƳŜǊǎ ŀǘ ŀƭƭ ǎǘŀƎŜǎ ƻŦ ǘƘŜ 

ǇǊƻŎŜǎǎ ŘŜƳŀƴŘ ǘƻƻ ƭƛǘǘƭŜ ŜƴŜǊƎȅ ŜŦŦƛŎƛŜƴŎȅΦ  ά! мл҈ ǊŜƴǘ ǎŀǾƛƴƎ Ŏŀƴ ǘȅǇƛŎŀƭƭȅ ŜǉǳŀǘŜ ǘƻ ŀ 

saving of $30/m². A 10 per cent saving in electricity, cleaning, etc. might deliver savings 

ƻŦ ƻƴƭȅ ϷоκƳΦέ ό¢ƘŜ 9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛƴƎǎΣ мфффύΦ !ǎ ƛƴ ǘƘŜ ŘƛƭŜƳƳŀ ƻŦ ŎƻƭƭŜŎǘƛǾŜ 

action, benefits that may be vast when aggregated are frequently underinvested in 

when they are disseminated in such a way that that the gains to any one individual are 

small. 

 Firms further worry about the hidden cost of new investments such as increased 

Ǌƛǎƪ ƻǊ ŘƛǎǊǳǇǘŜŘ ǇǊƻŘǳŎǘƛƻƴ ό¢ƘŜ 9ƴǾƛǊƻƴƳŜƴǘŀƭΧ.ǳƛƭŘƛƴƎǎΣ мфффύΦ  {ǘƛƭƭΣ Ƴŀƴȅ ǎŎƘƻƭŀǊǎ 

note that technologies for efficiency are underinvested in even if one takes into account 

risk and hidden costs (Koomey and Sanstad, 1994; Sathaye, Jayant, and Murtishaw, 

2004). Firms do not appear to behave rationally, using discount rates which far exceed 

the returns they could expect in capital markets (Biggart, and Lutzenhiser, 2007; Sanstad 

et al., 2006). Train (1985) noted discount rates between 10% and 32% in measures to 

improve thermal efficiency, 4.4 % to 36% with regards to heating systems, and 3.7% to 

22.5% for air conditioning. Though some of the premium may reflect added risk, many 

scholars see the rates as exorbitant, reflecting institutionalized consumer and 

ƳŀƴŀƎŜǊƛŀƭ ŘƛǎǊŜƎŀǊŘ ŦƻǊ ŜŦŦƛŎƛŜƴŎȅΦ ¢ƘŜǎŜ Ƴŀȅ ōŜŎƻƳŜ ƴƻǊƳǎ ƻŦ ŀ ōǳǎƛƴŜǎǎΩs culture, 

disseminated throughout the organizational hierarchy when subordinates attempt to 

mimic the values and actions of their superiors in order to conform to perceived 

expectations (Biggart and Lutzenhiser, 2007). 
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 Of note is the paucity of R&D for energy efficiency in buildings. Notably 

underinvested in relative to other industries, this perpetuates low buildings efficiency. 

For instance, while industries average 3.5% of sales on R&D, the construction industry 

spends a paltry 0.2% of sales on R&D (Brown et al, 1998). This implies that, if normal 

levels of R&D could be reached, predictions for the technical potential of energy 

efficiency as well as for levels of economic benefit that could be achieved would need to 

be increased dramatically. Some of the failure to invest in R&D is already being targeted 

by government entry into the sector, offering grants for research and design purposes, 

including demonstration grants for early the application of findings in a commercial 

environment. Much of this work will be influential in creating future building standards 

such as the 2008 standards (California Energy Commission, 20005).  

Concluding Remarks on the Impact of Regulation 

 Given the barriers to an efficient marketplace it is obvious that the continued 

promulgation of buildings standards is not only necessary, but frequently results in 

pareto enhancements to welfare. Since obligatory standards overcome barriers to 

efficiency by mandating efficient investments, they should be seen as an effective 

measure for combating climate change. Still, they are not ideal. 

 Since the costs and benefits of investment are diffuse, spread out over a range of 

ǎǘŀƪŜƘƻƭŘŜǊǎ ƛƴǾƻƭǾŜŘ ŀǘ ŜŀŎƘ ǇƘŀǎŜ ƛƴ ǘƘŜ ōǳƛƭŘƛƴƎΩǎ ƭƛŦŜŎȅŎƭŜΣ ƻƴŜ ƳƛƎƘǘ ŜȄǇŜŎǘ ǘƘŜƛǊ 

effects to also be so dispersed. But, because standards can only target certain 

stakeholders in the building process, standards may convey the cost burden to a party 

less likely to benefit from the investment, as in the case of split incentives, or may 

create other distortions. Though many studies predict net savings associated with 

standards, some subgroups will face net costs. This may be ameliorated by inelastic 

demand in housing markets. The owners/builders that are most likely to be targeted 

should have sufficient market power to share cost burdens through prices, so that the 

standards should only slightly effect other economic decisions. 
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 Still, targeting barriers to the adoption of efficient technologies directly should 

be considered as a natural compliment to implementing standards. While Sathaye, 

Jayant, and Murtishaw (2004) note that the significance of a given barrier to the 

implementation of efficient technology depends on the technology in question, there 

ŀǊŜ ƪƴƻǿƴ ǇƻƭƛŎȅ ǇǊŜǎŎǊƛǇǘƛƻƴǎ ŦƻǊ ŎƻƳōŀǘƛƴƎ Ƴƻǎǘ ƻŦ ǘƘŜǎŜ ōŀǊǊƛŜǊǎΦ άThese include 

educating consumers and businesses, increasing the supply and visibility of energy-

efficient products and services in retail establishments, offering consumers and 

businesses financial incentives to get their attention and stimulate greater willingness in 

adopting efficiency measures, removing inefficient products or buildings from the 

ƳŀǊƪŜǘǇƭŀŎŜΧ ŀƴŘ ǊŜŦƻǊƳƛƴƎ ǇǊƛŎƛƴƎ ŀƴŘ ǊŜƎǳƭŀǘƻǊȅ ǇƻƭƛŎƛŜǎέ (Energy Efficiency Task 

Force, 2005). 

 A final and most profound synergy between standards and policies targeting 

barriers to efficiency lies in there contribution to changing preferences, creating novel 

institutions and social norms. In time, norms are internalized to become value based 

mandates, in addition to formal imperatives, becoming powerful motivating forces of 

human behavior and altering the premises and structure of our economic activity. In the 

long run, these should be the most powerful factors in structuring a sustainable society, 

relying on the organic decisions of individual economic actors rather than the mandates 

of ever changing administrations. Fortunately, preference shifts in favor of energy 

efficiency are already being observed, and barriers to efficiency, including pecuniary 

costs, are falling (Pimlott, 2007). 
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Scenario Description 

In addition to the scenarios incorporated in our Baseline, the State of California has 

other initiatives to promote more efficient energy use patterns. While these are too 

numerous and diverse to be captured in a single scenario, the state has produced 

estimates of the aggregate relationship between public promotion expenses and private 

responses, and these provide a convenient reference to examining more comprehensive 

effects with a general equilibrium model. In particular, a recent CEC study by Messenger 

(2003) has estimated alternative time paths of public expenditure for promoting energy 

efficiency and linked these to increases in private aggregate energy efficiency. These 

results give us the raw material for additional energy efficiency scenarios. 

Data Sources 

Data used for these scenarios were obtained from the CPUC data synthesis 

conducted by Sanstad and Hallstein (2005) and Messenger (2003). 

Modeling Approach 

For BEAR implementation, these scenarios were constructed by interpolating 

aŜǎǎŜƴƎŜǊΩǎ Ŏƻǎǘ ŜǎǘƛƳŀǘŜǎ ŀƴƴǳŀƭƭȅ ŦǊƻƳ нллоΣ ŘŜōƛǘƛƴƎ ǘƘƛǎ to the general fund state 

government account in the California Social Accounting Matrix (SAM).14 On the energy 

ǳǎŜ ǎƛŘŜΣ ǿŜ Ŧƻƭƭƻǿ aŜǎǎŜƴƎŜǊΩǎ ŀƴŀƭȅǎƛǎ ōȅ ŀǎǎǳƳƛƴƎ ǘƘǊŜŜ ǎŎŜƴŀǊƛƻǎ ŦƻǊ ƘƻǳǎŜƘƻƭŘ 

energy use. In particular, we experiment with annual per capita reductions in residential 

electricity and natural gas use equal to -.5, -1.0, and -1.5 percent, respectively. Like 

Messenger, we implement these energy use reductions without specific reference to 

the technical means of achieving this efficiency. All households reduce electricity 

                                                           

14
 The BEAR model uses a revised version of the 2003 California SAM documented in Berck et al (2004). 
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demand by the same annual percentages against Baseline values, and we further 

assume for simplicity that they incur no private adoption or other direct adjustment 

costs.15 Finally, the reduced expenditure on electricity is reallocated to other 

consumption in existing shares, with no net increase in private savings.  

It should be emphasized that, in the present analysis, we assume the electricity 

sector is one of homogeneous technology, including out-of-state capacity. Thus any 

reductions in electricity demand will reduce output for a hypothetical average 

generation facility, and total emissions will fall accordingly. In reality, technologies for 

electricity production are quite diverse, particularly in their fuel sources and emission 

characteristics. A prototype version of BEAR is currently under development to capture 

these structural characteristics, but for the moment we work with a single, 

representative firm model of the industry. 

  

4.2 Vehicle GHG policies already underway 

Sector Analysis 

Being one of the ǿƻǊƭŘΩǎ ƭŀǊƎŜǎǘ ŜŎƻƴƻƳƛŜǎΣ /ŀƭƛŦƻǊƴƛŀΩǎ ƳŀǊƪŜǘ ŦƻǊ ƳƻǘƻǊ ǾŜƘƛŎƭŜǎ ƛǎ 

quite large. Due to rising gasoline prices and changes in consumer choice has caused 

many big American motor vehicle companies to earn less profits due to he lessened 

demand for high-profit margin cars such as SUVs. With increased global competition and 

consumer increase in demand for electronic and safety luxury additions to their cars, 

American auto manufacturer giants, General Motors Corporation and Ford Motors Corp. 

are losing market share and are facing deteriorating profitability ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎ 

Industry Surveys 2006). The introduction of mandatory fuel efficiency standards and 

                                                           

15
 Adding these costs would be a simple matter if estimates were made available. 
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other policies to reduce GHG will further hurt these corporations. GM and Ford already 

plan to shut down many production facilities to cut costs.  

The California Climate Change Emissions Policy will have two effects on the 

automobile industry. The first is that manufacturers will need to take to comply with the 

regulatory standards are expected to lead to price increases for new vehicles. However, 

many of the technological options they may choose to use to comply with new 

regulations are expected to reduce operating costs. The negative and positive effects of 

these policies will produce a small net positive effect to the economy as a whole. The 

vehicle price increase will be borne by purchasers and may negatively affect businesses. 

However, the operating cost savings from the use of vehicles that comply with the 

regulation will positively impact consumers and most businesses (ARB 2007). Low 

profitability with the adoption of new higher cost technologies in the short run will 

cause automakers to put price pressures on suppliers. However, increase use of these 

new technologies will also bring profits to those suppliers. 

Industry Overview 

The automobile manufacturers located in California include General Motors, Ford, 

and Toyota, whose other major plants are centralized in the Midwest and are also 

located globally. The motor plants are mainly located in suburban areas surrounding 

major cities, such as Fremont, Ontario, and Torrance, California. The size of the motor 

vehicle plants produce about 400,000 each and employ over 5,700 employees (AIAM).   

See list of manufacturing and research and development plants in California.  

Production  

The motor vehicle manufacturing industry forms generates one-sixth of all U.S. 

ƳŀƴǳŦŀŎǘǳǊŜǊǎΩ ǎƘƛǇƳŜƴts of durable goods and consumes 30% of all the iron, 15% of all 

the steel, 25% of all the aluminum, and 75% of all the natural rubber bought by all 

industries in the nation (Pearce 2005).  
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The increased costs of materials such as steel, plastic resin, rubber, and aluminum is 

ƻƴŜ ƻŦ ǘƘŜ ŎƻƴŎŜǊƴǎ ƻŦ ǘƘŜ ŀǳǘƻƳŀƪŜǊΩǎ ǎǳǇǇƭƛŜǊǎΦ ¢ƘŜ ǇǊƻǇƻǎŜŘ Ŏǳǘǎ ƻŦ ŀōƻǳǘ о Ƴƛƭƭƛƻƴ 

cars in U.S. production from Ford and GM will further hurt their suppliers. Currently, 

sustainability-conscious automakers such as Nissan, Toyota, and Honda are working 

diligently to install new technologies to increase efficiency gains. Nissan plans to 

introduce a new engine valve control technology that will contribute to a 10% reduction 

in fuel consumption and carbon-dioxide (GreenCarCongress.com). 

Auto suppliers are in distress due to a combination of vehicle production cuts, high 

raw-material costs, unfavorable product mix shifts, and ongoing pricing pressure from a 

weakened customer demand ŎŀǳǎŜŘ Ƴƻǎǘ ŀǳǘƻ ǎǳǇǇƭƛŜǊǎΩ ŜŀǊƴƛƴƎǎ ŀƴŘ ŎŀǎƘ Ŧƭƻǿ ǘƻ 

decline dramatically. They do not expect much reason for improvement in the near 

term.  

Their main concerns include: 

¶ the success of new vehicle launches, which if good will increase volume of parts 
demanded, or if bad will decrease the volume of parts demanded by the customer. 

¶ high gasoline prices decrease the demand (though only modestly) for large, high profit 
margin vehicles, from which many auto suppliers generate a large share of their 
earnings. 

¶ most auto suppliers are not able to fully offset increased costs of materials such as steel, 
plastic resin, rubber. 

¶ the decline in market shares of the big American automakers also decreases their sales. 

¶ high debt levels limit auto suppliers to access bank lines leading to negative investor 
sentiment in its ability to raise new capital. 

Though the big automobile manufacturers are trying to protect their industry by 

suing California for raising the fuel efficiency standards, the smaller suppliers will be the 

ones hurt more drastically by the change in standards. 

Cutting Production Costs 

To cut production costs, automakers are simplifying parts and processes and cutting 

employee benefits. In automobile manufacturing, fewer parts means lower production 

costs and reduces assembly errors, which are also costly. Major automakers cut the 
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number of parts they use in each component and vehicle by redesigning existing models 

and designing new models. In a typical product overhaul or redesign, part counts have 

dropped by 20% to 30% for individual car models and by as much as 50% for certain 

subsystems like bumpers and airbags (Standard & tƻƻǊΩǎ LƴŘǳǎǘǊȅ {ǳǊǾŜȅǎ 2006).  Other 

ways of reducing production costs and improve quality is by reducing the number of 

stampings on sheet metal parts between 5 and 7 to 3. Manufacturers are also lowering 

costs by minimizing industrial waste and pollution. Nearly all component manufacturers 

now deliver their goods in reusable shipping containers. This saves money for 

automakers and their suppliers by eliminating excess packaging and disposal costs 

(Standard & tƻƻǊΩǎ LƴŘǳǎǘǊȅ {ǳǊǾŜȅǎ 2006).  

Many auto manufacturers have just been neglecting the costs they could cut. For 

example, from General Motors Corporate website, GM in Mexico claims to recycle 

94.5% of their hazardous and non-hazardous wastes. They did not eliminate disposal of 

hazardous wastes in landfills until the beginning of August 2003. The hazardous waste is 

now recycled or used as alternative fuel. Since 2000, land filled waste has been reduced 

from 7,369 metric tons to 444 metric tons during 2003. The financial savings from this 

are calculated to be $990,173. Additionally Non-Hazardous Waste landfill has been 

reduced from 3,188 to 2,340 metric tons from 2003 to 2004, which is a reduction of 

27%.  

Technology  

New Materials  

One method of increasing fuel efficiency is using lighter materials to build autos. 

Against improving fuel efficiency, U.S. consumers are demanding bigger, heavier SUVs 

and automakers continue to find efforts to increase performance and horsepower. 

Heavier, more powerful vehicles are typically less fuel-efficient. Passenger car sales 

accounted for only about 45.1% of the light vehicle market in 2005.  Average fuel 

economy went down to 24.2 in 2005 from 25.1 in 1993. Despite the rising fuel prices, 
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passenger car sales only made a modest comeback with market share rising 1%, though 

it continues to rise (Standard & tƻƻǊΩǎ LƴŘǳǎǘǊȅ {ǳǊǾŜȅǎ 2006). Increase use of variety of 

materials such as aluminum and plastic lowers the weight of vehicles and improves fuel 

efficiency. Steel use fell from 60% to 54.5%. The use of more aluminum to lighten cars is 

for better fuel efficiency, but costs much more. One kilogram of aluminum in car 

production replaces two kilograms of steel, which cuts weights down by almost 50%.  

±ƻƭƪǎǿŀƎŜƴ !DΩǎ !ǳdi created Audi A2 in 2000 with an all aluminum body, end 

production in 2005 and replace it with steel in 2008. The Aluminum body costs $1,206 

(based on June 30, 2005 conversion rate) per vehicle (Standard & tƻƻǊΩǎ LƴŘǳǎǘǊȅ 

Surveys 2006). Higher priced aluminum cars sold poorly. Increase usage of lighter 

materials also makes designing cars much more challenging, which increase research 

and development costs.  

Hybrids  

ToyotaΩǎ ƛƴǘǊƻŘǳŎǘƛƻƴ ƻŦ ǘƘŜ ŦƛǊǎǘ ƘȅōǊƛŘ ŎŀǊΣ ǘƘŜ tǊƛǳǎ ŦƛǾŜ ȅŜŀǊǎ ŀƎƻ Ƙŀǎ ŎŀǳǎŜŘ ƛǘ ǘƻ 

decide to increase its production to one million hybrids annually in 2010 or soon 

afterwards. Cost-ŎǳǘǘƛƴƎ ŜŦŦƻǊǘǎ ƻƴ ǘƘŜ ǎȅǎǘŜƳΩǎ ƳƻǘƻǊΣ ōŀǘǘŜǊȅ ŀƴŘ ƛƴǾŜǊǘŜǊ ǿŜǊŜ 

working so the cost structure would improve drastically by 2010.  The executive vice 

president in charge of powertrain development expects margins to be equal to gasoline 

ŎŀǊǎΦ ά.ǳǘ ǎŀƭŜǎ ōŜƎŀƴ ǘƻ ǎǳŦŦŜǊ ƭŀǘŜ ƭŀǎǘ ȅŜŀǊ ŀŦǘŜǊ ¦Φ{Φ ǘŀȄ ŎǊŜŘƛǘǎ ǿƘƛǘǘƭŜŘ Řƻǿƴ ŦƻǊ ǘƘŜ 

mƻŘŜƭΣ ǇǊƻƳǇǘƛƴƎ ¢ƻȅƻǘŀ ǘƻ ƻŦŦŜǊ ƛƴŎŜƴǘƛǾŜǎ ƻŦ ǳǇ ǘƻ ϷнΣллл ƻƴ ŜŀŎƘ tǊƛǳǎΦέ 5ŜǎǇƛǘŜ 

these pressure on the tough margins on the hybrid. Takimoto saw little impact on 

profitability before and after the incentives, mainly thanks to larger volumes produced 

τ Prius production will rise by 40 percent to 280,000 units this year, which will continue 

to cut costs (MSNB.com). Incentives should be given to consumers who buy hybrid 

vehicles to increase demand and to help automakers make larger volumes to reduce 

average costs. 
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Diesel Anti-Idling  

5ƛŜǎŜƭ ta ŘƻŜǎƴΩǘ ȅŜǘ ƘŀǾŜ ŀ ǿŜƭƭ-defined GWP and thus is not readily incorporated 

into the AB 32 reduction framework. Anti-idling will be opposed by diesel-users because 

the official effect is unknown.  

Variable Valve lift  

This engine technology controls the flow of air and fuel into the cylinders and 

exhaust out of them. Optimum timing and lift settings are different for high and low 

ŜƴƎƛƴŜ ǎǇŜŜŘǎΦ .ŜŎŀǳǎŜ ǘǊŀŘƛǘƛƻƴŀƭ ŜƴƎƛƴŜǎΩ ǘƛƳƛƴƎ ƛǎ ŦƛȄŜŘΣ ǘƘŜǊŜ ŀǊŜ ŜŦŦƛŎƛŜƴŎȅ ƭƻǎǎŜǎΦ 

The potential efficiency improvement is estimated to be 5҈ ŀƴŘ ǎŀǾƛƴƎǎ ƻǾŜǊ ŀ ǾŜƘƛŎƭŜΩǎ 

lifetime is $1400 (fueleconomy.gov).   

Dual Cam Phasing 

A control strategy for controlling internal combustion engines, particularly for 

controlling valve timing relative to crankshaft position. It optimizes valve timing at lower 

revolutions to help create a broad torque band and eliminate turbo lag 

(patentstorm.com) 

Balance Sheets 

The length of time it takes for a technology or package of technologies to recoup 

their costs is called payback time (calcleancars.org). The payback time for these 

technology improvements depends on the price of gasoline. These increases in vehicle 

price are more than made up over the life of the vehicle (Figure 2). 

At the gasoline price of approximately $2.00/gallon, the average driver in California 

would regain the price of a near-term technology improvement in less than one and a 

half years of driving. The increased price of mid-term technology improvement would 

be made up in just over three and a half years of driving. Because gasoline prices have 

risen to about $3/gallon, the payback time for the near-term technology falls about a 
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year. Over the lifetime of a vehicle, these savings add up. At a gasoline price of 

$2.00/gallon, near-term technology improvements will result in a net savings of over 

$1,700 to the average vehicle owner in California. Vehicles sold between 2009 and 2016 

ǘƘŀǘ ƳŜŜǘ /ŀƭƛŦƻǊƴƛŀΩǎ ƎǊŜŜƴƘƻǳǎŜ Ǝŀǎ ǎǘŀƴŘŀǊŘǎ ǿƛƭƭ ǎŀǾŜ ǘƘŜ ƻǇŜǊŀǘƻǊǎ ƻŦ ǘƘŜǎŜ 

vehiŎƭŜǎ ϷмлΦр ōƛƭƭƛƻƴ όƛƴ ǘƻŘŀȅΩǎ ŘƻƭƭŀǊǎύ ƻǾŜǊ ǘƘŜ ǾŜƘƛŎƭŜǎΩ ƭƛŦŜǘƛƳŜΦ όcalcleancars.org) 

Figure 4.2.2: Source: California Air Resources Board 

 

 

The profit margins of motor vehicle manufacturers that include both firms with net 

income and zero net income are much lower than the profit margins of firms with 

positive net income. This means that most small automobile manufacturers or suppliers 

are not able to sell their goods with high price to reap profits. Automakers have limited 

pricing power on consumers. Therefore, they look for price concessions from their 

suppliers. These companies in turn make demands on their own suppliers and so on 

down the production chain. Automakers will be hurt from the increase cost of more 

research and development for new environmental standards, which will in turn hurt 

their suppliers. Small suppliers typically have less financial strength, liquidity, and ability 

ǘƻ ǊŜǎƛǎǘ ǘƘŜƛǊ ŎǳǎǘƻƳŜǊǎΩ ŘŜƳŀƴŘǎΣ ŀƴŘ ǘƘŜǊŜŦƻǊŜ ŦŀŎŜ ǘƘŜ ƳƻǊŜ ŘƛŦŦƛŎǳƭǘ ŎƘŀƭƭŜƴƎŜǎΦ 

Decrease in the production of cars from major customers will be sharply lower leaving 

ǘƘŜƳ ƛƴ ŦƛƴŀƴŎƛŀƭ ŘƛǎǘǊŜǎǎ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎ LƴŘǳǎǘǊȅ {ǳǊǾŜȅǎ ±ƻƭǳƳŜ м !-D2006). 
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Looking at Figure 4.2.2, the marginal cost and benefit for increase in miles per gallon 

in light trucks are the same aǘ ŀōƻǳǘ мо ƳƛƭŜǎ ǇŜǊ ƎŀƭƭƻƴΦ   άhƴŎŜ ǘƘŜǎŜ ǎǘŀƴŘŀǊŘǎ ŀǊŜ ƛƴ 

ǇƭŀŎŜΣ ǎƛƎƴŀƭƛƴƎ ŀ ŦŜŘŜǊŀƭ ŎƻƳƳƛǘƳŜƴǘ ǘƻ ǊŜŘǳŎƛƴƎ ǘƘŜ ŦǳŜƭ ŎƻƴǎǳƳǇǘƛƻƴ ƻŦ ƻǳǊ ƴŀǘƛƻƴΩǎ 

auto fleet, technological innovation may drive down the cost of new technologies, 

enabling more ambitious staƴŘŀǊŘǎ ƛƴ ƭŀǘŜǊ ȅŜŀǊǎέ ǎŀȅǎ 5Ŝ/ƛŎŎƻ ƛƴ ǘƘŜ ά/ƻǎǘ-Effective 

¢ŀǊƎŜǘǎ ŦƻǊ ŀ нллуҌ [ƛƎƘǘ ¢ǊǳŎƪ /!C; wǳƭŜΦέ tǊŜǾƛƻǳǎ ǎǘǳŘƛŜǎ ŀƭǎƻ ƛƴŘƛŎŀǘŜ ǘƘŀǘ ƭƛƎƘǘ ǘǊǳŎƪ 

ŦƭŜŜǘ ŦǳŜƭ ŜŎƻƴƻƳȅ ƛƳǇǊƻǾŜƳŜƴǘǎ ƻŦ рл҈ ƻǊ ƘƛƎƘŜǊ ǊŜƭŀǘƛǾŜ ǘƻ ǊŜŎŜƴǘ ƭŜǾŜƭǎ άŎŀƴ ōŜ 

achieved within a decade cost-ŜŦŦŜŎǘƛǾŜƭȅ ǘƘǊƻǳƎƘ ǳǎŜ ƻŦ ŀǾŀƛƭŀōƭŜ ǘŜŎƘƴƻƭƻƎƛŜǎΦέ ! рл҈ 

improvement within ten years entails annual improvement rates of 4.1%/yr. (DeCicco et 

al. 2001). 

Conclusion 

 Because there are mounting pressures on automakers from all areas such as 

consumer change in tastes, decline in market share, increase in complexity of auto 

production with the integration of many electronics, fierce competition, the 

ŀǳǘƻƳŀƪŜǊǎΩ ǇǊƻŦƛǘǎ ŀǊŜ ŘŜŎƭƛƴƛƴƎΦ ²ƛǘƘ ǘƘŜ ƛƴǎǘƛǘǳǘƛƻƴ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ ƴŜǿ ŎƭƛƳŀǘŜ 

change emissions standards, all cars sold to the state must pass those standards, which 

ōŀǎƛŎŀƭƭȅ ƛƳǇƭƛŜǎ ǘƘŜ ǎŀƳŜ ǎǘŀƴŘŀǊŘǎ ŜǾŜǊȅǿƘŜǊŜ ŜƭǎŜ ƛƴ ǘƘŜ ¦Φ{Φ [ƛƪŜ ¢ƻȅƻǘŀΩǎ tǊƛǳǎ 

production volume, other car manufacturers should follow suite in implementing 

cleaner vehicles in large volumes to cut down on marginal costs. Because consumers 

may not absorb the large volume at first, incentives should be given out to those who do 

choose to adopt the new technology. Taxes on large SUVs and other bigger cars that are 

less fuel efficient will cause some consumers to buy more efficient cars, reducing overall 

carbon emissions.  

 Because developing new cars and adopting redesign vehicles is very costly and 

requires a lot of capital investments, the transition will be slow. First, consumers must 

become more environmentally friendly and sacrifice some of their extravagant needs in 

order to convince auto manufacturers that energy should be spent on producing more 
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green cars. Eventual adoption of this transition will then drive costs further down and 

make it feasible for every household to have a more efficient car.  

 !ǳǘƻƳƻōƛƭŜ ƳŀƴǳŦŀŎǘǳǊŜǊǎ ŀǊŜ ōŀǘǘƭƛƴƎ /ŀƭƛŦƻǊƴƛŀΩǎ ƴŜǿ ƘƛƎƘŜǊ ŜŦŦƛŎƛŜƴŎȅ 

standards in courts. They state that California does not have the power to set higher 

standards than the Federal government. Many automakers are looking into new 

technologies to make cars more efficient, but the process is slow and very costly. While 

GM and Ford are turning their business structures around, they cannot afford to lose 

any more resources or to continue to lose market share. Cutting costs may cause them 

to continue to close down plants or move them to cheaper locations such as Mexico.  

Scenario Description:  

These scenarios relate to the GHG reduction policies in the transportation sector, 

particularly vehicle technologies and policies to regulate pollution levels and facilitate 

higher levels of pollution efficiency. This scenario group refers to vehicle technology 

improvements and new standards embodied in a bill mandating new vehicle emission 

standards in California.  This initiative for Vehicle Emissions Standards would require 

automobile producers to import and sell more CO2 efficient vehicles. In particular, we 

Ŧƻƭƭƻǿ ǘƘŜ ŎƭŀǎǎƛŦƛŎŀǘƛƻƴ ƻŦ !w.Ωǎ ǊŜǇƻǊǘ ƻƴ !ǎǎŜƳōƭȅ .ƛƭƭ мпфо ŀƴŘ ǳǎŜ ǘƘŜƛǊ ǾŜƘƛŎƭŜ Ŏƻst 

and operating saving data directly in this scenario. 

The direct effects of these policies are already being anticipated in a spirited debate 

between producer, consumer, and environmental interests, yet the ultimate economic 

impact is far more complex. Generally speaking, it is reasonable to expect that higher 

short run costs associated with new vehicle acquisition will be offset by longer run 

savings on automotive operating expenses (primarily fuel). Because these two factors 

are very prominent economic variables, they will set in motion a complex series of 

adjustments across the automotive, energy, and related sectors, with the ultimate 

consequences for households depending on supply responses, demand patterns, and 
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other structural adjustments. In other words, this policy we set in motion a classic 

general equilibrium adjustment process across the California economy. 

Modeling Approach: 

Modeling these policies in the BEAR model is a routine matter because of its detailed 

treatment of household consumption and transport use patterns. The starting point is 

Baseline trends in supply and demand for transportation, to which we add 

intertemporal (ARB) data on vehicle cost increases and operating savings. The former 

are added to Baseline vehicle prices, while the operating savings are applied to 

household and industry light vehicle use over the forecast period. As one might expect, 

the former effect reduced purchasing power and GSP, while the latter has the opposite 

effect. The net result depends, as economists like to say, in initial shares and elasticities. 

Data Sources and Description: 

Data for all four scenario sets rely on a large body of research carried out by and for 

the California Air Resources Board. In the context of vehicle technologies and adoption, 

the most important sources for calibration data were CEC-ARB (2003) and CCAP (2005c). 

Several technical Appendixes to the former report provided calibration data for this and 

several of the following scenarios. 

 

4.3 Trucking Industry Measures 

Sector Analysis 

The ǘǊǳŎƪƛƴƎ ƛƴŘǳǎǘǊȅ ƛǎ ŀ ƪŜȅ ǎǳǇǇƻǊǘ ƴŜǘǿƻǊƪ ǘƻ ǘƘŜ ǎǘŀǘŜΩǎ ŜŎƻƴƻƳȅ ŀƴŘ ŀ ƭŀǊƎŜ 

contributor to greenhouse gas emissions.  Though significant emissions-efficiency gains 

have been made in the industry, room still remains to further emission reductions.  
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Other than the costs of transitioning to cleaner technologies, few obstacles exist in the 

ƛƴŘǳǎǘǊȅ ǘƻ ƛƳǇƭŜƳŜƴǘ !.онΩǎ ƳŜŀǎǳǊŜǎΦ  ¢ƘŜ ƘƛǎǘƻǊȅ ƻŦ ŜƴǾƛǊƻƴƳŜƴǘŀƭ ǊŜƎǳƭŀǘƛƻƴ ƻŦ ǘƘŜ 

industry makes it more receptive to regulation than industries unaccustomed to 

intervention and significant existing and developing technologies are available to help 

ǘǊǳŎƪƛƴƎ ŦƛǊƳǎ ƳŜŜǘ !.онΩǎ ǇǊƻǾƛǎƛƻƴǎΦ  LƳǇǊƻǾŜŘ ŜƳƛǎǎƛƻƴ-efficiency practices have the 

simultaneous result of improved fuel efficiency, offsetting transition costs with reduced 

energy costs.  The measures of AB32 ask that the trucking industry reduce emissions 

through a multiplicity of strategies.  State efforts to in the implementation of AB32 can 

go a long way towards ensuring rapid and frictionless success in meeting its climate 

change goals.  

The California trucking industry is dominated by a few, large national carriers but is 

largely composed by small, regional carriers.  Approximately 60% of the 11,308 firms 

operating in California have less than five employees and earn less than half a million 

dollars in annual revenue (see Figures 1 and 2).  75% of California trucking firms have 

less than 10 employees, 87% have less than 20 employees and 98% employ less than 

100 employees. The majority of small trucking firms in California are privately owned 

and operated.  The handful of large firms operating in California are publicly held 

companies.  The trucking industry nationwide is a price competitive market.  Large 

carriers and small carriers are both characterized by small profit margins and price their 

rates near marginal cost levels.   

For more than seventy years, the California Trucking Association (CTA) has provided 

support services to trucking firms of all sizes and companies that provide services and 

products to the industry.  Its members transport 85% of trucking freight carried in the 

state.  Democratically run by member vote, the CTA has a strong Environmental Affairs 

Department which lobbies with state agencies to represent member interests and 

advices its constituency on compliance with environmental regulation. 
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Altogether, the California trucking industry transports a wide variety of goods and is 

classified by route distance and shipment size.  Local routes deliver goods within 

metropolitan areas and their surrounding regions whereas long distance routes span 

multiple commercial areas.  Truckload carriers (TL) are direct carriers that deliver large 

shipments door-to-door from origin to destination whereas Less than Truckload (LTL) 

carriers sort combined shipments in distribution hubs to coordinate a flow of goods 

from multiple clients to nearby destinations.  60% of the carriers operating in California 

are long haul carriers delivering goods in and out of the state in long distance routes.  

¢ƘŜ ǊŜƳŀƛƴŘŜǊ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ carriers are short haul carriers traveling local routes of 50 

to 700 miles within the state and within the West Coast region, including Mexico.  The 

LTL market has higher barriers to entry than the TL market due to the costs of large sales 

forces, logistics technology and distribution terminals.  Compared to other industries, 

however, both sectors have relatively low barriers to entry, are highly competitive and 

have low profit margins.  Trucking firms differentiate themselves by the routes and type 

of goods they are authorized to carry. 

Nationally, the trucking industry dominates the transport of high value goods, 

carrying 55% of national freight in weight and 75% of national freight in value.  It carries 

70% of construction goods like steel, sheet metal, wire, pipes and lumber and 85% of 

ƘƻǳǎŜƘƻƭŘ ƎƻƻŘǎ ƭƛƪŜ ŦƻƻŘ ŀƴŘ ŦǳǊƴƛǘǳǊŜΦ  ¢ƘŜ ǘǊǳŎƪƛƴƎ ƛƴŘǳǎǘǊȅΩǎ Ƴŀƛƴ ŎƻƳǇŜǘƛǘƻǊ ƛǎ ǘƘŜ 

rail freight industry.  Railroads have cost advantages in long distance shipping in routes 

greater than 500 miles.  Rail freight is preferred in the shipment of heavy commodities, 

like coal, but is increasingly being turned to for interstate shipment of manufactured 

goods as well.  Intermodal collaboration between railroads and the trucking industry 

coordinates freight transport between the competing sectors.  Other competitors to the 

trucking industry are pipelines, domestic water freight and air freight. 

/ƻƳǇŜǘƛǘƛǾŜƴŜǎǎ ǿƛǘƘƛƴ ǘƘŜ ƛƴŘǳǎǘǊȅ ƛǎ ŎƘŀǊŀŎǘŜǊƛȊŜŘ ōȅ ŀ ŦƛǊƳΩǎ ŦƛƴŀƴŎƛŀƭ ǎǘǊŜƴƎǘƘΣ 

the quality of its salesforce, availability of tracking technologies, route coverage, 
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efficient claim settlement, fleet size and quality, insurance coverage, safety records and 

the type of freight firms are authorized to carry. 

The industry is highly regulated in terms of the types of goods each carrier is 

certified to transport, environmental standards and safety standards.  The industry 

underwent significant deregulation in the Motor Carrier Act of 1980, increasing cost 

competitiveness, reducing barriers to entry and increasing industry efficiency, especially 

ƛƴ ǘŜǊƳǎ ƻŦ ŎŀǊǊƛŜǊǎΩ ŀōƛƭƛǘƛŜǎ ǘƻ ǘǊŀƴǎǇƻǊǘ Ŧǳƭƭ ǎƘƛǇƳŜƴǘǎ ƻƴ ǊŜǘǳǊƴ ǘǊƛǇǎΦ 

The regional scope of the industry is key to its structure.  National carriers with 

parent companies outside the state are generally operated by California subsidiaries.  

Routes in the state are connected to shippers and destinations throughout the North 

American continent.  The crossing at Otay Mesa, CA is a significant truck portal between 

the US and Mexico, handling more than $10 billion in traded goods in 2004.   

The trucking industry is a growing industry in California.  The transport of goods to 

and from the Los Angeles and Long Beach ports, for example, is forecasted to increase 

by 250% from 2005 to 2025 due to increased import activity.  Thanks to an abundance 

of industry innovations which reduce greenhouse gas emissions, high growth rates do 

not imply increased emission rates or greenhouse gas concentrations.   

Due to the number of firms operating in the industry, the small scale of the majority 

of its firms and the ƛƴŘǳǎǘǊȅΩǎ ƴŜǘǿƻǊƪ ŎƘŀǊŀŎǘŜǊƛǎǘƛŎǎΣ ƛǘ ƛǎ ŎƘŀƭƭŜƴƎƛƴƎ ǘƻ ŘƛǎŎŜǊƴ ǇǊŜŎƛǎŜ 

cost and production statistics for the industry specific to California.  This analysis will 

qualitatively consider the production factors, technologies, costs and perspectives of the 

trucking industry, providing quantitative state and national data when available.  A 

snapshot of the overall industry will be followed by nuances among national and 

regional carriers and an industry wide prognosis. 
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Industry Overview 

Production  

Production in the trucking industry is measured in ton-mileage, indicating the mass 

of goods delivered in relation to mileage incurred.  While ton-mileage within the state is 

ŘƛŦŦƛŎǳƭǘ ǘƻ ǎŜǇŀǊŀǘŜ ŦǊƻƳ ƴŀǘƛƻƴŀƭ ŘŀǘŀΣ ƳƛƭŜŀƎŜ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ƭŀǊƎŜǎǘ ƘŜŀǾȅ-duty trucks, 

those carrying loads heavier than 33,000 pounds, traveled over 25 million daily miles 

daily 2005, topping 9 billion annual miles. 

Nationally, trucking carries nearly 30% of American freight volume in ton-mileage.  

Alternate methods of freight inŎƭǳŘŜ ǊŀƛƭǊƻŀŘ όоф҈Σ ŘǳŜ ǘƻ ǊŀƛƭǊƻŀŘΩǎ ŘƻƳƛƴŀƴŎŜ ƻŦ 

heavy commodities like coal), pipeline (19%), domestic water (12%) and air freight (less 

than 0.5%).   

Inputs  

Trucking inputs include: diesel fuel, trucks, trailers, tires and equipment-related 

inputs, driving labor, management labor, distribution hubs and logistics technology.   

{ƛƎƴƛŦƛŎŀƴǘ ǘƻ !.онΣ ŦŀŎǘƻǊǎ ƻƴ ǘǊǳŎƪƛƴƎΩǎ ŜƴŜǊƎȅ ǳǎŜ ƛƴŎƭǳŘŜ ŦǳŜƭ ǇǊƛŎŜǎΣ ŦǳŜƭ 

efficiency and fuel composition. 

Diesel fuel prices fluctuate between periods but have an overall increasing pattern 

industry wide and are expected to continue rising in future years.  Fuel price per gallon 

is exogenous to the industry but significant savings opportunities exist to reduce fuel 

costs with improved fuel efficiency. 

Fuel efficiency is a significant factor to both trucking profitability and emissions.  

Nationally, energy input of freight transport is expected to increase from 2005 levels by 

27% by 2лмл ŀƴŘ пф҈ ōȅ нлнлΦ  !ƴ ŜǉǳƛǾŀƭŜƴǘ ƛƴŎǊŜŀǎŜ ƛƴ /ŀƭƛŦƻǊƴƛŀΩǎ ŦǳŜƭ ƛƴǇǳǘ ŦƻǊ 

trucking is significant impetus to improve fuel efficiency and offers a significant 

opportunity to reduce greenhouse gas emissions.  As proposed regulations are 

implemented in the ǎǘŀǘŜΣ Ǝŀƛƴǎ ƛƴ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ŦǳŜƭ ŜŦŦƛŎƛŜƴŎȅ ǿƻǳƭŘ ōŜ ǇŀǊǘƛŀƭƭȅ 
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ŘƛŎǘŀǘŜŘ ōȅ ǊŜƎǳƭŀǘƛƻƴ ƳŜŀǎǳǊŜǎ ŀƴŘ ǇŀǊǘƛŀƭƭȅ ŘƛŎǘŀǘŜŘ ōȅ ŦƛǊƳǎΩ ƛƴƘŜǊŜƴǘ ƳƻǘƛǾŀǘƛƻƴ ǘƻ 

maximize competitiveness in face of rising fuel costs. 

Fuel composition would be altered by proposed regulation by blending increased 

amounts of biomass fuel in diesel stock.  Increased use of biofuel changes the 

ŎƻƳǇƻǎƛǘƛƻƴ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ŜƳƛǎǎƛƻƴǎΦ   

!.он ŀƭǎƻ ŎƻƴǎƛŘŜǊǎ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ǳǎŜ ƻŦ ǘǊǳŎƪǎΣ ǘǊŀƛƭŜǊǎΣ ǘƛǊŜǎ ŀƴŘ ŜǉǳƛǇƳŜƴǘ-

related inputs.  Arenas of input decision making that offer significant gains in fuel and 

emission efficiency include the use of driving labor, management labor, distribution 

hubs and logistics technology. 

In regards to a cap and trade mechanism, the trucking industry will only be affected 

by a fuel-based allowance strategy.  A fuel-based allowance cap and trade mechanism 

will have the downstream affect of a fuel tax, increasing marginal costs to trucking firms.  

A fuel-based cap and trade mechanism requires no technological or monitoring 

adaptations from the industry.  Carbon caps and monitoring would occur at point 

sources upstream of the trucking industry; it would not be involved in the trading 

process. 

Outputs 

Trucking outputs include:  transportation services and emittants, including 

greenhouse gases.  Effects on trucking outputs include trucking demand, economies of 

scale and economies of utilization. 

The most significant determinant of trucking demand is consumer demand.  

Nationwide, fluctuations in trucking demand closely shadow fluctuations in Gross 

Domestic Product (GDP).  In developed economies, trucking demand is near unit-elastic 

to GDP, increasing slightly with gains in economic wealth.  As one of the largest global 

ŜŎƻƴƻƳƛŜǎΣ /ŀƭƛŦƻǊƴƛŀΩǎ ǘǊǳŎƪƛƴƎ ŘŜƳŀƴŘ ƛǎ ǎƛƳƛƭŀǊƭy driven by the rate of economic 

expansion.   
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Other significant drivers in trucking demand include the price of fuel and insurance 

costs.  As the cost of both fuel and insurance increases, trucking demand decreases.  

Increasing adoption of practices which maximize tons of goods carried per mile 

minimize the dampening effects that rising fuel and insurance costs have on industry 

demand.   

Industry wide, economies of scale do not result in gains in transportation services.  

While this is slightly less so in the LTL sector which benefits from increased ton-mileage 

per distribution hub, the large number of firms in the overall industry is evidence that 

firms with a focused scope have similar profit potentials as larger firms broader in 

scope.  In terms of pending regulation, the significance of this characteristic is that, 

without the threat of monopoly power, trucking prices are not likely to increase above 

commensurate increases in trucking costs due to the price-minimizing pressure of 

industry competition. 

Economies of scale are not known to affect industry emissions. 

Economies of utilization have significant impact on both ton-mileage of 

transportation services and industry emissions. Economies of utilization allocate fixed 

costs and emissions over increased output, maximizing ton-mileage per dollar spent and 

pollution emitted.  Equipment usage is limited by federal labor regulation limiting driver 

hours of service but can be greatly maximized by technologies and practices that 

improve fuel and ton-mileage efficiency.   

Technology 

5ǳŜ ǘƻ ŜȄƛǎǘƛƴƎ ŀƛǊ ǉǳŀƭƛǘȅ ǊŜƎǳƭŀǘƛƻƴΣ ōŀǎƛŎ ǘŜŎƘƴƻƭƻƎȅ ŜƳǇƭƻȅŜŘ ōȅ /ŀƭƛŦƻǊƴƛŀΩǎ 

trucking industry is relatively homogenous in terms of emissions and fuel efficiency.  

Iƻǿ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ǘǊǳŎƪǎ ŀƴŘ ǘǊŀƛƭŜǊǎ ŀǊŜ ǳǎŜŘ ōȅ ƛƴŘƛǾƛŘǳŀƭ ŦƛǊƳs, however, can vary 

efficiency measures depending on route geography, type of goods carried and driving 

behavior.  Regulation pressures have been shown to hasten the adoption of costly 

technologies.  Beyond extending efforts to regulate the fuel and emissions efficiency of 
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trucks purchased in California, emissions can be further reduced by altering three 

industry characteristics: 

1. characteristics of the vehicles currently in use, i.e. improving truck and trailer 

aerodynamics, reducing tire resistance, replacing existing engines with 

cleaner engines or retrofitting vehicles with emission control systems 

2. characteristics of fuel sold in California, i.e. blending diesel with biodiesel 

3. how vehicles are used in California, i.e. optimizing driving behavior and route 

efficiency 

AB32 considers emissions reductions in all of the above strategies.  It is significant to 

note that industry investment in emission-reduction methods offer simultaneous 

savings benefits in fuel efficiency gains among firms.  Extension of existing vehicle and 

engine scrapping programs in the state would hasten industry adoption of its measures. 

Technology adoption that helps firms meet AB32 provisions before its 

implementation can be registered with the California Climate Action Registry.  

RegisǘǊŀǘƛƻƴ ǊŜŘǳŎŜǎ ŦƛǊƳǎΩ ǘǊŀƴǎƛǘƛƻƴ Ŏƻǎǘǎ ǿƛǘƘƻǳǘ ƭƻƻǎƛƴƎ ǊŜŎƻƎƴƛǘƛƻƴ ƻŦ ƛƳǇǊƻǾŜƳŜƴǘǎ 

ƛƴŎǳǊǊŜŘ ŜŀǊƭȅ ƻƴΦ ¢ƻ ŘŀǘŜΣ ƻƴƭȅ ƻƴŜ ŦƛǊƳ ƻǳǘ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ммΣллл Ǉƭǳǎ ŦƛǊƳǎ Ƙŀǎ 

signed on to the registry. 

CƻƭƭƻǿƛƴƎ ƛǎ ŀƴ ŀƴŀƭȅǎƛǎ ƻŦ !.онΩǎ ǇǊƻǾƛǎƛƻƴǎ ǊŜƭŀǘŜŘ ǘƻ ǘǊucking technology and the 

ƛƴŘǳǎǘǊȅΩǎ ŀōƛƭƛǘȅ ǘƻ ƳŜŜǘ ǊŜƎǳƭŀǘƛƻƴ ǊŜǉǳƛǊŜƳŜƴǘǎ ǿƛǘƘ ŜȄƛǎǘƛƴƎ ŎŀǇŀōƛƭƛǘƛŜǎΥ 

 

Diesel Anti-Idling  

THE GOAL:  To extend existing anti-idling regulation to further climate change 

emission reductions by about 4% with significant cost savings to both the industry and 

trucking consumers and substantial air quality benefits. 



68 

 

INDUSTRY VIABILITY:  National estimates of engine idling for the purpose of 

powering cab amenities and running electrical appliances range from 1000 to 5000 

hours per year per truck.  The industry employs at least four alternative methods of 

providing cab heating, cooling and electrical supply without the use of idling the engine: 

1. Direct fire heaters which route heating between the cab and the engine with 

a small combustion flame and heat exchanger 

2. Auxiliary power units (APUs) mounted externally on the truck to provide 

heat, electricity and air conditioning 

3. Automatic engine idling systems which start and stop truck engines 

automatically to maintain specified temperatures or minimum battery 

voltage 

4. Electrification of truck stops which provide electricity to trucks without 

engine use or the use of auxiliary units 

Truck idling can also be considerably reduced through route mapping that minimizes 

idling time.  Support services are available to the industry, for example, which maps 

routes without left hand turns, reducing idling time and improving fuel efficiency.  

Emissions have been reduced in similar ways by automating toll booths for heavy duty 

trucks. 

Industry concerns about anti-idling efforts include safety concerns, retrofitting costs 

and the unknown reliability of direct fire heaters.  The last concern can be refuted by 

the evidence that 55% of European long-haul trucks are outfitted with direct fire heaters 

without increased safety hazards or equipment failure. 

Another industry concern about anti-idling strategies is that automatic systems are 

disruptive to long-haul drivers when sleeping.  Adoption of technologies unsuitable to 

trucking needs would not be widely accepted.  Improvement to the engineering of 

automatic systems would be desirable. 
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It should be noted that the four methods of providing cab heating, cooling and 

electrical supply do not have cumulative emissions reductions; they are alternate 

choices.  Extension of truck stop electrification would reduce the need for direct fire 

heaters, APUs and automatic idling systems.  If truck stop electrification is not widely 

extended, firms could choose between direct fire heaters, APUs and automatic idling 

systems aǎ ŀƭǘŜǊƴŀǘŜ ƳŜǘƘƻŘǎ ǘƻ ƳŜŜǘ !.онΩǎ ǇǊƻǾƛǎƛƻƴǎΦ 

/ǳǊǊŜƴǘ ƭƛƳƛǘŀǘƛƻƴǎ ƻƴ ǘǊǳŎƪ ƛŘƭƛƴƎ ŀǊŜ ŜƴŦƻǊŎŜ ōȅ ǘƘŜ ǎǘŀǘŜΩǎ !ƛǊ wŜǎƻǳǊŎŜ .ƻŀǊŘΩǎ 

inspection teams.  Participation of local enforcement agencies, including California 

Highway Patrol, police and local air disǘǊƛŎǘ ƛƴǎǇŜŎǘƻǊǎ ǿƻǳƭŘ ƛƳǇǊƻǾŜ !.онΩǎ 

effectiveness at reaching its proposed goals. 

All technology based anti-idling strategies currently have a low market penetration, 

offering substantial opportunities to increase fuel efficiency and reduce greenhouse gas 

emissions with cost savings benefits to the industry. 

Hdrofluorocarbon (HFC) Reductions   

THE GOAL:  In an overall effort to reduce the use of hydrofluorocarbons, require 

that the trucking industry: 

1. use only low-Global Warming Potential (low GWP) refrigerants in new 

medium and heavy-duty vehicles not already covered by existing regulation 

by 2010 

2. limit the use of GWP refrigerants in refrigerated trucks 

3. be subjected to refrigerant use and leakage checks as part of existing smog-

check inspections 

 

INDUSTRY VIABILITY:  Existing environmental regulations already cover most 

vehicles employed by the ǎǘŀǘŜΩǎ ǘǊǳŎƪƛƴƎ ƛƴŘǳǎǘǊȅ ŀƴŘ ŘƛŎǘŀǘŜ ǘƘŜ ŀǾŀƛƭŀōƛƭƛǘȅ ƻŦ ǾŜƘƛŎƭŜǎ 
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sold in the state.  There are no known technological concerns to extend the reduction of 

HFCs to ABонΩǎ ǎǘŀƴŘŀǊŘǎ ǿƛǘƘƛƴ ǘƘŜ ƛƴŘǳǎǘǊȅΦ 

Alternative Fuels: Biodiesel Blends 

THE GOAL:  To change the composition of California diesel fuel to include 1 to 4% 

biodiesel. 

INDUSTRY VIABILITY:  Biodiesel blends of 1 to 4% can be used by existing technology 

stock without mechanical alterations.  There is discussion, however, that fuel efficiency 

decreases with increased percentages of fuel from biomass sources.  If this proves to be 

the case, price pressures on diesel fuel would be threefold:  first, the price of diesel fuel 

has been increasing in recent years and is expected to continue to rise in the future.  

Second, the blending of diesel fuel with biofuel is forecasted to raise diesel fuel prices.  

Thirdly, reduced fuel efficiency due to the addition of biomass will increase fuel 

demand. 

Regional implementation of biofuel ōƭŜƴŘƛƴƎ ƛƴ ǘƘŜ ǎǘŀǘŜΩǎ ƴŜƛƎƘōƻǊƛƴƎ ŜŎƻƴƻƳƛŜǎ 

would minimize leakage due to trucks fueling up at stations across state boarders.   

 

Heavy Duty Vehicle Emission Reduction 

THE GOAL:  To reduce vehicle emissions in the trucking industry through a variety 

of measures, including:  improved vehicle aerodynamics, climate-engine based 

improvement efficiency, vehicle weight reductions, rolling and inertia resistance 

improvements and educational programs on optimal vehicle operation. 

 

INDUSTRY VIABILITY:  Significant opportunities exist for emission reductions in 

this category.  Specifically: 
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¶ Improved vehicle aerodynamics increase fuel efficiency at highway speeds by 

reducing aerodynamic resistance.  While efforts to improve cab 

aerodynamics are approaching saturation levels in the industry, 

improvements to trailer aerodynamics still offer substantial room for 

emissions reduction.  Low-tech, modular solutions which, for example, 

reduce the gap between tractor and trailer improve fuel and emissions 

efficiency.   

¶ Climate-engine based improved efficiency, such as the use of low friction 

engine lubrication and low friction drive train lubricants have low adoption 

rates in the industry, thereby offering considerable opportunities to reduce 

greenhouse gas emissions.  Additionally, climate-engine efficiency can be 

improved without scrapping entire trucks by replacing existing engines with 

cleaner technologies. 

¶ Vehicle weight reductions similarly have low adoption rates in the industry 

and offer considerable opportunities to reduce greenhouse gas emissions. 

¶ Rolling and inertia resistance improvements, such as wireless tire pressure 

monitoring systems, tire inflation systems and the use of wide-based tires 

offer some of the greatest opportunities for the industry to maximize fuel 

efficiency and reduce greenhouse gases.  All approaches currently have low 

market penetration rates, offering considerable opportunities to reduce 

emissions. 

¶ Wide-based tires which replace the typical dual-tire configuration with 

singular, wide tires have thus far been received by the industry with 

ǎƪŜǇǘƛŎƛǎƳΦ  ¢ǊǳŎƪƛƴƎΩǎ ŎƻƴŎŜǊƴǎ ƛƴŎƭǳŘŜ ǘƘŀǘ ǿƛŘŜ-based tires are not 

consistently legal throughout the continent and that they do not offer the 

same back up benefits that dual-tire configurations offer when tires blow 

out.  Counterarguments claim that wide-based tires are now legal in all fifty 
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states and that the presence of tandem axels in heavy duty trucks prevent 

vehicles from being immobilized when wide-based tires fail. 

¶ If paired with effective monitoring and enforcement systems, educational 

programs on optimal vehicle operation also offer substantial emissions 

reductions.  Encouragement of speed reduction, for example, improves fuel 

efficiency and reduces greenhouse gas emissions.  Truck fuel economy drops 

as highway speeds increase above 55 miles per hours (mph).  An increase 

from 55 mph to 60 mph reduces fuel efficiency by 7.1 miles per gallon (mpg).  

An increase from 60 mph to 65 mph reduces fuel efficiency by 6.5 mpg.  

Further increasing speeds to 70 mph further diminishes fuel efficiency by an 

additional 6.1 mpg. 

 

Fuel Efficient Replacement of Tires and Inflation  

THE GOAL: To improve fuel efficiency by the development and adoption of more 

fuel-efficient tires and tire usage. 

INDUSTRY VIABILITY:  As highlighted in the above section, increased use of fuel-

efficient tires and tire usage is well developed in the industry and low market 

penetration rates offer significant fuel and emission efficiency improvements. 

Logistics Technology 

A substantial area for emissions reductions unmentioned in AB32 is improvements 

in trucking logistics.  Internally motivated by cost and service competitiveness, 

significant logistics gains have improved fuel and emissions efficiency in the industry.  

Continued logistics improvements that can be adopted include: 

¶ Route efficiency technologies that optimize the location and status of trucks 

and trailers with fuel stops, distribution hubs and final destinations. 

¶ Revenue potential technologies that maximize earnings per ton-mile 
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¶ Load maximizing technologies that balance inbound and outbound loads to 

ensure full loads on all trips.  Though containerization in the later half of the 

twentieth century and the Motor Carrier Act of 1980 greatly reduced empty 

and out-of-route miles, long term contracts, shipment planner software and 

coordinating services offer further potential to minimize emittant per ton-

mile by creating shorter, dedicated and non-random routes and minimizing 

empty, circuitous miles. 

 

COSTS 

While it is difficult to discern average and marginal costs for the typical trucking firm 

in California, it is insightful to consider cost effects of rising energy prices, cost effects of 

improved fuel efficiency and cost factors characteristic to the industry. 

Cost Effects of Rising Energy Prices 

! ƪŜȅ ŎƻƴǘǊƛōǳǘƻǊ ǘƻ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ŀǾŜǊŀƎŜ ŀƴŘ ƳŀǊƎƛƴŀƭ Ŏƻǎǘ ƛǎ ǘƘŜ ǇǊƛŎŜ ƻŦ ŘƛŜǎŜƭ 

fuel.  In July 2006, the average diesel fuel price in representative Californian cities was 

$3.175 per gallon.  If the typical long haul truck has an annual mileage of 98,000 and a 

fuel economy of 6.1 mpg, the marginal cost of fuel per mile during this period was 

$0.52, totaling fuel expenses per typical truck at $51,008.  Increases in fuel prices have a 

one to one correlation with marginal and total fuel costs; a one percent increase in fuel 

prices results in a 1% increase in both marginal and total fuel costs.   

 

Cost Effects of Improved Fuel Efficiency 

Improved fuel efficiency has a one to one correlation with marginal and total fuel 

costs as well, reducing costs as efficiency improves.  A $2000 investment in improved 
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fuel efficiency is covered by the first year of energy cost savings by a 5% minimum fuel 

efficiency improvement.  A $3800 investment is covered by the first year of energy cost 

savings with at least a 10% fuel efficiency improvement. Low interest rates and long 

lifespans of efficiency measures further finance improved fuel efficiency.  Greenhouse 

gas emissions are reduced by the industry at a cost savings to firms. 

 

Cost Factors Characteristic to the Industry 

Fixed costs in the trucking industry are expenses incurred no matter how many miles 

are accumulated and variable costs are those attributed to mileage.  Trucking fixed costs 

include:  equipment costs, interest rates, license fees and taxes, insurance, management 

costs and overhead costs.  Significant variable costs in the sector include maintenance 

and repair, fuel costs, labor and tires.   

Between firms, fixed and variable costs vary significantly depending on the type of 

carrier the firm is, the geography of their routes and the type of products they carry.  As 

an industry, the composition of fixed and variable costs are determined by the type of 

ƎƻƻŘǎ ŀƴŘ ǊƻǳǘŜǎ ǘƘŜ ǎǘŀǘŜΩǎ ŜŎƻƴƻƳȅ ŘŜƳŀƴŘǎΦ  Lƴ ŀƴ ƛƴŘǳǎǘǊȅ ŀǎ ŎƻƳǇŜǘƛǘƛǾŜ ŀƴŘ ǿƛǘƘ 

as many firms as the trucking industry, as statewide demand varies, firms emerge to 

cover underserved markets and withdraw from saturated markets.  

Among fixed and variable costs, it is important to consider the degree to which 

trucking firms and the industry have control over cost variables.  Exogenous costs 

ōŜȅƻƴŘ ŘŜŎƛǎƛƻƴ ƳŀƪŜǊǎΩ ŎƻƴǘǊƻƭ ƛƴŎƭǳŘŜ ŦǳŜƭΣ ǘƛǊŜΣ ƳŀƛƴǘŜƴŀƴŎŜ ŀƴŘ ǊŜǇŀƛǊ ŜȄǇŜƴǎŜǎΣ 

license fees and taxes, insurance costs and interest rates.  Business decisions made by 

firms and the industry are related the decision-variable costs of equipment, overhead, 

management and labor expenses.  Driving practices and equipment usage use decision-

variable costs to manage exogenous costs.  Both firm competitiveness and industry 
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viability is increased as decision-variable costs and performance practices minimize the 

effect of exogenous expenses. 

Perspectives:  Uncertainties, Pressures And Trends  

Uncertainties and Pressures 

Current pressures on the trucking industry include: 

- Fluctuating diesel fuel costs 

- Rising insurance costs 

- Fluctuations in consumer demand 

- High driver turn over rates, reported to be as high as 100% annually 

- Driver shortages, especially for long haul routes 

- Rising health and liability costs 

- Price competition among firms 

- Increasing competition from the rail freight industry in the shipment of 

manufactured goods and from double stacked railcars 

  

 

Trends 

Trucking is considered relatively immune to economic recession.  Despite economic 

slowdowns which reduced manufacturing and consumer demand in the early 2000s, the 

trucking industry experienced national growth between 1995 and 2005.  The lowest 

growth rate was 0.7% experienced between 2002 and 2003.  The highest growth rate 

was 4.5%, experienced between 1996 and 1997.  The average growth rate in the 10 year 

ǇŜǊƛƻŘ ǿŀǎ нΦпп҈Φ  !ǎ /ŀƭƛŦƻǊƴƛŀΩǎ ŜŎƻƴƻƳȅ ŜȄǇŜǊƛŜƴŎŜǎ ŦƭǳŎǘǳŀǘƛƻƴǎ ƛƴ ƎǊƻǿǘƘ ǊŀǘŜǎΣ ǘƘŜ 

trucking industry is expected to experience commensurate changes in demand. 
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5ǳŜ ǘƻ ŀƴ ƛƳǇǊƻǾŜŘ ŜŎƻƴƻƳȅ ŀƴŘ ǊƛǎŜ ƛƴ ƳŀƴǳŦŀŎǘǳǊŜǊΩǎ ǎƘƛǇƳŜƴǘǎΣ ƛƴǘŜǊŎƛǘȅ 

national freight volume is expected to grow at a rate of 2.5% in ton-mileage through 

2010.  This is slightly higher than the expected demand increase of freight services in 

general (including railroad, pipeline, domestic water transport and air freight) of 1.9%.  

This indicates that trucking freight is expected to remain competitive in coming years.  

Intermodal rail and trucking collaboration is expected to continued growing while 

domestic water, pipeline and air freight shares of freight transport is expected to remain 

constant or decline. 

Transborder trucking freight with Mexico as part of NAFTA trade is also expected to 

grow in coming years. 

Increasing use of just in time inventory practices as manufactures and retailers move 

ǘƻ άȊŜǊƻ ƛƴǾŜƴǘƻǊȅέ ƳŜǘƘƻŘǎ ƳŜŀƴ ǘƘŀǘΥ 

¶ an increase in distribution hubs within two days distance between inputs and 

manufactures and between manufacturers and retailers. 

¶ that firms able to offer the most inclusive package of logistics, storage services and 

customer accessible tracking systems are well positioned to absorb a good portion 

of industry growth.  Larger firms tend to offer these services more frequently than 

smaller firms. 

¶ Increased investment in logistics technologies industry wide. 

¶ Shortened supply routes. 

Continued route maximization practices are expected due to increasing fuel prices 

and competitive pressures.  

Stable trucking rates due to price competition are expected in the industry in coming 

years.   

Research and development in safety measures, including cab mounted computers 

that reduce accidents and improve communication between drivers with dispatchers. 

Research and development in computerized systems that direct trucks to optimal 

speeds. 
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Research and development in shipment planner software that reduces empty trailer 

miles. 

Increasing horizontal integration and alliances with railroad firms. 

 

National Carriers Operating in California 

National Carrier Industry Overview 

¢ƘŜ стус ŦƛǊƳǎ ƛƴ ǘƘŜ ǎǘŀǘŜΩǎ ƴŀǘƛƻƴŀƭ ŎŀǊǊƛŜǊ ǎŜŎǘƻǊ ƳŀƪŜ ǳǇ сл҈ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ 

trucking industry.  60% of national carriers operating in California earn less than half a 

million dollars in ŀƴƴǳŀƭ ǎǘŀǘŜ ǊŜǾŜƴǳŜΤ фл҈ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ƴŀǘƛƻƴŀƭ ŎŀǊǊƛŜǊǎ ŜŀǊƴ ƭŜǎǎ 

than $5 million in annual state revenue.  (Figures 3 and 4) 

Due to the network characteristics inherent to the trucking industry, many national 

carriers operating in California are not owned in California.  National carriers with 

parent companies outside of California are oftentimes operated by state subsidiaries.  

Leading firms earning more than $50 million in annual revenue include FedEx, Roadway, 

UPS and Estes Way.  Dominant, large national carriers are price competitive with the 

populous fringe of smaller, national carriers.  Some overlap in the LTL and TL sectors 

occurs among national carriers. 

National Carrier Production Factors  

National carriers face the same general inputs and outputs characteristic to the 

overall industry, with heavier use of management, distribution hubs, logistics and 

marketing than regional carriers.  National carriers benefit most in the industry from 

economies of scale and have improved capabilities for maximizing economies of 

utilization due to sophisticated management practices and logistics technologies. 
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Figure 3:  2006 Regional Carrier Firm Distribution by Revenue
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Figure 4:  2006 Regional Carrier Distribution of Firm Size in # of 

Employees
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National Carrier Technology Factors  

Large, national carriers have been a driver of fuel and emissions efficiency 

innovations in the industry.  FedEx, for example, is in collaboration with environmental 

think tanks to design and adopt more efficient trucks that reduce fuel use and emission 

rates.  Likewise, UPS has gained national attention for its collaboration with services 

that reduce engine idling through the minimization of left hand turns. 

Larger firms in the national carrier sector are better positioned to coordinate and 

finance efficiency improvements to the characteristics of existing vehicles and 

improvements to vehicle use.   

Zero national carriers have registered with the California Climate Action Registry. 

National Carrier Cost Factors  

National carriers generally face the same energy costs as regional carriers within 

California but have the advantage of fueling up in neighboring states with lower fuel 

ŎƻǎǘǎΦ  5ŜǇŜƴŘƛƴƎ ƻƴ ǘƘŜ ŎŀǊǊƛŜǊΩǎ ǊƻǳǘŜΣ ǘƘƛǎ Ŏŀƴ ŀƳƻǳƴǘ ǘƻ ŜƴŜǊƎȅ ǎŀǾƛƴƎǎ ŀǎ ƳǳŎƘ ŀǎ п 

to 12%.  Firms that have vertically integrated in the petroleum industry have the 

advantage of dedicated access to diesel fuel, but federal regulation of the industry 

ensures that vertical integration does not give firms a cost advantage. 

National carriers may benefit less per mile in fuel efficiency gains because of its 

tendency to use newer, cleaner stock, the diminishing capabilities of fuel efficiency 

efforts already made and because national carriers run more highway miles, optimal 

operating conditions for heavy duty trucks. 

National carriers have higher fixed costs than regional carriers due to their heavier 

use of management, distribution hubs, logistics technology and marketing, but face the 

same variable costs of maintenance and repair, fuel and tire expenses. 

 

National Carrier Perspectives ɀ Trends & Uncertainty 
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wŜƎŀǊŘƭŜǎǎ ƻŦ !.онΩǎ ƳŜŀǎǳǊŜǎΣ ŦƛŜǊŎŜ ŎƻƳǇŜǘƛǘƛƻƴ ƛƴ ǘƘŜ ƴŀǘƛƻƴŀƭ ŎŀǊǊƛŜǊ ǎŜŎǘƻǊ ǿƛƭƭ 

continue to drive fuel and emissions efficiency through technology innovation and 

maximization of economies of utilization. 

Due to its dominance of long haul routes, the national carrier sector is more affected 

by hours of service regulations and high turn rates than regional carriers. 

Regional Carriers Operationing In California 

Regional Carrier Industry Overview 

¢ƘŜ прнф ǊŜƎƛƻƴŀƭ ŎŀǊǊƛŜǊǎ ƻǇŜǊŀǘƛƴƎ ƛƴ /ŀƭƛŦƻǊƴƛŀ ƳŀƪŜ ǳǇ пл҈ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ƻǾŜǊŀƭƭ 

trucking industry.  Similar to the characteristics of the overall industry, the regional 

carrier sector is comprised of a few leading firms and a large competitive fringe.  Leading 

firms in the industry with revenues greater than $50 million include Adams Grain 

Company, Sunny Express and Unity Courier Services.  aƻǊŜ ǘƘŀƴ сл҈ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ 

ǊŜƎƛƻƴŀƭ ŎŀǊǊƛŜǊǎ ŜŀǊƴ ƭŜǎǎ ǘƘŀƴ ƘŀƭŦ ŀ Ƴƛƭƭƛƻƴ ŘƻƭƭŀǊǎΤ фл҈ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ ǊŜƎƛƻƴŀƭ ŎŀǊǊƛŜǊǎ 

earn less than $2.5 million.  Regional carriers tend to be privately owned firms.  (Figures 

5 and 6) 

Regional Carrier Production Fac tors  

Regional carriers have the same inputs and outputs of the overall industry with less 

of a need for sophisticated tracking logistics and management practices due to its 

dominance of shorter, dedicated routes.  The dominance of short haul routes results in 

lower fuel and emissions efficiency than industry averages due to more stops per ton-

mile, less highway miles and increased intercity miles in congested areas. 
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Regional Carrier Technology  

Figure 5:  2006 National Carrier Distribution of Firm Size by 

Revenue
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Figure 6:  National Carrier Distribution by Employee Size
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Due to purchasing patterns in the overall industry, regional carriers have been 

historically slower to adopt cleaner technologies than national carriers.  Regional 

carriers are positioned to gain the most from fuel efficiency measures as older stock is 

replaced and because of the room for efficiency improvement in intercity transport.   

Only one regional carrier is registered with the California Climate Action Registry:  

.ƛƭƭ {ƛƎƴǎ ¢ǊǳŎƪƛƴƎ ƻŦ {ŀƴ 5ƛŜƎƻΦ  .ƛƭƭ {ƛƎƴǎ ¢ǊǳŎƪƛƴƎ ƛǎ ǘƘŜ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ǎƻƭŜ ŦƛǊƳ on the 

Climate Action Registry. 

Regional Carrier Cost Factors 

Regional carriers face energy, fixed and variable costs standard to the industry.  Regional 

carriers do not share national carrier advantages of fueling up at lower costs outside the state 

with the exception of those firms operating routes near state boarders. 

Regional Carrier Perspectives ɀ Trends & Uncertainty 

!ǎ ŀ ǎŜŎǘƻǊΣ ǊŜƎƛƻƴŀƭ ŎŀǊǊƛŜǊǎ ŦŀŎŜ ƭŜǎǎ ŎƻƳǇŜǘƛǘƛƻƴ ŦǊƻƳ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ǊŀƛƭΣ ǇƛǇŜƭƛƴŜΣ 

domestic water and air freight competitors due to the flexibility trucks have in carrying 

more specified routes. 

Between firms, regional carriers are price competitive due to the number of firms 

operating in the industry. 

Conclusion:  Prognosis For Policy 

¢ƘŜ ǎǳŎŎŜǎǎ ƻŦ ǘƘŜ ǎǘŀǘŜΩǎ ǘǊǳŎƪƛƴƎ ƛƴŘǳǎǘǊȅ ƛǎ ŀƴ ƛƴŘƛŎŀǘƻǊ ŀƴŘ ǊŜǎǳƭǘ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ 

ŜŎƻƴƻƳƛŎ ǿŜƭƭ ōŜƛƴƎΦ  tŀǊǘƛŎƛǇŀǘƛƻƴ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ŦƛǊƳǎ ƛƴ ƳŜŜǘƛƴƎ ǘƘŜ Ǝƻŀƭǎ ƻŦ !.он 

will greatly reduce greenhouse gas emissions in significant and needed ways.  

Fortunately, trucking is well positioned to implŜƳŜƴǘ !.онΩǎ ƳŜŀǎǳǊŜǎ ŘǳŜ ǘƻ 

innovative fuel and emission efficient technologies currently available to the industry.  

Lƴ ŀŘŘƛǘƛƻƴ ǘƻ ǘƘŜ ƛƴŎŜƴǘƛǾŜǎ !.он ǇǊƻǾƛŘŜǎ ƛƴ ǊŜŘǳŎƛƴƎ ŜƳƛǎǎƛƻƴǎΣ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ 
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competitive environment creates considerable internal motivation to improve fuel and 

emissions efficiency as a means of profit maximization.  Gains made in fuel and 

emissions efficiency have the benefit of cost savings to firms and the industry as a 

whole.  If AB32 regulation results in higher prices to trucking consumers, the make up of 

the industry dictates that costs will not simply be passed through to customers; any 

resulting price increases will not likely rise above commensurate cost increases to 

trucking firms.  Due to the history of environmental regulation in the industry, trucking 

firms are more receptive to and have more support networks in place to implement 

!.онΩǎ ǇǊƻǾƛǎƛƻƴǎ ǘƘŀƴ ƛƴŘǳǎǘǊƛŜǎ ǳƴŀŎŎǳǎǘƻƳŜŘ ǘƻ ǊŜƎǳƭŀǘƛƻƴΦ 

The trucking industry is sufficiently armed with strategies relating to all its inputs in 

order to comply with AB32.  The network characteristics of the industry make regional 

ŎƻƭƭŀōƻǊŀǘƛƻƴǎ ǿƛǘƘ /ŀƭƛŦƻǊƴƛŀΩǎ ƴŜƛƎƘōƻǊƛƴƎ ŜŎƻƴƻƳƛŜǎ ƛŘŜŀƭΦ  Lƴ ǇŀǊǘƛŎǳƭŀǊΣ ²Ŝǎǘ /ƻŀǎǘ 

collaborations to standardized biofuel blending with diesel fuel would minimize 

emission leakage.  Additional collaboration with industry groups, such as the California 

Trucking Association, and industry leaders would help facilitate swift implementation of 

AB32 measures. 
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4.4 Cement Blending and Efficiency Measures 

Sector Analysis 

This sector is extensively reviewed in a companion study to the present one (Roland-

Holst: 2007a). 

Scenario Description:  

The cement industry has levels of GHG emission that can be mitigated by a small 

set of policies with profit incentives for private initiative. These include increased use of 

limestone Portland cement and blended cement, which account for 70% of the cumulative 

38 MMTCO2 reduction from all measures examined costing less than $10 per metric ton 

carbon equivalent (MTCE). The use of waste tires as fuel accounts for an additional 10% 

of the reduction.  

 

Modeling Approach: 

Fourteen measures used by CCAP to construct their MAC curves were examined: 

1. Limestone Blended Cement 
2. Preventative Maintenance 
3. Process Control & Management 
4. Waste Tire Fuel 
5. Clinker Cooler Control 
6. On-line Kiln Feed Analyzer 
7. Kiln Shell Heat Loss Reduction 
8. Optimized Heat Recovery in Clinker Cooler 
9. Precalciner on Dry Preheater Kiln 
10. Planetary to Grate Cooler 
11. Seal Maintenance 
12. Blended Cements  
13. Long Dry to Preheater, Precalciner Kilns 
14. CemStar without License after 2014 

 

For the moderate scenario, we consider the first nine measures, while all included in 

the ambitious scenario. 
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Data Sources and Description: 

The primary data source is a report by the Center for Clean Air Policy (CCAP:2005a) 

and the spreadsheets that were used for their analysis (CCAP: 2005b), detailing Marginal 

Abatement Cost (MAC) estimates for over thirty measures in the cement sector. Costs 

were expressed in 2003 dollars, so no adjustment for BEAR was necessary. CCAP 

constructed three different MAC curves using discount rates of 4%, 7%, and 20%. To 

maintain consistency with the other types of measures used in BEAR, the 4% rate 

scenario was used as the basis for our analysis. An additional manipulation of the data 

was also necessary. The stream of GHG savings was discounted for purposes of 

recalculating the annualized abatement costs. Since only three of the fourteen measures 

exhibit positive costs at the 4% discount rate, this does not have much impact on the 

adoption of these measures by BEAR. Expenditures for equipment are mapped from the 

cement industry to the construction industry. Increased costs for improved maintenance 

procedures remain within the cement industry.  In BEAR_Data.xls, the spreadsheet 

Cement contains the technical details derived from CCAP (2005a, b). 
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Figure 3.8.1: Marginal Abatement Curve Estimates for Cement 

 

Source: CCAP:2005 
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4.5 Manure Management 

Sector Analysis 

California's livestock population is a major contributor to the state's overall 

greenhouse gas (GHG) emissions.  Of this population, dairy and beef confined animal 

feeding operations (CAFOs) are the most significant emitters and are also the best 

potential source of major reductions.  As ruminants and large producers of manure, 

cows are responsible for the production of large quantities of methane, which is 21X 

more effective GHG than CO2. While there are both dairy and beef cattle feedlots in 

California, the ratio of dairy to beef cattle in the state is over 2:1 (1,569,693 dairy cows 

and 707,000 feed cattle) and growing (Livestock 2006). Due to this trends of increasing 

dairy numbers and decreasing beef cattle numbers and to the generally greater 

attention that dairy has received as a source of GHG mitigation, this report will focus on 

the Dairy industry in California, yet much of it will apply to both.  

The Industry 

 άAlthough beef cattle populations have declined over the last 12 years, the dairy 

cattle population has increased significantly. California is the leading dairy state in the 

ƴŀǘƛƻƴ ŀƴŘ ŘŀƛǊȅ ǇǊƻŘǳŎǘǎ ŀǊŜ ǘƘŜ ǎǘŀǘŜΩǎ ƴǳƳōŜǊ ƻƴŜ ŀƎǊƛŎǳƭǘǳǊŀƭ ŎƻƳƳƻŘƛǘȅέ (CEC 

emissions and sinks page 42).  In 2006, California dairies accounted for about 21.2% of 

the nation's overall milk production, followed by only 12.9% from Wisconsin (Livestock 

2006). Milk generated $5.2 billion in cash receipts in 2005, and a study by J/D/G 

consulting attributed the dairy industry with the creation of 434,000 full time jobs and 

$47.4 billion of economic activity in 2004 (Dryer 2005). 
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Figure 4.5.1: 
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 Milk production in California is concentrated primarily in the San Joaquin Valley, 

where the state's top five dairy countiesτTulare, Merced, Stanislaus, Kings, and Kernτ

are all located (Figure 4.5.1).  This region characterizes the recent trend, especially 

prevalent in the Western dairy regions, towards fewer and larger pastureless farms that 

achieve higher productivity and efficiency. In 2005 the average farm size in California 

was 890 head per farm compared to the national average of 140 and an average of 82 

for the traditional dairy state of Wisconsin. Large farms dominate overall production in 

California (Table 4.5.1), with the farms of greater than 500 head producing 87% of the 

state's total milk in 2005 (Livestock 2006).  

Table 4.5. 1: Milk Cow Operations and Inventory by Size Groups  

 

(Livestock 2006) 

Production  

 Dairy farmers produce milk, which is processed into a variety of dairy products or 

remains as fluid milk.  Like cattle feedlots and other CAFOs, the dairy industry's primary 

inputs are feed, labor, and capital. 
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 Dairy CAFOs in California include neither pasture land for grazing or cropland for 

growing feed and are thus reliant on purchased feed transported from distant regions 

like the Midwest. Traditionally, dairy cow feed includes protein sources such as: corn 

silage, alfalfa or grass silage, alfalfa hay, ground or high-moisture shelled corn, soybean 

meal, cottonseed, and perhaps commodity feeds (corn gluten, distillers grains, soybean 

hulls, citrus pulp, candy bars, etc.), yet also includes vitamin and mineral supplements, 

antibiotics and other medical additives (Feeding 2006). 

 Although dairy operations have become highly automated, dairying is still a 

highly labor intensive activity and the large capital-intensive dairies that dominate 

California's industry require skilled labor in order to run efficiently (Short 2004). 

According to a 2006 survey, hired dairy farm labor in the western US received an 

average hourly wage of $10.28 in 2006 in addition to commonly provided monthly or 

annual incentive programs.  The current percentage of foreign born labor in California is 

94%, with the majority originating from Mexico and Central America (Encina 2006).  In 

2004 17,000 people worked directly on dairy farms, 2000 of which were owner-

operators (Dryer 2005). 

 Unlike many other mostly agricultural ventures, dairy has many capital inputs 

that are specific to the production of milk, giving the dairy producer very little flexibility 

in switching ƻǇŜǊŀǘƛƻƴǎΦ  άhƴ ŦŀǊƳ refrigerated bulk milk tanks, improved milking 

equipment, modern and efficient milking parlors,... animal housing, and improved feed-

handling and waste-handling systems are examples of technological innovations widely 

adopted by dairy farmersò (Blaney 2002). 

 Another notable production input for dairy farms is energy and fuel. A study 

finds that  2/3 of the 9 trillion btu's of energy used on dairy farms was petroleum based 

fuel with the other 1/3 being electricity (Brown 2005).  Methane digesters provide a 

potential for on-farm generation to offset this purchased electricity. 
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Costs / Balance Sheet 

 Variable Costs make up about 82% of the total production costs, and feed costs 

are the largest overall costsτmaking up 52% of total costs and 63% of variable costs in 

2006.  Hay and straw, complete feed mixes, and feed grains are the largest items in this 

category (Monthly 2005).  As such a high proportion of total costs, feed prices are a 

major concern of milk producers.  Recently, as corn feed prices have hit their highest 

prices in a decade, dairies have responded by lowering their rations of corn, with some 

central valley producers reportedly lowering them 20-ол҈ όǎŜŜ ǘŀōƭŜ н ƻƴ ǇŀƎŜ фύΦ άThe 

substitute feeds are varied and include mill rǳƴΣ ōŀƪŜǊȅ ǿŀǎǘŜΣ Ƙŀȅ ŀƴŘ ǎƛƭŀƎŜέ όMerlo 

2007).  

Locational Considerations  

 While the number of Dairy cows in California is currently growing, the state is 

seeing a slowdown in growth and the relocation of dairiesτespecially those in the sky-

high real estate areas of Southern Californiaτto areas outside the state. Many factors 

ŀŦŦŜŎǘ ƭƻŎŀǘƛƻƴŀƭ ŘŜŎƛǎƛƻƴǎΦ ¢ƘŜ ά/ŀƭƛŦƻǊƴƛŀ !ƎǊƛŎǳƭǘǳǊŀƭ wŜǎƻǳǊŎŜ 5ƛǊŜŎǘƻǊȅέ ŎƛǘŜǎ 

difficulty of obtaining permits, environmental regulations, and  the dairy retirement 

program for the recent slowdown in California's dairy growth (livestock 2006).  One 

ŜŎƻƴƻƳŜǘǊƛŎ ǎǘǳŘȅ ŦƻǳƴŘ άǘƘŀǘ ŘƛŦŦŜǊŜƴŎŜǎ ƛƴ ǎǘŀǘŜ ŜƴǾƛǊƻƴƳŜƴǘŀƭ ǊŜƎǳƭŀǘƛƻƴǎ Ƴŀȅ ƘŀǾŜ 

contributed to migrations of dairy farms across regional boundaries to locations with 

less stringeƴǘ ŜƴǾƛǊƻƴƳŜƴǘŀƭ ǊŜƎǳƭŀǘƛƻƴΦέ Lǘ ŀƭǎƻ ŦƻǳƴŘ άƭƻŎŀƭ ŜŎƻƴƻƳƛŎ ŎƻƴŘƛǘƛƻƴǎ ǎǳŎƘ 

as property taxes, land values, or feed costs, socioeconomic factors such as population, 

poverty level, or unemployment rate, and climate considerably impact dairy location 

and proŘǳŎǘƛƻƴ ƭŜǾŜƭǎέ όLǎƛƪ нллпύΦ   

  



92 

 

Table 4.5.2: California Dairy Production Cost: 5 -Year Comparison  

 

(California's 2005) 
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In another study, a survey of dairy farmers finds that out of 110 listed factors, 

farmers in the Southwest consider the ten most important to be:  

 1. Average mailbox price of milk 
 2. Availability of adequate fresh water supplies 
 3. Quality of fresh water supply 
 4. Cost of feed 
 5. Cost of hauling milk 
 6. State and local income tax rate 
 7. Availability of land on which to incorporate animal waste 
 8. Proximity to milk processors and handlers  
 9. Proximity to large fluid milk markets 

10. Complexity of state and local laws governing waste handling and odor  
 management 

 Source: Stirm 2003 

 

Emissions 

 Although methane is released in much lower quantities than CO2, it is 21X as 

potent and is therefore a major source of California's total GHG emissions.  Methane is 

also the main component of natural gas, making energy generation a major focus of its 

mitigation strategy.  In 2002 methane made up a 6.4% share of California's GHGs, with 

landfills (2.0%), enteric fermentation (1.7%), and manure (1.4%) being its three largest 

contributers (Bemis 2005).   

Enteric Fermentation  

 Enteric methane is produced in the stomachs of ruminant animalτsuch as 

cattle, sheep, and goatsτŘǳǊƛƴƎ ŘƛƎŜǎǘƛƻƴΦ  άPlant material consumed by ruminant 

livestock is fermented by approximately 200 species of microbes in the rumen, the first 

of a four-ǇŀǊǘ ǎǘƻƳŀŎƘΣέ ǇǊƻŘǳŎƛƴƎ ƳŜǘƘŀƴŜ ŀǎ ŀ ōȅǇǊƻŘǳŎǘ (Enteric 1999).  This 

methane is mostly belched by the animal throughout the day, which makes capture and 
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utilization of the gas unrealistic.  Instead, the mitigation of enteric methane will take 

place by reducing emissions through a number of possible strategies. Since large 

production of enteric methane is a signal of an inefficient use of energy by the cow, its 

reduction can be a source of increased milk productivity as well.  

 An emissions rate of around 290gCH4/cow*day has been estimated from several 

studies, although this can vary with many different factors (McGinn 2006). 

 Currently a great deal of research is being done internationally to find ways to 

reduce the amount of methane produced per cow while another approach is to increase 

the productivity of dairy cows, recognizing that lowering methane/cwt is the ultimate 

goal.  A study by Johnson et al. finds that for every 10% increase in milk/cow resulted in 

a 5-6% decrease in GHG/milk (McGinn 2006). Approaches that include diet and feed 

composition include: 

1. Intensification 

Feeding livestock high digestibility feed such as grain or high quality pasture 

increases milk production per cow and reduces methane emissions per unit 

of production (i.e. more efficient production).  

2. Dietary Fats 

 

Additions of unsaturated fatty acids to ruminant diets may reduce methane 

by up to 40% i.e. 7% linseed oil may result in a 37 % reduction in methane 

emission.  

3. Carbohydrate type 

The type of carbohydrate fermented in the rumen influences methane 

production. Dairy production systems based on temperate perennial rye 

grass/white clovers pasture will produce less methane than dairy cows fed 

sub-tropical pastures like Setaria or Kikuyu. The fermentation of brewers 

grain and distillery products containing relatively available fiber results in 
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methane production 33% to 50% of that seen with common feedstuffs of 

comparable digestibility.  

4. Forage Processing 

 

Grinding and pelleting of forages can markedly decrease methane 

production. At high intakes, methane loss/unit of diet can be reduced 20-40 

%.  

Other approaches focus on modifying the makeup of the animal's digestive system, 

such as: 

1. Defaunation  

 

In the absence of protozoa, rumen methane emissions are reduced by an 

average of 20 %, and it is likely that cows will produce up to 1 to 1.5 litres 

more milk per day at peak lactation. As animals refaunate rapidly by grazing, 

only dairy production systems offer the possibility of administering 

defaunating agents regularly during milking.  

2. Acetogens 

 

Acetogens are rumen microbes that convert carbon dioxide (CO2) and 

hydrogen gas (H2) to acetate, an energy source for the cow, while 

methanogens form methane, a waste product, from the same basic 

compounds. Research is underway in New Zealand to investigate the 

possibility of replacing methanogenic microbes with acetogenic microbes. 

3. Vaccination 

 

Methanogens are antigenetically distinct from other organisms in the rumen, 

allowing a vaccination approach to the reduction of methane production by 

rumen methanogens.  
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Source: Dairy Greenhouse Framework, 2006 
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Manure Management 

 Another source of dairy methane emissions results from the farms' manure 

management practices.  When stored in oxygen poor environments, manure is broken 

down anaerobically and methane is produced.  Although there are several ways to 

dispose of manure without producing large amounts of methaneτsuch as spreading 

over a pastureτCAFOs generally do not have the land available for such disposal and 

instead practice wet storage systems, like liquid/slurry and anaerobic lagoons, that 

produce large amounts of methane. Currently in California, 57% of manure is managed 

by anaerobic lagoons, 21% by liquid slurry, 11% by daily spread, 9% by solid storage, and 

1% by pasture  (Emission 2006). 

 The reduction strategy for methane produced by manure disposal/storage 

ŦƻŎǳǎŜǎ ƻƴ ǘƘŜ ƛƴǎǘŀƭƭŀǘƛƻƴ ƻŦ ƳŜǘƘŀƴŜ ƻǊ άōƛƻƎŀǎέ ŘƛƎŜǎǘŜǊǎΦ  ! ŘƛƎŜǎǘŜǊ ŎŀǇǘǳǊŜǎ ǘƘŜ 

methane and either burns it off through a flare or uses it to generate electricity. The 

most common systems are covered lagoon digesters, complete mix digesters, plug flow 

digesters, and centralized digesters. 

 In a report supported by the CEC PIER program, ICF Consulting produced 

estimates of each system's overall mitigation potential based on feasibility and costs as 

well as cost estimates for various digester options (Table 4.5.4). They estimate reduction 

costs per MTCO2e as low as $0.54 for centralized digesters, and $0.61 for plug flow on 

medium sized dairies, and as high as $8.81 and $14.78 for covered lagoon systems on 

dairies with and without preexisting lagoons. Table 5 on page 13 also provides capital 

and operating costs for these systems based on ongoing projects in California (e.g. 

Straus Dairy, Joseph Gallo Dairy, CalPoly Diary) (Emission 2006).  

 Since these systems enable farmers to replace electricity purchased from utilities 

with their own electricity production, the cost of these systems decrease with higher 

utility electricity rates.  If policies are enacted that lead to an increased electricity rates, 

a possibility that seems rather likely, these systems will become increasingly attractive 

(Figure 4.5.3). 
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Table 4.5.4: Digester Reductions and Costs  

 

(Ogonowski 2005) 

 

Figure 3: Marginal Abatement Curve for Methane Emissions from Dairy Cow 

Manure Management in 2010  

 

(Manure Management 1999) 
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 California has already enacted three programs that encourage the installation of 

digester projects, the first two providing partial funding and the third assuring proper 

recognition from electrical utilities. 

 1. The Dairy Power Production Program (DPPP) was established in 2001 under SB 
5X 

 a) Project developers can choose between buy down grants covering up to 50% 
of the total capital costs of the system, or incentive payments based on a 
cost of 5.7 cents per kWh. 

 b) About 60 out of 2,300 farms applied. 14 projects (~3.5 MW capacity) were 
approved for grants totaling $5.8 million. The program is now closed to new 
applications. 

 2. Self-Generation Incentive Program (SGIP) 

 a) The SGIP offers financial incentives (in the form of payments for a portion of 
capital costs) to customers who install certain types of distributed generation 
facilities. 

 b) Maximum generator system size allowed is 5 MW, with the total incentive 
payment limited to 1 MW. 

 c) As of January 2005, there were 11 dairy farm digester projects in the 
program totaling ~2.3 MW. For dairy farms, incentive payments have ranged 
from $1 to $9 per watt. 

 d) The SGIP has been extended through 2007. 

 3. A pilot program for net metering for digester projects was established under 
Assembly Bill 2228 in 2002 

 a) [ŀǿ ǊŜǉǳƛǊŜǎ ǘƘŜ ǎǘŀǘŜΩǎ ǘƘǊŜŜ ƭŀǊƎŜǎǘ ƛƴǾŜstor-owned utilities (PG&E, SCE, 
and SDG&E) to offer net metering to new dairy farms that install digesters 
with a capacity of 1 MW or less. 

 b) Each utility is required to offer net metering only up to a total of 5 MW, for 
an aggregate total of up to 15 MW. 

 c) Assembly Bill 728 would extend the existing program indefinitely; remove 
the 5 MW and 15 MW limits; and increase the capacity limit of eligible 
ŘƛƎŜǎǘŜǊǎ ǘƻ мл a²Φ ¢ƘŜ ōƛƭƭΩǎ ǇǊƻǎǇŜŎǘǎ ŀǊŜ ǳƴŎƭŜŀǊΦ 

    Source: Ogonowski 2005 
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 These programs are responsible for most of the current digesters that have thus 

been installed in California, and will likely remain part of future policy. The net metering 

program is crucial in realizing the potential electricity production that these systems can 

provide. A recent CEC sponsored survey project confirms this importance and suggests 

that ultilities should provide even more favorable agreements with farmers who install 

digester systems. The survey found that many of the US dairy farmers who have 

installed these systems had trouble negotiating fair terms with their local utilities. Along 

with receiving much lower rates for their electricity than they paid for purchased 

electricityτwhich net metering can avoidτάǘƘŜȅ ǿŜǊŜ ŘƛǎƳŀȅŜŘ ōȅ ǘƘŜ ƘƛƎƘ Ŏƻǎǘ ƻŦ 

electrical upgrades that were often required in order to interconnect with the electrical 

grid.... [This]infrastructure...was not located on their land and would become the 

ǇǊƻǇŜǊǘȅ ƻŦ ǘƘŜ ǳǘƛƭƛǘȅέ ό¢ƛƪŀƭǎƪƛ нллтύΦ    

 Concluding Remarks 

 Policies designed to mitigate methane produced from dairy and livestock will 

have to work around the difficulty of monitoring both enteric and manure sources.  A 

possible solution for enteric methane could include mandates on the composition of or 

financial help for other of the dietary solutions.  The current trend of higher cow 

productivity aids reduction, so this trend should be encouraged, or at least not 

discouraged.  For manure management, fairly accurate emission estimates could be 

feasible, possibly allowing it to be worked into a cap and trade scheme.  Continuing 

California's current digester programs will aid in mitigation, and furthering the 

cooperation that they have begun between  utilities and dairies should be a very 

important piece of the final policy.  

 

Scenario Description 
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Anaerobic decomposition of animal manure produces significant amounts of 

methane, a non-CO2 GHG with relatively high GWP. In highly concentrated livestock 

production systems, this gas can be captured with digester technologies and dissipated 

by burning in flares or power generation. The objective of this scenario is to assess the 

economic effects of promoting such capture and dissipation strategies. 

For Manure Management, eight measures in the dairy sector are included: 

1. Covered Lagoon, not Including Lagoon Cost ς Large Dairy 
2. Covered Lagoon, Including Lagoon Cost ς Large Dairy 
3. Plug Flow Digester ς Medium Dairy 
4. 2-Stage Plug Flow Digester ς Large Dairy 
5. Complete Mix Digester ς Medium Dairy 
6. Covered Lagoon, not Including Lagoon Cost ς Small Dairy 
7. Centralized Digester 
8. Covered Lagoon, Including Lagoon Cost ς Large Dairy 

For the moderate scenario, we consider only the first measure, while all are included 

in the ambitious scenario below. 

 

Data Sources 

The ICF (2005a) report provides our baseline data for this scenario, with comparison 

reference to the international MAC data, and we calibrate abatement using the MAC 

framework.16 Methane emissions are measured in CO2 equivalents, the demand for 

abatement technology is directed at the construction sector, captured gas and is 

consumed in the dairy sector (resulting in savings on electricity expenditures), self-

generated electricity is metered to utilities, and digestate by-products are sold to the 

agricultural sector.  

 

                                                           

16
 Compare also EPA (1999). 
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Figure 2: Methane Cost Function for 2010  

 

(Ogonowski 2005) 

 

Modeling Approach 

Modeling specification and calibration are analogous to Landfill management above, 

with the single exception of an additional revenue stream. This is the sale of processed 

manure digestate to the agriculture sector for use as fertilizer. Otherwise, the 

simulation proceeds as in Landfill, with a single consolidated mitigation scenario and 

corresponding assumptions about industry homogeneity. 
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4.6 Semiconductor Industry Targets 

Sector Analysis 

Through the release of a relatively small amount of certain green house gasses, or 

DIDΩǎΣ ǘƘŜ ƛƳǇŀŎǘ ƻƴ ǘƘŜ ŜƴǾƛǊƻƴƳŜƴǘ Ŏŀƴ ōŜ Ŝǉǳŀƭ ǘƻ Ǿŀǎǘ ŀƳƻǳƴǘǎ ƻŦ ŎŀǊōƻƴ ŘƛƻȄƛŘŜΦ 

One of the most robust greenhouse gases are perfluorocarbons, which are colorless, 

odorless, and unreactive man made chemicals that do not seem to do much regional 

harm, but have great potential to contribute to global warming. Unlike CO2 which can be 

sequestered, perfluorocarbons have extremely long atmospheric lifetimes of 10,000 to 

50,000 years (Aslam, et. al 2003). Between 1978 to 1997 the most abundant 

perfluorocarbons were CF4, C2F6, and C3F8. C2F6 and C3F8 are present at only 2.9 and 

.2 pptv (parts per trillion by volume), respectively. CF4 is present at 74 pptv with 40pptv 

from natural emissions, 33 pptv from aluminum manufacturing, and 1 pptv from the 

semiconductor industry. Though these initial measurements seem small the CO2 global 

warming potential is great. These emissions have been gradually decreasing largely 

because of major reductions in emissions within the aluminum industry (Marks 2003), 

but increases in production with the semiconductor industry have offset some of these 

gains (Aslam, et. al.2003). This shows how the aluminum industry may contribute 

significantly to PFC emissions, but this does not mean the semiconductor industry 

should not be regulated since the contribution from the semiconductor industry is 

significant and PFC concentrations in the atmosphere will constantly accumulate in the 

future. (Figure 1)i 

 The histories of tetrafluoromethane (CF4) and hexafluoroethane (C2F6) have 

been reconstructed based on firn air measurements of compressed ice from both 

hemispheres (Worton 2007, Butler 2001).  The research has shown that atmospheric 

ratios of both CF4 and C2F6 have increased during the 20th century by factors of 2 and 
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10, respectively. Though it seems to closely coincide with aluminum production, a 

marked decrease in the rate of specifically /Cп ǇǊƻŘǳŎǘƛƻƴ ƛƴ ǘƘŜ мффлΩǎ ŎƻƴŦƛǊƳǎ 

aluminum industry reports of reduced CF4 emissions while highlighting the significant 

impact C2F6 which is probably caused by the semiconductor industry. Though 

atmospheric growth rates of PFCs may continue to decrease due to increased public 

awareness and agreements like the Kyoto Protocol, the overall concentration of PFCs in 

the atmosphere will continue to increase due the to long lifespan of PFCs (Worton 

2007). 

Overview of the U.S. Semiconductor Industry 

 The U.S. semiconductor industry had $115 Billion in sales in 2006 and controls a 

46 percent market share of a $248 Billion market. 77 percent of sales are outside the 

U.S. market and R&D investment is high, averaging about 16% of sales (SIA 2007). The 

total number of firms was 6047 in the 2004 reporting period and 19 of these firms have 

over 50 percent of the market in net sales (Troy 2006) and continues to be a growing 

industry as demand for electronics increases worldwide (Malonis 2001). 

 Inputs, Outputs and the Role of PFCs in Production 

 

Significant emissions 

Currently the manufacturing of semiconductors require high global warming 

potential (GWP) gases that includes not only perfluorocarbons like CF4, C2F6, C3F8, but 

also other compounds like trifluoromethane (CHF3), nitrogen trifluoride (NF3), and sulfur 

hexafluoride (SF6).  The weighted industry average impact of these gases upon global 

warming is 9000 times the GWP of CO2. (Exhibit 6.1)ii 

PFCs are both a production externality and an essential production input because 

they are extremely effective in plasma etching. They create intricate circuitry by 

shooting plasma streams to make connections that are only nanometers thick. This 
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technology is extremely precise and must use gases like PFCs to do plasma etchings and 

cleaning chemical vapor deposition (CVD) tool chambers. Current liquid cleaning 

technology is not very developed and too expensive to use and though substitutes are 

available the use of PFCs in production is critical to remain competitive in an 

international market (EPA 2007). 

It has been assumed that PFCs were largely consumed during chip manufacturing, 

but now it is accepted that under normal operation from 10 to 80 percent of PFCs go 

through manufacturing tool chambers unreacted and into the air (EPA 2007). These 

emissions vary according to gas used, equipment, type of product, and abatement 

programs in place.  

The Semiconductor Industry and the SIA 

 The best way to analyze and collaborate with the semiconductor industry in the 

United States is through the Semiconductor Industry Association. Since the SIA 

represents 85% of the U.S. semiconductor industry (SIA 2007) and only a handful of 

firms control most of semiconductor revenues (Troy 2006), it would be wise to work 

together with this one organization than individually regulate thousands of individual 

firms that all have different PFC outputs according to product as well as constantly 

changing technologies. Therefore, in 1996 the EPA launched the PFC Emission 

Reduction Partnership for the Semiconductor Industry in an effort to reduce emissions 

through a the voluntary collaboration between the EPA and the SIA.  The manufacturers 

involved produced emissions equivalent to 4.6 million metric tons of carbon dioxide in 

2002 which is a 37% improvement since 1999 (EPA 2007). The semiconductor industry is 

currently working to reduce emissions of PFCs proactively without government 

regulations. Since the big players in the semiconductor industry, such as AMD and Intel 

who control most of the market share for microprocessors (Malonis 2001), are both part 

of the SIA, this report will not focus on the reaction of individual companies to GHG 
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issues, but will mainly cover the relation of the semiconductor industry as a whole with 

regard to GHG emissions. 

Technology Costs and PFC Reduction Options 

Abatement and Mitigation Possibilities  

! ƭŀǊƎŜ ǇƻǊǘƛƻƴ ƻŦ ŎƘƛǇ ƳŀƴǳŦŀŎǘǳǊƛƴƎ ƛǎ ŘƻƴŜ ƛƴ άŎƭŜŀƴ ǊƻƻƳǎέ ǘƘŀǘ ŀǊŜ ǳǎǳŀƭƭȅ 

associated with the semiconductor industry. This is to prevent dust from interfering with 

precise etching technology and usually results in enormous costs for new fabrication 

facilities (fabs) upwards of $2 billion (O Huallachain 1997). These closed system fabs 

greatly increase the fixed costs involved for producing the latest chip, which can be a 

hindrance to this high tech industry with a high turnover rate. However these two 

hindrances become benefits in relation to emissions reductions because high turnover 

means new pollution policies can be tested and observed. Also, closed system fabs 

enable extremely efficient abatement and recycling technologies that are more than 

90% efficient. 

 There are four major methods for reducing PFC emissions: 

Process improvements and source reduction 

Process optimization can be achieved by using point of use detectors and adjusting 

inputs to find the optimal level of PFCs to reduce excess use. One example is the 

optimization using C2F6 in the chamber cleaning processes which can reduce 

consumption by up to 50% and abate up to 85% of emissions (EPA 2001). 

Alternative chemicals 

There are some substitutes for the currently most popular high GWP gases with 

other fluorocarbons that perform comparably but have much less GWP, quicker 

atmospheric lifetimes, and/or have lower destruction costs. An example of this is by 

replacing C3F8 currently used in the etching process with C5F8. Although they both have 
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a GWP around 100, C5F8 has a lifetime in the atmosphere of only one year compared to 

the 3200 year lifespan of C4F8. 

Capture and beneficial reuse 

There is capture and reuse technology that is not yet widely adopted due to high 

costs, but is effective in removing PFCs from the whole fabrication facility. This 

technology also has the ability to separate unreacted PFCs for further processing. 

Current systems remove about 90 percent of emissions with even higher efficiencies for 

C2F6, CF4, and SF6. Destruction costs of collected gases are estimated to be $3/kilogram 

and reprocessing costs are estimated to be so much more expensive that it is not 

feasible unless the fab emits high levels of PFCs (EPA 2001). 

Destruction technologie. 

The most efficient, but also one of the most expensive ways to reduce emissions is 

to use one of three available destruction technologies: 

Point-of-Use Plasma Abatement (Litmas) technology. This technology is used in 

conjunction with the etch tool. (Figure 2)iii It dissociates PFC molecules which later 

reactive with additive gases that make the residue heavier. Then wet scrubbers remove 

the remaining molecules. (SEMATECH, 1998) 

Thermal Destruction ¢Ƙƛǎ ǘŜŎƘƴƻƭƻƎȅ Ƴŀȅ ōŜ ǳǎŜŦǳƭ ōŜŎŀǳǎŜ ƛǘ ŘƻŜǎƴΩǘ ŀŦŦŜŎǘ ǘƘŜ 

manufacturing process and can abate emissions by over 95%. A downside is that this 

process uses combustion devices that require fuel and produce significant amount of 

wastewater.  

Catalytic Decomposition System (Hitachi). This technology can reduce emissions by 

98% by a method similar to Point-of-Use Abatement but require a minimum flow of 

PFCs and is very expensive.  

Cost Analysis for Abatement and Mitigation Options 
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Of the available options, the alternative chemicals options seems to be most 

economically viable. IBM, a major player within the semi-conductor industry, has 

adopted the NF3 alternative chemical approach that replaced C2F6, reducing PFC 

emissions by 95% and avoiding $3 million in capital and $3 million in annual operating 

costs to a comparable recycling program (IBM 2007). The breakeven cost of $/ Tons of 

Carbon Equivalent is cheapest for the alternative chemicals option at $17.51 and 

thermal destruction is the most expensive at $138.61 as seen in the figure (Exhibit 6.4).   

This shows increasing marginal costs across abatement technologies. Though thermal 

destruction technology has an efficiency rate of 97% it would not be feasible unless 

there is 17 Million Metric Tons of Carbon Equivalent (MMTCE) in emissions. For 

ŎƻƳǇŀǊƛǎƻƴΣ ǘƘŜ нлмл ōŀǎŜƭƛƴŜ ŜƳƛǎǎƛƻƴǎ ǇǊŜŘƛŎǘƛƻƴ ŦƻǊ άōǳǎƛƴŜǎǎ ŀǎ ǳǎǳŀƭέ 

semiconductor manufacturing is 17.5 MMTCE even though current use is a third that 

amount. 

Predictions in Technology Adoption 

 The two most likely adoption choices for semiconductor industries is alternative 

chemicals and plasma abatement technology.  55% of the semiconductor manufacturing 

industry is expected to adopt plasma abatement technology while 45% of the industry is 

expected to adopt two different alternative chemical technologies (Exhibit 6.5). This is 

probably due to the high costs of alternative technologies. Capture and recycling 

technology cannot feasibly be used in conjunction with other technologies because the 

cost of extracting unreacted PFCs and reusing them are too high if there is too low of a 

PFC concentration in exhaust streams. Though the marginal cost for this technology is 

high, it may become popular if the value of PFCs increase due to some future 

technology. 

Total GHG Emission Reductions Go Beyond PFC Emissions 
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 The impact of the semiconductor industry on global warming is not limited to 

only PFC emissions. An manufacturer can have zero PFC emissions but use so much 

electricity to run abatement devices that it would cause much more environmental 

impact. According to the Green House Gas Protocol, there are three scopes that 

effectively account for the total environmental impact of an industry, which are direct 

GHG emissions, electricity indirect GHG emissions, and other indirect GHG emissions 

(WRI 2007). 

 

Direct GHG Emissions 

Some other GHG emissions other than PFCs could include fugitive gas leaks, and 

oxidation of organic waste. 

 

 Electricity Indirect GHG Emissions 

The electricity involved in production may increase GHG emissions depending on the 

power plants in the area.  

 

Other Indirect GHG Emissions 
The production of specialized imported materials produces GHGs and the consumption of 

wastes as well.  Production of purchased material and infrastructure would also contribute 

GHGs. The outsourced disposal of returned gases would be another source of GHGs as well as 

fugitive emissions of CO2 and CH4 in landfills. Due to the fast turnaround of the semiconductor 

industry, E-junk is accumulating at an ever increasing pace. This junk can in turn release fugitive 

emissions in landfills. 

Emissions Reduction Potential in Products  

Not only do total emissions need to be accounted for, but also emissions reduction from 

more efficient technology. Intel boasts of a chip technology that may reduce energy usage of 

computers by 71% (Intel.com). The EPA has estimated that between 2002-2008 this new 

technology would prevent 159 MTTC in emissions. This averages to about 13.25 MMTC per year 
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and combined with other advances in technology, could prevent CO2 emissions that well exceed 

the CO2 equivalent impact of PFCs. 

Prognosis  for the Future 

 The semiconductor manufacturing industry is a field that was growing at a 

healthy 15% per year in ǘƘŜ мффлΩǎ όaŀƭƻƴƛǎ нллмύ ŀƴŘ ǎǘƛƭƭ ŎƻƴǘƛƴǳŜǎ ǘƻ ƎǊƻǿ ŀǘ ŀ 

healthy pace. One top of this, the industry continues to produce chips that are 

increasingly more complex and bigger in wafer size. 

In terms of emissions behavior, the industry seems to be headed toward self-

imposed reduction guidelines while working closely with the EPA. One reason for the 

ǎŜƳƛŎƻƴŘǳŎǘƻǊ ƛƴŘǳǎǘǊȅΩǎ ǇǊƻŀŎǘƛǾŜ ǊŜǎǇƻƴǎŜ ǘƻ ŜƳƛǎǎƛƻƴǎ ŎƻǳƭŘ ōŜ ōŜŎŀǳǎŜ ƻŦ ǇǳōƭƛŎ 

awareness of GHGs. The high visibility and the wide consumer base of the 

semiconductor industry may have prompted the industry to lower emissions. Other 

GHG producers like concrete production are not as visible and directly connected with 

the general public so may have less public pressure than the semiconductor industry to 

reduce GHGs. 

International competition in the semiconductor industry is fierce. Asian 

semiconductor companies are increasingly gaining worldwide market share (Figure 2). 

This very well may be due to cheap skilled labor and more lax environmental and safety 

regulations in Asian fabrication facilities (Tenenbaum 2003).  A 2002 report also 

revealed that demand is shifting toward Asian nations. Though 32.4% of shipments were 

directed at the Americas, Japan and other Asian nations had 20.4 and 25.9% distribution 

rate, respectively (Malonis 2001). Clearly this demand will continue to increase in the 

future with the fast growing populations in China. Demand for chips in China is growing 

at 29% per year and is providing a rebate if products are produced in China (Tenenbaum 

2003). It is incentive like these that is increasing the outsourced production of 

semiconductors for U.S. companies. 
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Prognosis for Policy Response and Conclusion 

 Though the semiconductor manufacturing industry contributes a considerable 

portion of high GWP gases today, there are still many other industries that contribute 

much more GHGs, so relative costs must be taken into account in policy analysis. 

Reductions in emissions in the semiconductor industry is one of the simplest to do 

because of closed system fabs, but also one of the most expensive with an average of 

$20/MTTC with current mitigation options and increasing marginal costs of abatement. 

(Figure 7)  

Assuming the industry refuses to change emissions habits and the government 

chooses to regulate, reduction in emissions could be achieved through quotas, taxes or 

subsidies. Enacting strict quotas may be too restricting because the industry is still 

expanding and this could cause industry flight.  This is because though the fixed costs for 

fabrication plants are extremely expensive, cheaper skilled labor, looser regulations, and 

lower taxes abroad is causing firms to produce oversees even now (Tenenbaum 2003). 

Reductions in emissions as a percentage of  production may be more feasible because it 

would encourage new technology development and creative means of PFC reduction 

while remaining competitive internationally. The downside to this is that as the 

semiconductor industry continues to expand, net emissions of PFCs may actually 

increase even though efficiency rises. The option that is most favorable for the industry 

would be subsidies that would encourage reductions but may encourage slippage in 

light of current efficiency gains and emissions reduction efforts. 

However, taking into account the current behavior of the SIA and their agreement to 

voluntarily reduce emissions by 2010, the current voluntary collaboration between the 

EPA and the semiconductor industry may remain as the best decision.  Continued public 

awareness about the effects of PFCs would prompt the visible chip manufacturers to 

reach reduction goals and voluntarily invest in abatement technology. 
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Furthermore, seeing the high price per MMTC of reduction in comparison to other 

sources of GHGs indicates that the other sources should reduce emissions first until the 

increasing marginal cost of continued reduction necessitates the semiconductor 

industry reduces emissions more than it already is. A loosely regulated semiconductor 

industry would resist the current trend of outsourcing production and allows the 

industry to remain competitive. A competitive chip industry may also lead to more 

efficient chip design which would reduce GHG emissions when the end user uses the 

product. 

Scenario Description:  

This scenario covers the main mitigation measures to achieve voluntary targets 

negotiated between U.S. EPA and Semiconductor Industry Association.   

Modeling Approach: 

In each of the scenarios, bottom-up cost estimates were ascribed directly to the 

semi-conductor sector via intermediate flow adjustments in the input-output 

component of the new California SAM. Five reduction measures were examined: 

1. Plasma Abatement 
2. Remote Clean 
3. Catalytic Abatement 
4. Capture/Recovery using Membranes 
5. Thermal Destruction 

For the moderate scenario, we consider only the first two measures. All five are 

included in the ambitious scenario. 

Data Sources and Description: 

The ICF (2005a) report provides our baseline data for this scenario. This report notes 

that US semiconductor manufacturers (through an MOU between the Semiconductor 
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Industry Association and the EPA) have pledged to reduce PCF emissions to 10% below 

1995 levels by 2010. That would entail reducing emissions to 0.72 MMTCO2. Assuming 

that those emissions are held constant to 2020 means reducing emissions by 78% and 

фм҈ ŎƻƳǇŀǊŜŘ ǘƻ L/CΩǎ нлмл ŀƴŘ нлнл ōŀǎŜƭƛƴŜ ǇǊƻƧŜŎǘƛƻƴǎΦ 

For BEAR, this would mean that for 2010, the first three measures need to be 

calibrated into the Baseline and, for 2020 all semiconductor measures will be 

considered baseline. Increased costs for PFC abatement remain within the 

semiconductor manufacturing industry.  

4.7 Landfill Management 

Sector Analysis 

aŜǘƘŀƴŜ ŀŎŎƻǳƴǘǎ ŦƻǊ ǎƭƛƎƘǘƭȅ ƻǾŜǊ с҈ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ ǘƻǘŀƭ ŎƭƛƳŀǘŜ ŎƘŀƴƎŜ ŜƳƛǎǎƛƻƴǎ 

taking into account both quantity produced and global warming potential (21xCo2) 

(/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜΧ A, 2006). Solid waste landfills are the principal source of these 

emissions, accounting for about 25% ƻŦ ǘƘŜ ǘƻǘŀƭό.ŀǎƛŎΧtǊƻƎǊŀƳύ. [ŀƴŘŦƛƭƭΩǎ ƻŦŦŜǊ ƴƻǘ 

only the greatest opportunity for reducing methane emissions, but additionally could 

provide the least cost venue in which to do so, one in which many methane emitters 

might achieve net savings (Choate et al, 2005).  

 Because of these characteristics, ƭŀƴŘŦƛƭƭǎ ŀǊŜ ƻŦ ǎǇŜŎƛŀƭ ǎƛƎƴƛŦƛŎŀƴŎŜ ǘƻ /ŀƭƛŦƻǊƴƛŀΩǎ 

ŦƛƎƘǘ ŀƎŀƛƴǎǘ ŎƭƛƳŀǘŜ ŎƘŀƴƎŜΣ ŀƴŘ ŀǊŜ ŎƻƴǎƛŘŜǊŜŘ ƛƴ ǘƘŜ /ŀƭ /ƭƛƳŀǘŜ !Ŏǘƛƻƴ ¢ŜŀƳΩǎ ŀƴŘ 

!ƛǊ wŜǎƻǳǊŎŜǎ .ƻŀǊŘΩǎ ŜŀǊƭƛŜǎǘ ǊŜǇƻǊǘǎ ǘƘŀǘ ŜƭǳŎƛŘŀǘŜ ƳŜŀǎǳǊŜǎ ǘƻ ǊŜŘǳŎŜ ŎƭƛƳŀǘŜ ŎƘŀƴƎŜ 

emissions (!ƛǊΧ !ƎŜƴŎȅΣ нллт; /ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜΧ!, 2006). 

 With this in mind, this report (segment) will summarize key features of the 

landfill industry and its environment, with the ultimate intent of contextualizing and 

analyzing the impact of regulation upon the California landfiƭƭ ƛƴŘǳǎǘǊȅΩǎ ŜŎƻƴƻƳȅΦ {ǘƛƭƭΣ 

one cannot explore the significance of such regulation, which will in some way promote 

investments in methane capture or use equipment, for California landfills without first 
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recognizing their place in the municipal solid waste (MSW) industry. Treating landfill as 

an independent unit of analysis neglects some of its most essential features, and leads 

ǘƻ ƛƴŀǇǇǊƻǇǊƛŀǘŜ ŎƻƴŎƭǳǎƛƻƴǎ ǊŜƎŀǊŘƛƴƎ ǘƘŜ ƛƴŘǳǎǘǊȅΩǎ ǊŜǎǇƻƴǎŜ ǘƻ ǊŜƎǳƭŀǘƛƻƴΦ ¢ƘŜǊŜŦƻǊŜΣ 

this investigation and analysis will proceed with a focus on landfill in the context of Solid 

Waste Management (SWM), which includes waste collection and related activities in 

addition to waste disposal (See Figure 1). 

 

Understanding the Landfill Industry and its Market: A Framework for 

Analysis 

Industry Overview  

 Municipal solid waste or solid waste consists of household and commercial 

ƎŀǊōŀƎŜ ό{ƻƭƛŘΧ[ŀƴŘŦƛƭƭύΦ hǊƎŀƴƛŎ ƳŀǘŜǊƛŀƭǎ ƛƴ a{² [ŀƴŘŦƛƭƭǎ ŘŜŎƻƳǇƻǎŜ ŀƴŘ ǇǊƻŘǳŎŜ 

methane gas, which may be harnessed to generate electricity. MSW landfills (hereafter 

referred to as landfills) are distinct from hazardous waste landfills, which mostly collect 

dangerous commercial and industrial wastes. Hazardous waste landfills are not 

ŎƻƴǎƛŘŜǊŜŘ ŦƻǊ ǊŜƎǳƭŀǘƛƻƴ ƛƴ ǘƘŜ /ŀƭ /ƭƛƳŀǘŜ !Ŏǘƛƻƴ ¢ŜŀƳΩǎ ά9ŀǊƭȅ !Ŏǘƛƻƴ aŜŀǎǳǊes to 

aƛǘƛƎŀǘŜ /ƭƛƳŀǘŜ /ƘŀƴƎŜ ƛƴ /ŀƭƛŦƻǊƴƛŀΣέ ŀƴŘ ŀǊŜ ǘƘŜǊŜŦƻǊŜ ƴƻǘ ŎƻƴǎƛŘŜǊŜŘ ƛƴ ǘƘƛǎ ǊŜǇƻǊǘ 

(/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜΧ., 2007).  

 As noted, the SWM industry can be divided into the collection and disposal 

industries. The largest companies own collection, transfer facilities (transfer facilities 

collect and distribute solid waste, typically to remote locations), and disposal facilities. 

CƻǊ ƛƴǎǘŀƴŎŜΣ {²aΩs largest company, Waste Management Inc., operates around 430 

collection outfits, 365 transfer stations, 290 active landfill disposal sites, 15 waste-to-

energy plants, 140 recycling plants and 85 landfill-to-gas projects (Aseltine, McRea, 

Modi, Shukla, Sullivan, 2006). Because landfill is most frequently provided in conjunction 

with to a host of other waste services, landfill can be thought of as simply an input into 
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the production of waste services, reflecting the derived demand of the consumers who 

pay for the removal of their waste.  

 Despite such vertical integration, the US MSW industry is traditionally thought of 

as ΨŦǊŀƎƳŜƴǘŜŘΩ, served by local or national, private, government or quasi-governmental 

entities, under various competitive and institutional conditions. {ƛƴŎŜ ǘƘŜ мфулΩǎΣ ǘƘŜ 

number of active landfills has dropped precipitously due to local opposition to landfills, 

increased production costs from regulation, and saturation of existing landfills. Between 

1991 and 2004 the number of landfills fell by half nationally, to around 3000, while the 

ŀǾŜǊŀƎŜ ŘƛǎǇƻǎŀƭ ǾƻƭǳƳŜ ƻŦ ¦{ ƭŀƴŘŦƛƭƭǎ ǘǊƛǇƭŜŘ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ ¢Ƙƛǎ ǿŀǎ ŀ 

function of both larger, newer facilities (where increased investment lead to greater 

economies of scale) replacing smaller, older ones, and advances in technology that 

dramatically increased the amount of waste that can be disposed in landfills. It also 

resulted in the irony of overproduction (excess capacity) under monopolistic conditions. 

Bioreactor technology can increase airspace by 10-15% by rapidly breaking down 

organic waste, and waste can also be packed more densely today than in the past 

ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ  

 Waste production frequently mirrors growth in GDP (projected at 2.5% in 2007 

by S&P) and, locally, housing markets, as construction industries can contribute a 

substantial percent of total waste production. Waste production is the most proximate 

cause of growth in the waste services and landfill industry, and has increased a modest 

2% per year, with landfills projected to grow at .6% per year nationally until 2010 

ό9ƴŎȅŎƭƻǇŜŘƛŀΧ LƴŘǳǎǘǊƛŜǎΣ нллрΤ {ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύ. In 2005, total waste 

generation was estimated at нпрΦт Ƴƛƭƭƛƻƴ ǘƻƴǎ ό.ŀǎƛŎΧa{²ύΦ hǾŜǊ ǘƘŜ ƭŀǎǘ ŘŜŎŀŘŜΣ ǘƘŜ 

percentage of this waste disposed in landfills decreased from roughly 85% in 1989 to 

just over 60% in 1997, associated mostly with a coincident an increase in recycling from 

10-30% (Kinnaman and Fullerton, 1999). 

 According to estimates from 2001, total revenue of the solid waste industry, net 

of intra-industry payments, was $43.3 billion with near 76 percent generated by the 
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private sector (Beck, 2001). It employed approximately 367,800 people, with total 

industry compensation, including benefits, estimated at $10.0 billion. SWM directly 

accounts for about one-half of one percent of US GDP, and, including all direct and 

indirect effects of industry activities, contributes just over one percent of U.S. GDP. 

Using multipliers of $1.23 in additional revenue per solid waste revenue dollar and 1.58 

estimated outside jobs generated per solid waste job, solid waste generates $96 billion 

revenue and 948,000 jobsΣ ŀǎ ǿŜƭƭ ŀǎ ŎƻƴǘǊƛōǳǘƛƴƎ άa total of $14.1 billion in direct, 

indirect, and induced taxes to federal, state, and local ƎƻǾŜǊƴƳŜƴǘǎέ  ό.ŜŎƪΣ н001).  

 Waste Management Inc., the industries largest firm, had $822 million in profit on 

$11.1 billion in revenue. Allied waste industries had profit of $215 million on revenues 

of $5.5 ōƛƭƭƛƻƴ ƛƴ нллнΦ ό9ƴŎȅŎƭƻǇŜŘƛŀΧ LƴŘǳǎǘǊƛŜǎΣ нллрΤ {ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎ, 2006) 

The Market: Demand, Supply, and Competition 

Demand 

 Waste production is an undesirable product of consumption decisions, and the 

demand for waste services derives from the desire that this waste be removed in a legal 

manner ό5ƛǊŜŎǘƻǊŀǘŜΧ 5ŜǾŜƭƻǇƳŜƴt, 2000). If the demand for landfill is understood to 

be the demand for an input into the production of waste service, a derived demand, the 

elasticity of demand for landfill may be approximated from knowledge of the elasticity 

of demand for the final product, waste services, and the availability of substitute inputs 

for landfill in the production of waste services. Elasticity of consumer demand for waste 

services is a function of the willingness to produce less trash (consume fewer products 

that generate trash) or to undertake self handling, such as burning refuse. Since 

consumers are rather unwilling to commit to either of these, it is typically estimated to 

be very low.  

 !ǎ ŀƴ ƛƴǇǳǘ ƛƴ ǘƘŜ ǇǊƻŘǳŎǘƛƻƴ ǇǊƻŎŜǎǎΣ ƭŀƴŘŦƛƭƭΩǎ ǇǊƛƳŀǊȅ ǎǳōǎǘƛǘǳǘŜǎ ŀǊŜ 

commercial incinerators and recycling. These must have lower tipping fees (ŦŜŜΩǎ ǇŀƛŘ 

for waste disposal or transfer) than landfill to incentivize collectors to use them. In the 
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case of incineration, high capital costs mean that incinerators rely on large flows of 

waste to achieve the low average costs which make them profitable. In the US, landfill is 

currently far too cheap for incinerators to achieve the economies of scale they would 

need to become commercially viable. Additionally, the fly ash which incinerators 

produce is considered a hazardous waste, further increasing incineration costs. Even 

though many European countries incinerate, private and full external costs are 

estimated to exceed those associated with landfill disposal in most European countries 

(Kinnaman and Fullerton, 1999). Likewise, though recycling is becoming increasingly 

important for the future viability of SWM firms, it is currently far less cost effective than 

landfilling ŦǊƻƳ ŀ ŦƛǊƳΩǎ Ǉƻƛƴǘ ƻŦ ǾƛŜǿ. Tipping fees for recycling are $100 per ton, versus 

$35 per ton for landfilling, and revenues that can be garnered by reselling recycled 

materials do not compensate for this differential. Not only is consumer demand for 

waste services inelastic then, but there are few production inputs that could substitute 

for landfill. 

 The effect of price increases upon waste generation therefore appears to be 

small. Fullerton and Kinnaman (1997) find that a 10% increase in price cuts waste by 

only 0.3 percent. Illegal dumping may account for one-third of the reduction 

ό5ƛǊŜŎǘƻǊŀǘŜΧ 5ŜǾŜƭƻǇƳŜƴǘΣ нлллύ. 

Supply: Costs, Revenues, and Competition 

 As mentioned, the supply of waste management services is fragmented, with 

various types of ownership and levels of competition existing within diverse 

institutional/legal environments. In general though, private firms are far larger and 

intake more waste than public ones, and are likely to operate in more profitable urban 

regions (Personal...Management, 2007). Additionally, the proportion of the SWM 

industry privately owned is increasing rapidly, as is industry consolidation (Segal and 

aƻƻǊŜΣ нллрΤ tŜǊǎƻƴŀƭΧ aŀƴŀƎŜƳŜƴǘΣ нллтύΦ 
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 Currently, four leading companies (all publicly traded) control 40% of the US 

Solid Waste market, handle more than 50% of the solid waste generated, and account 

for nearly 70% of remaining US landfill capacity (Aseltine, McRea, Modi, Shukla, Sullivan, 

нллсΤ {ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллс). With nearly 4000 small SWM firms having revenues 

of 2 million or less that remain for acquisition, S & P (2006) expects the three largest US 

MSW companies to expand. 

 

Costs 

 Major costs in collection include tipping fees, fuel, equipment, type, volume or 

weight of waste, frequency of collection, distance to disposal facility, and labor 

ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ ά5ŜǇending on local conditions, disposal costs may range 

between 20 and 50 percent of the contractor's total cost of service deliveryέ(Scarlett 

and Sloan, 1996). Hedging fuel prices lower costs, and companies will often contract for 

up to a year of gasoline. 

 Costs in landfill includes landfill space, packing and disposal equipment including 

compactors and landfill liners, other capital necessary to comply with environmental 

regulations, and the volume and weight of MSW ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ These 

costs include landfill liners at between $100,000 to $300,000 per acre; leachate 

treatment and disposal at between $1 million to $2.5 million as determined by 

applicable standards; groundwater monitoring with annual operating costs in the 

$50,000 to $90,000 range; methane control costs such as capital costs for systems 

ranging from $500,000 to $2 million; annual operating costs ranging from $100,000 to 

$200,000; and finally postclosure funding, total costs of which are in the range of $10 

million to $12 million (Segal and Moore, 2000). Tipping fees must reflect all these costs 

for a landfill to be profitable. A typical balance sheet for a SWM firm is shown in Table 

4.7.1.   
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Table 4.7.1: Sample Landfill Cost Worksheet 
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 In practice, calculating landfill costs can be exceedingly difficult. The EPA 

provides an entire manual on its method of cost accounting, Cǳƭƭ /ƻǎǘ !ŎŎƻǳƴǘƛƴƎ ό¦Φ{ΧΦ 

Agency, 1997). Costs of operating a landfill vary dramatically between counties and 

between states, as well as over the lifetime of the landfill, with many of the major costs 

faced after closing (See Figure 4.7.2). Economies of scale also affect costs considerably, 

lowering average costs for larger firms (See Figure 4.7.3). A study by Hudson and Deese 

(1985), for instance, found that a 200-ton-per-day facility was 27% less expensive per 

ton than a 50-ton-per-day facility. Relatedly, significant monopoly power can 

dramatically influence the profit maximizing level of marginal cost. Still, though the 

market is far from competitive, marginal costs are frequently assumed for the purposes 

of analysis to equal tipping fees, but these vary by region and vary radically by state (See 

Tables 4.7.2 and 4.7.3). 

Table 4.7.2: California Tipping Fees by Year 

Year Tipping Fees 
Compacted, $/ton 

1995 $31.02 

1996 $34.57 

1997 $34.41 

1998 $33.07 

1999 $34.37 

2000 $37.72 
ό{ǳƳƳŀǊƛŜǎΧ .ƻŀǊŘύ 

 

Table 4.7.3: Average Tipping Fees by Region 
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Revenues 

 Landfills generate revenues from tipping fees, and more recently from selling gas 

directly or electricity. Tipping fees across the states range from $22.24 in the West to 

$57.34 in the Northeast and averaged $37.72 in California in 2000 ό{ƻƭƛŘΧLƴŘŜȄΣ мффуΤ 

{ǳƳƳŀǊƛŜǎΧ .ƻŀǊŘύ ό¢ŀōƭŜǎ 4.7.2 and 4.7.3). Choate et al (2005) estimate the benefits 

from selling gas and electricity at prices of .045/kwhr and $4.5/mbtu, which are less 

then typical industrial prices. Benefits differed for firms of different sizes and 

technologies (Table 4.7.11). These benefits sometimes exceed the costs associated with 

landfill gas to energy projects, as will be discussed in greater detail later. 

 Collection agencies generate revenue from contracts with localities, or directly 

from consumers in the form of trash collection fees. In the US, both methods of 

collection, fees per household and payment from tax revenues, are used ό5ƛǊŜŎǘƻǊŀǘŜΧ 

Development, 2000). Solid Waste collection contracts generally last from 1- 5 for 

residential services, are usually awarded by a municipality to the lowest bidder, and 

grant the right to serve a given area or district. Prices may or may not be regulated, 

depending on the locality. In recent years, as waste production has slowed, revenue 

growth has proceeded mostly from rate hikes in collection and tipping fees, responsible 

for 80% of revenue growth for SWM giant Allied Waste Management (Standard and 

tƻƻǊΩǎΣ нллсύ. 

Competition  

 Standard ŀƴŘ tƻƻǊΩǎ όнллсύ ŎƻƴǘŜƴŘ ǘƘŀǘ US MSW industries are in the middle 

stages of development along their business life cycles, as demonstrated by low, stable 

growth rates, moderate profit margins, and overcapacity. Slow growth rates, along with 

the increased importance of managing regulation and fuel costs, has meant that firms 

are focusing more on productivity and cost efficiency, in contrast with external growth 

ŀƴŘ ŀŎǉǳƛǎƛǘƛƻƴΣ ŀǎ ƪŜȅǎ ǘƻ ŜŎƻƴƻƳƛŎ ǎǳŎŎŜǎǎ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ ¢Ƙƛǎ ƛǎ 

ŜǾƛŘŜƴŎŜŘ ōȅ ²ŀǎǘŜ aŀƴŀƎŜƳŜƴǘ LƴŎΦΩǎ нс҈ ǇŜǊŎŜƴǘ ƛƴŎǊŜŀǎŜ ƛƴ ƴŜǘ ƛƴŎƻƳŜΣ ǘƻ ϷмΦму 



122 

 

billion, which they claim was brought about by enhancing internal efficiencies (Aseltine, 

McRea, Modi, Shukla, Sullivan, 2006). 

 The MSW industry is pursuing cost efficiency in a variety of ways. As the number 

of landfills have declined, fuel costs have become increasingly important as employers 

must transport high density waste further. The push to optimize the tradeoff between 

ǘǊŀƴǎǇƻǊǘ Ŏƻǎǘǎ ŀƴŘ ǘƛǇǇƛƴƎ ŦŜŜΩǎ Ƙŀǎ ƛƴŎǊŜŀǎŜŘ ǘƘŜ ŦƻŎǳǎ ƻƴ ƛƴǘŜǊƴŀƭƛȊŀǘƛƻƴΣ ƻǊ ǘƘŜ 

percentage of garbage collected that can be disposed in company owned facilities 

(Callan and Thomas, 2001; {ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллс). This has also become 

increasingly important as the industry has consolidated, as disposing in another firms 

landfills has sometimes meant facing discriminatory tipping fees. Other cost reductions 

have been achieved by cutting jobs, and improving employer safety to reduce insurance 

ŎƭŀƛƳǎ ŜǘŎ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ CƛǊƳǎ ŀƭǎƻ ƛƴŎǊŜŀǎƛƴƎƭȅ ŘŜƳŀƴŘ ǇǊƛŎƛƴƎ ŦƭŜȄƛōƛƭƛǘȅ 

to control for inflation and other costs. (DirectƻǊŀǘŜΧ 5ŜǾŜƭƻǇƳŜƴǘΣ нлллύ 

 Many cost savings and efficiencies accrue to larger sized firms. In general, MSW 

is capital intensive, resulting in large economies of scale. In waste collection, economies 

of density imply that each area is served most efficiently by a single large firm, and 

studies on economies of scale in waste management have demonstrated that the size of 

the area best served by a single firm contains 50,000 people (5ƛǊŜŎǘƻǊŀǘŜΧ5ŜǾŜƭƻǇƳŜƴǘΣ 

2000). Benefits from vertical integration follow from cost savings associated with 

internalization, and also due to the demonstrated existence of economies of scope in 

such areas as disposal and recycling. Landfills also require massive initial investments to 

acquire and modify disposal space and conform to regulations. Additionally, the 

permitting process for landfills is prolonged, expensive, and introduces levels of risk to 

investing which smaller investors cannot afford. Once these investments have been 

made, marginal costs are small. These features and other result in conditions that 

facilitate natural monopoly. 

 In the presence of these economies, competition for the waste of residences and 

small business is frequently unsustainable or inefficient in collection 
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(5ƛǊŜŎǘƻǊŀǘŜΧ5ŜǾŜƭƻǇƳŜƴǘΣ нлллύ. Stevens (1978) finds that costs are 26-48 percent 

higher when there is in-the-market competition in collection, contrasted against 

regulated private monopoly. The cost efficiencies achieved by larger landfills may be 

external in addition to internal. Communities often prefer to have a single, mega-landfill 

rather than many small landfills due to effects upon property values and other 

externalities. Also, once waste has been collected it is expensive to transport (except by 

bulk transport, like rail, which may not be mobile enough), so geographic markets for 

disposal ŀǊŜ ŦǊŜǉǳŜƴǘƭȅ άƭƛƳƛǘŜŘ in scope, with limited competition between disposal 

ŦŀŎƛƭƛǘƛŜǎΦέ ό5ƛǊŜŎǘƻǊŀǘŜΧ5ŜǾŜƭƻǇƳŜƴǘΣ нлллύ. 

 As there are many cost benefits for incumbents which allow them to compete at 

a ƭƻǿŜǊ ǇǊƛŎŜΣ {ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎ όнллсύ ǎŜŜǎ ƭƛǘǘƭŜ ƛƴŎŜƴǘƛǾŜǎ ŦƻǊ ǿŀǎǘŜ ŎƻƳǇŀƴƛŜǎ ǘƻ 

develop new landfills, and consolidation is expected to continue. Indeed, though small 

landfills are still a common feature of the marker, they no longer view themselves as 

competition for larger firms, instead desiring to become viable candidates for 

acquisition (Anderson, 2000). Overcapacity, which has in the past alleviated monopoly 

pressures on prices, is expected to be less significant in this regards as it declines and 

the industry matures. This has already been reflected in increases in tipping fees, up 2% 

ŦǊƻƳ нллп ŀƴŘ сΦр҈ ŦǊƻƳ нллн ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ Antitrust enforcement 

actions in the US have interrupted άƘŀǊŘ-cord cartel activiǘȅέ ǿƘƛŎƘ Ƙŀǎ resulted in 

price-fixing, market allocation, and bid rigging (5ƛǊŜŎǘƻǊŀǘŜΧ5ŜǾŜƭƻǇƳŜƴǘΣ нлллύ. Other 

actions include monopolization cases against large, national firms, and regulation of 

mergers. 

 ¢ƘƻǳƎƘ άǎƻƳŜ ǇŀǊǘǎ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅ ǿƛƭƭ not sustain competition at all,έ 

competition in-the-market is frequent for industrial and commercial wastes, where the 

waste is generated at high levels at each location, and competition for-the-market in the 

form of competitive tendering may assuage monopolistic pressure on prices in waste 

ŎƻƭƭŜŎǘƛƻƴ ό5ƛǊŜŎǘƻǊŀǘŜΧ5ŜǾŜƭƻǇƳŜƴǘΣ нлллύΦ 
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 Waste collection accounts for 55% of MSW revenues, landfill about 35%, 

ǊŜŎȅŎƭƛƴƎ ŀƴŘ ²¢9 ŀōƻǳǘ р҈ ŜŀŎƘ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ 

Emissions Regulation: Historical and Contemporary 

 Major historical legislation regulating waste disposal included the Solid Waste 

Disposal Act of 1965 and the Resource Conservation and Recovery Act (RCRA) of 1976, 

which by increasing sunk and fixed costs, enlarged cost-minimizing landfill size, and 

resulted in fewer landfills being built (Kinnaman and Fullerton, 1999)Φ мффмΩǎ Subtitle D 

required installation of gas control equipment. ¢ƘŜ 9t!Ωǎ мффс ά[ŀƴŘŦƛƭƭ wǳƭŜέ ƳŀƴŘŀǘŜŘ 

new emission capture systems for all landfills, requiring installation of gas control 

systems for landfills designed to hold 2.755 million tons and 2.5 million cubic meters or 

more of waste over their lifetime. This resulted in the collection of 75 percent of the gas 

produced by these landfills (Landfill Gas Rules, 2007).  

 With no consistent statewide standards for smaller and other uncontrolled 

landfills, CaliforniaΩǎ !w., having the primary responsibility for reducing Greenhouse gas 

emissions under the California Global Warming Solutions Act of 2006, has proposed 

measures addressing ǘƘƛǎ ƛǎǎǳŜ ό!ƛǊΧ !ƎŜƴŎȅΣ нллтύΦ The IWMB is working jointly with 

the ARB and plans to reduce emissions by 2-4 MMTCO2E by 2020. (California 

/ƭƛƳŀǘŜΧ.Σ нллтύ 

 AB 32 requires that all GHG reduction measures adopted and implemented by 

the ARB be άtechnologically feasible and cost-ŜŦŦŜŎǘƛǾŜΦέ ό!ƛǊΧ !ƎŜƴŎȅΣ нллтύΦ ά¢ƘŜ !w. 

ƛƴǘŜǊǇǊŜǘǎ άŎƻǎǘ-effectƛǾŜƴŜǎǎέΧ as the number of dollars expended per metric ton of 

Co2E.q gases ǊŜŘǳŎŜŘΧeach strategy is expected to meet a yet-to-be-determined cost-

effectiveness thresholdΧǘƘŀǘ is equitable relativŜ ǘƻ ǘƘŜ DID ǊŜŘǳŎǘƛƻƴ ŀŎƘƛŜǾŜŘέ (AirΧ 

Agency, 2007). 
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California Landfills 

 The integrated waste management board counted 148 permitted active solid 

waste landfills in California today. This number has declined dramatically in recent years, 

ŦǊƻƳ ŀǊƻǳƴŘ олл ƛƴ ǘƘŜ ŜŀǊƭȅ нлллΩǎΣ ƛƳǇƭȅƛƴƎ ǊŀǇƛŘ ŎƻƴǎƻƭƛŘŀǘƛƻƴ ƻŦ ǘƘŜ ƛƴŘǳǎǘǊȅ 

όtŜǊǎƻƴŀƭΧaŀƴŀƎŜƳŜƴǘΣ нллтύΦ ¢ƘŜ /ŀƭƛŦƻǊƴƛŀ 9ŎƻƴƻƳƛŎ /Ŝƴǎǳǎ όнллнύ ŎŀƭŎǳƭŀǘŜŘ 

receipts of $6,427,257,000 for waste management services, and $1,549,598,000 in 

annual payroll covering 38,905 paid employees (See Table 4). Of these, solid waste 

landfill establishments totaled receipts of $494,830,000, and had an annual payroll of 

$79,275,000 paid to 1,786 employees. 

 Like the nation as a whole, California SWM and Landfills in particular are 

ΨŦǊŀƎƳŜƴǘŜŘΩΣ ōǳǘ ƎŜƴŜǊŀƭ ƛƴŘǳǎǘǊȅ ǎǘŀǘƛǎǘƛŎǎ ŀƴŘ ǘǊŜƴŘǎ Ŏŀƴ ōŜ ǳƴŎƻǾŜǊŜŘΦ /ŀƭƛŦƻǊƴƛŀ 

GDP growth is expected to total 2.4 percent in 2007 and 2.9 percent in 2008, as 

ŎƻƳǇŀǊŜŘ ǘƻ оΦо ǇŜǊŎŜƴǘ ƛƴ нллс ό9ŎƻƴƻƳƛŎ hǳǘƭƻƻƪΧ нллт-2008). Considering also the 

downturn that is projected to continue in housing markets, waste should grow relatively 

slowly, at near or below 2% per year (Choate et al., 2005). In 1990, Californians 

generated approximately 50.9 million tons of waste, and disposed of near 42.4 million 

ǘƻƴǎ ό{ƻƭƛŘΧ 5ŀǘŀύΦ ²ŀǎǘŜ ŘƛǾŜǊǎƛƻƴ ƛƴ /ŀƭƛŦƻǊƴƛŀ Ƙŀǎ ƛƴŎǊŜŀǎŜŘ ǎŜǾŜƴŦƻƭŘ ǎƛƴŎŜ ǘƘŜƴΣ ŀƴŘ 

California now diverts 52 percent of its waste, leaving 42 million tons of waste per year 

ǘƻ ōŜ ŘƛǎǇƻǎŜŘ ό¢ƻǘŀƭΧ5ƛǎǇƻǎŜŘύ ό{ŜŜ ¢ŀōƭŜ 4.7.5 and Figure 4.7.4). 

 A 2003 study contracted for by the IWMB surveyed 224 landfills of which 158 

were active or partially active, 34 were inactive, 31 were closed, and 1 was partly 

ƛƴŀŎǘƛǾŜ ŀƴŘ ǇŀǊǘƭȅ ŎƭƻǎŜŘ ό[ŀƴŘŦƛƭƭΧ [ŀƴŘŦƛƭƭǎΣ нллоύΦ aƻǎǘ /ŀƭƛŦƻǊƴƛŀ ǎǇŜŎƛŦƛŎ Řŀǘa will be 

from this report. 
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Table 4.7.4: California Economic Census Data 
 

 

(California Economic Census, 2002) 

 

 

Table 4.7.5: Diversion Rates 

 

 

 

 

 

 

 

 

 

Year Percent Diverted 

1995 28 

1996 31 

1997 32 

1998 33 

1999 37 

2000 42 

2001 44 

2002 48 

2003 47 

2004 48 

2005 53 
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 In accord with national trends, the great majority of California Landfills were 

ōǳƛƭǘ ƛƴ ǘƘŜ слΩǎ ƻǊ тлΩǎΣ ǿƛǘƘ ƻƴƭȅ оΦс҈ ōǳƛƭǘ ƛƴ ǘƘŜ флΩǎ (See Figure 4.7.5) ό[ŀƴŘŦƛƭƭΧ 

Landfills, 2003). 75% of these sites had pubic ownership and 25% had private (See Figure 

4.7.6). 32% of landfills surveyed were located within an urban setting, 6% within a 

suburban, and 62% within a rural. 53% of landfills were classified as inland, and 26% 

desert. 

 Landfill size can be measured in various ways. California landfills in the 2003 

survey had a median permitted disposal area of 55.5 acres, with 66% of landfills 

ōŜǘǿŜŜƴ мл ŀƴŘ мсл ŀŎǊŜǎΣ ŀƴŘ фм҈ ōŜǘǿŜŜƴ н ŀƴŘ онл ŀŎǊŜǎ ό[ŀƴŘŦƛƭƭΧ [ŀƴŘŦƛƭƭǎΣ нллоύ 

(See Figure 4.7.7). Median permitted disposal volume was 2.7 million cubic yards (See 

Figure 4.7.8). For the state as a whole, permitted max daily tonnage was 195,500 tons 

(See Figure 4.7.9). The median was 395 tons, and 68% of landfills had permits for 

between 100 and 4,900 tons.  

 Figure 4.7.8: NAS Study 

 

(Brown et al, 1998) 
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Figure 4.7.9: Avoided Generation by Source, 2005- 2020, Best Practices Scenario 

 
(Energy Efficiency  Task Force, 2005) 

 

Remaining capacity for California Landfills was estimated at 1.5 billion cubic yards 

(See Figures 4.7.10 and 4.7.11) ό[ŀƴŘŦƛƭƭΧ [ŀƴŘŦƛƭƭǎΣ нллоύ. The median active California 

ƭŀƴŘŦƛƭƭ ƘŀŘ нΣмроΣулл ŎǳōƛŎ ȅŀǊŘǎ ǊŜƳŀƛƴƛƴƎ ŘƛǎǇƻǎŀƭ ŎŀǇŀŎƛǘȅΦ ά¢ƻŘŀȅΣ нм ƻŦ ǘƘŜ ǎǘŀǘŜϥǎ 

58 counties, having 41 percent of the population, will exhaust their disposal capacity 

within 15 years. Of these, 17 have 8 years or less capacity. It takes 7 to 10 years to plan, 

design, anŘ ǇŜǊƳƛǘ ŀ ƴŜǿ ƭŀƴŘŦƛƭƭέ ό.ŜȅƻƴŘΧ [ŀƴŘŦƛƭƭǎΣ мффсύΦ ²ƘƛƭŜ ŜȄŎŜǎǎ ŎŀǇŀŎƛǘȅ Ƴŀȅ 

endure for the nation, it will not in California. Remaining capacity clustered around the 

population centers of San Francisco, Los Angeles, Sacramento and San Diego (See Figure 

12). Closure patternǎ άǎǳƎƎŜǎǘ that, increasingly, portions of primarily rural California 

cannot meet the landfill needs of their residents without hauling out of county or to 

neighboring states. Often, smaller, rural, county-owned landfills have closed and waste 

streams have been diverted to larger, centralized landfillsέ ό[ŀƴŘŦƛƭƭΧΦ[ŀƴŘŦƛƭƭǎΣ нллрύ. 
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Figure 4.7.10: Role of Split Incentives in Efficiency investments in Housing 

 

(Energy Efficiency  Task Force, 2005) 
 
 

Landfill characteristics are not independent of one another (See Tables 4.7.6 and 

4.7.7). Urban sites were much more likely to be private then rural sites ό[ŀƴŘŦƛƭƭΧ 

Landfills, 2003). While 61% of private sites were non rural, only 30% of public were. 

Also, urban sites are typically larger than rural sites, as most of the small landfills are in 

rural social settings. While 75% of non rural sites were over 122 acres, only 35% of rural 

sites were. Taken together, private firms appear much more likely to be over 122 acres 

than public entities. Moreover since private firms are more flexible in their location 

decisions than government waste entities and are attracted to the locations where 

waste streams are the highest, it is fair to speculate that this pattern persists throughout 

the distribution of  landfill size, with private ownership clustering around the top. 

Evidence for this also comes from the IWMB ǎǳǊǾŜȅΩǎ ƴƻǘŜ ǘƘŀǘ ƛƴ нллоΣ ǎƛǘŜǎ ǿƛǘƘ 

landfill gas systems were 4.7 times more likely to be private. The Landfill Gas Rule 

mandated that only the largest landfills, over 2.755 MMT, install gas collection systems. 
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Table 4.7.6: Dependence between Ownership and Social Setting 

 

ό[ŀƴŘŦƛƭƭΧ [ŀƴŘŦƛƭƭǎΣ нллоύ 
 
 
 

Table 4.7.7: Dependence between Landfill Size and Social Setting 

 

ό[ŀƴŘŦƛƭƭΧ [ŀƴŘŦƛƭƭǎΣ нллоύ 
 
 

 The facts that smaller, rural landfills are increasingly being closed and find their 

waste steams diverted to larger urban landfills, combined with the information that 

urban sites are far more likely to be private, implies that the private sector is becoming 

increasingly dominant in the California landfill industry, and are handling ever greater 

ǇƻǊǘƛƻƴǎ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ ǿŀǎǘŜΦ ¢Ƙƛǎ ŀƭƭƻǿǎ ŦƻǊ ǘƘŜ ǊŜǾŜŀƭƛng insight that, as the 

private/urban sites are already dramatically larger than rural/public sites, the largest 

Landfills are becoming increasingly large at the same time that they face decreasing 
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levels of competition. The industry is therefore consolidating in such a way that gives 

private landfills increasing degrees of monopoly control over larger vicinities. While 

Segal and Moore (2000) note that greater competition in the west has helped lower 

ǘƛǇǇƛƴƎ ŦŜŜΩǎ ǊŜƭŀǘƛǾŜ ǘƻ ǘƘŜ ŜŀǎǘΣ !ƴŘŜǊǎƻƴ όнлллύ ŘŜǎŎǊibes how it is only recently, with 

the two largest companies controlling nearly 40% of the national market, that 

corporations have finally been able to begin leveraging their market power in solid 

waste. Anderson finds evidence of this in such cases as trials by WMI, dramatically 

increasing tipping fees in the Northwest, and small firms no longer viewing themselves 

as threats so much as potential acquisition candidates.  

Technology 

 The various technologies used in landfill are significant for determining landfill 

costs and revenues. The IWMB survey (2003) divides liners into four types. 1.8% of 

landfill were fully lined in accords with subtitle D in the CFR (40 CFR 258), 5% were 

classified as fully lined but only partially in accord with subtitle D, 31% were partially 

unlined, and 62% were fully unlined. 21% of landfill has a full cover, 14% were partially 

covered, and 65% were fully uncovered.18% of landfills disposed of solid waste by filling 

a canyon, 32% by lying it across a flat area, 11%  by filling an excavated trench, 2% by 

filling across a sloped area, 3% by filling a pit or quarry that was excavated by a purpose 

besides that of conducting landfill operations, and 34% disposed of their solid waste in 

some combination of these. The California climate action team notes that 94% of 

California landfills have gas collection systems in place ό/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜΧ.Σ нллтύ. 

 The EPA currently lists 74 active (88 total) operational landfill gas to energy 

projects in California, with 5 under construction, and another 38 listed ŀǎ άŎŀƴŘƛŘŀǘŜǎ 

ǿƘƛŎƘ ǇǊŜǎŜƴǘ ŀǘǘǊŀŎǘƛǾŜ ƻǇǇƻǊǘǳƴƛǘƛŜǎ ŦƻǊ ǇǊƻƧŜŎǘ ŘŜǾŜƭƻǇƳŜƴǘέ ό[ŀƴŘŦƛƭƭΧ tǊƻƎǊŀƳύΦ 

Both active and inactive landfills are candidates for gas to energy projects, but landfill 

age effects profitability. Nine of the landfills have direct use systems installed. Direct gas 

use projects capture gas from landfills and transport it directly to a nearby facility for 
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use as a fuel (Choate et al, 2005). 79 have electricity projects installed, which capture 

landfill gas and use it to generate electricity ό[ŀƴŘŦƛƭƭΧ tǊƻƎǊŀƳ; Choate et al, 2005). Of 

these, two use alternative fuels, two use boilers, five use cogeneration, one uses a 

combined cycle, four use direct thermal, nine use gas turbine, one uses liquefied natural 

gas, 12 use microturbines, 47  use reciprocating engine, and five use a steam turbine 

ό[ŀƴŘŦƛƭƭΧ tǊƻƎǊŀƳύΦ 

California Reductions Opportunity and associated Costs/Savings 

 The ARB and IWMB strategies for reducing GHG emissions from MSW landfills 

include (1) the installation of emission control systems (early action measure), (2) 

increasing gas to energy projects, and (3) enhancing methane capture efficiency by such 

methods as earlier placement of final cover. According to the agency, strategies 1 and 3 

should result in emissions reductions of 1 MMTCO2E for 2010 and 3 MMTCO2E for 2020 

ό/ŀƭƛŦƻǊƴƛŀ /ƭƛƳŀǘŜΧ.Σ нллтύ. !w. ǎǘŀŦŦ ŀǊŜ άproposing to expand the scope of strategy 1 

to include efficiency controls resulting in н ǘƻ п aa¢/hн9 ōȅ нлнлΦέ (AirΧ !ƎŜƴŎȅΣ 

2007). 

 Choate et al (2005) conducted a study to determine the savings/costs associated 

with energy generation from non-Co2 gases in a variety of industries, including Landfills. 

Analysis was conducted for two scenarios: Scenario A with a 4 percent discount rate and 

a 0 percent tax rate, and Scenario B with a 20 percent discount rate and a 40 percent tax 

rate. Scenario A was designed to approximate costs from a societal perspective, while 

Scenario B was intended to estimate private costs. Costs were looked at in terms of the 

break-even price, which refers to the price that could be paid to an individual at which 

she/he would be indifferent with regards to whether to institute an option. With 

relevance to a carbon cap at $50/MTCo2 for instance, firms would purchase credits for 

emissions at which the breakeven price was over $50/MTCo2. 

 For Scenario A, measures suggested in the report had the capacity to reduce 

emissions of 20.7 MMTCO2 Eq. in 2010, and 31.6 MMTCO2 Eq. in 2020 at a breakeven 
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price of $50/MTCo2 or less (Choate et al 2005). Of all the industries considered, landfills 

represented the greatest opportunity for emission reductions, at 9.0 MMTCO2 Eq. for 

2010 and 9.7 MMTCO2 Eq. in 2020. At a breakeven price of $0/MTCO2Eq. (net savings) 

or less, a total of 5.9 MMTCO2 Eq. of potential reductions in 2010, and 8.7 MMTCO2 Eq. 

in 2020 could be achieved, and together landfill and manure management accounted 

for 86% of these reductions. 

 Landfills were also the most important venue for reducing emissions in Scenario 

B (Choate et al 2005). At a breakeven price $20/MTCO2Eq. or less landfill emissions 

accounted for over 58 percent of the possible reductions in 2010 and 48 percent of 

those possible in 2020. Landfills further constituted 70% and 60%, respectively, of the 

1.7 MMTCO2E. of potential reductions in 2010 and the 2.1 MMTCO2E. in 2020 that 

could be achieved at a breakeven price of $0/MTCO2Eq. (savings) or less. 

 Choate et al (2005) estimated the capital and operating costs of installing various 

technologies for different levels of Waste In Place (Costs of projects were driven 

primarily by size/economies of scale and age) (See Tables 4.7.8, 4.7.9, and 4.7.10). After 

predicting the technologies that would be used by the landfills for each size category 

based upon the technical applicability (the % of emissions that can be reduced by a 

given technology) and market penetration (the % of emissions that a given technology is 

ŜȄǇŜŎǘŜŘ ǘƻ ŀŘŘǊŜǎǎ ƎƛǾŜƴ ŦƛǊƳǎΩ ǇǊŜŦŜǊŜƴces) of each technology, Choate and coauthors 

then calculated the costs and benefits per MTCO2 Eq. for firms in each size category 

(See Table 4.7.11). Costs referred to the capital investment and operating costs of the 

various technologies, whereas benefits referred to revenues from selling the gas or 

electricity. 
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Table 4.7.8: Methane Emission Predicted Baseline Emissions  for Landfills (MMTCO2E). 

 

(Choate et al, 2005) 
 

 

Table 4.7.9 Landfill Size Category Characteristics 

 

(Choate et al, 2005) 
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Table 4.7.10: Landfill Capital and Operation and Maintenance Costs 

 

(Choate et al, 2005) 
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Table 4.7.11: Mitigation Options for Landfills 

 

(Choate et al, 2005) 
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 Finally, Choate and coauthors calculated the breakeven prices associated with 

the various emissions reductions under each scenario (See Tables 4.7.12-15). Using a 

marginal abatement cost curve that was calculated from the data in their report, one 

can easily identify the measures for which there are net cost savings (breakeven price of 

$0 or less) and points before which there is a dramatic increase in the break-even price 

(See Figures 13 and 14). It is important to remember that this curve applies to marginal 

abatement at the industry level, that each breakeven price is associated with firms from 

a given size and technology group who reduce emissions by a certain amount at that 

price. Cumulative emissions reductions are found by summing the emissions reductions 

of each of these size/technology groups at escalating breakeven prices.  

 That said, under Scenario A with a discount rate of 4% and tax rate of 0%, 

landfills could reduce up to 2.28 MMTCO2E. with net cost savings in 2010, and up to 

2.44 MMTCO2E. with net cost savings in 2020. Furthermore, at a breakeven price of 

$1.04/MTCO2Eq or less, landfills could reduce up to 6.48 MMTCO2E. in 2010 and up to 

6.96 MMTCO2 in 2020. At a breakeven price of $3.39/MTCO2Eq or less, landfills could 

reduce up to 7.47 MMTCO2E. in 2010 and up to 8.02 MMTCO2E. in 2020. Finally, they 

could achieve the full amount of reductions of up to 9.04 MMTCO2E. in 2010 and up to 

9.71 MMTCO2 in 2020Eq. at a breakeven price of $14.03/MTCO2Eq or less. 

 Under Scenario B with a discount rate of 20% and tax rate of 40%, landfills could 

reduce up to 1.19 MMTCO2E. with net cost savings in 2010, and up to 1.28 MMTCO2 

with net cost savings in 2020. Furthermore, at a breakeven price of $10.94/MTCO2Eq or 

less, landfills could reduce up to 6.48 MMTCO2E. in 2010 and up to 6.96 MMTCO2E. in 

2020. At a breakeven price of $18.36/MTCO2Eq or less, landfills could reduce up to 7.47 

MMTCO2E. in 2010 and up to 8.02 MMTCO2E. in 2020. Finally, they could achieve the 

full amount of reductions of up to 9.04 MMTCO2E in 2010 and up to 9.71 MMTCO2E. in 

2020 at a breakeven price of $51.68/MTCO2Eq or less. 
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Table 4.7.12: Emissions Reductions and Breakeven Prices (Scenario A, 2010) Year- 2010, 

DR 4% TR 0% 

 

(Choate et al, 2005) 
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Table 4.7.13: Emissions Reductions and Breakeven Prices (Scenario A, 2020) Year- 2020, 

DR 4% TR 0% 

 

(Choate et al, 2005) 
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Table 4.7.14: Emissions Reductions and Breakeven Prices (Scenario B, 2010) Year- 2010, DR 

20% TR 40% 

 

(Choate et al, 2005) 
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Table 4.7.15: Emissions Reductions and Breakeven Prices (Scenario B, 2020) Year- 2020, DR 

20% TR 40% 

 

(Choate et al, 2005) 
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Regulatory Impact 

 Landfill may be the best situated of any of the industry groups that emit non-Co2 

greenhouse gases to respond favorably to regulation, or in such a way that regulation 

does not dramatically decrease profitability or distort profit maximizing production 

decisions. This is true for all strategies being considered by the ARB and IWMB, including 

strategy 1 to install emissions control systems, strategy 2 to promote use of gas to 

energy projects, and strategy 3 to enhance methane capture efficiencies, and regardless 

of whether these strategies are achieved through carbon caps or legal imperatives. 

 This expected vitality can be attributed to four features of solid waste industries, 

and landfills in particular. The first feature relates to the direct impact of regulation 

upon industry cost and revenue structure. The second two features relate to ŦƛǊƳǎΩ 

ability to transfer costs to consumers, and the fourth to industry culture and ŦƛǊƳǎΩ 

preferences in cost minimization. 

 Currently ARB and IWMB intend for strategies 1 and 3 to reduce emissions by 2-4 

MMTCO2 by 2020. The extent to which reductions from these strategies will impose 

costs upon firms is something of an unknown. Still, if there are costs, one can presume 

they will not be dramatic. Since AB-32 has the mandate to implement only cost effective 

measures, measures that threaten financial viability will not likely be considered. As 

ƴƻǘŜŘ ƛƴ ǘƘŜ /ƭƛƳŀǘŜ !Ŏǘƛƻƴ ¢ŜŀƳ ǊŜǇƻǊǘΣ фп҈ ƻŦ /ŀƭƛŦƻǊƴƛŀΩǎ ƭŀƴŘŦƛƭƭǎ ƘŀǾŜ Ǝŀǎ ŎƻƭƭŜction 

systems in place, proving that the landfills can flourish under these conditions. 

Moreover, given the intensiveness of capital in landfill, capital upgrades to best capture 

practices can only constitute a tiny fraction of total investment costs.  

 While the reductions from strategy 2 were not calculated by the ARB or IWMB, 

their magnitude can be estimated from the study by Choate and colleagues (2005) to 

dwarf the expected reductions from strategies 1 and 3. In fact, if current reduction goals 

from strategies 1 and 3 were targeted by strategy 2, most of the reductions could be 

achieved with net savings for each affected firm, and all 4MMTCO2 reductions could 



143 

 

likely be achieved while still having net savings at the industry level (summing costs and 

benefits of all affected landfills). 

 Finally, other benefits from the regulation, such as tax breaks, will further 

alleviate cost burdens or enhance benefits. On-site recovery systems can lower energy 

and treatment costs and can reduce liability and insurance costs (Aseltine, McRea, Modi, 

Shukla, Sullivan, 2006). Safety measures, once seen as onerous, are now being 

ǳƴŘŜǊǘŀƪŜƴ ǿƛƭƭƛƴƎƭȅ ōȅ {²a Ǝƛŀƴǘǎ ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύΦ As internal cost 

effectiveness becomes increasingly critical, these previously neglected resources 

become more important to profitability, growth, and competitive advantage.  

 Assuming that strategies 1- 3 result in some net costs, a second issue relates to 

firmsΩ ŀōƛƭƛǘȅ ǘƻ ƳŀƴŀƎŜ Ŏƻǎǘǎ. If these costs can be easily transferred, with little 

reduction in the quantity of waste services and landfill demanded, than they are of little 

threat to the industry. Ability to pass on costs is a function of consumer preferences and 

competition. Demand will be more inelastic when preferences are unresponsive to price 

and when there are few substitutes for a good or service. As seen earlier in the report, 

this is certainly the case for landfill and SWM in general. Demand for waste services is 

inelastic due to inflexibility of waste production and limited waste service substitutes. 

Moreover, due to a lack of viable disposal substitutes for landfill as an input into the 

ǇǊƻŘǳŎǘƛƻƴ ƻŦ ǿŀǎǘŜ ǎŜǊǾƛŎŜǎΣ ǿŀǎǘŜ ŎƻƳǇŀƴƛŜǎΩ ŘŜǊƛǾŜŘ ŘŜƳŀƴŘ ŦƻǊ ƭŀƴŘŦƛƭƭ ƛǎ ǾŜǊȅ 

inelastic. 

 The restricted nature of competition within the landfill industry should also 

enhance the ability to pass on costs, as firms for whom regulation has less of an impact 

on cost structure will not necessarily be in intense competition with those for whom 

regulation is more impactful. 

 Trends towards industry consolidation continue even as overcapacity disappears. 

Interestingly, regulation should only accelerate consolidation. The Resources 

Conservation and Recovery Act of 1976 required installation of gas control equipment, 

and resulted in a tripling of US average landfill capacity as large landfills replaced small 
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ό{ǘŀƴŘŀǊŘ ŀƴŘ tƻƻǊΩǎΣ нллсύ. Though nothing near so dramatic will occur in this case, 

one would expect at least a slight to moderate effect. This effect could be mitigated 

through carbon caps, as smaller firms who faced dramatically higher costs and lower 

revenues could acquire carbon permits instead of upgrading technologies. 

 Finally, even if firms could not avoid internalizing a portion of costs, this would 

not likely significantly alter production decisions. CaliforniaΩǎ ƭŀƴŘŦƛƭƭǎ remain clustered 

around urban centers despite the fact that regulation costs have been higher in much of 

California than in neighboring states for some time. ¢ƻŘŀȅΩǎ ŦƻŎǳǎ ƻƴ ŦǳŜƭ Ŏƻǎǘ ŜŦŦƛŎƛŜƴŎȅ 

as key to long run profitability only reinforces the attraction to locate near markets. 

Finally, it is relevant that even if landfills became less profitable, they would still be an 

essential input into the very profitable SWM industry. 

 In summary, whether revenues for any given firm increase more than costs will 

be a function of the technology used, scale of operations, indirect cost savings, and 

government incentives. If there are net costs it is likely that firms will be able to share 

these costs with consumers, if not transfer the burden to them completely. This is due 

to inflexible demand and monopolistic conditions. Regulation will enhance economies of 

scale, having a greater affect on average than marginal costs. Larger firms should have 

lower average costs and higher revenues, which should lead to a less competitive 

environment as smaller firms operating closer to the margins, with less disposable 

income, will struggle to manage costs. Finally, the attachment to markets should keep 

most waste in California. It is essential to qualify these general conclusions by noting 

ŀƎŀƛƴ ǘƘŜ άŦǊŀƎƳŜƴǘŀǘƛƻƴέ ƻŦ ǿŀǎǘŜ ǎŜǊǾƛŎŜǎΣ ǿƘŜǊŜ ǾŀǊƛƻǳǎ ŎƻƴǘŜȄǘǎ ƻŦ {²a ŎƻǳƭŘ ƭŜŀŘ 

to diametric outcomes in any given case. 

 !ǎ /ŀƭƛŦƻǊƴƛŀΩǎ ǇǊimary methane producer, landfills are not only significant in the 

fight against global warming in general, but are the critical component of any policy 

attempting to regulate non-Co2 greenhouse gases, especially due to associated low 

costs and even savings. 
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Scenario Description:  

Anaerobic decomposition of buried refuse and other solid waste produces methane, 

a GHG with relatively high Global Warming Potential (GWP). In landfill systems where 

these materials are concentrated, this gas can be captured with digester technologies 

and dissipated by burning in flares or power generation. The objective of this scenario is 

to assess the economic effects of promoting such capture and gas recycling strategies 

(e.g. for sale or on-site electricity generation).  

 

Modeling Approach: 

For Landfill Management, we have data on eleven scenarios, depending on the scale 

of operation covered and the retention strategy: 

Retention for gas recycling only ς four scenarios 

Scale by Landfill Capacity in Short Tons (WIP) 

1. >1,000,000 Direct Gas 
2. <1,000,001 Direct Gas 
3. <500,001 Direct Gas 
4. <400,001 Direct Gas 

 

Gas capture and electricity generation ï seven scenarios 

Scale by Landfill Capacity in Short Tons (WIP) 

5. >1,000,000 Electricity 
6. <1,000,001 Electricity 
7. <500,001 Electricity 
8. <400,001 Electricity 
9. <300,001 Electricity 
10. <200,001 Electricity 
11. <100,001 Electricity 
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The moderate scenario includes the first five measures above, while the ambitious 

scenario includes all eleven. 

Figure 4.3.1: Marginal Abatement Curve Estimates for Measures to Reduce Non-CO2 
Gases 

 

Source: ICF:2005. 
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Figure 4.3.2: Estimated Discrete and Continuous MACs for Landfill Management 

 

Source: ICF:2005 and authorôs estimates. 

 

The model simulates these adoption strategies with three component adjustments: 

Landfill firms incur costs in the form of Construction services to adapt their 

operations. 

Landfill firms who generate electricity deliver this to the electricity grid. For 

simplicity, we also assume they continue meeting their own electricity needs from the 

same grid.  

Landfill firms who retain gas use this to offset their demand from natural gas 

utilities. 

These three components represent one cost, one revenue source, and one 

operational savings. From the data we have available, the balance between these varies 

between individual operations, but is positive across the industry. In the present 
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simulations, we have chosen to combine the different scale scenarios to represent an 

industry-wide strategy. In this case, costs and benefits that might be incident on 

individual firms are aggregated, and the result is a positive adoption incentive for the 

industry. Implicit in such a scenario is the assumption that within industry compensation 

schemes can be devised, either by private industry participants or policy makers using 

fees and subsidies, that permit the net social benefits of the policy to be realized by 

redistributing plant-level costs and benefits. In practice, such incentive pooling can arise 

from a combination of redistribution schemes and industry consolidation. 

 

Data Sources and Description: 

The ICF (2005a) report provides our baseline data for this scenario, with comparison 

reference to the international MAC data, and we calibrate abatement using the MAC 

framework.17 Methane emissions are measured in CO2 equivalents, the demand for 

abatement technology is directed at the construction sector, captured gas is consumed 

in the sector (resulting in savings on electricity expenditures) and self-generated 

electricity is metered out to utilities. 

  

                                                           

17
 Compare also EPA (1999). 
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Appendix: Figures 

Figure A4.7..1: Solid Waste System Flow Chart 

 

ό{ƻƭƛŘΧ /ƘŀǊǘύ 

Figure A4.7.2: Landfill Life-cylce Outlays and Costs 
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Figure A4.7.3: Economies of Scale at Landfills 

 

Figure A4.7.4: Disposal and Diversion 
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Figure A4.7.5: Distribution of Landfill Age 

 

(Landfillé Landfills, 2003) 

Figure A4.7.6: Distribution of Owner Type 

 

(Landfillé Landfills, 2003) 
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Figure A4.7.7: Distribution of Permitted Disposal Area 

 

(Landfillé Landfills, 2003) 

Figure A4.7.8: Permitted Disposal Volume 

 

(Landfillé Landfills, 2003) 
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Figure A4.7.9: Distribution of Permitted Maximum Daily Tonnage 

 

(Landfillé Landfills, 2003) 

Figure A4.7.10: Distribution of Estimated Remaining Capacity 

 

(Landfillé Landfills, 2003) 
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Figure A4.7.11: Average Landfill Life by Region 

 

 

(Landfillé Landfills, 2003) 

 

Figure A4.7.12 Geographic Distribution of Estimated Remaining Capacity 

 

(Landfillé Landfills, 2003) 



155 

 

Figure A4.7.13: MACC for Methane Emissions in California Landfills, DR= 4 percent 
and TR= 0 percent 

 

FigureA 4.7.14: MACC for Methane Emissions in California Landfills, DR= 20 percent 
and TR= 40 percent
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4.8 Afforestation 

Sector Analysis 

Approximately 60 percent of carbon stored in the terrestrial ecosystems is contained 

by forest ecosystems (Streck 2006).  Another source estimates that 80 percent of global 

carbon is sequestered in soils or forests (Schneider 2006).  This carbon is accounted in 

four basic pools: soil, ecosystem, standing trees, and products after harvest (Lee 2005).  

One form of carbon sequestration as suggested by the CAT policies is afforestation of 

marginal rangelands.  In California, Winrock estimates that up to 13.34 million acres of 

rangeland are potentially available for afforestation throughout the state.  In addition, it 

is estimated that for every ton of carbon sequestered in forest biomass, 3.667 tons of 

CO2 is removed from the atmosphere (Cornelis 1999). In this report, I focus on the 

afforestation potential in California and its implications for the CAT policy.   

Production Statistics 

Input costs associated with Afforestation:  

The costs associated with afforestation/reforestation are many: opportunity costs, 

planting and conversion costs, measuring and monitoring costs, and maintenance costs. 

Due to the fact that lands potentially viable for afforestation are rangelands, the 

profitability per hectare of cattle ranching in CA represents the opportunity cost of 

afforestation.  The profit of any given acre of rangeland is proportional to the forage 

production which determines its carrying capacity.  According to Winrock (2004), low-

producing rangeland (~100 lbs. of forage DM per acre, requires 95 acres to support one 

head of cattle per year): the annual per acre profitability is estimated to be $0.71 (i.e., 

$67.50/ 95); and High-producing rangeland (~2,000 lbs. of forage DM per acre, requires 

4.75 acres to support one head of cattle per year) the annual per acre profitability of 

high-producing rangeland is estimated to be $14.22 (i.e., $67.50/ 4.75, Table 4.8.1) 
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Table 4.8.1: Revenue and costs associated with cattle ranching in California. 18 

Economics of California Ranching  

Revenue  

Total $/cow  Assumptions  

Calf  $500.00 $425.00 85% wean rate  

Cull cows  $450.00 $67.50 15% cull rate  

Total Revenue  $492.50  

Costs in $/cow  

Pasture  $111.00 (Including cost for bulls - 5% of herd)  

Supplemental feed  $145.00 (Including replacement heifers - 15%)  

Other operating and fixed costs  $169.00  

Total Costs  $425.00  

Mean Annual Profit per Cow (Revenue ς Costs) $67.50  

 

Planting and conversion costs are the estimated cost for establishing tree planting 

on rangelands in California and are on average $450 per acre.  These costs vary from 

$300 to $600 per acre, and are determinate upon factors such as moisture, soil texture, 

and slope of the site.   

Measuring and monitoring costs are the costs of measuring the carbon production 

over the life of the activity.  These costs are on average at an estimated $2.5 per hectare 

per year.  The factor affecting cost include which pools are measured and monitored, 

frequency of monitoring, area, and whether the lands are contiguous or dispersed.  

                                                           

18 Winrock (2004). Carbon Supply from Changes in Management of Forest, Range, and 

Agricultural Lands of California.  Winrock International, for the California Energy Commission, PIER 

Energy-Related Environmental Research.  CEC-500-04-068F 
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Economics of scale exist for these measurement and monitoring costs, where the costs 

are higher for smaller activities. 

Maintenance costs are incurred for a five year period from the beginning of the 

activities.  They ensure that enough tree seedlings survive to generate a well-stocked 

stand and are estimated to be approximately $20/ha.yr during the first five years.  These 

costs include the ones of replanting seedlings that have died, weeding or herbicide 

application, fertilizing, adequate fencing to control livestock incursion, and fire 

prevention.  Fire prevention is estimated to be from $40 to $100 per acre, dependent on 

the average slope and proximity to roads at a given site.  Fire prevention costs include 

the costs of burning the land prior to tree planting activities to reduce the fuel load. 

Another cost that is often ignored is transaction costsτthese are the costs of 

capturing and protecting property rights and transferring them from one agent to 

ŀƴƻǘƘŜǊ ό/ƻǊƴŜƭƛǎ нллнύΦ  tŜƧƻǾƛŎƘ όмффрΣ упύ ǎǘŀǘŜǎ ǘƘŀǘ ǘƘŜǎŜ ŀǊŜ άǘƘŜ Ŏƻǎǘǎ ƻŦ 

discovering exchange opportunities, negociating contracts, monitoring and enforcing 

implementation, and maintaining aƴŘ ǇǊƻǘŜŎǘƛƴƎ ƛƴǎǘƛǘǳǘƛƻƴŀƭ ǎǘǊǳŎǘǳǊŜέ   

Output:  

 The main output of concern with afforestation/reforestation is the potential for 

carbon sequestration.  The total amount of carbon that could be sequestered by 

afforesting grazing lands and changing forest management over a 20 year period is 

about 894 MMT CO2, at a price of $13.6/ MT CO2 (Table 4.8.2).  Approximating this total 

amount to an annual rate, results in about 45 MMT CO2/ yr (Winrock 2004). 

 Outside of carbon sequestration, the benefits to society include food, fiber, 

shelter, watershed services, biodiversity, recreation, and aesthetic qualities, climate 

mitigation (carbon sequestration) (Murray 2004).  
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Table 4.8.2: Summary of the quantity of carbon (million metric tons CO
2 
[MMT CO

2
]) 

and area (million acres) available at selected price points 

 

Activity  

Quantity of CñMMT 
CO

2
 

Area availableñmillion 
acres 

20 
years 

40 
years 

80 
years 

20 
years 

40 
years 

80 
years 

Forest management 

Lengthen rotation  

Ò$13.6 (discounted 
C) 

3.47 -- -- 0.31 -- -- 

Ò$13.6 
(undiscounted C)  

2.16 -- -- 0.30 -- -- 

Increase riparian buffer-width  

Ò$13.6 3.91 (permanent) 0.044 

Grazing lands  

Afforestation  

Ò$13.6 887 3,256 5,639 12.03 17.79 20.76 

Ò$5.5 345 3,017 5,504 2.72 14.83 19.03 

Ò$2.7 33 1,610 4,569 0.20 5.68 13.34 

Notes: Carbon tradeoffs are given for several classes of activities on existing rangelands and forestlands 
over 20-year, 40-year, 80-year, and permanent (forest managementτriparian buffer) durations. 

19
 

 

Technology 

 

There exists potential to increase rotation ages to enhance carbon sequestration 

because many tree species are still growing when harvested.  Winrock states that the 

largest potential source of carbon from forest management is for lengthening rotation 

                                                           

19 Winrock (2004). Carbon Supply from Changes in Management of Forest, Range, and 

Agricultural Lands of California.  Winrock International, for the California Energy Commission, PIER 

Energy-Related Environmental Research.  CEC-500-04-068F 
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by five years.  This would cost less than $13.60/MTCO2 and provide 2.61 to 3.91 

MMTCO2 (dependent on whether the carbon is discounted or not).  Although, by 

increasing the rotation ages, there are financial implications for landowners when 

delaying the next rotation. 

Figure 4.8.1: Distribution, at the county scale, of the cost to sequester carbon (in 
$/metric t C) via lengthening the forest rotation time by 5 years for two methods of 

discounting carbon (A. and C.) and for undiscounted carbon (B.). 20 

 

 

When lengthening the forest rotation by five years, counties in California with the 

cheapest carbon do not produce the highest quantities of carbon.  The highest 

quantities of potential carbon sequestration by rotation lengthening are located in the 

north coast counties, although these places also have the most expensive carbon.  By 

                                                           

20 Winrock (2004). Carbon Supply from Changes in Management of Forest, Range, and 
Agricultural Lands of California.  Winrock International, for the California Energy Commission, PIER 
Energy-Related Environmental Research.  CEC-500-04-068F 
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lengthening rotation, the costs tend to be lower when the emissions from the initial 

harvest are held off to future periods, because it creates additional carbon benefits in 

early periods (Figures 4.8.1 and 4.8.2). 

Figure 2: Distribution, at the county scale of resolution, of the potential amount of 
carbon (metric t C) that could be sequestered on all forest lands by lengthening the 

forest rotation time by 5 years for two methods of discounting carbon (A. and C.) and 
for undiscounted carb 

 

 

For afforestation of rangelands, longer rotation period lowers carbon costs, but also 

landowners may be more hesitant to commit to land projects that are lengthier. 

Afforestation of rangelands provides the most carbon at the least cost at less than 

$2.7/MT CO2.  This equates to around 33 MMTCO2 at 20 years or 4.57 billion MTCO2 at 

80 years.    The counties with the least expensive carbon from afforesting rangelands 

would be the same counties that could potentially sequester the most (Figure 4.8.3) 

(Winrock 2004). 
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Figure 4.8.3: Total carbon sequestered by afforestation of rangelands (metric tons; 
left) and area-weighted average cost per metric ton of carbon (to convert to $/ metric 

t CO2, divide by 3.6) and after 20, 40, and 80 years. 

 

From Stavins, 2000 

 

  


