














Challenges (Things that are not working or are inconclusive)

e Ties to Funding - The State has not consistently taken advantage of opportunities to
incentivize successful SCSs through its funding processes for transportation, planning,
development, infrastructure, and GHG reduction. Additionally, it is apparent that the need
for additional funding to implement identified programs and projects significantly exceeds
current, available funding.

e CEQA Modernization - The CEQA benefits included in SB 375 have not, to our knowledge,
been used in the region. Our interactions with the business community and other external
stakeholders lead us to conclude that the provisions are too cumbersome, or potentially
risky. More recent pieces of legislation (SB 226, SB 743) may have improved this situation,
but it is too early to reach any conclusion. Modernizing CEQA provisions should clearly
provide greater business certainty to incentivize making the long term investment decisions
necessary to develop the kinds of projects that achieve GHG emission reduction benefits.

e Role and appropriateness of GHG targets - ARB is given broad discretion to establish GHG
targets under SB 375. For the first round, the targets were largely effective in prompting
aggressive action on the part of MPOs. However, due to the long lead time it takes to
implement and see results of major components of an SCS, the initial SB 375 regional GHG
targets should be maintained through the second round of SCS development for MPOs.

o Litigation - While SCAG was not sued on its RTP/SCS, we view the proliferation of lawsuits
among the major regions of the State as an obstacle to long term progress on sustainability
planning. :

e Integration of Other Planning Issues - While SB 375 was successful in helping to integrate
land use, housing, and public health within the transportation planning process, there are
untapped opportunities to further integrate issues such as water, open space conservation,
and technology.

SB 375 Implementation - The Second Half

The policies and actions implemented over the next six years by the state, regions and local
governments will determine whether or not California reaches the GHG emissions reductions called
for by AB 32 and directed through the provisions of SB 375. To fully implement these visionary
plans, a greater partnership from the state is needed. A recent example of such a partnership is the
Active Transportation Program which fosters even closer working relationships between MPOs and
the county transportation commissions. Another example is the state taking a leadership role, in
collaboration with MPOs and other stakeholders, to develop analytical tools on public health
(related to Active Transportation) that could be used by all MPOs in their RTP/SCS development.

However, more partnership is needed. Based upon the summary above of the things that have and
have not worked through the process of implementing SB 375 since 2009, we can offer the
following suggestions for consideration by the Committee and the Legislature for actions we believe
will most effectively meet the requirements set forth in both laws.

o Dedicated Funding. SB 375 calls upon the regional and local implementing agencies to
achieve the required GHG emissions from the transportation sector, the largest single sector



emitter at approximately 40% of all GHG emissions - but provides no funding. Cap-and-
Trade revenues are presumed to be the primary source of funding from the state to achieve
SB 375 objectives, and the Governor’s initial 2014-2015 budget proposal included an $850
Million Cap-and-Trade expenditure plan, of which $100 Million is allocated for
Sustainability. SCAG, together with LA Metro, has called for an increase of this allocation to
$500 Million by repaying to the Greenhouse Gas Fund from the General Fund the monies
previously borrowed, in order to effectively implement the sustainability and emissions
reductions objectives of SB 375. Additionally, as the legislature considers how to best invest
Cap and Trade revenue in the future, a dedicated and sustainable funding source for
implementing sustainable communities’ strategies should be a priority.

Modernizing CEQA. Our interactions with the business community indicate that the most
important single thing to their investment decision is business certainty. The streamline
benefit currently afforded by SB 375 provisions do not provide this as they are viewed still
as risky with the benefits not certain over the life of the development of the project, or the
requirements to obtain the streamline benefits themselves are too stringent to be met by
the great majority of projects.

Additionally, according to Caltrans, the average major transportation project takes 17 years
to complete. SCAG engaged independent prominent economists from throughout the SCAG
region to analyze the economic benefits from implementing SCAG’s adopted Regional
Transportation Plan/Sustainable Communities Strategy 5 years faster. This would not only
accelerate the GHG reductions, but the result was a decrease in construction cost by $1.25-
1.95B, 5-9% of construction cost, per year and creating nearly 300,000 jobs from
construction, enhanced economic competitiveness, and road safety and system
preservation.

This is a policy area that calls for continued attention from the Legislature with the
overarching objective to find way to accelerate project delivery in California and provide
greater certainty to project developers to encourage private investment.

Thank you very much for your consideration of my testimony and including me in your
important hearing today. I look forward to responding to questions at the hearing.
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Economic Impact of the 2012-2035 RTP/SCS

Investing in the region’s transportation system is critical to Southern California’s economic
prosperity. With a gross regional product of nearly $900 billion, Southern California’s
economy is the 16th largest in the world behind South Korea. It is imperative to protect
and strengthen the region’s assets, maximize natural resources and invest in infrastructure
to compete on a global scale in the 21st century. Long-term strategic investments in the
region create jobs and ensure a competitive future both nationally and internationally.

SOUTHERN CALIFORNIA ECONOMY
B The region’s population is projected to increase by 4 million to 22 million by 2035
P The region is projected to add 1.7 million jobs by 2035 totaling 9.4 million

P The gross regional product of nearly $900 billion places the region’s economy as the
16th largest in the world '

» Southern California’s top four industries are transportation dependent: trade, technology,
tourism and entertainment

P The twin ports of Los Angeles and Long Beach together are-investing over $6.0 billion
in infrastructure projects over the next decade to compete in a 21st century global
economy

P The region’s diversified industry base requires a multi-modal transportation approach
» California’s unemployment rate was the second highest in the nation in 2010 and 2011

» Southern California has nearly one million unemployed two and a half years after the
recession technically ended

ECONOMIC ANALYSIS

SCAG contracted four outside economic experts to review the 2012—2035 RTP/SCS and
provide an independent economic analysis. The economic impact of the plan was calculated
based on a leading economic-forecasting model that evaluates the economic impacts of
transportation improvements called Regional Economic Models, Inc. (REMI).

» The 25-year investment plan generates an average of 174,500 jobs per year from
construction and operations expenditures

» The improved transportation network will generate an additional 354,000 annual jobs
through congestion relief, increased labor mobility and efficient movement of goods

» Every $1 spent on infrastructure investments yields a return of $2.90 (see Figure 1)

v

The projected cost per day/per capita is less than $2.00 (see Figure 2)
P The projected benefit per day/per capita exceeds $5.00 (see Figure 3)
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REGIONAL TRANSPORTATION PLAN

2012-2035RTP

SUSTAINABLE COMMUNITIES STRATEGY
Towards a Sustainahle Future

QUICK FIGURES
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Cost Benefit Analysis
$2.90 return for every $1 spent

FIGURE 2

3%
inflation rate

25 Years
term of project

20 Million
average population

cost is less than

= $2

per day/per capita

FIGURE 3
Emission Cost

Savings
Vehicle Operation $0.21
Cost Savings
$1.23 Travel Time Savings

$4.16

benefits exceed

$5

per day/per capita



SOUTHERN CALIFORNIA ASSOCIATION OF GOVERNMENTS

2012-2035 Regional Transportation Plan/
Sustainable Communities Strategy

The region represented by the Southern California Association of Governments is projected to add 4 million
residents and 1.7 million jobs by 2035. To protect quality of life for future generations, the 2012-2035 RTP/SCS
is presented as an economic development strategy as well as a transportation, infrastructure and sustainability
investment plan.

MOBILITY BENEFTS

» The plan improves overall mobility and provides needed congestion relief by closing critical gaps in the network
and an expansion of the system to accommodate current and future needs

» Implementation of the plan will result in a doubling of new households living near high quality transit areas from
25% t0 51% in 2035

» By integrating land use and transportation, 53% of future jobs will be located near high quality transit areas in
2035 compared to 33% without the plan

» The per day/per capita delay due to congestion is projected to fall by 24% from 17.3 minutes today to 13.1
minutes by 2035

ECONOMIC BENEFITS

> The 25-year investment plan is projected to add an average of 174,500 jobs per year from construction and
operations expenditures

» The improved transportation network will generate an additional 354,000 jobs per year from congestion relief,
increased labor mobility and the efficient movement of goods

P The plan will provide a $2.90 investment return for every $1 spent

» The job growth will create wealth in the region, raise household income and enhance the region’s economic
competitiveness

» The plan reduces household costs associated with driving, energy and water use

HEALTH BENEFITS

P Improves air quality and public health by reducing all criteria pollutants, emissions and their precursors —
reactive organic gases (ROG), oxides of nitrogen (NOx), particulate matter (PM, ), fine particulate matter (PM, ),
carbon monoxide (CO), and nitrogen dioxide (NO,)

P Projects a 24% reduction in health incidences related to regional emissions

»  Promotes active transportation (bicycling and walking) by providing $6.7 billion in funding, a 270% increase over
the 2008 RTP, for a 134% expansion of bikeway miles and improved sidewalk safety
SUSTAINABILITY BENEFITS ,
P Reduction of per capita GHG emissions of 9% by 2020 (vs. target of 8%) and 16% by 2035 (vs. target of 13%)

» The integrating of land-use, housing and transportation planning will result in the conservation of land-use and
the reduction of transportation fuel, electricity and natural gas, saving households $3,400 per year

»  Compact and urban infill development will result in a 6% reduction in regional water use and 8% reduction in
energy consumption

ké SOUTHERN CALIFORNIA

ASSOCIATION of GOVERNMENTS

818 West 7th Street, 12" Floor | Los Angeles, CA 90017
Tel: (213) 236-1800 | Fax: (213) 236-1963 | www.scag.ca.gov

SUMMARY OF BENEFITS
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Thank you for inviting me to comment on SB 375 today. My back ground is in urban
planning and I work on urban environmental issues including urban metabolism which
quantifies the energy, water, materials and other flows into cities, how these are used
where and by whom, and the waste flows out. The urban metabolism approach is a
sophisticated multidimensional platform that can integrate sociodemographic factors,
parcel data like size and age of building, building shell as well as other factors such as
transportation flows and embedded energy. Understanding the patterns of flows at a
disaggregated level and their interaction allows the targeting of areas of the urban fabric
and activities whose GHG emission and criteria pollutants can be reduced to ensure we

are moving toward a more sustainable use of resources over time.

A quick word on my background. My main area of expertise has been land use. Writing
my book, Transforming California, a Political History of Land Use in the State allowed

me to understand the history of attempts to manage and to control urban growth, combat
segregation and protect agricultural lands and habitat over the course of the 20™ century.
SB 375 is a major step in this historical interest and concern about how our communities

and the state have grown.

Efforts to address urban growth really started under Pat Brown with his Metropolitan
Government Commission that recommended state oversight over annexations and
incorporations to guide orderly growth, and regional elected institutions to address cross
jurisdictional issues such as water management, and land use. These failed due to
opposition by local governments and the Chamber of Commerce. Fast forward 50 years
and we are still confronting the fundamental tension — local control over local land use —
exacerbated by deep challenges in financing programs due to Proposition 13, 26, 218.

How do we move forward from here?



Clearly SB375 has played an important role in further explicitly connecting land use and
transportation and their interwoven impacts on GHG emissions. It has heightened —
again — awareness of a number of other externalities due to current land use such as high
costs of infrastructure development to accommodate sprawl, inefficient land uses,
segregation between rich and poor, and unnecessarily high water and other resource use.
Yet we know that to achieve the goals of SB 375 by 2050, fundamental changes need to

occur. And we know what those are.

Current urbanized areas must accommodate future growth, through significant changes in
zoning and in the provision of affordable — more broadly defined -- housing. Jobs —as
the recent PPIC report points out — need to be located where there is housing as well.
Exurban or distant new office parks can no longer be permitted. Essentially a
transformation of the urban fabric over time is what is called for. We have 40 years to do
this to comply with SB 375, but the climate change that is taking place heightens the
urgency to make more livable and resilient communities that use less resources overall

and are built at a human scale.

I would suggest that the fundamental missing component is a candid acknowledgement of
what, in old fashion terms, could be called “the land question.” Due to the price of real
estate and current zoning regulations, affordability is an enormous problem, coupled with
historic fear of mixed use and densification of neighborhoods. These have led to our
doing a poor job of building complete neighborhoods that provide residents the ability to
walk to basic services and to jobs, to integrate schools and community activities all

within reach.

It is obvious that for our urban regions to reduce GHG emissions from transportation,
they must be far less automobile dependent. Yet during the real estate bubble, and the
far flung suburbanization that occurred, we have now an even greater challenge than
before as land has been developed and people are stuck with mortgages that many still
struggle to afford, far from services, jobs and schools and by and large devoid of basic

services. Take the NY Times article on Saturday — one of many now -- about growing



poverty in the suburbs. Jobs are scarce, and transportation expensive. Suburbs are
becoming the homes of low income people since many of the newer ones offered
illusorily cheaper housing — drive to you quality — and now these places are traps, places
where people are isolated and scrambling to survive. And land is still a speculative

investment. This land use pattern must stop.

I can speak to the thirst for this land use from Los Angeles. Anywhere there is a small
commercial strip — and not a strip mall — and decent housing, people are buying houses
and apartments, hungry to walk to lbcal services, driving real estate prices through the
roof. There is simply not enough to meet demand. These are not TOD neighborhoods,
they are ones with mixed densities and mixed use, quite the opposite of plunking a giant
development down on a corner with expensive retail space that can only be afforded by
chain brands. Such pressure on so few walkable and human scale neighborhoods shows
that, transit oriented development is only one piece of the puzzle; its about increasing
livability and access throughout the urban fabric. Greater overall densification and mixed
use will make more of the urban region transit friendly. Imagine complete
neighborhoods where -- like in Vancouver and older neighborhoods in SF and many of
our cities in CA for that matter where land use patters were set pre-auto -- single family
residences are mixed with modest apartment buildings and services: the dry cleaners, hair
dresser, bank, neighborhood fresh food store, coffee shop and small restaurant we all
crave. This will dramatically reduce — over time — automobile dependencies and create

vibrant neighborhoods. But affordability is a big issue.
The following are several suggestions that go straight to the land question:

e Require GHG and CAP emissions estimations of new development compared to
infill, including water provision, electricity and VMT impacts. A holistic
accounting.

e The new General Plan Guidelines to include a complete neighborhoods element,
neighborhoods where services such as dry cleaners, hair dressers, neighborhood

stores and cafes, small parks and schools are within a %2 mile walking distance.



e RHNA reform to exclude building of housing isolated from transit, basic services
and jobs.

e Develop a financing mechanism for city and housing land banking by state law to
ensure affordability into the future and better control over land use for complete
neighborhoods. We can create Development Corps like Civic SD a possible

vehicle that could be given additional “powers” http://www.ccdc.com/

e School routes must have safe routes for walking and biking and personnel to
administer and implement ~ to current crossing guards.

o Consider using SB 39 funds to reduce GHG emissions from automobile
trips to schools

e Reform zoning codes to require mixed use by state law

o Encourage densification beyond TODs by encouraging neighborhood
commercial hubs, more aggressive implementation of granny flat
ordinances and multi-generational housing.

o Develop community based engagement and decision making for location
and mix of neighborhood serving commercial and fund with cap and trade
funds. Great example of transition plan: http://saha.org/Choice/Wheatley-
Choice-Draft-Transformation-Plan.pdf

o Retrofit streets to be complete streets

e Address NIMBY challenges to TOD and other proposals by developing a
coordinated statewide program to address the structural issues that favor
opposition to change:

o Create infrastructure finance districts that apply only to complete
neighborhood proposals, or areas with a complete transit oriented
neighborhoods. This should include complete streets.

o Level the CEQA suit playing field by requiring greater transparency.
Large developers can placate Home Owner Associations through
payments. Small infill developers cannot.

e Reform and reduce parking requirements by state law



e Require urban limit lines for all communities, cities and counties. Require
counties to justify community boundaries and boundary adjustments through
LAFCO

e Develop strict criteria for new Service Districts such that they do not support
development or new towns disconnected from existing urban areas, transit and

jobs.

The state should fund pilot programs to engage communities in planning these
neighborhood hubs, in conjunction with public/private development partners. Such hubs
will add value to neighborhoods. Pick right first pilots though competitions, grants to

communities.

There is so much more that we could discuss today, but I thank you for the opportunity to
make some initial remarks. I believe we are ready for the changes we need to make not
only to address the need to reduce greenhouse gas emissions, but also to create beautiful,
livable and vibrant neighborhoods. We built extraordinary cities and communities in the
20" century, based on seemingly limitless resources — land, fuel, water and materials.
These were enormously successful, but today we have reached the limit of that paradigm
in so many ways. We have the knowledge and the tools to shift the direction; we now

need the leadership to mobilize the widespread desire that exists, to do so.



Chair DeSaulnier, Honorable Committee Members
Good afternoon

My name is Amanda Eaken, | am Deputy Director of NRDC's Urban
Solutions Program.

Last week the White House released a new National Climate
Assessment affirming that climate change has “moved firmly into the
present,” and we’re already feeling its effects, especially here in
California. With transportation responsible for 40% of California’s
carbon pollution, now is a perfect time to discuss the implementation
of California’s Sustainable Communities and Climate Protection Law. |
want to thank the committee staff for convening this hearing, and
thank all of you for your leadership to advance this program.

| was given a simple task today: tell you what’s worked, what hasn’t and
what’s needed going forward, so let’s get right to it.

First — what has worked?
1) The real breakthrough of SB 375 is that we made the connection

for the first time, in statute between land use decisions,
transportation investments and greenhouse gas emissions. It also
lends itself well to integration of SB 535’s focus on putting
California’s climate strategies to work in disadvantaged

communities.

2) The fact that 18 metropolitan planning organizations now have a

specific, measurable GOAL to achieve has in my experience
transformed the regional transportation planning process because
the regions are now looking for strategies to reduce their



greenhouse gas emissions. And key to this success is local
flexibility to innovative locally appropriate solutions.
e You've heard other speakers re-inforce this, but I'll give a
few examples to illustrate that this is happening all over the
state:

¢ |n Kern County, they are planning a 10 fold increase in
funding for safe biking and walking, and there has been a
significant new focus on transportation choices.

¢ In San Diego, nearly a billion dollars that was previously
slated for a widening of interstate 5 was re-allocated to
smart growth incentive programs.

e And one of the most innovative examples we’ve seen so
far—the Bay Area pioneered a program called Project
Performance Assesment in their Sustainable Community
Strategy. Here’s the basic idea—

i. Analyze ALL of your money for how well it aligns with
your goals.

ii. They set 10 clear goals—reduce household
transportation costs for low income families, improve
public health, strengthen the regional economy, and
they analyzed 1000 transportation projects for how
well they align with these goals.

iii. And it turns out, some changes were needed and some
changes were made.

e This program has also enhanced our understanding of the
co-benefits of better land use planning and transportation
investments, for example air quality and efficient urban

water use.



e What we see is regions helping citizens and stakeholders to
make sense of the process

e Which growth scenarios improve public health? What are
the impacts on farmland and the agricultural economy? How
do certain investments move us towards, or away from the
goal of creating equitable communities?

e The degree of stakeholder engagement and partnership has
truly exceeded my expectations.

e There is of course room for improvement, but it’s very clear
that every region is experimenting with scenarios to reduce
its greenhouse gas emissions, and that alone, is progress.

3) So, what do we need to do going forward?

¢ |I'm going to lay out three top priorities | hope we can focus
on to ensure this program achieves its potential.

e First we need to make sure sufficient resources exist to
implement these sustainable communities strategies.

i. NRDC joins our Transportation Coalition for Livable
Communities partners in supporting significant cap and
trade proceeds for 375 implementation, and we
believe such investments must be structured to

“incentivize a race to the top competition at the regions
so that the most cost-effective projects come forward
and are funded.

ii. But | also have to say, while there is an appropriate
emphasis on identifying new resources to support
sustainable transportation choices, from my
experience, it appears to me that not ALL of the




regions are spending all of their existing dollars as
efficiently as possible.

1. We would like to see all regions undertake an
analysis similar to the Bay Area’s Project
Performance Assessment so that we can all
understand how well existing funding is aligned
with sustainability goals

2. There has been a lot of talk about sales tax
projects and the constraint posed by sales tax
measures. But | think both the fiscal crisis faced
by local governments as well as the climate crisis
demand that we re-open some of these
measures to understand whether these lists of
projects are still serving our communities.

e Second, as the IegislatUre looks beyond 2020, NRDC urges
you to work, in partnership with the Air Resources Board
and the regions, to analyze whether, in light of recent
climate news, and in light of all of the modeling
improvements and best practices from regions around the
state, 375 can in fact deliver greater greenhouse gas
reductions.

i. Its perfect timing, because the Air Resources board is
due, to update the targets this year under the law.

ii. If you think about it—the world has changed
SIGNIFICANTLY since we set the first GHG targets in
2010.



iii. We all know the phones in our pockets have
transformed our lives, and some are postulating that
they may be able to similarly transform transportation.

iv. It’s my hunch that the convergence of new technology,
new transportation choices, millennial transportation
preferences and the emergence of the sharing
economy could mean that we have a new set of
strategies to help us reduce vehicle miles traveled, that
we could not have imagined four years ago, and I’'m
very interested to see how we could update the
targets in light of all of this new information. We need
to consider all of these factors as we look to set new
GHG reduction targets beyond 2020.

v. We also need to continue to build the capacity at ARB

to review these plans, understand the complex
interaction between land use and transportation,
including induced demand, so that we can have even
greater confidence that as ARB is approving these
plans, that they will deliver the intended GHG
reductions.
¢ Third, and finally — Some of the most important work ahead
is to continue to align state programs and policies to support
the successful implementation of SB 375 moving forward.
The legislature saw and seized such an opportunity last year,
when it enacted legislation to eliminate level of service from
CEQA. The legislature recognized that level of service—a
measure of delay to automobiles-- was no longer the



appropriate planning metric to use in our goals to create
sustainable communities with transportation choices.

i. There has been some excellent work of late to examine
whether our state department of transportation
priorities are aligned with our climate goals, and the
recommendations of the SSTI report deserve our
immediate attention.

ii. 1would also note that the California Transportation
Commission — which oversees nearly $10 billion a year
in revenues could benefit from greater expertise in the
areas of sustainable transportation, affordable housing
and social equity. A bill to do so last year — AB 1290 —
was vetoed by the governor, but would have moved in
the right direction.

e We're proud that California continues to lead the nation in

pioneering a new approach to smarter land use and
transportation planning to address climate change, we are
grateful for your environmental leadership and look
forward to working with you in the months and years ahead
to ensure California continues to set the standard for the
rest of the country.

e Thank you.
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Thank you for the opportunity to appear here today. Your interest in seeing the promise of SB 375
move from planning to successful implementation is one we mutually share. | was part of the
homebuilder/developer team that negotiated SB 375. The homebuilding industry believes that
engaging a regional conversation about how we grow and that nudge the envelope to encourage
greater efficiencies in the alignment of transportation, land use and housing decisions to achieve
good economic and environmental goals is eminently achievable if done realistically, transparently
and in a way that accommodates consumer needs and policy flexibility.

Urban forms that respond to real preferences are resilient and have the greatest chance for local
success. Policies that are not realistic or that look to challenge people’s preferences have less of a
chance of success. The fine line to walk with SB 375 is to ensure that the regional “vision” and the
local realities are in alignment when it comes to implementing strategies and making local
decisions and approvals.

The Current Condition of Housing in California

New residential construction is one of the most visible and widely dispersed industries in California.
Even with the precipitous drop in permit activity and home sales from the top of the last market
(2005) to present, the economic benefits of new housing construction contribute over $20 billion
to the California economy, support over 122,000 jobs per year, and constitute 0.3 percent of the
state’s economic output. *

Statewide, the median price of an existing single family home in California thru the 1* quarter of
2014 was $435,000. 2 That’s up over 14% from the same time one year ago and by over 30% from
prices at the depth of the recession in 2009.

! The Economic Benefits of Housing in California updated August 2012, prepared by the Center for Strategic
Economic Research, Sacramento, Ca.

2 California Association of Realtors, 2014 Market @ A Glance.

For facts and information on housing and homebuilding, visit "The Voice of Housing in California" at www.cbia.org

California Homebuilders — Committed to Quality



California’s homeownership rate in 2013 was 54%. The national rate is 65%. While this is not
necessarily good news, looking on the brighter side we know there is a strong consumer
desire for homeownership. Because homeownership rates had fallen so low, there is a lot of
room for growth and improvement.

Included in your materials is a graph showing housing production activity from the years 2004
thru 2013--- with a forecast for 2014 -- expressed in annual permits issued. The chart also
shows the breakout between single-family and multi-family. What isn’t readily apparent is
where those units are being built.

Of the total permits issued in 2013, fully 65% (over 54,000 units) occurred in six specific
areas: the job-rich, higher per-capita income coastal areas of Los Angeles, Orange County, San
Diego, San Francisco, along with the Santa Clara Silicon Valley, and parts of Riverside County.
Multi-family activity (primarily rental) predominated in these higher-cost areas where less
than one-third of households can afford the median-priced home.

In areas such as the Central Valley, the Sacramento region and other inland areas of California
housing is more affordable and traditional single-family opportunities predominate.

Overall, the California housing recovery has been slow and uneven. Recent gains in home
prices and in construction have been driven mainly by restricted supply rather than by growth
in first-time homebuyers. Clearly, we need to bring more buyers into and back into the market.
Looking forward, we see population groups with Latino and Asian surnames as an emerging
force in the consumer markets. Both population groups tend to be family oriented, educated
(in many cases highly educated) and very interested in realizing the California and American
dream of homeownership.

As to the pace of the housing recovery in California, we are guardedly optimistic that key
pieces are coming together to help that happen. As hiring picks up, buyers may be more likely
to jump in as the see employers add to the rolls. Additionally, as the supply of distressed
properties shrinks and as refinancing slows, we anticipate that lenders will turn to originating
more purchase loans ... signaling that would-be buyers may have greater access to credit.
Finally, interest rates are still historically low levels. Assuming that the Federal Reserve
maintains a measured and strategic approach as it backs away from its asset purchases,
interest rates should not jump exponentially. This will lead to greater consumer confidence
and, hopefully, bring buyers off the sidelines.

The Challenge: Moving From Vision to Implementation

To date, SB 375 is being implemented in four major metropolitan areas of the state --- San
Diego, the six-county Southern California region, the nine-county Bay Area, and the six-county
Sacramento region. The real results will only be known over time, but it's safe to say that
significant challenges remain to fully realize the goals of SB 375. Underlying the sustainable
community strategies are ambitious growth and land use forecasts that envision higher and
denser levels (in some cases significantly higher levels) of development within the region.



Given the slow and uneven pace of the housing recovery and the uncertainty of the forecasts
underlying the plans it is essential that the Legislature and the air board allow for a full eight-
year implementation cycle to occur before considering any adjustments to SB 375.

During this time we believe it wise for regions to “ground-truth” the assumptions contained in
their plans by monitoring actual development compared to the projections contained in the
SCS. Likewise, we believe it important for regions to track and quantify the number of units
that were effectively able to utilize the CEQA streamlining provisions of SB 375. As regions
move forward in the next update of their SCS the information gained from these processes will
help to shape the reliability and feasibility of land use policies, financing and infrastructure
needs, market demand and other critical considerations. This information should be published
and readily available prior to the release of the next draft SCS.

Additionally, for SB 375 to effectively move from vision to implementation regions and
localities must have a broad-based and effective set of tools to finance the rehabilitation, re-
sizing and modernization of old and, in many cases, antiquated infrastructure in existing
metropolitan areas. With the loss of redevelopment, that job has become significantly more
challenging. This is not something the private markets or private financing alone will be able to
shoulder.

The same holds true for financing of our transportation and transit systems. Metropolitan
planning organizations and local transportation planning agencies alike face capital funding
shortfalls to carry out their programs. For nearly a century the gas tax has been a reliable and
relatively stable source of funding for our road and transit networks. While it remains a
primary source, there are many who fear the gas tax is not sustainable over the long term as
vehicles become more fuel efficient.

California remains a high-cost housing state and there is a pressing need to provide affordable
housing for individuals and families at the middle-and-lower ends of the economic spectrum.
We need to establish an ongoing and equitable source or sources of funding to help finance our
state’s affordable housing needs.

The need to better balance appropriate environmental review under the California
Environmental Quality Act (CEQA) with the goal of providing meaningful streamlining for
projects determined by the local lead agency to be consistent with the regionally-adopted SCS
is essential to the successful implementation of SB 375.

Finally, in order to realize the housing goals of SB 375 we need to address the construction
liability barriers to the provision of attached housing such as condominiums and townhomes
that provide necessary entry level opportunities and help us achieve our greenhouse gas
reduction goals.

Thank you for the opportunity to offer these comments.
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