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Introduction 
Suburban transportation is dominated by the culture of auto mobility consisting of 

privately owned, fast, large, gasoline fueled vehicles.  This culture depends on 

substantial infrastructure that includes a parking-fueling-roadway system and a 

horizontal mixed-use development pattern. This infrastructure produces trips that are 

too far to walk and too short for transit.   

A household’s concern for having enough mobility has led to acquiring more than is 

needed.  Auto-mobility produces toxic by-products; for example, it threatens health 

(criteria pollutants), safety (accidents), and security (climate turbulence).  Auto-mobility 

consumes large amounts of land for highways and parking. It consumes (daily) large 

amounts of oil and it is a limited resource whose scarce supply has political as well as 

economic consequences.   

Dense residential development, sometimes with mixed use commercial, adjacent to 

public transit corridors, preferably with rail infrastructure, is the prevailing land use – 

transportation strategy for promoting carbon-free mobility.  A zero-emission vehicle fleet 

being promoted by the State is also a strategy but, until now, there has been no land 

use complement.   

The South Bay Cities Council of Governments (SBCCOG) developed a Sub-regional 

Climate Action Plan with a robust Land Use and Transportation (LUT) chapter to 

present an alternative to the transit/TOD strategy with the potential to penetrate the 

mono-culture and cost-effectively reduce GHG emissions.  Branded the Sustainable 

Neighborhoods Strategy (SNS), it involves changes to the development pattern 

consistent with a new approach to mobility, plus a role for digital technologies.   

A Climate Action Plan (CAP) can be an effective planning tool for addressing 

greenhouse (GHG) emission reductions in part because its framework embraces 

multiple factors and allows for innovation.  It also harnesses the power of local 

governments to play a significant role in reducing carbon and criteria pollutants.  

Fundamental to the SBCCOG’s LUT Chapter was an extensive program of research 

and demonstration (R&D) that provided the foundation for developing a sustainability 

strategy that uniquely fit the South Bay’s horizontal mixed-use development pattern.  

This strategy (originally referred to as the Sustainable South Bay Strategy and currently 

being rebranded as Sustainable Neighborhoods Strategy - SNS) offered the South Bay 

cities an expanded menu of actions from which to assemble their individual city’s LUT 

CAP Chapters. 



The Sub-regional LUT chapter contains possible applications of the SNS that were 

evaluated for GHG emissions reduction potential.  The purpose was to demonstrate the 

value of the core principles of the SNS in a sub-regional scenario.   

This distinction is unique from the city LUT chapters which are based on policies, 

programs, and projects selected from a strategy catalogue that included both traditional 

CAPCOA options as well as those from the SNS.   The GHG emissions were calculated 

for each city plan using a planning tool designed for that purpose by Fehr and Peers, 

the principal authors of the CAPCOA manual in 2010. 

To challenge the dominant auto-mobility culture a viable alternative at the Sub-regional 

level must be introduced comprehensively at a large enough scale to create a virtuous 

cycle where gains in any element foster gains in the other. The following “Framework” 

and “Guide to Implementation” offer strategies for effective change in the South Bay that 

will lead to the reduction of GHG emissions in this sector.   

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Sustainable Neighborhoods Strategy Description 

Vision 

The Sustainable Neighborhoods “vision” consists of a system of walking neighborhoods 

at one-mile intervals, each anchored by a dense, destination-rich center.  In the South 

Bay there can be 49 neighborhood centers in 3 square miles; every household living 

within .5 mile of at least one.   

Centers provide destinations that can be physical or virtual; they will include a mix of 

retail, medical, education, government, recreation, entertainment, and jobs. They will 

provide the infrastructure to support home-based businesses and telecommuters.  

Centers will also function as mobility hubs and provide access to a custom package of 

digital technologies. 

The neighborhood centers will be physically linked by multiple zero emission modes and 

mobility services.  Ninety percent (90%) of the travel is expected to be satisfied by 

walking, human powered devices, personal mobility devices, or zero emission local use 

vehicles; and the other ten percent (10%) by a zero-emission long-range personal 

vehicle (e.g., Battery Electric Vehicles - BEV) or some for form of zero-emission mobility 

service (e.g., ride hailing, public transit, and eventually automated vehicles).  

The centers will be electronically linked by a fiber backbone network that delivers the 

equivalent of today’s gig/sec data speeds.  Much of the traffic between the centers will 

be carried by this network.   

As the destinations located along the arterials continue to migrate into a neighborhood 

center, the commercial arterial strips will be converted to housing, including affordable 

units at densities compatible with the adjacent neighborhood.   

To realize that vision will require a planning process that reflects new thinking in terms 

of Neighborhood Oriented Development (NOD).  

 

Components of the SNS 
The Sustainable Neighborhood Strategy includes both a mobility component and a land 

use component. Land use determines the spatial relationship between origins and 

destinations that establishes the challenge that mobility systems must address.  The 

land use pattern creates mobility demand and the transportation system supplies 

mobility options that will satisfy that demand.  

This LUT strategy goes beyond traditional land use analyses into the spatial pattern of 

destinations and the combination of digital technology and organizational innovations 



that affect the location of destinations.  The mobility component is presented first 

because it can be implemented without land use changes; changes to land use can 

accelerate the growth of the mobility component. 

Zero-Emission Multi-Modal Mobility 

Mobility today is dominated by privately owned, fast, large, gasoline fueled vehicles that 

deliver door-to-door, on-demand service.  Typically, each adult in a household has a 

gasoline-fueled vehicle waiting in the garage 24 hours a day, available on-demand to 

travel in some level of comfort in a private self-managed interior space very long 

distances thanks to the network of fueling stations. That’s hard for consumers to give 

up.  Most people aspire to it.  

All of this “convenience” does not come cheaply. The direct cost of ownership is 

substantial.  Nationally, mobility costs average 17% of the household budget, more than 

food which averages fifteen percent (15%).  Ninety-four percent (94%) of mobility 

expenses are for the various costs associated with private vehicle ownership – including 

fuel, insurance, and maintenance. Personal vehicles are used about 5% of the day and 

parked 95% of the time.  Time spent stuck in congestion is an indirect cost that is 

caused by the success of the auto-culture.   

The auto-culture is well established in the South Bay.  A population of 750,000 living in 

283,000 households own 470,000 vehicles, 1.7 vehicles per household.  Sixty percent 

of the households own two or more vehicles – 40% with 2 vehicles and 20% with 3 or 

more.  Public transit mode share is less than five percent.  

Through 2016, there were 4,600 Plug-in Electric Vehicles (PEV)s in the South Bay 

(about 1%) with another 3,900 Plug-in Hybrid Electric Vehicles (PHEVs) for a total of 

slightly over 8,500 (1.8%) with some form of electric drive vehicle. 

 

Currently, the California Air Resources Board (CARB) is addressing the first of the three 

through its Clean Vehicle Rebate Program (CVRP) where it offers up to $2,500 per 

electric vehicle purchased depending on the battery size.  The SBCCOG’s LUT zero 

The auto-culture has 3 significant characteristics that an alternative 

mobility strategy must replace: 

 

 

• Fossil fueled vehicles 

• All purpose, go anywhere local or distant 

• Privately owned/accessible 

 



emission multi-Modal Mobility strategy addresses all three plus it complements the land 

use strategy of Neighborhood Oriented Development.  This comprehensive approach 

may be the only way to penetrate the dominant auto culture with another option.  

 Fossil Fueled Vehicles 

Local governments have few means for and no experience with accelerating a vehicle 

market.  Policies such as parking priorities for zero emission vehicles (ZEV), deploying 

charging infrastructure, and the combination of parking and charging will be the most 

effective options.  

Requiring electrical readiness for PEVs at the time of residential remodel or commercial 

modernization will help in the long run.   

For the most part, these will 

municipal actions have more 

marginal impacts, especially in 

comparison to a cash rebate or even 

access to the High Occupancy 

Vehicle (HOV) lanes on local 

Freeways.   

The exception to this general rule is 

at the low end of the PEV market.  

Local governments will have the 

strongest influence on PEV adoption 

with local use vehicles that are small, 

slow, and range-limited.  This family 

of vehicles and personal mobility 

devices are specialized for frequent 

short distance trips, exactly the kind 

that dominate the travel patterns in 

the South Bay.   The utility of 

Neighborhood Electric Vehicles 

(NEVs) was validated in the Local 

Use Vehicle (LUV) Project. The study 

found that one of these vehicles 

would reduce a household’s GHG 

emissions by 20% and criteria 

pollutants by 24%.   

Cities have the ability to influence the 

implementation of this strategy from 

(BEV) Battery Electric Vehicle- Vehicle that 

use electric motors instead of internal 

combustion engines for power.  

(NEV) Neighborhood Electric Vehicle- A 

category of battery electric vehicles with top 

speeds of approximately 25 mph. 

(PEV) Plug-In Electric Vehicle- Any motor 

vehicle that can be recharged from an 

external source of electricity. 

(PHEV) Plug-In Electric Vehicle- Hybrid 

electric vehicle with a conventional internal 

combustion engine and a rechargeable 

battery powered motor 

(ZEV) Zero Emission Vehicle- A vehicle that 

emits no exhaust gas from the onboard 

source of power. Electric vehicles and 

bicycles are the most common type of ZEV 

however Fuel Cell Vehicles are becoming 

more common. 

(LUV) Local Use Vehicle also knows as slow 

speed vehicles meant for trips that are less 

than 10 miles roundtrip 

 

Key Terms 



the municipal management of roadways and the ability to designate lanes for pedal 

technologies or slow speed lanes and routes for LUVs.  In other words, cities can 

accelerate the market, in addition to the parking/charging policies, by designating places 

to operate this diverse set of specialized vehicles and devices. An early example of this 

type of implementation can be found in a 2017 Metro commissioned a master plan for a 

slow speed network to run throughout the South Bay; a plan that, for the most part, uses 

streets with speed limits of 25MPH so that only maps and signage are necessary 

requiring neither lane striping nor road diets for implementation.   

All Purpose 

Reducing the significance of the general purpose, go-anywhere utility of the mono car-

culture requires a change in perception of drivers.  LUVs fit the existing South Bay 

development pattern. Since 70% of household trips are 3 miles or less and 90% are 10 

miles or less, the challenge is to encourage households to drive only what they need.  

Implementation of this strategy will result in the same door to door on demand service to 

continue, but with only one general purpose vehicle and an LUV as the second or third 

vehicle.  This would provide mobility for local short trips where public transit is not an 

attractive alternative.   

LUVs also known as light, low speed vehicles (LLSV) include: NEVs, golf carts, 

Segways, e-bikes, e-scooters, hover boards, and the full complement of pedal 

technologies including trikes and quad-cycles in addition to bikes.  The effective range 

of each varies between a mile and 20 miles. The prices vary between $300 and 

$12,000; used prices are much lower.  One attraction of LUVs is that little maintenance 

is required and vehicles like an NEV have only about 400 moving parts.  In contrast, a 

typical gas-powered vehicle has about 10,000 parts.  Additionally, parking footprints are 

small. 

Significantly, these LUVs reinforce the land use strategy, NOD, that establishes a 

system of centers at walking distances for most households.  The impact of those 

centers will be to further reduce the average trip length, increasing the utility of LUVs.  

Together they are expected to form a virtuous cycle.   

Privately Owned/Accessible 

The cost of vehicle ownership including maintenance is high, especially considering that 

the vehicle sits idle 95% of the time. This situation appears to be improving through the 

mobility services marketplace. 

Like so many other products, from streaming audio to clothes, consumers are 

gravitating away from ownership to rental on-demand.  Up until 2010, taxis (relatively 

expensive) and public transit (not on-demand) were the only mobility services available 

on the market.   



Today, there are on-demand services available through a smart phone virtually 

anywhere (from Network Transportation Services like Uber and Lyft; each with a range 

of services related to willingness to ride share for example), public car sharing (both 

one-way and round trip), bike sharing, e-bike sharing, private car sharing (through 

employers, apartment owners) with more service variations likely to evolve in the future. 

Taxis are attempting to adapt, transit has not yet adjusted to being one mobility service 

among several requiring competitive behaviors.   

Transitioning from a multi-purpose to a specialized vehicle, even as a second car, will 

make many consumers anxious.  There will be sudden and unexpected occasions when 

a household with one all-purpose vehicle and one LUV will still need access to a second 

all-purpose vehicle.   

A robust mobility services market will help with the transition to one or more LUVs in a 

household by creating a safety net of those who suddenly need more mobility than they 

own.   

Zero emission multi-modal mobility embraces full size BEVs and PHEVs but relies on 

the LUV as the anchor to sustainability supported by robust zero-emission mobility 

services market.  

In addition to reducing GHG emissions and criteria pollutants, the introduction of an 

LUV mobility strategy may yield the following benefits. These include: 

1. Satisfying a large portion of household demand for mobility, conveniently, and 

affordably. 

2. Providing a simple to drive first car for teenagers or the last car for grandparents 

3. Providing a relatively low cost to purchase and operate vehicle with very little 

routine maintenance required 

4. Reducing congestion – small footprint on road and while parked 

5. Making streets safer for pedestrians and cyclists because their slow speed, small 

volume and light weight, reducing the impacts of accidents when they occur 

6. Providing a ZEV option for those that live in apartments.  An LUV battery charges 

exclusively on L1 outlets which are common in the public realm and which are 

found in virtually every MUD parking area.  These are PEVs that do not require 

landlord investment in electric infrastructure  

7. Accommodating AVs when that technology arrives. No one with access to a LUV 

will pay the minimum charge or wait at a peak period to travel a mile or two    



8. Promoting more consumer options, especially helpful to disadvantaged 

communities, through programs that promote the least expensive PEVs  

9. Improving transit ridership by providing first and last mile connections  

10. Increasing manufacturing jobs in the South Bay as demand attracts LUV 

production to the sub-region.  Polaris pays $1,000 to transport each GEM to Los 

Angeles from Ohio which would be a handicap against local competitors 

11. Decreasing unit costs as economies of scale are captured; rebates could be 

reduced more quickly because LUV production is so low that a surge in demand 

will occur 

 

12. Providing rebates that will have a high likelihood of success stimulating the 

market.  Our focus groups found that a $6,000 price point would interest them to 

purchase the local NEV retailer verified that figure.  A 30% rebate will lower the 

price of some NEV models to that target figure 

 

13. Reducing toxic waste as lead acid batteries that power NEVs are 98% recyclable 

and won’t end up in landfills 

 

14. Creating opportunities for local governments to advance sustainable mobility 

strategies through street management policies, parking policies, charging 

infrastructure, and way-finding support 

 

15. Creating destination-rich neighborhood centers which are a key component of the 

South Bay SNS.  LUVs have the potential to be neighborhood shaping as well as 

neighborhood serving.  Neighborhood mobility and neighborhood destinations will 

reinforce each other 

An example of this type of LUV mobility implementation was cited in the online journal 

Clean Technica published on January 1, 2018.  An article described a new program 

being implemented by the Swedish government that is “starting at the bottom” by 

offering 25% discounts on a variety of what are essentially LUVs.  “Sweden Puts Its 

Money on Small Electric Vehicles.”   

Neighborhood Oriented Development (NOD) 
NOD is the land use complement to multi-modal mobility just as TOD is the land use 

complement to public transit. 

Center development and corridor redevelopment strategies are supported by empirical 

data and analysis; but both make intuitive sense as well.  More destinations within a 



relatively close walking distance from home or within a congestion free 10-minute drive 

in a golf cart or on a Segway sounds like an outcome that would find community 

acceptance while also reducing VT, total VMT, carbon VMT, and criteria pollutants.   

Similarly, replacing inefficient commercial strips with low-medium density housing, 

including some affordable housing, also seems logical.   

A technology component was added to the contents of a neighborhood center.  Digital 

technologies have forced themselves into the conversation by becoming a driving force 

in society, culture and the economy.  Given the age and turnover of the South Bay 

housing stock, some impact from land use changes might be realized in 2025 (as these 

types of implementation strategies are relatively expensive, more political and take 

longer to accomplish). It would be, however, irresponsible to imagine a neighborhood 

center of the future without a technology element.  

NOD, like TOD, will change the “floorplan” of the South Bay. NOD is designed to retain 

the suburban quality of life by rearranging the location of destinations in order to shorten 

the average trip distances.  In so doing, the increase in average residential density can 

be avoided.  

In contrast, TOD is a strategy for urbanizing portions of the suburbs by accepting the 

location of destinations, increasing residential density and offering a shared conveyance 

to carry residents to or close to those destinations. 

The characteristic that drives 

the need for change to the floor 

plan is that the auto-suburb 

design does not “scale-up” well.  

South Bay infill development 

consumed all the large vacant 

parcels by about 1960 so that 

the built environment was established when there were less than 450,000 residents.  

The full sized, long range personal vehicle worked relatively well at this scale.  

Over the intervening 58 years the population has more than doubled to around 1 million 

through redevelopment, mostly at higher residential densities.  The floor plan hasn’t 

changed in response, so the location of destinations remains optimized for access by 

the personal auto while the footprints of those destinations have increased at the same 

location. In other words, everything is where it was; only now it’s all bigger. That growth 

occurred while retaining the personal automobile as the dominant form of mobility. 

Doubling the population and daytime work force without changing the auto-suburb floor 

plan has resulted in street congestion, excessive parking requirements and, because 

NOD has two basic components: 

• A system of neighborhood centers 

• Redevelopment of commercial corridors to 

housing 

 



those personal vehicles have been gasoline-fueled, 

unacceptable levels of criteria pollutants and GHG 

emissions.  

The scaled-up South Bay has a characteristic upon which 

sustainability can be built – horizontal mixed-use 

neighborhoods that generate relatively short trips; 70% less 

than 3 miles and 90% less than 10 miles.  Focusing on zero 

emission mobility options such as public transit for those 

10% of the total trips because of their cumulative miles 

travelled ignores the gains that could be made from reducing 

or even eliminating gasoline from 90% of the total trips.   

Core SNS Implementation Strategies: 

Three-mile trips are too long to walk and too short for 

public transit and as discovered by the SBCCOG’s NEV 

demonstration project, just right for specialized 

neighborhood vehicles.  This environment produces an 

opportunity to reduce or eliminate gasoline in a short time 

period at a low total cost and a very low public-sector 

cost.  Decreasing trip distances would stimulate multi-

modal mobility, especially biking and walking, 

neighborhood vehicles, and personal mobility devices 

along with some zero emission mobility services.  

Together this will accelerate the transition to a zero-

emission fleet while reducing the total number of 

vehicles. 

 

Redeveloping commercial strips to housing will not be 

economically feasible without substantially reduced 

parking requirements that depend on smaller vehicles 

and fewer vehicles, which in turn depend on 

neighborhoods becoming “complete” – through proximity 

to a neighborhood center with the qualities described.  

 

Additional Implementation Benefits from NOD  
 

Beyond greenhouse gas emission reductions, neighborhood-
oriented development is expected to yield other benefits.  
These include: 
 

 

 

 

 

• There is very little rail 

infrastructure in the South 

Bay – the Green Line runs 

across the northern 

boundary and has only 5 

stops.  Metro’s planned 

five-mile extension is not 

scheduled to be 

completed until 2030 and 

its $1 billion cost estimate 

is not fully funded. 

 

• Bus service in the South 

Bay is not robust.  

Average mode share is 

around 4%.  This is not 

sufficient to support 

density at stations without 

creating congestion for 

the other 96% of the trips. 

 

 

• Voters in municipal 

elections in South Bay 

cities have consistently 

opposed residential 

density increases.  

Why the TOD land use 

strategy is not a good fit in 

the South Bay TOD:  



Economic Sustainability  

Neighborhood Centers will offer infrastructure to support a variety of economic activities 
which can contribute to developing a sustainable neighborhood economy and 
household well-being. Home-based businesses, entrepreneurs, and hobbyists will be 
supported by an array of digital technologies and spaces of different sorts from work 
stations to meeting rooms for production.  The Center itself will be a marketplace for the 
exhibition or distribution of locally made goods.   For example, a suite for 3D printing 
would allow residents or Center businesses to gain experience with additive 
manufacturing in order to produce anything from custom designed jewelry to medical 
prosthetic devices to replacement knobs for kitchen appliances.    
 
The same general infrastructure will support skills acquisition and retraining for anyone 
interested in changing professions or whose skills have become obsolete because 
of technology.  
 

Public Health   

SBCCOG research on 8 neighborhood centers discovered that in the best 
circumstance, about 50% of the trips to the center from up to .5 mile were walked. It is 
safe to assume that the new Neighborhood Centers will replicate that mode 
choice.  The health benefits through exercise associated with both walking and cycling 
should be captured by the SNS.    
 
In addition to the benefits of active transportation, public health will benefit from 
increasingly cleaner air as electric drive replaces gas fueled vehicles and as a result, 
fewer children and seniors will encounter respiratory diseases.  Neighborhood Centers 
will also include cooling centers in order to provide relief from the number of days with 
extreme heat.  There will also be easier digital access to some medical services.   
  

Public safety  

Jane Jacobs in her landmark book, Life and Death of Great American Cities, famously 
celebrated the safety benefits of dense mixed-use centers due to “eyes on the 
street.”  The SNS will bring those safety benefits to suburban neighborhoods with 
people on the streets – walking, cycling, and driving in some form of local use vehicle or 
personal mobility device.   
 
Safety will also be produced by a substantial portion of the vehicles in use 
having limited speed capabilities, not more than 25 MPH and in some cases much 
less. Slower speed vehicles will produce fewer severe injuries and deaths when 
collisions do occur.  Speed kills is a well-known admonition.  Road diets are one way to 
this goal, as in the City of Los Angeles’ Vision Zero, but the SNS slow speed vehicle 
strategy can be considered a vehicle diet.  
 

Security  

Neighborhood Centers with battery walls to supply backup electricity supported by roof 
top solar provide a gathering place within close proximity to every home and are an 
insurance policy against the prospect of panic and chaos that could occur following 



some destabilizing event such as an earthquake that puts some road, phone networks, 
and broadband networks out of service or the electric grid going down through some 
natural event or as a result of hackers.    
 

Affordable housing  

In addition to reducing carbon VMT, the housing component of NOD will help address 
the housing shortage, especially work force housing.    
 

More consumer choices  

The SNS provides residents an expanded menu of mobility options including services 
and a large family of local use vehicles broadening the range of available mode 
choices.    
 
It also gives housing consumers (renters and buyers) another option, a choice to live in 
a neighborhood with a destination rich center also enhanced with technology and 
additional services like a cooling center, or a unit adjacent to a transit system that will 
take them to or near their final destination. This kind of place is often referred to as a 
“walking neighborhood.”  
 
While they are rare, walking neighborhoods are in high demand. The “walk score” is a 
method for ranking neighborhoods in terms of distance from a collection of 
destinations.  Points are given for proximity.  Ability to walk to destinations has become 
highly valued to the point where neighborhoods with high walk scores have higher 
values.  A 1-point increase in walk score (on a scale of 1 to 100) has been found to 
increase home prices from $700 to $3,000 depending on a range of other factors like 
location.  
   

Investment Equity  

Equity is a significant concern, especially regarding disadvantaged communities 
(DAC).  Neighborhood Oriented Development is based on investments in every 
neighborhood, and DACs can be the priority with Neighborhood Centers 
developed there first.  This strategy is one way to prevent gentrification since every 
neighborhood will be scheduled for investment within a short time frame. The NOD 
slogan is “leave no neighborhood behind.”  
 
 
 
 
 
 
 

 



Key Elements for Neighborhood Oriented Development 

Neighborhood Centers:  
 

 

A center is defined as the single spot that is equidistant from every point on the edge of 

the circle that surrounds it.  To minimize average trip lengths, the center of a tract of 

residential origins would be a good place to locate a cluster of destinations; however, 

most residential tracts were developed without an actual center.   

Centers in auto suburbs are most often large scale, with extensive parking areas and 

low density with a narrow mix of destination types.  Regional malls, college campuses, 

civic centers, industrial parks, airports, office parks, and medical complexes are 

examples.  Those “centers” typically have large market areas consistent with their large 

footprint.  They are seldom in the geographic center of their prime customers. Except for 

a very few households, little access by walking is practical or even possible.  The result 

is that almost everyone drives.  

Rendering of neighborhood center created by SCAG in 2016 for SBCCOG. 



 

The initial SBCCOG research focused on eight centers (clusters of destinations 

including 4 commercial strips) whose characteristics were measured and analyzed to 

answer the question:   

The statistically significant characteristics would presumably be a key to developing 

neighborhood centers with a strong magnetic pull and where walking was one of the 

most popular modes to the center. Destination density (businesses per acre) was the 

most significant factor attracting trips; and the mix of functions (number of 3-digit North 

American Industrial Classification codes) was correlated with high center capture rates.   

The combination of destination density and robust functionality in a neighborhood center 

will satisfy many trip purposes and become a magnet for visits.   

Continuing to build onto or expand the suburban style center – large scale, low density, 

extensive parking, single purpose, with large market areas -- will increase congestion 

and contribute nothing to GHG emissions reduction.  Without land use changes, a faster 

pace of fleet transition in order to meet carbon reduction targets will be required.   

Which characteristics of existing centers account for capturing the highest percentage of trips, 

especially walking trips originating in households within .5-mile maximum walking distance? 

Rendering of neighborhood center created by SCAG in 2016 for SBCCOG. 



In the 1990s heyday of telecommuting experimentation, the slogan was “bring the work 

to the worker.”  Today the idea has expanded to “bring as many destinations as 

possible close to origins” – in the home, in a center within walking distance or to a 

center within a few miles easily accessible by walking, zero emission local use vehicles, 

personal mobility devices including pedal technologies, and a bundle of zero-emission 

mobility services.   

In other words, neighborhood centers and neighborhood mobility reinforce each other. 

Characteristics of a Neighborhood Center 

 

The functional characteristics of the Neighborhood Center include 

but are not limited to:  

• Multi-government mix of physical and virtual presence (federal, 

State, region, county, and city) 

• Providing air conditioning to function as a cooling center during 

extreme heat events 

• Roof top solar for local electricity generation with large scale 

electric storage on-site (battery-wall) 

• Free access to Wi-Fi 

• Service from the sub-regional fiber network which connects the 

Neighborhood Centers to each other and the Internet -- at 100 

gig/sec 

• Periodic markets of material goods, e.g., swap meets for used 

technology 

• Limited entertainment opportunities – small scale theatres, 

outdoor music 

• Access to technology (technology suites, public, and in some 

cases also private) 

• Printer cartridge recycling 

• Demand for a variety of products and services on behalf of the 

neighborhood’s residents and businesses can be aggregated  

• Multi-mobility hub for the neighborhood, where car sharing, bike, 

and LUV sharing, public transit, ride hailing, and van pools 

converge 

• L1 and L2 charging infrastructure 

• Flexible meeting spaces 

• Shared work spaces 

• Outdoor amenities 

• Pop-up markets and events 

The design 

characteristics of a 

neighborhood center 

include: 

 

• Density (minimum 4 

businesses per 

acre threshold) 

• Scale (100 to 300 

businesses) 

• Contents (at least 

ten 2-digit NAICs 

categories in the 

mix – mix is the 

number of 2, 3, and 

4-digit NAICs 

present, variety is 

number of 

businesses within 

each NAIC 

category) 

 



• Outlets for locally baked goods, fabricated products (e.g., 3D printed), and fresh 

vegetables from household and community gardens 

• Lockers for Amazon and other e-commerce providers to deliver neighborhood 

purchases – at a reduced cost compared to home delivery 

• Destinations currently located in commercial strips that choose to migrate into the 

center. 

• Technology (as discussed below) 

 

Development Strategies 

Developing neighborhood centers will be more complex than the companion mobility 

strategy.  Implementation is speculative at this time because there are no data-

generating demonstrations comparable to the NEV and BEV pilots yet identified and 

funded  

Neighborhood centers can be developed in two ways, plus a hybrid. 

Redevelopment -- by demolishing existing buildings and re-building with new 

construction on the reclaimed land.  This option is the most expensive and time 

consuming and must occur at a minimum scale of at least one intersection. 

Re-use -- Alternatively an existing cluster of destinations with comparatively higher 

density than other clusters can be gradually built up by increasing destination density 

slowly over time.  Vacant spaces as they occur can be remodeled to contain 2 or 3 

businesses where formerly only one existed.   

Hybrid – Developments that begin as re-use may reach a space limit so that in order to 

continue expanding to add destinations, some demolition-new construction will be 

necessary.   

Implementation will depend on a city planning process that will be quite different from 

current practice.  Planning sustainable neighborhoods will require new data sets, 

analyses, and policies.  A “sustainable centers plan” would essentially designate the 

location of centers based on a destination analysis that uses location-business data (by 

NAICs) available commercially from Dunn and Bradstreet and other vendors. 

Regulatory policies are unclear at this time, although the Manhattan Beach footprint 

ordinance is a start. In this case, cities will need to analyze the spatial pattern of their 

destinations as the basis for designating specific locations as neighborhood centers.   

Planning for residential arterials should follow the neighborhood centers because in 

order to be financially feasible with affordable units, parking requirements must be low 

which in turn depends on walking access to a designated neighborhood center. 



 

 

 

 

 

 

 

 

 

System of Centers 
A low carbon development pattern will feature a network of centers at the neighborhood 

scale – each serving 5,000 to 10,000 households.   

 

Ability to walk to destinations has become highly valued by residents to the point where 

neighborhoods with high walk scores have higher rental and sales prices.  The fallacy in 

the walk score is the failure to account for spatial economics.  Without hyper-density  

The City of Kirkland is engaging citizens in planning for Kirkland 2035 with a major update to the 

Comprehensive Plan.  A major part of that exercise is planning for significant growth in jobs and 

housing, balancing inevitable change with the community’s values, and ensuring that Kirkland 

remains a special place in 2035.  New tools are needed to help participants talk about the 

future.  The 10 Minute Neighborhood Analysis is intended to provide a tool to help the community 

talk about what it means to be livable, walkable, sustainable, connected, and transit-oriented. 

Another site:  

https://www.livablecities.org/blog/10-minute-neighborhoods-will-take-little-more-time 

& 

https://www.livablecities.org/blog/what-makes-healthy-10-minute-neighborhood  

 

 

Regional Diagram of Neighborhood Centers Concept density and spread; Source-Consultant for the SBCCOG 

https://www.livablecities.org/blog/10-minute-neighborhoods-will-take-little-more-time
https://www.livablecities.org/blog/what-makes-healthy-10-minute-neighborhood


 

 

around it, a center cannot be supported by the demand within a half-mile market area.  

For example, the SBCCOG’s economic analysis found that in Riviera Village in 

Redondo Beach, the destination cluster with the highest capture rate and greatest 

Proposed Slow Speed Sub-regional Network Source; LA Metro Slow Speed Sustainability Net Work 

Study 2017 



percentage of walking trips, 90% of every dollar spent there came from outside walking 

distance.   

To minimize total vehicular travel, a system of centers will be required.  Neighborhood 

trade will be an integral part of the success of each center: 

• No center will offer all the destinations needed by the neighborhood.  

Approximately half of all trips will go to a different neighborhood center. 

• No neighborhood will economically support all the destinations present. Demand 

will be necessary from residents of other neighborhoods for the businesses to be 

viable.  With 49 centers within 3 miles, there will be 200,000 to 300,000 

households in that 3-mile catchment area. As the cost of physical presence 

declines (carrying no inventory, requiring no labor) the stand-alone viability of 

each center increases. 

For carbon to be reduced in the sub-region, a system of centers linked by a zero-

emission circulation system will be necessary.  The multi-modal strategy anchored by 

neighborhood vehicles, personal mobility devices, and mobility services (including 

transit) is that kind of system for physical access.  This system will be supplemented by 

a fiber network for providing virtual access.   

It’s likely that each center will have some level of specialization that reflects the makeup 

of the  

residential neighborhood.  Those with an older demographic will likely find more medical 

services in their center.  Those with young families may have more day care. 

The following drawing shows how the network of neighborhood centers would look 

spatially assuming their location at major intersections are one-mile apart.  This 

structure could be labeled small scale polycentrism.  

The following graph illustrates how neighborhood trade would work. Assuming centers 

at major intersections over a 3 mile square, each center can be expected to attract half 

the trips taken by the adjacent residents with the capture rate of the other centers in the 

system declining with distance. 



 

 

Technology and Neighborhood Centers 
Since being commercialized in the early 1990s, digital networks and associated 

technologies have been “changing everything.”  Markets and entire industries have 

been disrupted or even driven out of existence over the past 25 years and the trend 

continues.  

Household Capture rate for neighborhood centers. Source; Graph created by in house expertise at SBCCOG 



 

 

Digital technologies create both problems and opportunities.  The taxi and transit 

industries are facing problems.  The Internet, Artificial Intelligence, and smart phones 

have combined to create on-demand door-to-door mobility services that are attracting 

discretionary riders from public transit and traditional taxicabs.  

One of the opportunities is finding and testing new ways to apply digital technologies to 

the challenge of making mobility more sustainable.  

Adding a technology component to NOD is one way to accomplish this objective.  The 

technology package will help the neighborhood centers attract more trips - more walking 

trips, and more zero emission vehicle trips.  It will also enable the inter-neighborhood 

trade with other centers and the legacy suburban centers.  The components include:  

• A sub-regional fiber backbone network that will connect all municipal buildings in the 

South Bay as well as the neighborhood centers at 100 gig/sec speeds. This system 

will also allow private carriers to build-out distribution networks for gig/sec speeds to 

homes and businesses. 

• Neighborhood Technology Suites within each neighborhood center that will provide 

low cost access to the means of production in a digital economy; and virtual 

presence of destinations that would otherwise require travel outside of the 3-mile trip 

Rendering of neighborhood technology center created by SCAG in 2016 for SBCCOG. 



target – like schools (distance education), health services (digital medicine), and job 

sites (telework). 

• Organizational innovations that make use of the fiber networks and Neighborhood 

Technology Suites by providing the content that will reduce the need for mobility and 

support the neighborhood economic initiatives (like job skills training programs).  

That technical and organizational infrastructure will support two broad applications 

categories:  

• Virtual presence of distant destinations (a transportation application) 

• Physical access to digital tools -- the means of production in a digital economy (an 

economic application) 

Either can make buildings “smart” by changing their function by the day or even by the 

hour.  In other words, technology today can make buildings “programmable.”  That 

capability adds significantly to the Neighborhood Center’s destination package and 

increases its magnetism.  

Virtual Presence 

Virtual presence literally adds destinations to the Neighborhood Center that would 

otherwise require travel and parking.  Hundreds of educational programs can be 

accessed, turning the facility into an intense learning environment.  Classes can be 

imported from nearby CSUDH, Loyola Marymount, or El Camino College saving 

students from driving to campus thereby reducing demand for campus parking.  This 

strategy could also   work for more distant campuses like UCLA and USC.  Content 

from east coast or even foreign universities could be offered to individuals or small 

audiences for unit credit, continuing education or casual interest.   

Telehealth is a burgeoning field.  Telehealth allows long distance patient/clinician 

contact and care, advice, reminders, education, intervention, monitoring, and remote 

admissions.  

All levels of government from city departments to federal agencies can be present in a 

single, integrated e-government center.   

The options for virtual presence are almost endless.  What appears there can be 

programmed according to the needs of the neighborhood residents.  The business plan 

for operating Centers includes value-added retailing of the technology plus several other 

revenue options.  



Digital Tools 

CAD/CAM programs, large format ink jet printers, photo scanners, drones, and 3D 

printers are a few of the tools that will help entrepreneurs, small businesses, and 

hobbyists become producers of content for Internet distribution and objects for physical 

distribution.  Many households might be interested in new digital tools but lack the 

capital to purchase them for home use, have only occasional use that doesn’t warrant 

ownership, or may be interested in purchasing only after trial use.   

 

 

Video production is a good example.  Today, many households use smart phones to 

capture still images and video – all of which creates high level of demand for editing and 

production.  The YouTube platform has created opportunities for many to distribute their 

products and services, both artistic and commercial.  

Contemporary options go far beyond video. Each neighborhood can choose from an 

array of specialized “modules” such as suites for audio production, photo production, 

officing (shared private work stations or carrels), meetings of different sizes, gaming, 

small audience presentations, smart phone applications development, and so forth.  

 A virtual reality suite for immersive media content, from education to entertainment is 

an emerging option.  Virtual Reality (VR) could also support decision making or policy 

Rendering of neighborhood technology center created by SCAG in 2016 for SBCCOG. 



development where decision makers can have a VR experience of the current condition 

or a simulation of what is being proposed.   

Producing instead of just consuming will help grow the “neighborhood economy.” The 

neighborhood center, neighborhood mobility, and the neighborhood economy form a 

virtuous cycle that will reduce GHG emissions. 

 Historical Reference 

Since proposing a technology component included with land use changes is a 

dramatically new concept, it is worth noting two relevant predecessors: 

Public Access 

A public access video production facility and distribution channels were common 

features of cable TV franchises in the mid-1970s to early 1990s.   Any member of the 

public could learn how to record, edit and distribute video products for free or a modest 

fee.   

Sharing technology was at the core of public access cable television.  The innovation 

appears to have anticipated the sharing economy of today. 

Blue Line Televillage (BLTV) 

Fortunately, proof of concept of a technology-enhanced neighborhood center was 

established by a Metro demonstration project entitled, “The Blue Line TeleVillage”. at 

nearby Compton in the mid-1990s.  The BLTV demonstrated that virtual presence could 

enhance the functionality of a center by “programming” it with destinations that would 

meet the needs of the adjacent neighborhood.   

Residential Arterial Redevelopment 
The redevelopment of commercial strips into housing along major arterials at average 

densities of the adjacent properties is another component of Neighborhood Oriented 

Development.   

Affordable housing is a problem in the South Bay, in Los Angeles County, and 

throughout the State.  The housing shortage is also a transportation problem as it 

results in carbon VMT and congestion as employees locate in less expensive housing 

markets that are outside of the South Bay, filling the streets, and highways with 

commuters. 

The source of the problem is the number of jobs added without the comparable amount 

of housing units.  Between 2004 and 2014, the South Bay cities added almost 26,000 

jobs while only adding 4,200 dwelling units – 6 times more jobs than houses.  The 

disparity is so great that it will be difficult to address it through increased density, which 

itself will cause the quality of life to decline through worsening congestion.  The 



suburban life style will be lost.  Furthermore, the public resists policies that would 

increase housing density going so far as to take the issue to the ballot.  

To add housing without increasing average residential density, new housing must be 

built at around the existing average density.  This will require building on land not being 

utilized to its potential, such as those areas of declining retail use. 

The South Bay sub-market contains over 68.3 million square feet of retail space, which 

accounts for approximately 14 percent of the larger Los Angeles retail market. The 

predominant retail building space is in strip retail – many of which are aging - so that is 

the most likely candidate to be redeveloped. 

At the same time, the footprint for retail in the built environment is shrinking.  E-retail is 

eliminating retail storefronts in general as near-in warehousing for rapid delivery direct 

to households is now in growing demand.  Exceptions are personal services (like hair 

salons), grocery stores and restaurants (although delivery services are increasing in 

both cases).   

There is also a trend toward smaller footprints per store which will continue as 

experiments like Nordstrom Local show how retail can work without on-hand inventory. 

It’s possible that even personnel remaining in store-front retail will gradually get 

replaced by robots in some form.  

The economics will determine what can be done on any arterial segment.  A very 

preliminary economic feasibility assessment was performed based on one segment on 

Artesia Blvd. in Redondo Beach and one on Hawthorne Blvd in the City of Hawthorne.   



 

 

 

Artesia was found to be most feasible because of its existing housing values.  A 25% 

increase in market rate apartments and market rate units will be necessary for the 

segment of Hawthorne Blvd. to be feasible.  In other words, feasibility depends in part 

on what the housing units can be sold for. 

Where it is feasible, redeveloping both sides of each arterial can produce 1,000 

townhouses at a density of 25 DU per Acre (about half the density of Brooklyn 

brownstones) with the potential for 25% affordable units.  Parking requirements can be 

just over 1 space per unit because of the high percentage of trips that will be walked or 

taken by a local use vehicle, one of the mobility services, or public transit. 

Aerial image from Google Maps. 



 

The low maximum parking requirement increases the feasibility.  This scenario will be 

possible if the housing is added to a “walking neighborhood” in a network of walking 

neighborhoods.  This strategy requires some sort of Neighborhood Center with 

concentrated destinations.  Parking can be reduced where multi-modal mobility exists 

with high mode shares of walking, cycling, LUVs, and a competitive market for mobility 

services, including public transit.   

Developing housing promises to be a more complex undertaking than other 

components of the SNS because it will require demolition and new construction with 

attendant costs, plus consideration of land values, ownership patterns, lot sizes, and 

required zoning changes which involve a public process in most places.  So, it is most 

likely a long-range initiative.  The changes in the retail space market can accelerate the 

redevelopment of the arterial corridors. 

For a city to position itself to take advantage of the opportunities, it should monitor 

vacancies throughout its commercial districts.  Municipal retail tax receipts and property 

values should also be monitored to identify corridors that are “under-performing.”   The 

target arterial segments must then be paired with an existing or potential Neighborhood 

Center. 

Rendering of neighborhood created by SCAG in 2016 for SBCCOG. 



Lessons Learned Towards Implementation 
The challenge of this Strategic Growth Council grant was to translate the Sustainable 

Neighborhoods Strategy developed through the SBCCOG’s research and 

demonstration program into the implementation specifics of climate action planning.  

The Sub-regional LUT Chapter assumed a possible deployment of the complete SNS 

strategy.  The cities were offered a Strategy Catalogue consisting of actions from the 

traditional CAPCOA list combined with many from the SNS. 

Three high level lessons were learned along the way. 

1. “One size does not fit all” –  One strategy for reducing transportation-generated 

GHG emissions will not be effective in all contexts.  

The State, through its regulations and funding programs, anchors sustainable mobility 

with public transit supported by bicycling/walking and sustained by increasing residential 

density.  This “transit-TOD” strategy would not be implementable in the South Bay 

because quality transit is lacking and unlikely to improve for at least 10 years.  Also, the 

South Bay is already dense, streets are congested, and there is political opposition to 

increasing density further.   

Even if transit-TOD were implemented, it most likely would have very limited success 

reducing GHG emissions.  The South Bay development pattern and resulting travel 

patterns simply require a different approach to sustainable mobility one that is different 

from a fixed route, fixed schedule legacy public transit services.  This issue may be true 

for many auto suburbs in Southern California and throughout California. Transit-density 

appears to fit best for existing urban places and those places trying to urbanize.   

With a transit mode share in the South Bay of about 4%, the SNS was developed and 

partially tested an alternative strategy to transit-TOD. The quantification of impacts 

included in the LUT Chapter - for quantifying transportation-related emissions 

reductions using “neighborhood-oriented strategies” validated the effectiveness of the 

SNS.   

The Sub-regional LUT Chapter is only the first step in developing sustainable mobility in 

the South Bay.  The SBCCOG’s innovative Action Plan described in the next section 

identifies the tasks that need to be implemented for the SNS to have a significant 

impact.   

 

2. CAPCOA – Problems and Challenges:  

No matter the strategy guiding the plan which will require a significant investment, 

the business as usual (BAU) LUT planning process for CAPs, needs to be refreshed. 



The following are some of the problems with the current process of using the 

CAPCOA manual: 

 

• The CAPCOA manual was state-of-the-art in 2010 when it was published.  Its 

strategy catalogue – the menu for municipal policy options and actions -- is badly 

outdated.  For example, electric vehicles are barely mentioned and “technology” 

does not appear.  The research findings used as the sources for quantifying 

GHG reductions are all older than 2010, some reaching back 30 years.  New 

action categories have emerged, and new evidence is available for the old ones.   

 

• The CAPCOA Manual was originally developed as a tool for evaluating the GHG 

emissions from specific projects.  It has been adapted for use as a manual for 

CAPs. Using the Manual requires extra interpolation and it eventually produces 

emissions reduction estimates that are not realistic.  

• The BAU process is complicated and most jurisdictions require technical 

assistance which can be expensive.  Refreshing and simplifying the process 

should reduce costs. 

• The current method for constructing the emissions “baseline” for LUT Chapters 

should be revised.  Currently it is based on a journey-to-work origin-destination 

data base for Los Angeles is maintained by Southern California Association of 

Governments, yet, most of the emissions reduction strategies have no 

relationship to the journey to work.  In other words, the factors that will be used to 

reduce emissions were not used to estimate the base line.  

  

3. Additional Challenges and Considerations: 

CEQA:  A sea change within CEQA was adopted in 2017, but it strayed from 

solely addressing the goal of GHG reductions.  A Level of Service metric has 

been replaced by VMT without regard to the kind of VMT.  GHG emissions can 

be reduced by zero emission VMT which suggests distinguishing those miles 

from carbon-based VMT (cVMT). Using total VMT reduction implicitly devalues 

electric vehicle conversion and favors public transit as the best way to reduce 

carbon because transit riders are not counted in VMT while an all-electric vehicle 

continues to generate VMT.  

Training and Assistance:   

- Revising the planning process will require support if a new strategy such as 

the SBCCOG’s SNS is institutionalized at the state level. A training and 

assistance will be needed at the local level before planning departments are 



capable of producing plans based on new principles of sustainability. More 

demonstrations of the strategy, leadership education, and staff training will all 

be necessary. 

 

- A new process will be needed in city planning departments that will be quite 

different from current practice.  City planning is typically concerned with the 

building envelope while the SNS planning requires detailed attention to the 

specific types of organizations that occupy the built environment.  The spatial 

distribution of destinations will need to be analyzed.  

Access to Data, Analysis, and Policy: 

- Planning sustainable neighborhoods will require new data sets, analyses, and 

policies.  A “sustainable centers plan” would essentially designate the location 

of centers based on a destination analysis that uses location-business data 

(by NAICs) available commercially from Dunn and Bradstreet and other 

vendors. Regulatory policies for implementing sustainable neighborhoods will 

need to be developed.  An ordinance to limit the footprint of retail businesses 

in the downtown enacted by the City of Manhattan Beach is a start. 

 

Implementation Action Plan for Sustainable Neighborhood 

Strategies 

City Guidance  

For implementation at the city level, the overarching principle for project approval is 

simple: 

All projects must contribute to walking neighborhoods 

• City planners should ensure there are destinations within ½ mile that meet the 

following criteria: 

• Density of businesses per acre 

• Mix of customer-serving businesses in terms of 4-digit NAICs 

• Work stations for 3% of the neighborhood work force for telecommuting & 

home businesses 

• Office and Retail developers should: 



• Ensure that its tenants contribute to the business mix and density needed by 

households within walking distance for the project   

• Adopt policy of 20% telecommuting rate per day. 

• Retail Tenants should: 

• Chosen to include those customers serving NAICs missing from ½ mile radius. 

• Occupy small footprint by reducing or eliminating on-site inventory 

• All Developers and Retail Tenants should: 

• Connect to regional LUV Slow Speed Network  

• Provide EVCS according to demand thresholds 

All project proposals should include a transportation component that specifies the plan 

for zero emission mobility and an electronic access component.  

SBCCOG Aspirational Sub-Regional LUT Pilot Projects  

The SBCCOG will seek to continue the R&D program initiated in 2003 and funded 

primarily from grants received from Southern California Association of Governments 

(SCAG), Metro, South Coast Air Quality Management District (SCAQMD), California 

Energy Commission (CEC), California Air Resources Board (CARB) and, the Strategic 

Growth Council (SGC).   

Assuming the availability of funds, the following are the three high priority initiatives that 

the SBCCOG hopes to implement over the next 3 years: 

Mobility Implementation Initiative 

The highest priority for action is the mobility component of the SNS -- that is a full scale 

LUV deployment throughout the South Bay, including disadvantaged communities. 

This initiative is the most ambitious; however, it is relatively simple plan, inexpensive, 

and fast deploying. The results will introduce a high-profile change to the South Bay 

auto culture while significantly lowering GHG emissions in the Sub-region.   

Critical to this implementation strategy will be scale. The demonstration projects of 

BEVs and NEVs previously conducted by the SBCCOG were scale-limited; however, 

they identified the utility of short range, slow speed electric vehicles as a missing mode 

in sustainable mobility.  To validate these findings, the next step would be to accelerate 

the market place for LUVs across the South Bay.  The target goal will be the 

replacement of households’ secondary internal combustion engine vehicles. A key 

element to this implementation strategy will include:  



• A South Bay Clean Vehicle Rebate Program (SBCVRP) is at the center of the full-scale 

pilot.  This program will be a market test of price sensitivity at the bottom portion of 

the BEV market – the vehicles and devices specialized in neighborhood travel.  The 

existing CVRP managed by CARB offers cash rebates for new technologies and big 

battery vehicles.  Essentially, the SBCVRP will turn the existing CVRP upside down 

for a trial period in order to quickly increase the number of electric drive vehicles on 

the road. 

Four additional components will contribute to the success of the full-scale 

implementation initiative: 

• LUV-Exhibition -- LUVs of any type, outside of the GEM NEV, are virtually unknown 

to most households. This activity would be a large ride and drive event featuring as 

many zero emission LUVs as are willing to participate.  

• Network for Slow Speed Vehicles – This program will make the designated streets 

“complete” by providing safe routes for all vehicles with a maximum speed of 

25MPH, including cycles of all types, NEVs, Segways, electric scooters, electric 

bikes, and electric skateboards. A Master Plan for this network was completed in 

2017. Funding is being sought for a feasibility study of a significant segment of the 

network.  

• Right Ranging Tool -- Very few households are aware of their actual mobility needs. 

Ideally this would be an online tool that will analyze driving patterns input by 

prospective vehicle purchasers and seekers of mobility options. The tool would 

provide various zero emission scenarios, including LUVs.   

• Sub-Regional Readiness for EVs – Readiness involves cities and employers having an 

Electric Vehicle Charging Stations (EVCS) deployment program, plus other 

considerations such as EV municipal parking regulations, electric upgrade permits, 

etc.  

 

Neighborhood Center Implementation Initiative 
In contrast, the land use component is relatively complex, will require significant capital 

and will take considerable time.  Yet, the largest increment of GHG emission reduction 

will ultimately come from establishing neighborhood centers and converting commercial 

arterials to housing. Because of the long lead time, planning for the initial network of 

Centers should begin immediately.  

A Neighborhood Center Demonstration Project is ambitious in its level of complexity 

rather than scale.  As previously discussed, a Center can be built as redevelopment of 



an existing commercial property.  Alternatively, it can be developed as re-use of an 

existing cluster of destinations that has been designated by the city as a neighborhood 

center.   

Development of a South Bay Fiber-Optic Back-bone Network 

Critical to the successful implementation of this strategy will be the necessary 

infrastructure required to virtually replace trips through technology. The first step will be 

to develop, test and implement a Neighborhood Technology Suite which would then 

serve as a catalyst for the incremental development of Neighborhood Centers 

throughout the region.   

A facility of this kind will depend on service from a high-speed network.  Groundwork for 

this initiative could be the continued through the work of the SBCCOG and other 

regional stakeholders in the development and formation of a South Bay fiber backbone 

network. 

In collaboration with the South Bay Workforce Investment Board, a feasibility study has 

been completed and an RFP from the private market to establish a Gig/Sec backbone 

network will be issued by June, 2018.   

Implementing Neighborhood Technology Suites 

Assuming available funds and, in collaboration with South Bay cities and local 

stakeholders, the next steps could include: 

- Selecting a vendor to develop and operate the fiber-optic backbone network 

- Selecting, developing and testing of at least 2 Neighborhood Technology 

Suites 

 

Local Stakeholder Support and State-Wide Dialogue 

Successful implementation of the SNS will require delivering technical assistance and 

other resources relevant to the South Bay cities and other local stakeholders.  These 

will include: 

• SBCCOG Sustainable Neighborhoods Working Group – Meetings with planning and 

public works and planning staff to help cities learn how to conduct destination 

analyses; identify locations for possible Neighborhood Center designation; 

develop the process for developing a Network Technology Suite; and learn how 

to implement the Sustainable Neighborhoods Strategy. 

 

• ZEV Resource Center – Develop the institutional capacity within the SBCCOG to 

provide technical assistance, resources, and information to support cities’ as they 

move forward with ZEV adoption by residents and businesses.  



 

State-wide Dialogue 

In addition to those initiatives, the SBCCOG will continue to participate in the state-wide 

dialogue about policies and programs in support of sustainable mobility.  Among the 

policy initiatives that the SBCCOG will advance are: 

• The need to recognize that ‘one size does not fit all.  Alternatives such as the need 

Sustainable Neighborhoods Strategy should be included in State strategies by 

expanding the State regulations like SB 375 and AB 32, and the funding programs 

such as Affordable Housing Sustainable Communities (currently restricted to high 

quality transit corridors) to make the SNS and possibly other strategies eligible. 

 

• The State’s encouragement of other sub-regions to experiment and propose 

different alternative strategies. The South Bay’s SNS does not have to be the only 

alternative and there may be other workable ideas to include. The fact is that a 

single strategy for reducing dependence of mobility on fossil fuels does not work well 

in all contexts.  When local governments commit to a package of actions, those 

actions must reduce GHG emissions or the entire effort is wasted.  Having 

acceptable alternative strategies so that local areas can base their CAP on their 

specific context will come closest to achieving that goal.   

 

• The State needs to work with those who propose alternative strategies to provide the 

documentation that will be required to incorporate them as official alternatives.   

 

• A realistic revision of the definition for high quality transit corridors.  Currently, they 

are defined in terms of service levels around the peak commute period, while the 

journey to work has shrunk to somewhere between ¼ and 1/3 of all trips.  Some of 

the bus lines in the South Bay designated as high-quality offer very poor service 

during the middle of the day and no service on the weekend.   

 

• The redefining of GHG emission reductions, where ‘credit’ should be given to those 

projects that reduce VMT with a zero-emission vehicle. 

Working with the South Bay cities and regional stakeholders, the SBCCOG looks 

forward to continuing its sustainability efforts through the successful implementation of 

our sub-regional climate action plan.   


