Transportation-Reloted Land Use Strategies to Minimize
Final Report Moror Vehicle Emissions: An Indirect Source Research Study

7. IMPLEMENTATION MECHANISMS FOR TRANSPORTATION-
RELATED LAND USE STRATEGIES

This chapter explains how jurisdictions can implement the recommended transportation-related
land use strategies. This chapter focuses on seven topics, each of which is in an individual section.

Policies that jurisdictions can adopt to implement the recommended transportation-related
land use strategies.

. Policy documents that can be updated or created to implement the strategies.

. . Administrative actions that jurisdictions can take to implement strategies.

. Organizational tools available to local governments to assist in implementing the
strategies.

. Resources available to finance strategy implementation.

. Barriers and uncertainties associated with the implementation tools, and ways to minimize

or resolve these problems.

. Monitoring mechanisms to track results of implementation.

Table 7-1 indicates which implementation tools are appropriate for each of the individual strategies. -

Many of the policies and actions recommended in this report are compatible with the existing
planning programs and goals of California’s communities. For example, some of the actions listed can
help cities and counties meet existing goals and requirements in the areas of housing provision, air quality
improvement and congestion management. Higher-density housing near transit stations can help meet
housing goals. Requiring pedestrian and transit access in site plans and zoning for mixed use can help
increase walking, reduce vehicle trips, and improve air quality. Providing more thorough connections in
the street network can help néduce traffic congestion on arterial streets. The actions described, therefore,
not only help to meet the need to minimize vehicle emissions; they can also help to meet other local and

regional priorities as well.
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Table 7-1
TOOLS THAT CAN BE USED TO IMPLEMENT RECOMMENDED STRATEGIES

r Top Priority Policies

1. Set densities 4 4 4 b4
2. Create mixed-use zones 4 4 4
3. Award density bonuses 4 ' ' ' 4
4 Focus growth within urban P 7 ’ v P
areas
5. Revise street standards ' 4 4 '
Orher Policles
6. Allow transfer of
development rights 7 4 % /s /
7.  Reduce requirements for
X and lots 7/ 4 4 4
8.  Require pedestrian end 7 ’
transit access in sie plans
9.  Require signs to be at
’ T4 7 4

10.  Revise parking standards '4 L4 L4 4 (4 4

1. Genersl Phan 7 v 7 / 7 v 7 7 s
2. Zoning Ordinance 7 7 7 / /s 7 7
3. Subdivision Regulations v /s 7

4 Design Guidelines 7 s 7 / 7

5. Master EIRs / 7 / v v / 7 /
Other Documents

6.  Specific Plany ' / v 7/ 7/ /s / / 7
7. Redevelopment Plans s 7 / 7/ 2 s

8.  Trip Reduction Ordinance 4 4
9. Capital Improvement / 7/ / / /s / / 7 /

Program
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7.1 POLICIES THAT CAN BE CREATED OR CHANGED

This section examines the policies that cities and counties could adopt to implement the

transportation-related land use strategies. A policy is a regulation in a plan ordinance adopted by a City
Council or County Board of Supervisors. Table 7-1 indicates which policies are directly related 1o each
of the ten strategies. The table indicates that a number of policies support several of the strategies.

Of particular importance are five policies listed as "Top Priority" in the first part of this section.
Implementing these, policies in a way that reflects local conditions is the most effective first step toward

minimizing automobile trips and motor vehicle emissions.

Top Priority Policies

If a city or county wants to begin moving in the direction of providing multiple transportation
options, it may not know where to begin. These top priority items reverse the direction of most existing
policy documents or common practice, and apply to a city or county as a whole. These items would
therefore be the most effective actions a county or city can take to begin moving in the direction of

supporting a variety of transportation options.

Policy #1: Set Densities to Reflect Proximity to Transit and Activity

Traditionally, local land use policy has focused on the maximum density of development that can
occur in an area. Because development patterns that reduce automobile dependence require relatively high
densities, land use polices that also emphasize higher densities near transit stations and corridors and
around activity areas will reduce vehicular trips.

Minimum Densities. The most effective way to encourage density is to set minimum densities for
residential, retail and employment generating uses in central areas and around transit. Santa Cruz
County, for instance, requires development within the zoning density range.

"No Net Loss” Policy. For residential developments, another approach is to require that no new
development result in the loss of housing units. For example, the Sacramento General Flan
requires "no net loss” of housing units.

Wording of Density Requirements. For all densities, stating densities as a number of square feet
of land per dwelling unit, rather than a minimum lot size, indicates an openness to clustering as
~ amatter of course. The Santa Cruz County General Plan and Zoning Ordinance use this phrasing.
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Policy #2: Create Mixed-Use Zones

Mixing commercial and residential uses makes it easier for people to walk from their homes to
the places where they work, shop and participate in civic life. Building housing downtown can make the
downtown livelier. Unfortunately, many general plans and zoning ordinances prohibit mixed use. This
requirement stems partly from the rise of noisy, polluting industrial plants next to residential areas in the
late 1800’s and the first part of this century. This prohibition is no longer necessary in most cases,
because most modemn employment-generating uses are compatible with residential uses.

Allowing Mixed Use. A city or county can begin by ensuring that mixed use is allowed in its
central and transit-oriented development areas. In San Jose, for example, properties along the new
light rail comridor are designated "Transit Corridor High-Density Residential.” This zone allows
some commercial uses.

Requiring Mixed Use. A jurisdiction can go a step further by requiring mixed uses with a certain
percentage of housing, public and commercial uses in a district in target areas. The Sacramento
and San Diego transit-oriented development guidelines take this approach. Policy documents can
also specify how uses are arranged in a mixed-use district. For example, many mixed-use areas
require retail or other uses that attract foot traffic on the ground floor, with offices or residences
above. ’

Special Districts. Jurisdictions can create special land use and zoning districts with mixed land
uses where transit availability or activity makes them desirable. An area containing several
historic buildings and places can be declared a historic district. Development within the district
can be required to be consistent with the historic character of the area. Historic buildings within
the Historic District are eligible for federal Historic Preservation Tax Credits, which are described
in the Resources section of this report. Larkspur’s downtown Historic District has become a key
component of the Downtown Specific Plan, which emphasizes pedestrian and bicycle access and

pedestrian-oriented design.'

Fine-Grained Use Zones. A variation on mixed-use policy is fine-grained land use designation
and zoning. For example, the West Berkeley Specific Plan replaced a large industrial district with
a mosaic of zones. Light industrial and retail zones were used to buffer residential zones from
heavy industrial uses. The zones are small encugh that residential zones are within walking
distance of heavy industrial zones.

Mixed-Use Overlay Zones. Overlay land use and zoning districts are a method for adding a
second use to an area that is primarily in one use. San Jose uses & General Commercial overlay
in residential areas where some commercial use is desired, such as anterial streets that serve as
major bus corridors.? Portland, Oregon and Hartford, Connecticut use residential overlays in
cominercial zones to require housing as a part of commercial development projects.

Conflict Resolution through Performance Standards. Performance standards are rules limiting

environmental impacts, such as traffic, noise, visual effects and air pollutant emissions.
Performance standards minimize the impacts of industrial and commercial uses on adjacent
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residences. This makes it possible for cities and counties to zone for commercial uses near
residential uses, To reduce noise impacts, Santa Cruz County sets noise limits at the adjacent

property line, for example.

Exceptions. Of course, some uses cannot be sited in mixed-use settings because they are
unattractive, noisy or even dangerous. For example, State law requires residences, child care
centers, hospitals and schools to be Jocated at least 2,000 feet from properties where significant
disposal of hazardous waste hes occurred, or where hazardous waste is transferred, stored or
treated.’ This law makes it impossible to locate such facilities within walking distance of
residences.

Policy #3: Award Density Bonuses for Projects Furthering
Jurisdiction Goals '

Allowed densities can be increased, and other incentives given, for projects that provide transit-
or pedestrian-oriented amenities such as housing and child care near commercial uses and pedestrian-
oriented design. California’s Density Bonus Law already requires local governments to grant 25-percent
density bonuses plus other incentives (such as reduced parking requirements) for low-income, very-low-
income, and senior housing.* State law also allows jurisdictions to grant a 25-percent density bonus for
developers of housing within a half mile of transit stations.”> A third state law allows cities and counties
10 give floor area ratio banuses for commercial and industrial uses that provide child care facilities.® New
York City increases the floor area ratio for new projects with direct connections to transit stations. Near
the Bellevue, Washington station, a developer may build an extra four square feet of office space for each
square foot of residential space provided in an office complex. Near the Ballston station in Arlington
County, Virginia, the office floor area ratio is doubled if ten percent bf the floor space is residential.” All
of these methods are effective at enticing developers to build high density, mixed-use projects near transit
and activity centers. In addition, the Second Unit Law allows second unit development to be promoted
as an infill development strategy.?

Policy #4: Focus Growth Within Urban Areas

All of the recommended strategies are oriented towards concentrating higher density development
near transportation and activity centers. This overall approach is supported if communities create
incentives that increase appropriate development density within existing urban areas.

Page 7-7
Chaprer 7: Implementation Mechanisms for Transportation-Related
Land Use Strategies



Transponiation-Related Land Use Strategies to Minimize
Final Report Motor Vehicle Emissions: An Indirect Source Research Study

Communities can create conditions and incentives that make urban development and infill near
transportation and activity centers more attractive and profitable. For example, local redevelopment
agency activities and incentives to attract development to existing urban areas can focus on infill and
redevelopment projects that are served by transit and easily accessible to pedestrians.

Infrastructure to serve infill and redevelopment projects (such as water, sewer, streets, etc.) is often
already in place in existing urban areas, thus reducing the costs to local governments and utility companies
of providing such services. However, if infrastructure is not available or of sufficient capacity, this
constraint may significantly increase the cost of infill and redevelopment projects and téduce their
economic feasibility. In comparison, new development in outlying areas often requires new infrastructure

and services that can increase total costs to local governments, transportation agencies, and public utilities.

Policy #5. Revise Street Standards To Make Streets Pedestrian-
Friendly

Many jurisdictions” street standards require wide streets and wide tuming radii, which are designed
to accommodate high volumes of automobile traffic. The high traffic speeds and volumes that wide streets
allow are not compatible with pedestrian activity. Wide streets also cover large areas of land, so they limit
the density that can be attained in a given area. Many local streets built today are also designed as cul-de-
sacs, with limited access for pedestrians and bicycles to surrounding facilities.

To answer these problems, cities and counties can revise their street standards to require
connected, narrower streets with trees and sidewalks, and bicycle lanes and bus stops on larger streets.
Traffic calming devices could be required or at least allowed in residential and commercial areas that
would promote pedestrian and bicycle activity and transit use. Traffic calming devices can include:
narrower streets, tighter curb turning radii, textured paving at crossings, frequent intersections with
pedestrian-activated traffic signals, traffic circles or "roundabouts,” and landscaping within designated
parkways. Rancho Cucamonga requires street trees, sidewalks, and a bicycle lane if the new street is in
a location designated for a bicycle lane.’
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Other Policies

Policy #6: Allow Transfer of Development Rights Within or To Target
Areas

Transfer of development rights is used to preserve existing open space, agriculture, and other low-
density uses and increase densities in areas where this is desired. When the allowable density on the land
is reduced, a set of credits can be set up based on the potential use of the land. Developers in the area

where the jurisdiction wishes to increase density can buy the credits, which become density bonuses for

them.}®

Use in_Central Districts. Within and near downtown, & jurisdiction may wish to preserve
residential or historic buildings that are less dense than the allowed density on their sites. The city
or county can allow the owners to sell un-used development rights to developers within the same
or other target areas. In Seattie, the owner of land with low-density housing may sell
development rights to the owner of another parcel downtown. The Seattle Housing Resources
Group sold unused development rights above an apartment building to the developer of another
building downtown, and used the proceeds 10 renovate the apartment building."

Use in Peripheral Areas. Transfer of development rights is also used to preserve agricultural land
and privately heid open space at the periphery, thus funneling growth into developed areas. When
the amount of allowed development is reduced in fringe areas, the owner receives development

. credits for the difference between the original development rights and the new reduced rights. The
owner may not use these credits on his or her land, but may sell them to a developer in an area
targeted for increased density. The buyer can use the credits to build at a higher density than the
zoning code would otherwise allow. The Land Conservancy of San Luis Obispo County, for
instance, administers a Transfer of Development Rights program to avoid development on steep
slopes with Monterey pines east of the developed areas.’

Policy #7: Reduce Requirements for Setbacks, Lot Sizes and Lot
Shapes

Large setbacks tend to separate buildings from pedestrian life. Setback requirements can be
reduced, or maximum setbacks can be established, to create a stronger connection between buildings and
sidewalks. '

Large minimum lot sizes and dimensions and prohibition of certain lot shapes can prevent the
anainment of specified densities. They also make it difficult to cluster buildings and to provide a
greenway and pedestrian and bicycle facilities. One of the purposes of lot regulations is to prevent the
creation of unbuildable lots; however, the regulations may go beyond what is required to achieve this.
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Setback, lot size and lot shape requirements can be reduced in the zoning code, or on a case-by-case basis
during negotiation of development agreements. Rancho Cucamonga reduces these requirements in

exchange for open space and pedestrian amenities provided by developers.

Policy #8: Require Pedestrian, Bicycle and Transit Access in Site
Plans

Cities and counties can require developers to provide such amenities as pedestrian and bicycle
pathways, bicycle parking, showers, bus shelters, and parks. A jurisdiction must compile a quantitative
report on the relationship between development and the need for these facilities, and ensure that the
requirements imposed on each project are proportional to the size of the project, as stated in the recent

court case, Dolan v. City of Tigard.”

Policy #9: Require Signs To Be at Pedestrian Scale in Pedestrian
Areas

Signs that are designed to be viewed by high-speed traffic at some distance are inconsistent with
the human scale that defines pedestrian areas. The sign ordinance can require pedestrian-scaled signs in
transit station areas, transit corridors and pedestrian-oriented activity centers. For example, Huntington
Beach requires pedestrian-scale signs in its downtown.!

Policy #10: Revise Parking Standards to Reward Design for
Alternative Modes

In some areas, parking standards require more parking than is normally used. These standards can
lead to the construction of parking lots that interfere with transit and pedestrian access, and reduce the
density of land use that can be achieved within & certain building height. Parking requirements can be
lower in downtowns and other transit hubs, parking minimums can be reduced for projects that provide
features encouraging alternate travel modes, parking maximums can be set in transit- and pedestrian-
oriented areas, and preferential parking for car pools can be required. Shared parking reduces the number
of spaces needed per square feet of commercial space or residential unit, especially if uses are mixed. The
parking standards can reflect this by requiring fewer spaces for shared parking and for mixed uses.
. Mountain View’s downtown parking standards are generally 90 percent of city-wide standards. The
standards for retail and restaurant uses were reduced as part of the 1992 Downtown Precise Plan, and
standards are lower for businesses in a shared parking assessment district.
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7.2 POLICY DOCUMENTS IN WHICH TO CREATE OR CHANGE
POLICIES

All of the policies discussed above can be implemented through exlstmg planning processes,
including updates of the General Plan and the Zoning Ordinance. Some of the policies can also be
expressed in other documents, and all of the policies can be expressed in Specific Plans. The documents
discussed in this section are plans and ordinances that can be adopted by a City Council or County Board
of Supervisors. Policies that can be incorporated into the described policy documents are illustrated in
Table 7-2.

One approach a jurisdiction could take would be a "pedestrian and transit-oriented code update.”
This update could consist of updates to the General Plan, Zoning Ordinance and Subdivision Regulations,
along with a set of Design Guidelines and a Master EIR. Making these revisions together can streamline
approval of the changes and of subsequent projects. It is best to consult with the Public Works
Department, the transit agency, and transportation planning organization (RTPA) on this update. It could
begin by eliminating policies that lead to high vehicular emissions, such as low, uniform intersection level
of service standards; low-density single-family housing designations in areas served by transit or near other
uses; prohibitions against mixed-use development; and parking standards that exceed actual needs. To
replace these policies, each jurisdiction can select options from the policies listed above.

Top Priority Documents

Document #1: General Plan

General FPlan elements can be coordinated to provide and support more efficient multi-modal
transportation facilities related to appropﬁate land uses, to enable people to walk, take transit or bicycle
to some of their destinations. Land use, transit and public works planners should work together to develop
a cohesive plan. State law requires each General Plan to include seven elements: land use, circulation,
housing, conservation, open space, noise and safety. Some jurisdictions have also adopted air quality and
other elements. The policies discussed in this report can be implemented through the Land Use Element,
and should also be coordinated with the Circulation and Housing Elements. "Transfer of development
rights” can also be included in the Conservation and Open Space Element(s), and some performance
standards could be placed in the Noise Element. As part of Inglewood’s General Plan update process, the
city is considering a mixed-use district within a quarter-mile radius of its downtown transit hub. Within
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this district, high residential densities may be allowed, and planners may have the flexibility to reduce
parking requirements for shared parking.'* Santa Ana is integrating circulation provisions into its land use,
urban design and education elements.”® Any changes to the General Plan must be reflected in the Zoning
Ordinance and the Subdivision Regulations. A summary of how the General Plan Elements can support
this report’s recommended strategies is provided below:

Land Use Element. A land use element sets the locations, mix and densities of land uses. It can
increase densities and require mixed uses near transit stations, along transit corridors and in
activity centers where transit lines converge. The Land Use Element can also incorporate policies
to focus development in existing areas; civic or historic districts; performance standards to
facilitate mixed use; density bonuses to help preserve historic, housing and open space uses;
reduced setbacks and flexible lot standards; a requirement for pedestrian, bicycle and transit access
facilities on development sites; pedestrian-oriented sign policies; and reduced parking
requirements. The 1992 Pasadena Land Use Element, for example, includes a Mobility section
designed to complement the Mobility Element.

Circulation Element. The circulation element can include facilities for transit, bicycles and
pedestrians as well as automobiles. Pedestrian trails and bicycle paths can link residential
neighborhoods to activity centers. Ample sidewalks, bicycle lanes, bicycle racks and street trees
can improve pedestrian and bicycle access within the activity centers. In updating circulation
elements, Ontario, California has added bike ways, Rancho Cucamonga identified transit routes
and options, and Thousand Oaks is developing a pedestrian master plan. The City of Davis
requires all new development to provide bicycle/pedestrian paths that connect to the existing

pathway system.

Coordination between the locations of transportation facilities and land use mix and density is key
to making a place accessible by walking, bicycling and transit. One way 1o support pedestrian
circulation is to avoid placing major arterial streets or highways between residential areas and
nearby business districts, and to provide pedestrian-activated traffic signals at appropriate
locations.

Housing Element. State law requires that General Plans designate land for sufficient amounts of
overall housing and affordable housing to meet a jurisdiction’s regional housing need allocation
as identified by the regiona! Council of Governments. The Housing Element must set forth a plan
to remove constraints to the construction of adequate housing; identify sites that could be used
for housing, including high-density sites for low-income housing; and include a five-year schedule
for implementation of housing programs.”” Inclusion of high-density housing in downtowns and
near transit stations and corridors can meet these requirements while also acting to reduce
vehicular trips. El Monte, for example, allows downtown residential densities of up to 50 units
per acre for family housing and up to 100 units per acre for senior housing.

Conservation and Open_Space. The conservation and open space elements (which are combined
in many General Plans) define where development will and will not occur. If open space areas
are designated away from transit™ corridors, this could have the effect of directing development
toward transit corridors and stations. The Conservation and Open Space Elements can also
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include walking trails, strect trees and small parks in pedestrian-oriented activity centers, and
bicycle paths linking residential and business areas. Ontario, California's recreation element
addresses bicycle and pedestrian circulation.’” The recreation element can include policies about
making recreational facilities accessible by walking, bicycling and transit.

Noise Element. State law requires the noise element to show noise contours for all listed sources
of noise. The noise element is an appropriate tool for protecting residences from highway and
transit noise. Performance standards protecting residents from industrial, commercial and
recreational noise can be placed in this element, facilitating mixed use development. Fullerton,
for example, has noise standards for stationary sources.

Safety. Policies regarding development in floodplains, geologic hazard areas and wildfire hazard
areas affect the shape of the developed areas. Sometimes this element is combined with the
conservation and open space elements.

An air quality element is not required, but can provide a unified strategy that includes land use, housing,
transportation and recreational aspects. Glendale adopted an air quality element in 1994.*° and Inglewood

is preparing one for adoption in 1995, among other jurisdictions.

Document #2: Zoning Ordinance

The Zoning Ordinance provides the specific regulations that implement policies in the General
Plan. Zoning regulates the type and intensity of land use, signs, parking, setbacks, and the location and
size of buildings, lots, yards, courts and other open spaces.’ The zoning ordinance is the code that can
specify higher densities, lower parking standards, pedestrian-scale signs and mixed-use or fine-grained
variations in uses near transit facilities and in activity centers. To achieve a mix of uses downtown, the
Ponland zoning ordinance includes residential districts and stipulates that 60 percent of the buildings in

the downtown must be in residential use.

Document #3: Subdivision Regulations

Subdivision Regulations are authorized under the California Subdivision Map Act to regulate the
division of land. A part of the Municipal Code, subdivision regulations set standards for the size and
shapes of lots, conditions for condominjum formation, and design and dedication requirements for public
facilities, including streets.? The California Subdivision Map Act expressly allows cities and counties
to require sidewalks, bicycle paths, public transit lines, bridges, easements for public access to streams,
and schools.?® The Subdivision Map Act also allows jurisdictions to require any other design changes ana

dedications (collectively known as exactions) necessary to bring the subdivision into conformance with
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the General Plan. For example, the Chula Vista Subdivision Regulations authorize the Planning
Commission to require pedestrian ways where necessary for access to schools, playgrounds, shopping
centers, transportation facilities, other community facilities or unusually long blocks. Subdivision
regulations include street standards for streets for subdivisions. The Subdivision Regulations can be
revised to relax lot shape and minimum lot sizes; increase requirements for pedestrian, bicycle and transit
facilities; and reduce required street widths and turning radii in order to support transit- and pedestrian-

oriented development.

Document #4: Design Guidelines

Design Guidelines set standards for building placement and orientation, facade and roof treatment,
parking locations, landscaping and streetscape improvements. Design Guidelines for transit- and
pedestrian-oriented development can increase the accessibility, safety and attractiveness of buildings,
pedestrian paths and streets.** The Guidelines can specify such building parameters as garage placement,
porch requirements and setbacks, and can require site amenities such as pedestrian connections, street trees,
street lights, bicycle racks and bus shelters. Design Guidelines can require facilities such as showers and
bicycle lockers in office buildings and other employment centers. Design Guidelines can be developed
for a city or county as a whole, or different guidelines can be developed for different areas. The General
Plan can refer to the Design Guidelines, and they can be a chapter of the Municipal Code (either as part
of the Zoning Ordinance or separately) or a Specific Plan. Design Guidelines can be mandatory, applying
equally to all development in a certain district or use, or they can give planners the flexibility to require
what is needed for each project. The City of San Diego uses its *Transit Oriented Development”
guidelines in negotiating developer agreements.”

Document #5: Master EIRs

By preparing a Master Environmental Impact Report (EIR) for a Specific Plan or for a group of
policy changes (such as a set 6f amendments to the General Plan, Zoning Ordinance and Subdivision
Regulations), a jurisdiction can streamline the development application process for developers who comply
with the new plan and regulations. A Master EIR assesses the impacts of a plan, a program, or a set of
policy changes, and recommends mitigation measures.® Once a Master EIR is prepared for a group of
policy documents, any project that is allowed by right in those and other documents, and that complies

with all regulations, does not require a separate environmental document. '
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Other Documents

Document #6: Specific Plans

A Specific Plan includes regulations similar to those of a zoning ordinance for a particular focus
area. A Specific Plan sets the distribution, location and extent of land uses and infrastructure;
development standards; and implementation methods (regulations, programs, pubic works and financing).
A Specific Plan must be consistent with the General Plan. Plan preparation can be paid for by a
development fee in the Specific Plan area. A Specific Plan could be prepared for a transit corridor, station
area, downtown, business district or neighborhood. An EIR would need to be prepared for the Specific
Plan; development projects that are consistent with the Specific Plan would not necessarily require
discretionary approvals nor project EIRs. One example of a specific plan is the Anaheim Downtown Plan,
which specifies trees in the streets and other design features to slow traffic and encourage pedestrian uses
of streets. Several San Jose specific plans overlap residential and commercial uses. Sacramento County

has developed a number of specific plans for transit-oriented areas.

Document #7: Redevelopment and Housing Production Plan

A Redevelopment Agency must have a Redevelopment Area Plan and a Housing Production Plan.
These plans can focus businesses and housing near transit stations and corridors. Redevelopment and
housing production plans are especially appropriate tools for stimulating development of downtowns and
activity centers, and for encouraging mixed-use and infill projects. (Redevelbpment is also discussed as
"Resource Tool #6" in Section 7.5 of this chapter.)

Document #8: Trip Reduction Ordinance

Many trip reduction ordinances contain only the provisions required by state law and air district
regulations. These ordinances could include measures that private builders and employers must
implement, and could include incentives as well as penalties. LaVerne’s 1989 Trip Reduction Ordinance,
for example, requires employers of over 100 people to provide van pools, subsidized bus passes, flex time,
staggered hours and bicycle facilities. Commercial and industrial buildings in LaVerne with more than
75,000 square feet must provide an internal jitney, bus or taxi shelter.
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Document #3: Capital Improvement Program

Priorities within the Capital Improvement Program can be ordered to emphasize transportation,
lighting and landscaping projects that support alternate means of transportation; civic and cultural projects
located in areas that are targeted for increased pedestrian activity; infrastructure upgrades for areas near
transit, business centers; and projects that would improve the mixture of uses. For example, Glendale’s
capital improvement program includes funding for a shuttle system and an intermodal transfer facility.
Federal law requires a Major Investment Study for any major metropolitan transportation investment that
uses federal funds and affects existing or planned housing.” Relocation and replacement housing can be

located near transit, employment, civic uses, shopping and services.

7.3 ADMINISTRATIVE ACTIONS

Administrative actions are processes, operations or negotiations that city or county agencies can
initiate. The agencies taking action could include the planning, public works, community development
or economic development departments or the redevelopment agency.

How a jurisdiction implements planning documents and manages the development and
redevelopment processes on a daily basis determines to what extent actual land uses will support
alternative modes of travel. Streamlining the permit process for projects that promote walking, cycling
and riding transit is the most important administrative action a city or county can take in this direction.
A municipality can take these steps in guiding public economic development efforts as well as private
development proposals.

Top Priority Action

Action #1: Streamline the Permit Process for Desired Projects
Currently, the permit process in many jurisdictions is simpler for a single-use, automobile-oriented
project that covers an entire parcel with private lots than it is for a clustered or mixed-use project. For
example, a mixed-use or clustered project may require a master plan and a hearing, while single-family
residential projects may be allowed by right. (The California Environmental Quality Act requires an
. Environmental Impact Report for any discretionary action that could have a significant adverse effect on
the environment. In many cities and counties a hearing is held regarding the EIR, but the law does not
require it.) The permit process could be changed to reward mixed-use, transit-oriented projects and
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projects in target areas. For example, approval criteria could enable staff to approve pedestrian-friendly
or target-area projects up to a certain size without a hearing, while a hearing could be required for projects
that do not meet transit-oriented or pedestrian-friendly design criteria. In Washington, D.C., for example,
the Pennsylvania Avenue Development Corporation centralized the permit process for its redevelopment

area and in some cases cut permitting time in half

Other Actions

-

Action #2: Negotiate Development Agreements

State law allows cities and counties to negotiate developer agreements for proposed projects that
require use permits or changes to adopted policy documents.”® (Projects that are within the use and
density allowed by the zoning code and comply with the other elements of the Municipal Code do not
require such approvals.) The law specifies that the agreement must include the use, density, height and
size of buildings and land dedications. A development agreement can specify a mix of uses, grant density
bonuses (pursuant to ordinance), and require land for pedestrian, bicycle and transit facilities.

A developer and a local government decide many of the design features of a project while
negotiating the development agreement. Design features that meake high-density and mixed use projects
enjoyable can be incorporated at this point. One example is a development in downtown Mountain View
which features buildings that look like townhouses, with porches fronting on streets, and with underground
parking.

Action #3: Modify Impact Fees and Exactions

Many cities and counties require developers to pay impact fees or provide in-kind provision of
land, facilities, or services to meet the needs generated by a project. Infill projects may actually generate
higher fees to support infrastructure needs even though the actual infrastructure costs may be lower than
outlying development. Where this occurs, a community may consider exempting certain fees to attract

development to areas near transit, downtowns, and activity centers.

. Alternatively, there may be instances where infrastructure fees may be calculated to be higher for
an outlying development than a more centralized development. Where this is the case, there would be an
incentive for new development to occur closer to existing developed areas. Any development fee or
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exaction should be adopied only after thorough documentation to support findings of the proportional
relationship between the amount of the fee and the cost of impact that is directly attributable to the
development on which the fee is imposed.

Fees. Many jurisdictions assess the development fees for transportation improvements necessitated
by project traffic. If a project is oriented and designed to reduce vehicular traffic, these fees likely
will be reduced. Transportation impact fees could also be reduced if appropriate housing is
provided near an employment use.

Exactions. In-kind exactions may include transit and pedestrian facilities such as bus tumouts,
sidewalks, bike racks, bike lanes, pedestrian connections to transit stations, and provision of transit
information to home buyers. Exactions may be a trade-off for reduced requirements. For
example, Santa Ana requires bike racks to reduce parking requirements.

Action #4: Attract Employers to Areas Near Transit and Housing

As a part of its economic development efforts, local governments can work 1o attract employers
1o areas close to transit corridors and stations, to downtowns and other activity centers, and to .
neighborhoods that house potential employees. Companies that employ a relatively large number of
people per given area and require minimal truck access to highways are good candidates for location in
transit corridors. For example, in Rancho Cucamonga, a food processing company is building a 300,000-
square-foot facility near a new commuter rail station. The company has stated that proximity to transit

was a major consideration in its choice of location.

Action #5: Establish Enterprise Zones in Older Activity Centers

An enterprise zone provides tax breaks and infrastructure upgrades for employers locating in the
zone. A local govemnment can apply to the U.S. Department of Housihg and Urban Development to have
an economically depressed area designated as a federal Enterprize Zone. Or a local government can create
its own enterprize zone, giving local tax breaks to businesses in the zone. An enterprise zone can help
to increase the density of business areas where there is not presently a strong real estate market. If the
goal is to create a central area that can attract a large enough number of workers to support a rapid transit
system, the type of jobs created is unimportant. If, however, the goal is to locate jobs near existing
housing, it is important to specify that the subsidized uses would employ the types of workers who reside
nearby. For example, Richmond has a federal Enterprise Zone. San Bernardino established its own
Enterprise Zone, placing tax incentives in its Municipal Code. The incentives are available to new and

expanding businesses in the zone, and for housing rehabilitation and infill housing construction.
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7.4 ORGANIZATIONAL TOOLS

An organizational tool is a way to set up relationships among agencies and community groups to

pursue common goals. This section addresses the question of who implements the policies, planning
documents and administrative systems discussed above, and how these groups of people can most
effectively work together. Increasing travel options will require increasing coordination among the City
Council or Board of Supervisors, the Planning Departrent, the Public Works Department, the Metropolitan
Planning Organization or Council of Governments, and some service providers within a municipal
government. It will also require counties and cities to cooperate with service districts, transit agencies,
local commercial and neighborhood organizations and other jurisdictions.

Organizational Tool #1: Combine Land Use and Transportation
Planning

Transportation and land use planners have traditionally worked in isolation from each other in
many municipalities. Many transportation planners work in the Public Works Department, while land
use planners work in the Planning and Building or Community Development Department. Their training,
goals, methods and language differ, making communication difficult. However, transportation and land
use planners in many jucisdictions are learning to "speak the same language." The two departments
working together can restore transit-and pedestrian-oriented communities, recommending land use changes
that could improve transit, pedestrian and bicycle access and designing streets for play, social interaction
and various forms of transportation. The two groups can cooperate to strengthen central business districts

and other activity centers.

In many California cities and counties, transportation and land use planners are working together.
In Thousand OQaks, the planning and public works departments work closely on development proposals.*
In Glendale, the two departments are working together on the Circulation Element update. In Santa Ana,
the two departments are working together on congestion management and bike ways. In Torrance and
Berkeley, transportation planners are located in the planning department. The County of Sacramento
coordinated extensively with the Regional Transit Agency in creating a transit-oriented General Plan.*
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Organizational Tool #2: Involve Service Providers

Fire, police, sanitation and school agencies are concerned about a variety of issues associated with
pedestrian- and transit-friendly design. It is important for land use and transportation planners to meet
with these departments and agencies early in the planning process.

California jurisdictions have varying ways of involving service departments in the planning
process. Santa Ana circulates plans as well as proposals to all city agencies. In Inglewood, the EIR

process includes multi-agency review.

Safety. Police departments and sheriff’s offices have concerns such as lighting and visibility of
paths and entrances. Their input can be valuable in devising design criteria for a safe pedestrian
and transit environment and bicycle parking.

Vehicular Access. Service providers who use large vehicles may be concerned about access. One
way to meet this concem is to demonstrate that clearances would be adequate under the proposed
standards. For example, developers of Laguna West in Sacramento County created a mock-up
street and invited the sanitation and fire districts to try maneuvering their largest vehicles on the
street; after the demonstration the service providers withdrew their opposition to the narrower
residential streets.

Schools. School districts are currently in a quandary because Proposition 13 requires a 2/3
majority vote to raise school facilities funds through taxation, and state legislation sets developer
fees based on the amount of area built for each residence or commercial project. The smaller
residences that would be provided in denser developments generate lower school fees per dwelling

~ unit than larger residences built under this formula. A school district objected to.a Specific Plan
prepared by the San Jose Planning Department for increasing residential density in a transit
corridor for this reason. Some of the tools discussed in the Resource Tools section of this repon
could be used to address this problem.

Organizational Tool #3: Work with the Transit Agency

Most transit authorities are sepafate from city and county governments. To increase transit use,
it is critical to involve them in planning for land use, street and path design.

Design Guidelines. A transit agency can provide design guidelines for bus stops and other transit
connections in all areas, and for transit-oriented development. San Diego’s Metropolitan Transit
Development Board and the Sacramento Regional Transit District have published manuals on land
use design for transit.

Corridor Selection. Transit agencies, counties and cities can work together to select corridors for
transit improvements along with supportive land use strategies such as increased density and
mixed use. The transit agency can also identify areas where through street connections and transit
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ways would be most useful. The transit agency could locate stations near employment uses and
housing rather than (or in addition to) peripheral industrial areas where rail lines already exist.

Joint Development. A transit authority may undertake transit joint development: sharing costs
with private developers to improve transit station areas and provide direct connections between
the developments and the transit stations. A city or county can support transit joint development
by giving density bonuses to developers who connect to transit stations, allowing transfer of air
rights from above the stations to adjacent parcels, changing the zoning and parking requirements
around the stations, giving high priority to infrastructure and civic projects near stations, and
streamlining permit applications.? The San Francisco Bay Area Rapid Transit District (BART)
sold development rights to adjacent land owners for development near the Pleasant Hill BART
station in Contra Costa County, allowing for higher-density development near the station than
could otherwise occur.>® The transit agency can market air rights, coordinate with developers on
the design of stations and buildings, assemble land and guarantee loans.*

Negotiating with Developers. Local govemnments and transit agencies can negotiate together with
developers to include transit features in projects. For example, AC Transit and the Cities of
Emeryville and Oakland in the East Bay recently negotiated with Catelius Development Co. for
a transit center in the proposed East Baybridge retail and housing development.

Organizational Tool #4: Involve Business and Community Groups
Non-profit organizations, chambers of commerce, universities, insurers, neighborhood
organizations, community development corporations, and small business development centers can play a
role in improving, densifying and balancing neighborhoods in central areas and transit corridors. For
example, the Milwaukee Redevelopment Corporation, 8 private non-profit corporation funded by
membership dues, contributed to the development of several commercial, residential and mixed use
projects downtown. In Orlando, the Downtown Development Board, which included private and publicly
appointed members, worked with the Orlando Redevelopment Agency to plan and complete public
projects. The Redevelopment Agency purchased land and leased it to the Neighborhood Improvement
Corporation for 50 years. In addition to city funds, loans from the state and local banks were used.®

Organizational Tool #5: Enter Into Agreements with Neighboring
Jurisdictions

Adjoining jurisdictions may wish to enter agreements to create or improve altemative
transportation facilities, 1o create economies of scale when purchasing clean-fuel vehicles, or to preserve
open space. Cities in the South Bay Cities Association south of Los Angeles are pursuing all three of
these goals together. Cities and counties have made agreements to preserve undeveloped areas that
overlap the boundaries of several jurisdictions. Such agreements can serve to funnel some growth into
the developed portions of the cities (although some goes 1o other areas). Agreements could be made to
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increase the density, mix of uses and streetscape along a transit corridor, or to connect streets and paths.
An agreement could be made to distribute funds among jurisdictions, even if only one directly benefits

from development.

Organizational Tool #6: Establish a Joint Powers Authority

A Joint Powers Authority (JPA) is an entity formed by member jurisdictions to develop a plan,
facility or program benefitting all of the jurisdictions. Each jurisdiction contributes opinions, time and
money to the plan, project or program and shares in the use of it. Where a focus area overlaps
jurisdictions, a JPA can be formed to prepare and implement a plan for an area, fund transportation
improvements, develop a housing project or employment center, or build a civic facility. The cities of
Orange and Santa Ana have a JPA for transportation improvements to serve mixed-use development at

an activity center near the border between the two cities.

Organizational Tool #7: Use the Congestion Management Agency as
a Forum

State legislation requires a county-wide effort to develop and implement a Congestion
Management Program (CMP) in each urbanized county. The law requires each urbanized county to set
up a Congestion Management Agency (CMA) with representatives from all of the cities in the county.
Local _.iurisdictions must inform the CMA of major land use decisions, so that the agency can project
traffic increases. "Deficiency plans” are required for areas where congestion reaches certain levels.
Deficiency plans can include any measures that will reduce traffic congestion, including transit, bicycle
and pedestrian improvements, land use changes, and parking management as well as roadway
improvements for vehicular wraffic. The CMA provides a setting for coordinated efforts through meetings,

information sharing and development of deficiency plans.

Some CMAs are developing area and county-wide deficiency plans. Los Angeles County’s 1993
CMP includes a county-wide deficiency plan. The deficiency plan includes a list of strategies from which
local jurisdictions may choose. The list includes land use, transit service, transportation demand
management, transportation systems management, and capital strategies.*® Local governments are assigned
"debits" when they issue building permits, based on the automobile trips that the buildings would generate.
Cities and counties receive credit for implementing strategies in the deficiency plan, based on the number
of person-miles of travel demand accommodated or reduced on a typical weekday. The jurisdictions must
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implement enough measures from the "toolbox" in the deficiency plan so that their credits equal their
debits.

7.5 RESOURCE TOOLS

A resource tool is a source of funding, service, or land. Funds are available for developing and
implementing policies and programs, and for designing and building facilities, in support of the
recommended strategies. Many of the sources can fund multi-purpose projects and programs, such as
those designed to strengthen downtowns and other activity centers.

Resource Tool #1: Apply Through Your MPO for ISTEA Funding

Regional transportation commissions, known by federal transportation agencies as metropolitan
planning organizations (MPOs), apply for federal funding under the Intermodal Surface Transportation
Efficiency Act (ISTEA). Some ISTEA highway funds can be spent on facilities for travel modes other
than automobiles. ISTEA also includes funding for scenic byways, recreational trails, and transportation
planning. Funding for vehicular transportation projects includes a ten percent set-aside for transportation
enhancements: bicycle-pedestrian facilities, acquisition of scenic easements and sites; enhancement of
scenic and historic areas near highways; landscaping on transportation corridors (not just roads); historic
preservation; and preservation of rail corridors for rail and/or pedestrian-bicycle use.”” Funds are available
for planning and implementing bicycle and pedestrian circulation systems. Tuolumne County and the
cities of Modesto, Livermore, Lathrop and Manteca are embarking on bicycle planning projects using
ISTEA funds, Scenic easements, landscaping and billboard control can help to implement pedestrian-
friendly design.

ISTEA Congestion Mitigation/Air Quality (CMAQ) funds are intended to help local governments
implement the federal Clean Air Act Amendments of 1990. The Clean Air Act Amendments mandate the
preparation of State Implementation Plans, which in tum are implemented through regional Clean Air
Plans. Regional Clean Air Plans include land use provisions. For example, the Bay Area Clean Air Plan
includes indirect source review, high-density zoning at transit stations and General Plan air quality
elements. A jurisdiction could use CMAQ funds to implement any of these programs, ordinances or plans.
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Resource Tool #2: Use Housing and Community Development Funds

The California Department of Housing and Community Development (HCD) administers state and
federal housing assistance programs. Prevalent financing programs available to local govemments from
the U.S. Department of Housing and Urban Development (HUD) and HCD include the federal Community
Development Block Grant (CDBG) and Home Investment Partnership (HOME) programs, Housing
Opportunities for People with AIDS (HOPWA), and Emergency Shelter Grants (ESG). To apply for these
funds, a city or county must submit a Consolidated Plan to HUD. This plan must address housing and
community issues in a coordinated way, and is part of a combined application for all four funding
programs.® These four types of grants can fund staff and other expenses to increase densities in transit
corridors and around stations, improve central business districts, and promote infill projects. Rancho
Cucamonga is using HCD funds for building rehabilitation, sidewalks and street Lights.

Federal housing and community development funds are administered locally or by HCD,
depending on whether a jurisdiction is an "entitlement entity." CDBG’s primary uses are infrastructure, .
community facilities and building rehabilitation. El Monte, for instance, is using CDGB funds for
downtown facade restoration. Another major source of housing funds is the state and federal Low Income
Tax Credit Program, which gives tax credits for investments in housing construction. Information about
funding sources for housing is available from HCD’s Clearinghouse for Affordable Housing Finance in

Sacramento.”

Resource Tool #3: Establish a Main Street Program

The National Trust for Historic Preservation initiated the Main Street Program in 1986, and states
are responsible for implementing it. Main Street programs are used to revitalize the downtowns of small
cities (3,500 to 50,000 people) through economic restructuring, pedestrian-oriented design and
improvements, promotion, and organization.* The California Main Street Program is operated by the State
Department of Commerce Office of Local Development in Sacramento. It includes demonstration cities
and maintains a lending library. To be a demonstration community, 8 community must hire a full-time
coordinator for the program; thus, the program has a matching requirement. Even if a community does
not become & demonstration city, it can use Program videotapes and literature for help in revitalizing its
downtown. A Main Street Program can help to revive a downtown so it functions more effectively as a
transit hub and activity center. El Monte has used the Main Street Program to revitalize its downtown.
Ontario has used it to rehabilitate commercial structures and improve facades.
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Resource Tool #4: Apply for Historic Preservation Tax Credits

A city or county can designate an area that has historic significance as a Historic District. Once
this is done, building owners can receive Historic Preservation Tax Credits for renovation of historic
buildings. The jurisdiction can use these tax credits to revitalize older areas that have a pedestrian
environment and to strengthen downtowns. The City of Pomona, for example, established a mixed use
Historic District as part of its Downtown Pomona Specific Plan.

Resource Tool #5: Motor Vehicle Registration Fee Surcharge Funds

In September of 1990, Assembly Bill 2766 was signed into law.’ This legislation authorizes
regional air quality management districts to impose an additional four dollars on local annual motor
vehicle registration fees. The proceeds may be used to implement programs to reduce air pollution from
mobile sources, pursuant to air quality management plans and the California Clean Air Act. The air
quality management districts distribute a portion of the funds to cities and counties. Local governments
can use these funds for programs in the regional or state air quality plan, including local planning efforts.

Resource Tool #6: Establish A Redevelopment Area

A redevelopment area uses tax increment financing. To establish a redevelopment area, a city or
county must make certain findings to declare the area blighted. The jurisdiction then makes improvements
in the area, which are intended to increase the economic activity in the area and thereby increase property
values. The Redevelopment Agency uses the tax increment to pay for the investments made in the area.
Tax increment funds can fund infrastructure, public pedestrian amenities and services as well as land
assembly and joint development. Portland, Oregon, has redeveloped much of its central city, using tax-
increment financing for low-interest loans, limited property tax abatements, revenue bonds and land write-
downs for housing.” Pasadena’s redevelopment program has significantly increased the downtown’s
prosperity. San Jose is having mixed financial results after large cash infusions into its downtown,
although most of the public facilities attract users.® The Redevelopment Agency can assemble parcels
near transit stations and pursue joint development with developers.* A Redevelopment Agency could be
used 10 revitalize a declining area that is rich in transit connections, or a single-use area with mixed-use
potential. When the Bay Area Rapid Transit system, BART, was built, San Francisco established a
redevelopment ares, and the tax increment financing was used for plantings and other beautification efforts
along Market Street.
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State law requires each redevelopment agency to set aside 20 percent of its tax-increment revenue
for moderate, lower and very low income housing. Many cities and counties use this Housing Fund in
conjunction with other funds (described under Resource Tool #2) and in conjunction with the Housing
Authority. Funded projects can be located near transit, work places, shopping and services. Market rate
housing can attract professionals who work in downtown offices, possibly reducing automotive commuting
into the central business district from the suburbs. The Southside Park Co-Housing Project in downtown
Sacramento, an infill project including six moderate-income and 14 market-rate housing units, was built
with partial financing from the Sacramento Housing and Redevelopment Agency on Agency property.
All of the units were sold to Co-Housing Group members.*®

Resource Tool #7: Set Up a Public-Private Partnership

Many redevelopment projects in central business districts are funded by multiple organizations.
For example, funding sources for the renovation of the downtown Denver Dry Goods Building for mixed
uses included developer equity and union pension funds, as well as state multi-family housing bond issues,
city loans, a federal grant, sales of low-income housing units and historic tax credits. Other organizations
that could provide financial or technical assistance include local businesses, insurers, community
development corporations, Small Business Development Centers (one in each county), the California
Conservation Corps (which trains youths in urban ecological restoration) and the Trust for Public Lands’
urban gardens program. Oakland's City Center, an office-commercial complex including a plaza with a
fountain and sculptures at the entrance to a BART station, was developed by a private corporation in
conjunction with City redevelopment efforts.

Resource Tool #8: Build on Public and Tax-Delinquent Land

Jurisdictions can use surplus property or sites that have been acquired through non-payment of
taxes to develop transit stations and infill projects. Infill projects can locate jobs and housing near each
other and increase density near transit service and in central business districts. For example, a mixed-use
project near Caltrain in downtown Mountain View was developed on an old school site. Many tax-
delinquent sites are abandoned, but many also have toxic contamination. A profitable new business use
or a redevelopment project could help pay for cleanup.
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Resource Tool #9: Establish Special Assessment Districts

A special assessment district is used to fund public improvements in an area of a city or county.
It requires property owners to pay according to the benefit they receive, which is not necessarily the same
for each property owner. State law expressly authorizes several types of assessment districts. One of
these is a Lighting and Landscaping District, which could be used to make transit, pedestrian and bicycle
facilities safer and more attractive. Downtown merchants sometimes use assessment districts to fund
amenities designed to attract customers to the downtown. The City of Pasadena established a special
assessment district comprised of the facades of shops on Colorado Boulevard in the downtown historic
district. In Tulsa, Oklahoma, the Downtown Improvement District, a special assessment district, funded
property development. Assessment funds complemented contributions from the Downtown Tulsa
Unlimited, Inc., 8 membership organization funded by dues, city contracts and parking fees.

Resource Tool #10: Establish Mello-Roos Special Tax Districts

A law enabling cities and counties to set up Mello-Roos districts was passed in response to
Proposition 13, which requires a two-thirds vote for most tax increases but only a simple majority for
special, single-purpose taxes. A Mello-Roos district sets up a special tax to pay for a single-purpose set
of improvements, and must be approved by a majority of the residents of the district. If projects in the
district have not yet been built, the developer constitutes the majority of owners and the tax is passed on
to future residents who buy land from the developer. The district can sell tax-exempt bonds to fund the
public.improvemems. In 2 Mello-Roos district, each parcel owner pays the same tax, and the payments
may be used for operations and maintenance costs as well as capital improvements. A Mello-Roos district
could be used to pay for transit, pedestrian and bicycle improvements or for infrastructure, civic buildings
or beautification intended to draw people into an area. Long Beach is using a Mello-Roos District to
revive Pine Avenue downtown, one block from the Blue Line Light rail transit. The City is also working
to establish a theater complex, restaurants and shops in this area

Resource Tool #11: Use the General Fund

If money is available in the General Fund, and a planning or capital project is expected to result
in changes that will increase revenues in the long run, it could be worthwhile to allocate money from the
General Fund for plan preparation and implementation. General funds are used for day-to-day in-house
planning work and for most General Plan update projects.
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Resource Tool #12: Issue Bonds

There are two types of bonds: general obligation bonds and revenue bonds. General obligation
bonds are sold to pay for capital improvements that do not generate income, such as schools. These bonds
must be paid back from the General Fund; therefore, issuing general obligation bonds generally requires
a tax increase. Under Proposition 13, a tax increase requires a two-thirds majority vote of the people.
If a proposed effort is popular enough to garner a two-thirds vote, this could be an option.

Revenue bonds are issued to fund projects that will generate income such as civic centers, utilities
and housing. The federal Tax Reform Act of 1986 severely limits the issuancé of revenue bonds;
however, if the local government can secure a portion of the state’s small allocation, it can issue revenue
bonds. For example, mortgage revenue bonds issued locally or by the California Housing Finance Agency

are still a major source of financing for affordable housing in Califomia.”’

7.6 PROBLEMS AND SOLUTIONS

Local jurisdictions are likely to encounter a number of local barriers and difficulties in
implementing transportation-related land use strategies. This secti