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REGIONAL COMPREHENSIVE PLAN
Executive Summary

President Abraham Lincoln said, “You cannot escape
the responsibility of tomorrow by evading it today.”
As citizens of the greater San Diego region, we all
share the responsibility for tomorrow. But what
should that tomorrow look like? Many would say:
less traffic, more home ownership, great schools,
convenient transit, more and better paying jobs,
clean air and water, pristine open space, and a
higher standard of living.

These are lofty goals that will require bold actions

and serious commitment to upholding effective public policies, adjusting our course where needed,
and taking risks in the creation of new programs. The rewards of such efforts can be great. A
regional approach, made possible through local commitment and actions, will make a significant
difference in our quality of life for generations to come.

A REGIONAL FRAMEWORK FOR LOCAL ACTION

The Regional Comprehensive Plan (RCP) is the strategic planning framework for the San Diego
region. It creates a regional vision. It provides a broad context in which local and regional decisions
can be made that foster a healthy environment, a vibrant economy, and a high quality of life for all
residents. It balances regional population, housing, and employment growth with habitat
preservation, agriculture, open space, and infrastructure needs. It moves us toward a sustainable
future — a future with more choices and opportunities for all residents.

True to its name, the RCP is comprehensive in its scope. It
looks beyond our borders and considers the planning and
growth underway in Imperial, Orange, and Riverside
Counties as well as in Baja California, Mexico. It sheds new
light on equity — and inequities — in our planning
processes by asking: do all communities have access to the
region’s resources and do all residents have an equal
opportunity to participate in the process?

Today, each city and community in the region makes its own
decisions regarding land use. The RCP looks at these individual decisions as a whole; assesses their
collective impacts; and examines cumulative development trends well into the future. The RCP
builds upon the best elements of our existing local general plans and regional infrastructure plans
and provides a blueprint for where and how we want to grow. Perhaps more importantly, the RCP
identifies challenges that we face as a region and offers guidance toward making better choices,
both individually and together, providing an alternative to where we could end up if we continue
with business as usual.



A SHARED VISION OF THE FUTURE

The RCP was crafted by citizens and representatives from the region's 18 cities and county
government, working together as the San Diego Association of Governments (SANDAG). The plan
was founded on the ideas of thousands of people including residents, business owners, and local
public officials. Together, they endorsed the following vision statement for the RCP:

“To preserve and enhance the San Diego region’s unique features - its vibrant and
culturally-diverse communities, its beaches, deserts, mountains, lagoons, bluffs, and
canyons, and its international setting — and promote sustainability, economic prosperity,
and an outstanding quality of life for everyone.”

Citizens also helped articulate a series of Core Values, referenced throughout the RCP, which are
the foundation for its policies and recommended actions. The policy recommendations are heavily
shaped by principles of “sustainability” and “smart growth.”

Sustainability means meeting our current economic, environmental, and community needs while
also ensuring that we aren’t jeopardizing the ability of future generations to do the same.
Sustainability also means making a regional commitment to the “Three Es:” economy, environment,
and equity — advancing a prosperous economy, supporting a healthy environment, and promoting
social equity.

Smart growth means developing the region in a way that creates communities with more housing
and transportation choices, better access to jobs, more public spaces, and more open space
preservation. Smart growth more closely links jobs and housing, provides more urban public
facilities such as parks and police stations, makes our neighborhoods more walkable, and places
more jobs and housing near transit. It reduces land consumption in our rural and agricultural areas,
and spurs reinvestment in our existing communities.

More and more, local officials are incorporating these principles of smart growth and sustainability
into their general plans and policy documents. That’s good news, because our quality of life
tomorrow will be determined, in large measure, by the extent to which we implement these
concepts today.

OUR CURRENT PATH

The San Diego region has changed dramatically during the last hundred years. Our regional
population today of three million is roughly equal to the population of the entire state of California
a century ago. The region’s growth has fluctuated during economic cycles, but increased the most
rapidly in the last 30 years. This is illustrated by the fact that 62 percent of the homes in the region
were built after 1970.



housing solutions.

face the challenge of providing housing for a
growing and diverse population at the same
time the region is beginning to run out of
open land for new development. Under
current plans and policies, more than 90
percent of our remaining vacant land
designated for housing is planned for
densities of less than one home per acre, and
most is in the rural back country areas
dependent upon scarce groundwater
supplies. And of the remaining vacant land
planned for housing in the 18 incorporated
cities, only about seven percent is planned
for multifamily housing.

When taken together, the current land use
plans of the 19 local jurisdictions do not
accommodate the amount of growth
anticipated in our region. SANDAG's
population forecast, which reflects the
current adopted local land use plans in the
region, projects that while population will
increase by 37 percent by 2030, housing will
grow by just 30 percent. The forecast shows
that if local plans are not changed, demand
for housing will continue to outpace the
supply, just as it does today.

As a result, home prices will continue to
skyrocket, forcing many to abandon their

As the number of folks has increased, the face of our population has
changed, as well. Today our regional population is older and much
more ethnically diverse. Consequently, the way we live is changing.
Empty nesters are trading large homes in the suburbs for condominiums
in vibrant urban neighborhoods. More households are made up of single
parents with children. Different lifestyles demand different

SANDAG projections indicate that our regional population will increase
i by approximately one million people between 2000 and 2030. Although
our actual rate of growth is slowing, and that trend will continue over the next several decades, we

Future Outcomes
If Local Plans Are Left Unchanged

A Reduced open space. Current plans would
consume far more land than a smart growth
development pattern, which would emphasize more
redevelopment and infill in existing urbanized areas
near transit and activity centers such as downtowns
and shopping areas, and more mixed use and
compact development in currently-vacant areas that
are planned for residential uses.

A More expensive housing and fewer types of
housing choices. On average, current densities in the
cities and urbanized unincorporated areas are
relatively low, and planned densities on currently-
vacant land are even lower. This pattern limits our
ability to address our projected housing needs, pushes
up housing costs, and can result in more people
sharing the same house due to high home prices
and rents.

A Imbalance between housing and jobs. Jobs
are a key driver of population growth. Current
local general plans allow for more growth in jobs
than housing. Additionally, local plans largely
separate residential areas from job centers, which
increase traffic.

A Environmental degradation. An imbalance
between jobs and housing leads to more and longer
commutes, and increased energy consumption. It
also affects development patterns within our
watersheds which increases urban runoff, and in
turn, affects the quality of both our drinking water
and our water bodies, such as lakes, streams, bays,
and the ocean.

dreams of home ownership or move to neighboring areas with less expensive housing costs. These
people, who teach our children, police our neighborhoods, and bag our groceries, often become
long-distance commuters, and with few transit options, our freeways become more and more
congested. The result for our region will be an ongoing housing crisis and worsening traffic.




A BETTER APPROACH RCP PLANNING FRAMEWORK
TO PLANNING
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The Regional Comprehensive Plan
establishes a new approach to planning in
the San Diego region. This approach is
based upon:
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A A planning framework that parallels | "RAMSPORTANGN

those used by cities and counties in
preparing their general plans, and
thereby strengthens the coordination
of local and regional plans and
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A A policy approach that focuses on
connecting local and regional
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transportation and land use plans, “

and creating incentives that [ [ WAL EMSE N TATHAN ]
encourage “smart growth” planning

and actions.
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The Preferred Planning Concept

To remedy our housing and transportation challenges, and to help preserve more open space that
would otherwise be developed, the San Diego region needs new planning approaches based

on shared goals and objectives. Therefore, the RCP calls for a preferred planning concept that
focuses on:

1. Improving connections between land use and transportation plans using smart growth
principles;

2. Using land use and transportation plans to guide decisions regarding environmental and public
facility investments; and

3. Focusing on collaboration and incentives to achieve regional goals and objectives.

As stated above, the first major emphasis of LINKING TRANSPORTATION
the RCP is on improving connections between AND LAND USE PLANS
land use and transportation. In this vein, a key T E—E——————
recommendation of the RCP is to identify
Smart Growth Opportunity Areas — areas
where compact, mixed use, pedestrian-
oriented development either exists now, is
currently planned, or has the potential for
future incorporation into local land use plans

) o . . Loveal and Regions]
— and place a higher priority on directing Land Uise Flans

transportation facility improvements and other
infrastructure resources toward those areas.




When it comes to transportation funding and smart growth, the RCP directs SANDAG to put its
money where its mouth is — to use regional transportation funding as an incentive for local
agencies and service providers to make land use decisions and infrastructure investments that
support smart growth.

The second emphasis area is on using land USING LAND USE AND TRANSPORTATION
use and transportation to guide other PLANS TO GUIDE OTHER PLANS
plans. The designation of specific Smart

Growth Opportunity Areas in the RCP

will provide guidance to local etz recon
governments, property owners, and ’ i
service providers as to where smart -
growth development should occur

from a regional perspective. It will l \RCP FRAMEWORK (
focus attention on these areas as local \'/ /
jurisdictions update their general plans

and redevelopment plans, and service oY e \J ! s
providers update their facility master

plans. By coordinating our planning in

this manner, we will ensure that public Storm Water Education
and private investment in local and ~ , >

A A L Solid Waste
regional infrastructure is implemented .

in an efficient and sustainable manner.

Open Space

The RCP implementation approach, which focuses on collaboration and incentives, springs from the
local level to a regional framework, and calls for:

1 Updating SANDAG'’s transportation project evaluation criteria to better reflect the
transportation and land use objectives of the RCP;

1 Providing funding and other incentives for smart growth development in key areas
throughout the region; and

1 Placing a greater emphasis on subregional planning and implementation programs.

HOW THE RCP IS ORGANIZED

The various chapters of the RCP address each of the major elements of planning for our region:
urban form, transportation, housing, healthy environment, economic prosperity, public facilities,
and borders issues. Each chapter begins with a vision for the San Diego region in 2030 and includes
a description of existing conditions, existing plans and programs, an analysis of key issues, and
recommended goals, policy objectives, and actions.

These chapters, along with the RCP's Integrated Regional Infrastructure Strategy (IRIS), a
regional smart growth investment and financing strategy, form the core of the Regional
Comprehensive Plan.



URBAN FORM:
WHERE AND HOW SHOULD THE REGION GROW

Where should we provide places in our region for people
to live, work, shop, and play as our population continues
to grow? How should we design our communities so that
they provide us with a high quality of life? Will the
impacts of future growth overwhelm the natural beauty of
our environment?

Previous studies have demonstrated that the way land has
been developed in the region during the past half century
cannot be sustained as the region continues to grow.
Dispersed, low density housing separated from auto-oriented commercial development pushes
urban development into areas better suited for rural land uses and regional open space.

As homes and jobs are more dispersed and trips become longer, it is more difficult to travel any
other way but in a car. Alternatives like transit and carpooling work best where urban land uses are
focused along corridors conveniently close to transit stations or park and ride lots. Bicycling and
walking are practical alternatives only when the distances are relatively short between shops, jobs,
school, or services, or when they can be easily combined with transit.

While a significant number of the region’s population will continue to live in traditional suburban
residential communities, more choices in both housing type and location are necessary to meet our
mobility and housing needs. A better mix of jobs and housing, and better access to jobs are needed
at both the regional and interregional levels. In particular, we need to reduce the number of
lengthy commute trips across the region and across our borders every day.

Designing Livable Places

A strong sense of community identity in a vibrant
and diverse urban landscape is the hallmark of
livable places. While there is no simple formula for
good urban design, a number of important design
elements make a community work. Good design
reflects the unique character of the community.

It enhances the identity of the community by
improving existing public facilities and providing
high quality design in new facilities. It takes
advantage of the region’s remarkable climate by
creating efficient, ecologically-friendly buildings, and encourages an active, healthy lifestyle. Over-
dependence on the automobile results in communities that are dominated by the infrastructure
necessary to accommodate the car. Healthy communities support a variety of transportation choices.
How we design our transportation facilities plays a key role in determining the scale, walkability,
and ultimately, the livability of our communities.




Coordinating Transportation and Land Use

SANDAG uses land use and urban design factors in its funding criteria for highways, transit, and
regional arterials. The RCP strengthens that approach by including a process for identifying ""Smart
Growth Opportunity Areas," and the use of transportation infrastructure funding to encourage
development in these areas.

The first step toward focusing SANDAG’s infrastructure investments in support of smart growth is to
identify the location of existing and potential smart growth areas. Because the San Diego region is
so diverse, the character of smart growth opportunity areas will vary depending on the particular
setting. Smart growth in downtown San Diego is different from that in downtown Escondido,
which in turn is different from that in Ramona. Smart growth areas should reflect and enhance the
special and unique features of our neighborhoods. And, although it is not a “one size fits all”
approach, some general principles apply.

Under adopted SANDAG principles, smart growth areas are pedestrian-friendly activity centers that
are connected to other activity centers by transit or could be in the future. The RCP identifies seven
smart growth categories in the San Diego region:

Metropolitan Center
Urban Center

Town Center
Community Center
Transit Corridor
Special Use Center

> > > > > I I

Rural Community

Some communities already demonstrate many smart growth principles, while others need changes
to general plans and zoning ordinances, as well as infrastructure improvements, to realize
their potential.

Of particular importance is the kind of public transit service provided in each type of smart growth
area. Public transit needs to be coordinated with land uses because the two depend on one
another. Rural communities represent a unique type of smart growth. Because they are remote
from the urbanized areas of the region, transit generally cannot play as significant a role in meeting
their travel needs. Nevertheless, rural communities can contribute to the region’s urban form goals
because they can provide a focal point for commercial and civic uses that can serve surrounding
rural areas. Additionally, they can focus development closer to the village core, helping relieve
pressure for development in outlying areas and preserve open space.

The seven categories provide a basis for identifying Smart Growth Opportunity Areas throughout
the region. Through a collaborative process, SANDAG and the local agencies will designate these
areas on a Smart Growth Concept Map. The concept map will be used as a planning tool to
communicate with local jurisdictions and infrastructure providers about where smart growth

will happen.



Providing Incentives for Smart Growth

The RCP proposes several new funding strategies to help guide
the region's urban form and provide incentives to implement
Smart Growth Opportunity Areas. The planning concepts,
funding strategies, and development priorities proposed in the
RCP in many ways revolutionize today’s planning processes.

Regional Transportation Network Priorities Based on Smart
Growth. As the region’s primary agency responsible for
transportation funding, SANDAG has the greatest opportunity to
provide incentives for smart growth development. Decisions regarding priorities for future regional
transit, arterial, and highway corridor projects should be based, in part, on how well local
communities have planned for smart growth land uses that increase mobility.

Direct Financial Incentives for Smart Growth. Smart
growth development, particularly in redeveloping
areas, can require significant upfront investments in
infrastructure other than regional transportation
facilities. In response to this need, the Smart Growth
Incentive Program recommended in MOBILITY 2030,
the adopted Regional Transportation Plan, serves as a
five-year, $25 million pilot program to help local
agencies fund the planning and infrastructure
necessary to develop communities that meet the region’s urban form goals. The program will invest
in those areas of the region where local jurisdictions make clear commitments to implement the
RCP’s smart growth principles as reflected in existing or revised land use plans, and ultimately
measured by actual on-the-ground projects.

Establishing an ongoing incentive program will require a long-term funding source like the Smart
Growth Incentive Program included in the TransNet Extension ordinance, a proposed 40-year
extension to the existing ¥2-cent sales tax that funds a
wide range of transportation projects in the region.

Local Incentives for Smart Growth. The RCP
encourages local jurisdictions to provide other
incentives, such as permit streamlining, reduced
parking standards, flexibility for mixed use
development, increased densities, and fee reductions

f that promote redevelopment, infill development, and
affordable housing development particularly in Smart Growth Opportunity Areas. The RCP calls
for rewarding local jurisdictions that provide smart growth incentives with higher priority for
receiving regional incentives.




TRANSPORTATION:
MOVING PEOPLE AND GOODS

Our current regional transportation system will not
meet the needs of a growing and mobile population.

Land use decisions and development patterns affect
the region’s transportation systems and the travel
choices people make. The location of where homes
and businesses are built and the intensity of these
land uses directly affect local roads and transit
services as well as freeway and rail efficiency. Too
often, local land use decisions do not include transit
needs with the typical road improvements required
of new development.

It’s time for a change.

MOBILITY 2030, SANDAG's regional transportation plan,
; . serves as the primary transportation element of the RCP,
m":'.:_.;.l e and helps position the region to achieve smarter, more

W sustainable growth.

But the implementation of MOBILITY 2030 requires local
and regional land use agencies to work together to
create more mixed use neighborhood and community
centers that encourage transportation choices to reach
jobs and services, including walking, bicycling, transit,
and carpooling.

MOBILITY 2030 plays a key role in implementing the RCP. During the next three decades, SANDAG is
expected to allocate more than $42 billion of transportation investments. The RCP calls upon
SANDAG to update the Regional Transportation Plan and related programming documents in a way
that maximizes opportunities for local jurisdictions to implement smart growth. At the same time, it
calls for SANDAG to do its part by ensuring that the design and implementation of its regional
transportation facilities support local smart growth.

Within this context, the Transportation chapter includes a variety of recommended actions to
improve our mobility network, not the least of which is securing needed funding. It also calls for
increasing the use of Transportation Demand Management programs, preparing new subregional
transportation and land use studies, identifying priority transportation corridors for investment,
incorporating pedestrian and bicycle access into urban design and development plans, and
finalizing a regional airport solution with strong, multi-modal access. MOBILITY 2030 and the RCP
go hand in hand, with updates to one setting the stage for updates and improvements to

the other.



HOUSING:
PROVIDING HOMES FOR ALL RESIDENTS

The San Diego region is in the midst of a housing crisis. Our
region is regularly ranked as one of the areas with the highest
priced and least affordable housing in the nation. The costs of
renting or owning a home have risen dramatically during the
past ten years.

Where and how housing is built are two of the most important
decisions jurisdictions can make in shaping our region’s future.

Currently, the San Diego region is not planning for or building
the amount or type of housing necessary to meet the existing and future needs of its growing
population or to accommodate its changing demographics. Adding to the lack of housing capacity
is the fact that not all of the planned land supply and densities reflected in existing plans are likely
to be developed due to a variety of factors including owners unwilling to sell, community
opposition, environmental constraints, and lack of infrastructure or funding for infrastructure.

In addition to our future housing need, the region also has an existing unmet housing need. We
have not been building enough housing to keep up with our population and job growth, and the
housing we have been building is largely unaffordable to lower income households. This existing
shortage forces many families, especially lower income
families, to spend more than they can afford on housing,
live in overcrowded or substandard housing, and/or move
to and commute from neighboring regions.

The region is beginning to address its housing needs by
implementing smart growth projects. Smart growth
development is underway in communities throughout the
region with small lot single family homes, townhomes,
condominiums, and apartments offering homeownership FL €

or rental opportunities for residents close to shopping, schools, services, and planned transit.
Additionally, older shopping centers, business complexes, and blighted areas are being redeveloped
into attractive mixed use and housing projects. But much stronger commitments to smart growth,
redevelopment, and infill are needed throughout the region.

While smart growth discussions often focus on redevelopment and infill in our existing urban areas,
it is important to note there are also opportunities for smart growth development on our remaining
vacant land. New suburban communities can be built so that they are more compact, walkable, and
transit-accessible. By rezoning certain vacant land at higher densities, land can be used more
efficiently, making it easier to include affordable and mixed use housing in new developments,
while also preserving open space.

The RCP calls for a number of coordinated actions to give the region’s residents more housing
choices — more apartments, condominiums, and single family homes in all price ranges, affordable
to persons of all income levels, and accessible to persons of all abilities. The RCP advocates for
locating additional housing choices in our urban communities close to jobs and transit to help
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conserve our open space and rural areas, reinvigorate our existing neighborhoods, and lessen
projected levels of interregional commuting.

The Housing chapter recommends the use of tools such as incentives, infill development,
rezoning, rehabilitation, sustainable or “green” building techniques, inclusionary housing
measures, rental assistance, replacement housing, and expedited permit processing to increase
and diversify our region’s housing supply and to achieve smarter growth. It also calls for
regional transportation incentives to be directed to local jurisdictions that provide affordable
housing and other housing choices in smart growth opportunity areas.

HEALTHY ENVIRONMENT:
ENHANCING OUR NATURAL HABITATS, AIR, WATER, AND BEACHES

San Diegans share a strong attachment to our regional landscape.
When asked what they like most about San Diego, natives and
newcomers alike consistently cite the enviable climate, beaches, bays,
urban canyons, local mountains, and deserts. " 8

To protect these special places and foster a healthy environment, the "
region must protect key open spaces and sensitive habitat areas, I
ensure that the air and water are clean, and restore eroding beaches.

To balance the need for development and sensitive lands conservation, our local jurisdictions have
adopted regional habitat conservation plans and subarea plans. These play an important role in
defining areas where development is appropriate. Also important to our healthy environment is
urban ecology: those natural areas that remain in or around urbanized areas.

Clean air and water, viable natural habitats, and a well-managed shoreline are critical components
to the health and well being of our residents. They also are critical to the overall economic
prosperity of our region.

A number of activities in recent years have cleaned up our water, improved our air quality, and
preserved open space. However, much more needs to be done. Sewage spills still occur, polluted
runoff still flows into the ocean, and our open space is threatened. As a region, we must increase
our commitment to improving these resources. Just like
urban infrastructure, our natural resources require funding as
well as a commitment from residents, and local, state, and

f—— . federal agencies.
- ’

. opportunities, details actions, and outlines how agencies and
— o communities can work together to preserve and improve the
i = i iy, = '9-5 environment. Among many recommendations, the plan calls

for linking habitat corridors within San Diego County with

surrounding counties and Mexico to create interregional and international preserve systems;
securing a reliable funding source to ensure development and implementation of comprehensive
regional storm water plans and programs; and preparing and implementing habitat conservation
plans for nearshore areas.

The Healthy Environment chapter identifies funding
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ECONOMIC PROSPERITY:
CREATING OPPORTUNITIES FOR AN IMPROVING STANDARD OF LIVING

Our economy functions within a regional and
global economic setting. The San Diego-Baja
California binational region faces increasing
domestic and global competition. Many people
are aware of globalization; however, few
understand that regionalization or the increasing
importance of regional economies is the other
side of the coin. In economic terms, our region is
directly connected to the greater Los Angeles

d area and Baja California, Mexico, which are our
gateways to the domestic and international marketplaces. Access to international markets is critical
for the economic prosperity of the region. To the south, we depend on Baja California for an
important part of our labor pool. Southwestern Riverside County also is becoming an increasingly
important source of labor and an alternative housing choice for many.

Our region and its workforce are ideally situated to benefit from this economic landscape. One way
to increase the region’s competitiveness is to encourage collaborative efforts by private-sector
organizations and government agencies responsible for maintaining and improving the region's
access to domestic and international markets.

The adopted SANDAG Regional Economic Prosperity Strategy serves as the primary economic
element of the Regional Comprehensive Plan. The Strategy’s recommended actions call for
infrastructure investment and public policy support in key areas to strengthen the region's
economic foundation. The Strategy makes the connections among a strong economy and sufficient
land for jobs and housing, a superior infrastructure system to support business and industry, and an
education system that prepares residents to succeed in the workforce.

The Regional Economic Prosperity Strategy calls for retaining and expanding local businesses,
creating more well-paying jobs, and preparing our residents to fill these jobs. The primary goal is to
increase, through these jobs, personal income, and thus raise the standard of living for all of the
region’s residents. Rising incomes are part of the solution to making housing more affordable.

Other actions outlined in the Economic Prosperity chapter include attracting venture capital to
retain and attract industries that will produce more high-quality jobs in the region; providing
infrastructure that enables emerging technologies and existing businesses that provide high-
quality jobs to flourish; and implementing a consensus-based state-local fiscal reform proposal
that provides financial incentives to local jurisdictions to increase the supply and affordability of
housing and helps achieve the smart growth goals of the RCP.
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PUBLIC FACILITIES: STRENGTHENING THE SOCIAL
AND PHYSICAL INFRASTRUCTURE OF OUR COMMUNITIES

Most of us give little thought to the origins of
the water that flows from our faucets, or to
the final destination of the trash that
disappears from our curbsides. Similarly, many
of us are not very familiar with how our
schools, parks, libraries, hospitals, and police
stations are provided; yet, we consider these
public facilities essential to the quality of our
daily lives.

A sometimes complicated mix of public
agencies and funding sources are responsible
for our public facilities and services. Residents
require reliable supplies of water and energy,
opportunities to reuse and recycle materials, and sufficient disposal options for waste. Therefore, it
is imperative that these agencies coordinate efforts, achieve greater efficiencies, and have the
resources necessary to provide public facilities that meet our current and future needs.

As a region, we can make more efficient use of finite resources. We can do this by locating public
facilities where they will most effectively provide access and availability of needed services and
protect public health and safety. At the same time, we need to ensure that lower income and
minority communities are not disproportionately affected in a negative manner.

The RCP focuses on a number of key issues that relate to improving our public facilities
infrastructure: meeting our regional water demand; diversifying our water sources; stabilizing the
cost of energy; upgrading aging energy infrastructure; and dealing with dwindling landfill space.

The Public Facilities chapter calls for new policies and programs that, among many things, maximize
water resources through diversification strategies such as transfer agreements, water recycling and
reclamation, seawater desalination, and sustainable groundwater development; promote the local
production of energy to reduce our dependence on imported energy; and encourage incentives for
composting, recycling, and household hazardous waste collection programs.

The overall goal of the chapter is to ensure that the region provides public facilities that meet our
current and future needs in a timely, efficient, and sustainable manner. Although the Public
Facilities chapter primarily focuses on water supply, energy, and waste management, it also calls for
the enhancement of important assets such as parks, libraries, police, fire, hospitals, and schools.
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BORDERS:
FORGING A BETTER FUTURE WITH OUR NEIGHBORS

The RCP strives to create a regional
community where San Diego County, our
18 local cities, three neighboring
counties, 17 tribal governments, and
northern Baja California, Mexico
mutually benefit from our varied
resources and international location.

- =2
To achieve that goal, the RCP calls for the . '
coordination of shared infrastructure, Fi = ol L,
efficient transportation systems, "
integrated environmental planning, and = =3 ‘h'...__
economic development with all of our S
regional neighbors. It recognizes that our region is a unique and dynamic place to live — one that
embraces cultural diversity, promotes interregional understanding, and benefits from our varied

history and experience.

Improving Access to Jobs and Housing

One of SANDAG’s most active programs is the state-funded I-15 Interregional Partnership, a
voluntary partnership between elected officials representing communities along Interstate 15.
Three regional government agencies, including SANDAG, the Southern California Association of
Governments, and the Western Riverside Council of Governments, are working together to address
the inaccessibility between jobs and housing that has caused increasing traffic congestion between
San Diego and Riverside Counties. It has been a successful, ongoing collaborative effort. SANDAG is
now considering a similar effort with Imperial County.

Along our international border, although struggling to meet its own demand for housing units,
Tijuana is beginning to see San Diegans buying homes and crossing daily to work in San Diego. We
must address both the issues of San Diegans migrating southward for affordable housing and the
northward migration of Mexicans in search of work along the border. Similar to the partnership
created with southwestern Riverside County, the RCP calls for developing a partnership with
authorities in Mexico to address the issues surrounding jobs/housing accessibility in the

binational region.

Enhancing Transportation Systems and Trade Routes

As growth continues in this region and the surrounding areas, maintaining major transportation
systems will be an even greater challenge. Agencies must work together to provide reliable and
efficient transportation systems associated with interregional commuting corridors, key trade
corridors, tribal reservations, and ports of entry. The Borders chapter recognizes that the San Diego
region needs support from its northern and eastern neighbors to acquire funding for trade corridor
infrastructure in the international border zone.
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Energy, Water Supply, and the Environment

Water, energy, and the environment are other key areas that
span our regional, international, and intergovernmental
borders. Policies and infrastructure are needed to meet
binational, tribal reservation, and interregional long-term
energy and water needs in a fiscally and environmentally sound
manner. Maintaining habitat corridors, and improving air and
water quality will contribute to a healthy binational and
interregional environment.

Specifically, the Borders chapter calls for increasing the use of renewable energy resources
throughout the binational and interregional region; coordinating long-term water planning with
surrounding counties, Mexico, and tribal governments; and establishing a cross-border cooperative
effort to protect border communities from potentially harmful environmental impacts of projects
on either side of the U.S.-Mexico border.

Economic Development

Interregional partnerships can contribute significantly to the
success of the Regional Economic Prosperity Strategy and
position the greater binational and interregional area as a
strong competitor in the global marketplace. Specific actions
called for the in Borders chapter include supporting the I-15
Interregional Partnership’s economic development strategies;
enacting policies and measures that promote economic
development along the border in Mexico, such as the
Maquiladora Program; and establishing a forum for
increased communication with tribal governments

regarding economic development.

Homeland Security

In the aftermath of the terrorist attacks of September 11, 2001, homeland security presents an
increased challenge for our international border region. Local, state, and federal officials from both
countries have been charged with keeping the nation secure while protecting the quality of life in
the greater border region. European countries provide helpful models for maintaining security and
fluidity in border areas. The Borders chapter outlines how improvements can be made to binational
ports of entry through the application of new technologies and increased involvement of

local agencies.

SOCIAL EQUITY AND ENVIRONMENTAL JUSTICE ASSESSMENT:
FAIR PLANNING AND DEVELOPMENT FOR ALL COMMUNITIES

Social equity and environmental justice considerations in the RCP focus on the goal that in the
future, all communities should thrive as the region grows. Many communities have traditionally
been left behind or excluded from the planning and development process, including low income
and minority communities, persons with disabilities, and seniors.
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Ensuring social equity does not necessarily guarantee
equality — but it does mean giving every community
an equal voice and opportunity. Social equity is
providing all residents with access to affordable and
safe housing, quality jobs, adequate infrastructure,
and quality education. It means providing the
opportunity for children and families of all races,
abilities, and income levels to live in the best
possible environment.

Environmental justice is an important component of social equity, and means that everyone,
regardless of race, culture, or income, enjoys the same degree of protection from environmental
and health hazards, and equal access to the decision-making process.

The Social Equity and Environmental Justice chapter analyzes equity issues in the RCP, much like an
environmental impact report, but with an emphasis on social impacts. We know from experience
that regions grow healthier when all communities are strong, which is why social equity is one of
the three “E”s of sustainability (equity, environment, and economy). Without it, the region cannot
have true prosperity.

Equity considerations are especially important when discussing urban form (where and how our
region grows). In the discussions of where the region should grow, the focus is often on the
environmental consequences of development patterns, such as increased traffic, air pollution, loss
of open space, and energy consumption. However, development patterns also have social and
economic consequences. They can accelerate the decline of urban infrastructure, concentrate
poverty in urban areas, create a spatial mismatch between urban workers and suburban job centers,
and negatively affect public health.

The RCP identifies four key steps that must be taken to promote social equity and environmental
justice in the San Diego region:

A Expand public involvement;

A Expand current analysis efforts to assess existing social equity and environmental justice
conditions in the region;

A Evaluate future plans, programs, and projects; and

A Monitor the performance of the RCP.

Monitoring performance on a regional basis, identifying shortfalls, making improvements, and
increasing access to the region’s resources and decision-making processes will result in a better
quality of life for all residents.

INTEGRATED REGIONAL INFRASTRUCTURE STRATEGY:
ENSURING THE FOUNDATION OF OUR VISION FOR THE FUTURE

Demand for infrastructure is driven by population growth. How well the region responds to the
challenges of our population growth will define our quality of life for decades to come. In drafting
the RCP and its Integrated Regional Infrastructure Strategy (IRIS), SANDAG is developing a blueprint
to help achieve the goal of responding to population growth and creating a sustainable region.
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The IRIS outlines a forward-looking investment and financing strategy that will help the San Diego
region meet its collective infrastructure needs. All infrastructure needs cannot be met immediately.
Timing is the key to ensuring the adequacy of infrastructure services and funding. The IRIS
recommends a phased approach. If our local and regional expenditures are working together
toward a long-term goal, then we are making progress toward addressing our needs in an efficient
and focused manner.

The IRIS focuses on eight important infrastructure areas:

A Transportation (including regional airport, maritime port, transit, highways, and international
ports of entry)

Water supply and delivery system

Wastewater (sewage collection, treatment and discharge system)

Storm water management

Solid waste collection, recycling, and disposal

Energy supply and delivery system

Education (including elementary and secondary schools, community colleges, and universities)
Parks and open space (including parks and recreation, shoreline preservation, and habitat
preservation)

> > > I I I I

Over time, when the RCP goals and objectives are
implemented, an increasing proportion of our
region’s growth will occur as redevelopment and
urban infill. To adequately prepare for this
change, the urban form and design goals in the
RCP need to be universally embraced to help
ensure that infrastructure is in place prior to or
concurrent with the land use decisions that
implement the urban form goals.

Today, however, most infrastructure planning is
done without a framework that would coordinate long-term visionary planning with short-term
capital expenditures. Integration of long range planning with current expenditures should be the
standard practice.

For example, implementation of the RTP requires an extension of the TransNet Y2-cent sales tax
program, and meeting the energy, water, and solid waste needs of the region will require
additional levels of recycling and conservation beyond what occurs today. If these assumptions do
not occur as hoped, the implementation of the strategic planning and capital budgeting may fail.

The IRIS recommends the following actions to help align our infrastructure plans and investments
with our RCP goals and objectives:

1. Local jurisdictions, acting individually and collectively through SANDAG, should use funding for

transportation projects to provide incentives for changes in land use to achieve the urban form
and design goals of the RCP. This action provides a link to other infrastructure providers.

17



2. Infrastructure service providers should develop and
implement strategic plans to bridge annual expenditures
of a capital improvement program to long-term goals of
a facilities master plan. The facility master plans of each
infrastructure provider should be linked to each other
and the RCP.

3. Local jurisdictions and service providers should formally
establish procedures and mechanisms, such as
memorandums of understanding (MOUs) or compacts, to
coordinate planning and investment in regional
infrastructure facilities to support the RCP.

As the San Diego region continues to change, we must regularly assess the ability of our
infrastructure to keep pace and to maintain our quality of life.

MEASURING OUR PROGRESS

How will we track our progress? In many cases, the RCP calls for major changes in the current ways
of doing business, looking out 30 years and beyond. Many of the actions and paradigm shifts
discussed in the plan may take years to develop, fund, and implement. Some short-term impacts are
likely to be subtle. Some will be more noticeable. Over time, however, smart decisions and the
cumulative effects of our actions will result in the future that the plan envisions.

The Performance Monitoring chapter
contains a set of annual performance
indicators to monitor the region’s progress
toward achieving the goals and obijectives of
the RCP. It also includes periodic indicators —
indicators that may not be available on an
annual basis but can provide relevant
information for assessing the region’s quality
of life.

In the fall of 2004, a baseline monitoring report will be published to create a benchmark by which
to measure future performance. Specific targets to be used as performance measures will be
developed after the publication of the baseline monitoring report. Where possible, both a short-
range target — probably five years — and a year 2030 target will be developed for each indicator.
The baseline monitoring report will serve as a starting point, and subsequent annual reports will
describe further progress.

TRANSLATING VISION INTO ACTION

The Implementation chapter focuses on two fundamental themes: collaboration and incentives.
Building upon these themes, the heart of the chapter is a collection of ""Strategic Initiatives — an
initial work program that organizes and prioritizes the recommended actions and concepts in each
chapter of the RCP.
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The RCP was not designed as a regulatory plan, ITERATIVE PLANNING PROCESS

but rather as a guidance plan. As such, the
preferred implementation approach is that local //;T“'

Comprebserive
and regional agencies incorporate the Plan
recommended policy objectives and actions into
their local and regional plans as they update those
plans. Updates to local and general plans will then Lescal
Cisruaat
e H'd ——

be reflected in SANDAG's regional growth #l
forecast, the Regional Comprehensive Plan, and Regional :
the Regional Transportation Plan. In other words, Trarsportation ﬁ'w'fﬁ‘“m"‘

the implementation of the RCP will be a dynamic

and iterative process. U

The collaborative aspect of the implementation strategy includes:

1 Strengthening the connection between local and regional land use and transportation
plans;

1 Creating subregional planning programs;

Encouraging private sector participation; and

1 Developing compacts or agreements between agencies within and across our borders.

=

The incentives aspect of the implementation strategy focuses on strengthening the link between
smart growth land uses and transportation investments. Because SANDAG is the transportation
planning and implementation agency for the San Diego region, the RCP calls for using regional
transportation funds, in conjunction with local land use incentives, as catalysts to encourage smart
growth development in key locations throughout the region. The application of incentives will take
place under a three-pronged approach: developing a Smart Growth Concept Map that will serve as
a planning tool to communicate where smart growth will happen; developing the smart growth
incentive program and applying those incentives toward Smart Growth Opportunity Areas; and
assembling an urban design "'best practices" manual focused on smart growth development
principles for use by local and regional agencies.

Other key implementation components of the RCP important across all areas of the plan are: public
participation, social equity and environmental justice, intergovernmental review, performance
monitoring, and analytical tools.

The RCP is unique in that it advocates for a collaborative, incentive-based, bottom-up approach to
implementation. The plan will only succeed with strong partnerships that include local
governments, public agencies at all levels, community interest groups, the private sector, and the
public; and proposed timeframes in which to achieve the plan's recommended actions.
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CONCLUSION:
MOVING FORWARD, TOGETHER

What does the RCP mean to you and me? On a more
personal level, it will help us to breathe easier by
promoting cleaner air. It may not be able to reduce
traffic in the short run, but it will give us more ways
to avoid it over the long haul by providing other
travel options. It will give us more housing styles to
choose from. It will give us more opportunities to live
and work in the same neighborhood. By saving more
land for habitat, the RCP will help us leave a greater
legacy by safeguarding the future for our children
and grandchildren.

Better connecting our land use and transportation plans is critical for our region to grow in a
smarter, more sustainable way. The RCP provides a blueprint for coordinating transportation and
other regional infrastructure investments, and directing these investments into Smart Growth
Opportunity Areas identified in collaboration with local jurisdictions.

The Regional Comprehensive Plan will function as a “living” document, evolving over time as
specific policies and programs are advanced. It will be updated every few years to reflect the
region's accomplishments, add new topics that weren't included in this initial RCP, and address the
region's changing needs.

Now and in the future, SANDAG welcomes your ideas into this dynamic and vital process.

=
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CHAPTER 1

INTRODUCTION
What is the Regional Comprehensive Plan?

Over the next 30 years, San Diego County is expected to grow
by more than one million people, bringing the total population
to almost four million. Many of these people will be our
children and grandchildren. Where will they live? Where will
they work? And what will the region around them be like?

The region’s 19 local governments, working under the umbrella
of the San Diego Association of Governments (SANDAG), have
developed a plan to address our region’s projected population
growth. The goal is to ensure a high quality of life for ourselves
and our future generations — to work toward a society that has
resolved its housing shortage, transportation problems, and all
energy issues, and provides healthy, desirable environments for people and nature. Sounds

like a fictional utopia? No. This blueprint for our region’s future is called the

Regional Comprehensive Plan.

WHAT IS THE RCP?

The Regional Comprehensive Plan (RCP) is the long-term planning framework for the San Diego
region. It lays out a regional vision. It provides a broad context in which local and regional
decisions can be made that foster a healthy environment, a thriving economy, and a high quality
of life for all residents. It balances regional population, housing, and employment growth with
habitat preservation, agriculture, open space, and infrastructure
needs. It moves us toward a sustainable future — a future with
more choices and opportunities for all residents of the region.

The RCP is not merely a compilation of local and regional plans. It
recognizes that each jurisdiction in the region makes its own
decisions regarding land use, and then builds upon the best
elements of our existing local plans and regional infrastructure
plans to provide a regional blueprint for where and how we want
to grow. It identifies challenges that we face as a region, and
provides a more sustainable alternative to where we could end up if we continue with business
as usual.

Most important, the RCP acknowledges that cooperation and consensus-building among all
jurisdictions and stakeholders are key to realizing our shared vision of the future. The RCP springs
from our neighborhoods and communities. It is based on a bottom-up approach with a regional
framework that will strengthen local plans. It is not about consistency and conformity, but about
strengthening the connections between land use and transportation, linking local and regional
plans, and providing needed infrastructure.
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WHY IS THE RCP IMPORTANT?

Our Unique Setting

The San Diego region spans more than 4,200 square
miles in the southwest corner of the continental
United States. Geographically, our western boundary
is the Pacific Ocean. Mexico lies just to the south.
Camp Pendleton to the north separates us from
Orange County and Los Angeles, and we share a
border with fast-growing Riverside County. The
agriculturally-based Imperial County flanks our
eastern border (Figure 1.1).

Politically, the San Diego region consists of 18 cities and the County of San Diego. Our region also
contains 17 sovereign tribal governments, administering 18 Native American reservations, the
largest number of reservations in any county in the continental United States.

The San Diego region strives to balance both its economy and its ecology. While our region is well-
known for our high-technology job base, it is also recognized for our pioneering habitat
conservation efforts that protect our native plant and animal species. We have one of the most
biodiverse regions in the world and, for that reason, have been identified as a major "hot spot" for
biodiversity and species endangerment.

The region possesses a unique and varied landscape. Within a one-hour drive of the center of the
region are mountains, deserts, mesas, canyons, river valleys, lakes, bays, and the ocean. It is a major
tourist destination thanks to our mild climate and miles of breathtaking coastline. A bustling and
diverse international border with Mexico also helps attract tourism, new residents, and new
businesses every year.

FIGURE 1.1—THE SAN DIEGO REGION AND NEIGHBORING AREAS
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CHAPTER 1

The Challenges We Face Today

In recent decades, the region has struggled with worsening traffic
congestion. Resolving this problem requires a comprehensive approach.
Given existing land patterns and increasing cost constraints, simply
building more freeways won’t solve our traffic congestion problems.

One obstacle to crafting effective solutions lies in the existing structure
of our governments; most land use plans for future development
patterns are developed by local governments, while most transportation
planning is done regionally by SANDAG and the California Department
of Transportation (Caltrans).

The region needs to view both new development and new

transportation systems in the same light to ensure that our housing and travel needs are met and
our transportation investment decisions are smart ones. How and where the region grows plays a
major role in resolving many problems beyond traffic
congestion, including rising housing prices, loss of open
space, and ever-lengthening commutes.

The demand for housing has outpaced the region’s supply,
creating higher home prices, low rental vacancy rates, and
more crowded homes. When our children grow up, it is
likely they won’t be able to afford to live on their own in
this region. Over time, high home costs will drive many
middle and lower income residents like school teachers,
firefighters, caregivers, and service workers out of the
region. Simply put, the region will suffer without a long-term solution to skyrocketing

housing costs.

Fiscal and political realities provide
formidable impediments to the production of
new homes, but geography is also a major
factor. Our region is simply running out of
undeveloped land for large-scale residential
development. Although the region is large —
almost the size of Connecticut — much of it is
unsuitable to build upon. Topography, water
supply, public ownership, and endangered 3
plants and animals mean that most new development will occur in the western third of the region.
The mountains and deserts to the east are too far from jobs, schools, and services, and in many
instances, are ecologically fragile.

Of our remaining vacant land currently designated in local plans for new housing, less than ten
percent (about 38,000 acres) is planned at densities equal to or greater than one dwelling unit per
acre. Figure 1.3 depicts these areas, of which many are already in the process of being developed.
The areas shown on the map are generally small and difficult to see on a map of this scale,
illustrating the fact that very little vacant land planned for urban densities remains in the region.
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This means that redevelopment and
residential infill will play increasingly
critical roles in providing future
housing opportunities.

As a region, we should provide
enough homes to meet the demand
created by projected job and
population growth. The RCP
recognizes that local land use plans,
if left unchanged, do not provide
enough capacity to meet the region’s
projected housing needs over time. If
housing capacities in key locations of
our more urbanized areas are not
increased, more San Diego workers
will live in surrounding areas
including Riverside and Imperial
Counties and Baja California. The
result for our region will be a
continued housing crisis and
worsening traffic.

Therefore, the RCP calls for the San
Diego region to take more
responsibility for its own housing
needs and create additional housing
and mixed use capacity in
appropriate locations.

The major challenges before us,
then, are how to intelligently use the
small amount of remaining
undeveloped land designated for
residential development, how to
protect our natural environment,
how to maximize urban
redevelopment and infill
opportunities, and how to
coordinate these revitalization
efforts with our current and future
transportation networks, maximizing
mobility within our region.

CHAPTER 1

FIGURE 1.2—MAJOR USES FOR THE RCP

A major goal of the RCP is to strengthen the connections
between land use and transportation planning and
local and regional planning.

Identifying a preferred direction for regional growth.
Through the RCP, our region collectively determines where
future growth should be encouraged and where it should be
avoided. The RCP identifies smart growth opportunity areas and
provides a policy framework for prioritizing infrastructure
investments in those areas.

Strengthening the connection between land use and
transportation decisions. Most land use decisions are made
locally, while most transportation decisions are made regionally.
The RCP provides a framework to better integrate land use and
transportation decisions.

Connecting local general plans and regional
infrastructure plans. The RCP serves as a framework for local
jurisdictions as they implement their general plans, and for
infrastructure service providers as they prepare and update their
facility master plans. SANDAG does not have land use or
regulatory authority and does not issue permits. However,
through the RCP, the regional leadership has agreed to an
incentive-based framework for achieving a regional vision.

Supporting smart growth with regional transportation
dollars. SANDAG is responsible for programming federal, state,
and local transportation funds in the San Diego region. SANDAG
will provide funding incentives to communities that have or are
willing to adopt land use plans that support smart growth. The
current regional transportation plan, MOBILITY 2030, takes

a first step toward our efforts to grow in a smarter, more
sustainable way, but the RCP moves us even further in

that direction.

Achieving more sustainable development for future
generations. The RCP embraces the concept of sustainability,
which means making land use decisions and infrastructure
investments that are good for the environment, the economy,
and all people.

Providing a proactive approach to issues of fairness and
equity. Our region is becoming more ethnically diverse and, as
the Baby Boom generation ages, collectively older. The RCP
evaluates our policies for fairness - to ensure they do not
disproportionately affect minority and low income communities in
a negative manner. It also promotes the inclusion of a diverse mix
of people in our local and regional planning processes.

Cooperating with our neighbors within and outside our
region. The RCP highlights issues that should be addressed
cooperatively by SANDAG, the region's 19 local jurisdictions and
tribal governments, our neighboring counties and cities, and
Mexico.

Monitoring our progress. SANDAG and member agencies will
use performance measures to track progress made toward
achieving the RCP goals.

Helping to meet state government goals. Caltrans has been
a major underwriter of the RCP, in hopes that better, long-term
planning and coordination in the San Diego region will improve
the region's transportation system. The RCP can help achieve
state goals such as less traffic congestion, more transportation
alternatives for our increasingly diverse population, greater
economic prosperity, more effective use of our energy and fuel,
increased public involvement in transportation planning, and a
healthier environment.
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FIGURE 1.3—VACANT DEVELOPABLE RESIDENTIAL LAND PLANNED FOR
ONE UNIT PER ACRE OR MORE AS OF APRIL 1, 2000

Source: SANDAG 2030 Final Forecast Land Use Inputs
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Smart growth is a compact, efficient, and
The key to making the most of our limited supply environmentally-sensitive pattern of
of suitable land without creating greater devz_el_opmlent th?thpm\{'des people with
congestion, commute times, and air pollution is a celefflelml TEVE, ELEE] Ce
) o " employment choices by focusing future
planning concept called “smart growth. growth away from rural areas and closer
to existing and planned job centers and
Smart growth means developing the region in a public facilities, while preserving open
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way - ) ) 9 more efficient use of existing urban
and transportation choices, better access to jobs, infrastructure.

more public spaces, and more open space
preservation. Smart growth more closely links jobs and housing, provides more urban public
facilities like parks and police stations, makes our neighborhoods more walkable, and places more
jobs and housing near transit. It reduces land consumption in our rural and agricultural areas and
spurs reinvestment in our existing communities.

Smart growth also means planning for and implementing more sustainable land use patterns on our

remaining, vacant developable land as well as facilitating redevelopment and infill in areas with
opportunities for change. It means retaining most of our existing communities and neighborhoods,
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while pursuing land use changes in areas that can benefit from additional infrastructure
investments. This results in more housing and lifestyle choices for our residents as our region grows
and our population ages.

Moving in the Right Direction

Many local governments currently are updating their general
plans, and many others will begin this process during the next
few years. This represents a tremendous opportunity to
incorporate smart growth principles into local planning
frameworks. In fact, many local jurisdictions are already doing
just that.

Smart growth is being planned and implemented today in our region in the form of new infill
development, redevelopment efforts, transit-oriented development, and efforts to locate
housing near jobs. In addition, many cities and the County have adopted landmark habitat
conservation programs.

Regionally, transit and transportation planning have been consolidated under one roof — at
SANDAG. SANDAG works in close collaboration with Caltrans and, increasingly, with Mexico, our
neighboring counties, and the tribal governments of the region to coordinate on transportation
planning issues, as well as land use and environmental planning matters.

The RCP will build upon these steps and provide transportation funding incentives to local
jurisdictions and agencies to support
their efforts.

WHO PREPARED THE RCP
AND HOW WAS IT FUNDED?

Thousands of people helped prepare the
Regional Comprehensive Plan, from residents
who participated at local public workshops to
business leaders, environmentalists, housing
advocates, educational leaders, civic
organizations, farming interests, design
professionals, health advocates, planning directors, public works directors, city managers,
community based organizations, local and state-elected officials, and representatives from state
agencies, federal agencies, neighboring counties, and Mexico.

SANDAG’s Role
The preparation of the RCP took place under the umbrella of the San Diego Association of
Governments (SANDAG), the region’s transportation and planning agency. Its members are the 18

incorporated cities and the County of San Diego.

One of SANDAG’s most important roles is implementing a $42 billion regional transportation plan
for freeways, major arterials, buses, trolleys, pedestrian and bicycle facilities, and trains. SANDAG
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works with the 19 local governments and the California Department of Transportation (Caltrans) to
ensure coordination between local general plans and the regional transportation network. As the
region builds more housing and job centers, we need to make sure that transportation keeps pace
with demand, particularly in smart growth opportunity areas.

In early 2002, the SANDAG Board of Directors called for the
preparation of the Regional Comprehensive Plan. At that time,
SANDAG received a Caltrans grant to help prepare the plan.
The RCP effort was spearheaded by SANDAG's Regional
Planning Committee, which consists of local elected officials
representing the San Diego region. The committee also
includes a number of advisory members, including Caltrans, the
San Diego Unified Port District, the U.S. Department of
Defense, local transit agencies, the San Diego County Water Authority, as well as representatives
from two SANDAG working groups: the Regional Planning Technical Working Group (TWG), made
up of the region's planning and community development directors, and the Regional Planning
Stakeholders Working Group (SWG), composed of community stakeholders from throughout

the region.

SANDAG's Borders Committee, Transportation Committee,
Regional Housing Task Force, and public works directors also
provided valuable input on key parts of the RCP.

Enabling Legislation

In September 2003, the Governor of the State of California
signed AB 361 (Kehoe) into law, setting forth parameters for
the preparation of a regional comprehensive plan. The law specifies that in allocating
transportation resources, SANDAG must consider the extent to which each jurisdiction's general
plan implements land use policies recommended in the RCP. The law also specifies that the public
must be provided with opportunities to participate in decisions affecting the region's future
quality of life.

Broad Public Involvement

More than 40 workshops and forums were held in cities
around the region to gain input from residents on the
vision, core values, goals, policy objectives, and actions
of the RCP. Initial efforts enlisted participation from
residents and stakeholders to help craft the vision and
core values. Feedback and comments from workshops,
presentations, and public meetings were used to develop
the policy objectives and actions, and to refine the
content in the plan.

As part of the public involvement effort, a number of community-based organizations, representing
a diverse range of ethnicities, income levels, and age ranges throughout the region, received grants
from SANDAG to perform outreach in their communities on RCP issues. These community-based
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organizations helped identify issues of importance in their communities that SANDAG would not
have been able to identify on its own. Residents' ideas from the workshops and forums have been
incorporated throughout the RCP.

HOW THE RCP IS STRUCTURED

The Regional Comprehensive Plan contains a detailed analysis of existing conditions in the region,
as well as goals, policy objectives, and recommended actions to achieve our shared vision.

The initial chapters outline the vision and core values established by residents and policymakers,
and describe population forecasts and the challenges ahead.

Chapter 4 is the “heart” of the plan as it introduces the key planning and policy framework of the
RCP: intergovernmental collaboration and incentives for smart growth. Chapters 4A — 4F serve as
the "elements™ of the plan, delving deeply into specific issues that define our quality of life: urban
form, transportation, housing, the environment, the economy, and public facilities.

Chapter 5 recognizes that this region has unique opportunities to collaborate with our
neighboring counties, Mexico, and the tribal governments within our region. Chapter 6 addresses
issues that are gaining a louder voice in contemporary land use planning: social equity and
environmental justice. Chapter 7 provides the foundation for the future growth of the region in
the comprehensive Integrated Regional Infrastructure Strategy.

The concluding chapters of the RCP are where the action is. Chapter 8 includes a framework
for benchmarking and measuring our progress over time. And, finally, Chapter 9 includes a list
of "'Strategic Initiatives," an initial RCP work program that pulls together specific actions from
each of the chapters and organizes them strategically, identifying the lead agencies and

other participating entities responsible for implementation, and the expected timeframes

for completion.

Together, these chapters form a landmark document — the Regional Comprehensive Plan for the
San Diego Region — a blueprint for achieving the kind of change we need to sustain our region
for the future.

WHERE DOES THE RCP LEAD US?

Our local elected officials, working together as
SANDAG, recognize that our region will reap several
benefits from achieving consensus on a long-term
regional plan, including an enhanced quality of life in
the near-term, 30 years from now, and beyond. A long-
term regional plan also will help our region achieve
greater sustainability, as reflected by a stronger balance among economic prosperity,
environmental health, and social equity; and to secure additional funding for programs and
infrastructure networks critical to the region.

What does the RCP mean to you and me? On a more personal level, it will help us to breathe
easier by promoting cleaner air. It may not be able to reduce traffic in the short run, but it will
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give us more ways to avoid it by providing other travel options. It will give us more housing styles
to choose from. It could allow us to live and work in the same neighborhood. By saving more land
for habitat, the RCP will help us leave a greater legacy by safeguarding the future for our children
and grandchildren.

The Regional Comprehensive Plan, although comprehensive as the title indicates, does not address
all issues raised by residents and agencies during the course of its preparation. This initial RCP
serves as a starting point for comprehensive planning for the San Diego region. As described in
the Implementation chapter, SANDAG and its partners will focus on implementing the RCP,
monitoring progress toward achieving our goals, and laying the foundation for addressing
additional topics in the first RCP update. The first update is anticipated within the next three to
five years, in conjunction with regular updates to the Regional Transportation Plan. SANDAG also
will work with the regional infrastructure providers to ensure that new public facilities and
infrastructure networks are built concurrently with development, which will move us closer, over
time, toward achieving our shared vision for the region.
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OUR REGIONAL VISION & CORE VALUES
Defining Where We Want to Go

"What do we want our region to be like in 2030?"" That was the question SANDAG posed to the
citizens of the San Diego region. Hundreds of people — concerned residents, stakeholders, business
and education leaders, planning directors, and local elected officials — responded to this question
at the first round of public workshops on the Regional Comprehensive Plan (RCP). Their responses
shaped the RCP’s regional Vision and Core Values, and helped paint a picture of what our future
could be like 30 years from now and beyond.

OUR REGIONAL VISION

"To preserve and enhance the
San Diego region's unique
features - its vibrant and
culturally-diverse communities,
its beaches, deserts, mountains,

lagoons, bluffs, and canyons,
and its international setting -
and promote sustainability,
economic prosperity, and an
outstanding quality of life for
everyone."

ENVISIONING OUR FUTURE

Only time will tell if the RCP will result in a better tomorrow. If we imagine the future, what would
we want to see? How would things be different? Here's a snapshot of how the San Diego region
could look in 2030 based upon ideals and core values communicated by residents throughout the
region...
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A Vision of San Diego in 2030

Our Environment... Our region has retained its natural beauty. We now have healthy and vibrant
communities as well as well-preserved open space, agricultural lands, and rural areas. We have
permanently preserved open space corridors that run from Orange and Riverside Counties to Mexico and
from the Pacific Ocean to the Imperial Valley, which all residents of the region enjoy. This interregional
and international preserve system protects native plants and animals that were once on the verge of
extinction. Urban canyons, parks, and public spaces in our cities reflect the native habitats of the area.
Native birds frequent local parks and our own backyards.

Our coastal environment, including reefs and kelp beds, continue to flourish. The coastline is restored to
its natural condition, providing productive habitats for sea life and enhancing the region as a tourist
destination with the best beaches on the West Coast. Our wide, sandy beaches help minimize damage
from storms, while providing wonderful recreational opportunities for residents and visitors.

Our Economy... Our region is economically diverse. We have an educated and well-trained workforce,
an innovative business culture, and excellent universities. Our transportation, water, and energy
infrastructure systems serve the needs of the greater region while meeting the demands of the modern
global marketplace.

We embrace our economic and social diversity. A majority of our residents have gainful employment
with improved purchasing power and increasing economic prosperity. These attributes place our region
among the most competitive in the world and have contributed to a significantly higher and sustainable
standard of living for all our residents. Environmentally-friendly and sustainable business practices have
become a hallmark of the region.

Our Housing and Neighborhoods... Housing prices are within reach of much of our population,
including our children, our grandchildren, and our parents, meaning fewer of them are forced to move
out of the area to afford housing or retire. We have a variety of housing types for a variety of lifestyles
and family structures — many of them near places where we work, shop, and play. They are connected to
attractive, efficient, and well-integrated transit stations. Many of our communities, particularly those
along major transit corridors, are more compact, yet they don’t feel crowded thanks to good urban
design and landscaping. People enjoy living in multifamily and mixed use neighborhoods within an easy
stroll of retail stores, parks, playgrounds, childcare, healthcare, restaurants, movie theatres, museums,
vocational schools, and other recreational services and activities. Our historic main streets are vibrant.
Our rural communities have grown, but retain their small-town, country charm.

Our homes are built or retrofitted with environmentally-friendly materials and universal design features,
resulting in greater energy and water efficiency and significantly easier access for our aging and
differently-abled population. Our homes are also energy-efficient and our yards are attractively
landscaped with less-thirsty native plants. We are socially connected and more civically engaged, and as
a result, have sound strategies for funding our schools, libraries, and other public services. Our
neighborhoods are beautifully landscaped with native trees and flowers. Our streets are walkable and
wheelchair accessible, and they're safer to cross. We regularly walk and ride our bikes, and this increased
physical activity makes us healthier.

32




CHAPTER 2

Our Transportation Systems... We have many convenient transportation choices. Fast, frequent, and
reliable public transit services interconnect our communities, and our major transit centers are
integrated with housing, retail shops, food courts, shade-covered benches, and well-maintained
restrooms. More of our residents who have cars opt to leave them at home and families need fewer cars
per household. Overall, it’s easier and more convenient to get around by walking, biking, and using
transit. As a result, many children walk or bike to school, as we used to do when we were younger.

Many of our existing regional freeways, highways, and major roadways have been expanded and
include an extensive managed lane network for transit and carpools. These systems are linked to the
international airport, ensuring effective access to world markets. Roads, rails, and vehicles are better
managed with technology, which increases public safety. In-road sensors and cameras help detect traffic
incidents and slowing. Automated systems notify traffic-response teams in real-time and electronically
adjust ramp meters and traffic signals to moderate traffic flow.

Despite nearly three decades of population and employment growth, the average commute time is less
than 30 minutes, and traffic congestion in key corridors has improved. By better linking transportation
and land use decisions in the past, more people now live close to their jobs and leave their cars at home.
As a result, more people have additional leisure time and less travel-related stress.

Our Relationships with Regional Neighbors... The greater Southern California-Baja California region
boasts a seamless network that connects our economies, infrastructure, transportation, environment,
and tourism industries. Major achievements have been made in cross-border infrastructure investment.
Our air, land, and sea ports are served by extensive highway and rail transportation networks geared
toward moving freight and goods north and south, east and west.

We work closely with Mexico and our surrounding neighbors to maintain a healthy environment, and
both sides of the international border are recognized throughout the world for clean air and water and
thriving ecosystems. We have established linkages and common land management practices along our
borders. Most of our workers live here in San Diego County. However, those who travel to and from
neighboring counties and Mexico have a number of commuting choices, including high-speed rail, better
trolleys, buses, and train-like services, and carpools and vanpools. Our international border is more
transparent as many are in Europe, and border-crossings are fast and safe.

Our Energy Supply... The region has a reliable and diversified energy supply and has reduced its
dependence upon outside sources. Local supplies satisfy a greater proportion of the region’s demand.
Energy sources, including solar, wind, and geothermal power, are clean, efficiently produced, plentiful,
and reasonably-priced. We also draw energy from converted organic materials, landfills, and water
sources. Our utility lines are underground, making our neighborhood skylines more attractive.

Our Water Supply... The region is more self-sufficient with regard to water. Water is valued as a
precious resource. Conservation is practiced in our homes, gardens, businesses, farms, and ranches; and
made easier with new and improved technologies. We have a diversified water supply with a broad
range of water resources including seawater desalination, water transfers, water recycling, reclamation,
and sustainable groundwater supplies. We are less dependent on water imports, and our region’s water
conveyance systems are flexible and reliable.
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Our Water Quality... We now have a greater awareness about the overall health of our watersheds:
how our streams, lakes, and rivers are connected to groundwater, lagoons, and the ocean. Our water
bodies are safe for plants, animals, and people. Pollution no longer closes beaches. Groundwater
supplies, now free of pollutants, help us meet the region's water demands.

Our Air Quality...The air we breathe is clean. We enjoy exercising and playing outdoors. We drive less
frequently, taking advantage of convenient transportation options such as transit, bicycling, and
walking. Our cars and trucks are more fuel-efficient and use cleaner-burning fuels, and we have
increased numbers of electric vehicles and those that run on alternative fuels. Industrial plants continue
to upgrade pollution-control equipment and curb emissions. Residential neighborhoods are free of
potentially harmful industries. We now lead the country in exemplary compliance of all state and federal
clean air standards, and as a result, see fewer people with respiratory disease.

Our Waste Management Systems... Educational and public awareness campaigns that focused on
reducing waste, increasing recycling, and promoting composting, have been so effective that our region
is closer to achieving a zero-waste philosophy than any other metropolitan area in the United States.
Composting has become a common practice for reducing green waste. We make regular use of new
technologies that convert organic materials into energy, ethanol, solvents, and other products. We
properly treat and dispose of hazardous wastes, protecting our streams and land from contamination
and meeting the needs of our local industries. More construction and demolition debris is recycled,
sparing the need for new landfills.

Our Educational System... The region’s K-12 school system has the resources to provide well-trained
teachers, deliver education programs that meet the needs of learners at all skill levels, and parents and
families are committed partners in the education process. The region has a highly educated and well-
trained workforce and all segments of society are able to participate in our economic prosperity. Our
workforce is capable of adapting to the ever-changing needs of modern industry. Local businesses work
closely with schools to develop programs that fit their needs.

Our Quality of Life... While the number of people in our region has grown, we have improved our
quality of life. Our neighborhoods are safe, and residents can walk to quality schools and well-
maintained parks. Sidewalks, buildings, and recreational facilities are accessible and barrier-free. We
have strengthened collaborations between governments and stakeholders within our region and with
surrounding areas. All voices are heard in the decision-making process. We are spending taxpayers’
money more effectively through an improved infrastructure investment decision-making process, and
local governments have enough money to fund important community services. We are now stronger as
an international and interregional metropolis than we were as separate communities, and we have
achieved a balance between economic prosperity, environmental health, and social equity.

BACK TO THE PRESENT

Sounds like a wonderful future, doesn’t it? This vision was built upon the core values that were
developed through extensive public outreach. Our core values reflect aspects of our future that
people living and working in San Diego in 2003 would like to preserve or enhance. The core values
serve not only as the launching pad for the envisioning scenario above, but also as a guide in
formulating the goals, policy objectives, and actions included in the RCP chapters.
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OUR REGIONAL CORE VALUES

What Do We Value?

Urban Form
A Livable, walkable, safe, and healthy neighborhoods that include a mix of housing, parks, schools, jobs,
health care facilities, child care facilities, and shopping.

Redevelopment and infill in urban areas along transit corridors, to promote sustainable growth.
A variety of housing and transportation choices at various price ranges.

Preserved and maintained open spaces, rural communities, and agricultural areas.

Accessibility and a barrier-free physical environment for all.

Transportation

A A transportation system that better links jobs, homes, and major activity centers; enables more people
to walk, bike, and use transit; efficiently transports goods; and provides effective transportation options
for people of all ages and abilities.

Housing
A More apartments, condominiums, mixed-use housing, and single family homes in all price ranges; and
closer to jobs, transit, shopping, and recreation centers.

Environment

A Asustainable region with healthy ecosystems and environmentally friendly development.

A Clean water, air, soils, water bodies, and coastlines; and healthy beaches.

A Protected open space and habitat conservation systems, and preserved natural topography.

Economic Prosperity
A A balanced variety of jobs with competitive wages.

A Education and training opportunities for the local workforce to meet the demand for these jobs, helping
to ensure a rising standard of living.

Public Facilities
Infrastructure systems that work for all residents in the region.
Energy self-sufficiency.

A diverse water supply that meets the region's needs, respects the environment, and emphasizes
conservation and efficiency.

Access to healthcare and social services.

Good, safe schools for our children that provide a quality education and serve as focal points for our
neighborhoods.

Binational and Interregional Coordination

A The uniqueness of the region as an international border community, embracing ethnic and cultural
diversity and promoting a wide variety of cultural resources.

A Cooperative planning and coordination among local jurisdictions within the region, and with our local
school districts, our Native American tribal governments, our neighboring counties, Mexico, and our
military communities.

Effective and Responsible Planning and Implementation
A Broader public participation in the planning process and allocation of resources.

A Afiscal structure that provides an equitable distribution of burdens and benefits, promotes efficient
resource use, and provides clear incentives for achieving plan goals.
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MEETING OUR FUTURE NEEDS THROUGH Defining Smart Growth

SUSTAINABILITY AND SMART GROWTH S R GO, Tt

and environmentally-sensitive pattern

The regional vision and core values describe a future of development that provides people
San Diego we would all be proud to call home. But, with additional travel, housing, and
how do we get there? How do we ensure that we employment choices by focusing future

growth away from rural areas and closer
to existing and planned job centers
and public facilities, while preserving

meet the needs of today, while also guaranteeing
that the region will provide for our children and

our grandchildren? open space and natural resources and
making more efficient use of existing
To answer these questions, the RCP calls for the urban infrastructure.

application of principles of “sustainability” and
“smart growth.”

Sustainabilit .
Y Smart Growth Principles

Sustainability means simultaneously meeting our :_and Use and.Urbanf Des.ign.fReduce

current economic, environmental, and community giciconsumpYionibyAoeEaRtaTS

. . . . growth in the cities and in the
needs, while also ensuring that we aren’t jeopardizing appropriate unincorporated suburban

the ability of future generations to meet their needs. communities and village centers
through new development,
Sustainability is often discussed in terms of the “Three redevelopment, and infill, emphasizing

pedestrian friendly design and mixed

Es:” Economy, Environment, and Equity. For the San
use development.

Diego region, the Three Es represent:
Travel Choices. Provide people with
additional travel choices (walking,

A A Prosperous Economy: Ensuring a rising standard of biking, rail, bus, and automobile),

living for all of our residents;
Jobs/Housing Mix. Locate housing

; . ] . . . near or within major employment areas
A A Healthy Environment: Creating a region with and provide employment opportunities

clean air and water, pristine sandy beaches, and near major housing areas.

rotected open spaces and natural systems; and . . . .
P P P Y Housing Choices. Provide, in each

) . ] ) o community, a variety of housing types
A Social Equity: Ensuring that all communities are for residents of all incomes.
treated fairly and are given equal opportunities to

.. . . . Infrastructure Capacity and
participate in the planning process. Included within

Location. Provide adequate

this is another important E, Environmental Justice: infrastructure in designated smart
Ensuring that plans, policies, and actions do not growth opportunity areas.
disproportionately affect low income and minority Environment. Protect open space and
communities in a negative manner. habitat areas. When constructing
residential, commercial, or industrial
Together, they are like three legs in a stool — lacking areas, or building transportation

systems, provide environmentally
sensitive development that conserves
water and energy, protects water
quality, promotes the use of alternative
energy sources, protects sensitive plants
and habitats, and restores natural open
spaces through the use of native plants.

just one leg means the stool will not stand. Emphasizing
one over the other puts us on uneven ground.
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CHAPTER 2

Smart Growth

Smart growth means developing the region in a way that creates communities with more housing
and transportation choices, better access to jobs, more public spaces, and more open space
preservation. Smart growth more closely links jobs and housing, provides more urban public
facilities like parks and police stations, makes our neighborhoods more walkable, and places more
jobs and housing near transit. It reduces land consumption in our rural and agricultural areas and
spurs reinvestment in our existing communities. Together, sustainability and smart growth form the
philosophical foundation of the Regional Comprehensive Plan.

37



CHAPTER 3

OVERVIEW OF THE SAN DIEGO REGION
Current Conditions and Future Trends

Why do we need a Regional Comprehensive Plan? “
Let’s examine the facts. It helps to look at some

objective statistical information that puts our past,
present, and future into perspective. This chapter
provides data that gives us a picture of where
we’ve come from, where we are today, and where
we are headed under our current plans and
policies. It provides insight into what’s working,
what isn’t, and what we can do to change our
future for the better.

CURRENT CONDITIONS

At the beginning of 2004, the San Diego region had a total population of just over three million
people, an increase of more than 200,000 people (7.2 percent) over the 2000 Census. The total
number of housing units rose just 4.9 percent during the same period. This imbalance in the growth
rates of population and housing units accounted for a slight increase in the number of persons

per household.

People and Housing Facts
The 2000 Census painted an interesting picture of the region:

Our median age is 33.2 years — about 10 percent younger than the nation as a whole.
Twenty-six percent of our residents are under the age of 18; 11 percent are 65 and older.
We are ethnically diverse: Just over half of us are non-Hispanic White.

Thirty-three percent of residents over the age of five speak a language other
than English at home.

We are educated: 65 percent of residents age 25 or older have at least some college education,
and 30 percent have a bachelor’s degree or higher.

Eighteen percent of people age five and over have a disability.

Median annual household income is over $47,000, compared to the national figure of $42,000;
however, 13 percent of our residents live in poverty.

Our housing stock is relatively new: 62 percent of the region’s homes were built after 1970.

Our housing stock is 60 percent single family, 35 percent multifamily, and five percent
mobile homes.

Fifty-five percent of households are owner-occupied, 45 percent are renter-occupied.

The number of people commuting into the region from Riverside County tripled between
1990 and 2000.
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Land Facts

In addition to Census data, SANDAG maintains a wealth of land use information on the region.
Here are a few highlights:

A The region comprises over 2.7 million acres of land (more than 4,200 square miles) — almost the
size of the state of Connecticut.
About 55 percent of our total land area is not available for public development, including
public lands, dedicated parks and open space, and land constrained for environmental reasons.
Another five percent is dedicated to military use.
So far, more than 190,000 acres have been identified as habitat set-aside. Over time, this figure
could double.
There are more than 8,500 miles of roads in the region, which cover more than
85,000 acres of land.
There are 18 Indian reservations in the region; more than any other county in the nation,
totaling almost 130,000 acres.
More than 90 percent of our remaining vacant land designated for residential development is
planned for densities of less than one home per acre, and most is in the rural back country areas
dependent upon scarce ground water supplies.

Of the remaining vacant land designated for residential development in the 18 incorporated
cities, only about seven percent is planned for multifamily densities.

About three-fourths of future residential development in the region will occur on vacant land,
and one-fourth will take place as redevelopment or infill.

FUTURE TRENDS

The San Diego region will continue to grow over the next 30 years, but at a slower pace than in
previous decades. SANDAG’s 2030 Final Forecast projects that between 2000 and 2030 the region
will add about one million more people, over 300,000 new homes,* and more than 400,000 new
jobs (Table 3.1).

! The 314,000 new homes projected in the forecast will consume almost all of the remaining housing unit capacity of the
region under current local land use plans. Capacity estimates for the 18 cities are a joint effort of SANDAG and the local
planning staffs. Together, the staffs review detailed, large-scale maps of existing land use, planned land use, and
potential areas of redevelopment (change of use) or infill development (intensification of the existing use). The planners
indicate where within each planned density range development typically occurs, which often differs between vacant
land and redeveloped land. Edits are made to SANDAG’s GIS databases, and a new map and capacity estimate are
produced. This process is reiterated with each city until they are satisfied that the estimate is reasonable and realistic.
For the unincorporated area, SANDAG used the GP2020 population targets (in effect, a predetermined capacity), and
the December 2002 Working Copy land use map for distribution. A more detailed explanation of this process is provided
in the document Final 2030 Forecast Process and Model Documentation, available on the SANDAG Web site
(www.sandag.org).
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TABLE 3.1—REGIONAL GROWTH, 1970-2030

1970 2000 2030 NUM. INCREASE PCT. INCREASE
CENSUS CENSUS FORECAST '"70-00 '00-30 *70-‘00 '00-30
PEOPLE 1,357,900 2,813,800 3,855,100 1,455,900 1,041,300 107% 37%
HOMES 450,800 1,040,100 1,354,100 589,300 314,000 131% 30%
JOBS! 566,900 1,384,700 1,824,000 817,800 439,300 144% 32%

LIncludes uniformed military.
Sources: US Census Bureau; SANDAG

In each category, substantially less growth is projected than what we experienced between 1970
and 2000. This forecast is based on economic and demographic factors that are influenced by the
currently adopted land use plans and policies of the 18 cities, and the most recent information from
the County of San Diego’s general plan update (GP2020) for the unincorporated area. It also
assumes that current trends related to high housing costs, low vacancy rates, increasing household
sizes, and increasing interregional commuting will continue. No assumptions were made regarding
how the general and community plans might change or evolve over time in response to the growth.

In short, our population is expected to grow more slowly than in the past and more slowly when
compared to our neighboring regions. And unlike the 1970 to 2000 period, the majority of the
newcomers will be our residents’ children and grandchildren, rather than people who move to the
region from other parts of the nation or the world.

Population Trends

During the late 1980s, the San Diego region was adding as many as 90,000 persons per year — an
annual growth rate of three percent. Since the recession ended in the mid-1990s, population
growth in the region has averaged about 50,000 annually. That’s equivalent to adding a city the
size of Poway each year.

Our growth rate, however, is slowing and that trend will continue. By the mid-2020s, our growth
rate will fall below the national rate of about one percent. The primary drivers of this trend are
declining fertility rates and the aging and eventual dying of the disproportionately large baby
boom generation. Currently, Riverside County, Imperial County, Orange County, Tijuana, Rosarito,
and Tecate are all growing faster than we are, as illustrated in Figure 3.1.
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FIGURE 3.1—SOUTHERN CALIFORNIA/ NORTHERN BAJA CALIFORNIA
ANNUAL AVERAGE GROWTH RATES, 1990-2000
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Sources: U.S. Census Bureau; Instituto Municipal de Planeacion (IMPlan).

The population grows two ways: natural increase (births minus deaths), and net migration (people
who move here minus those who move away).

Migration can be domestic or foreign. The federal government controls legal foreign immigration,
which has remained fairly constant over the past decade. It accounts for about one-third of our
growth in a typical year, and we expect no major change in immigration levels in the foreseeable
future. It is important to note that while illegal immigration is presumed to be prevalent in this
region, its true magnitude is simply unknown. Estimates of the number of undocumented migrants
residing here vary widely, due to a lack of hard data. Therefore, no attempt is made to specifically
forecast their future numbers.

Historically, domestic migration (people moving to and from other parts of the state or the nation)
has fluctuated each year, usually based on the condition of the local economy. However, about two-
thirds of our growth between now and 2030 will be the result of natural increase. Note that natural
increase includes children born here to people who themselves were born here, as well as children
born here to people who moved here 10 years ago, and those born here to people who will move
here 10 years from now.

Figure 3.2 compares the region’s historic and future growth rates to those of the nation.?

The historical rates in this figure fluctuate more than the forecasted rates because they reflect what actually happened
in the past, including any extraordinary circumstances such as the unusually serious recession of the early 1990s.
Forecasts do not predict such extremes, unless there is reason to. SANDAG’s forecasts reflect a more normal business
cycle, and by definition do not include unforeseen or unexpected events.
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FIGURE 3.2—THE REGION’S GROWTH IS SLOWING
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The main reason our growth rate is slowing is a decline in fertility rates (the average number of
children born to each woman). Recent data show that this is occurring across most ethnic groups,
and that the sharpest drop is among Hispanics. In fact, the Hispanic fertility rate today is as low as
what the 2020 Regional Growth Forecast had projected for the year 2020.

Demographic Trends

As the region grows, some basic demographic characteristics of the population will change. As a
group, we will become both older and more ethnically diverse. The region as a whole is expected to
grow by 37 percent by 2030 and some ethnic groups will almost double in size during that period.
Figure 3.3 shows the forecasted changes by ethnic group between 2000 and 2030. In the near
future, probably around 2006, there will be no ethnic majority in the region. Statewide, that is true

today. The 2000 Census found that just 47 percent of Californians are non-Hispanic Whites.

FIGURE 3.3—THE REGION’S ETHNIC COMPOSITION IS CHANGING
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Sources: U.S. Census Bureau; SANDAG 2030 Final Forecast
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In addition to ethnic changes, our region also is aging. Almost 30 percent of the region’s population
is composed of Baby Boomers, the huge group of people born between 1946 and 1964. Their
presence will increase the median age in the region from today’s 33.2 years to 37 years in 2030. By
2030, the number of people age 65 and older will have increased by 128 percent (Table 3.2). Fully 19
percent of the region’s population will be in that age group then, which is a higher percentage
than exists today in the state of Florida.

TABLE 3.2—2000 to 2030 POPULATION INCREASE
BY AGE RANGES

AGE RANGE INCREASE

0-17 13%
18 -65 29%
65+ 128%

Source: SANDAG 2030 Final Forecast
Housing Trends

As a region, we tend to live in detached houses rather than apartments or condominiums.
Currently, about 61 percent of the region’s housing stock is single family units, and about 35
percent is multifamily (the rest are mostly mobile homes). The scarcity of vacant, useable single
family land, combined with increasing congestion on our roads and highways, will lead to a shift in
housing characteristics in the future. Projections suggest that more than half of the 314,000 units
expected to be built in the region by 2030 will be multifamily, including low-rise, high-rise, attached
town homes, and mixed use projects. Even with this trend, multifamily homes will still comprise less
than 40 percent of the region’s housing units in 2030.

FIGURE 3.4—THE PROPORTION OF MULTIFAMILY
UNITS WILL INCREASE OVER TIME
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If we continue to build homes at a slower pace than we add people, interregional commuting will
increase. Over the 30-year period, it is estimated that 93,000 households would, in effect, be
“exported” to Riverside County, Baja California, or even Imperial County unless there are significant
changes to today’s land use plans. Long-distance commuting, both interregional and from within
the region, puts a tremendous strain on our roads, freeways, infrastructure, and personal lives.
While some amount of interregional commuting will always occur, providing additional housing
capacity in key locations within the more urbanized areas of the region could assist in reducing the
projected increases in interregional commuting and provide more housing and transportation
choices to our residents.

POLICY IMPLICATIONS

When taken together, the current land use plans of the 19 local jurisdictions do not accommodate
the amount of growth anticipated in our region. Even taking into account areas with the potential
for infill residential redevelopment, more land for homes and apartments needs to be designated in
the plans. The 2030 Final Forecast, which reflects the current adopted local land use plans in the
region, projects that while population will increase by 37 percent over the forecast period, housing
will grow by just 30 percent. The forecast shows that if local plans are not changed, demand for
housing will continue to outpace the supply, just as it does today.

This imbalance will result in the worsening of four trends we see in the region today: high housing
costs, low vacancy rates, more persons per household (“doubling up”), and an increase in long-
distance interregional commuting by the region’s employees who seek less expensive housing in
Riverside County, Baja California, and even Imperial County. Census data from 1990 and 2000
indicate that the number of people commuting from Riverside County almost tripled in the

last decade. And a more recent survey found the flow of interregional commuters to be

increasing steadily.

Is the answer to institute policies that intentionally slow growth? In 2001, SANDAG produced a
study entitled An Analysis of Growth Slowing Policies for the San Diego Region. Its purpose was to
look at the potential impacts of public policies designed to slow population growth in the region.
One of the scenarios tested was a housing-cap policy that would reduce the supply of new housing
by 40 percent from the amount projected to be built between 2000 and 2020. Rather than a
corresponding 40 percent reduction in future population, the scenario projected the region would
see only an eight percent drop by 2020. Most people would simply adapt to the situation, primarily
through larger households (more persons per household) and more interregional commuting.

The same type of outcome resulted when we simulated reducing future job growth by 40 percent.
People and businesses adapted, and the effect on population growth was minimal. However, in
both cases, the impacts on social equity were decidedly negative. The less-affluent bear a
disproportionate share of the pain that results from inadequate job and housing opportunities.

Remember, the 2030 Final Forecast is not a prescription for the future. It simply portrays the likely
outcomes if we continue operating under our current plans and policies.
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CONCLUSION

Population growth in the region will continue over the next 30 years, but at a much slower pace
than the previous three decades. About two-thirds of our growth will be the result of natural
increase: children born to people living here at the time. Our population as a whole will become
both more ethnically diverse and older.

The 2030 Final Forecast portrays the likely outcomes if we continue operating under our current
plans and policies. Housing will remain expensive, vacancy rates will remain low, household sizes
will increase, and there will be more long-distance interregional commuting. As a region, we can
choose another pathYz one that provides more housing located close to jobs for our region's
expected population growth and lessens the associated transportation impacts. The Regional
Comprehensive Plan provides a compass that can guide us toward a better future. It provides a
framework to manage our expected population growth in a way that preserves and enhances our
quality of life by promoting more and better-connected housing, transportation, and employment
choices for our increasingly-diverse and aging population.
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REGIONAL PLANNING & POLICY FRAMEWORK
A Preferred Approach for our Regional Growth

Regional Comprehensive Plan (RCP) establishes a new approach to planning in the San Diego
region. This approach is based upon:

A A planning framework that parallels the framework used by cities and counties in preparing
their general plans, and thereby strengthens the relationship between local and regional plans
and programs; and

A A policy framework that focuses on connecting local and regional transportation and land use
plans, and creating incentives that promote “smart growth” planning and implementation
throughout the region.

The RCP goes further than ever before to foster collaboration between government jurisdictions at
the local and regional level. It ensures that local governments maintain local land use control, yet it
calls for local land use plans to be considered for their regional impacts. It creates a new framework
for inter-agency coordination including increasing subregional collaboration (e.g. adjacent cities
working together to plan a shared roadway).

Importantly, it ties transportation funding to smart growth planning in our urban, suburban, and
rural communities. The Regional Planning and Policy Framework outlines how SANDAG intends to
better link transportation and land use planning and create other incentives to achieve the RCP’s
smart growth objectives.

EXISTING REGIONAL PLANS AND PROGRAMS

Over the years, SANDAG and other governmental agencies = — "
have adopted a number of regional plans and programs. = i
These plans and programs address a wide range of issues F

such as housing, economic development, transportation,
air and water quality, habitat conservation, water supply,
waste management, population growth, and

growth management.

L
ﬂ:

Each of these existing regional plans and programs is

interrelated in terms of its planning goals, growth assumptions, policy approach, and performance
monitoring approach; however, to date, there has been no overall framework for coordinating
these plans, or for monitoring their overall effectiveness in meeting regional quality of life goals.

EXISTING LOCAL PLANS AND PROGRAMS
In addition to regional plans and programs, the County of San Diego and the region’s eighteen

cities each have an adopted general plan, made up of a number of mandatory and optional
elements, including Land Use, Circulation (Transportation), Housing, Public Facilities, Environmental
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Management (Open Space, Conservation,
Safety, Scenic Highways), and Economic
Development. State law specifically provides
local jurisdictions with the authority to make
land use decisions in accordance with their
general plans.

Some of these general plans also serve as the
basis for “Local Coastal Programs,” pursuant
to the State Coastal Act, for jurisdictions
located within the state’s Coastal Zone.
Regarding habitat preservation, many local
jurisdictions have prepared and adopted
“Habitat Conservation Subarea Plans,” which
implement the regional habitat conservation
plans. Finally, many local service providers,
such as the County of San Diego, local cities,
school districts, water districts, sanitation
districts, and the like, have developed facility
and service master plans that provide
guidance in the development and operation
of services for those entities.

Currently no overall framework exists for
coordinating these plans with each other, or

CHAPTER 4

Future Outcomes
If Local Plans Are Left Unchanged

Reduced open space. Current plans would consume far
more land than a smart growth development pattern,
which would emphasize more redevelopment and infill
in existing urbanized areas near transit and activity
centers such as downtowns and shopping areas, and
more mixed use and compact development in currently-
vacant areas that are planned for residential uses.

More expensive housing and fewer types of
housing choices. On average, current densities in the cities
and urbanized unincorporated areas are relatively low, and
planned densities on currently-vacant land are even lower.
This pattern limits our ability to address our projected
housing needs, pushes up housing costs, and can result in
more persons sharing the same house due to high home
prices

and rents.

Imbalance between housing and jobs. Jobs are a key
driver of population growth. Current local general plans
allow for more growth in jobs than housing.
Additionally, local plans largely separate residential areas
from job centers, which increases traffic.

Environmental degradation. An imbalance between
jobs and housing leads to more and longer commutes,
and increased energy consumption. It also affects
development patterns within our watersheds, which
increases urban runoff and in turn affects the quality of
both our drinking water and our water bodies, such as
lakes, streams, bays, and the ocean.

with related regional plans and programs. The Regional Comprehensive Plan provides a new
planning framework for the San Diego region — one which pulls together the various local and
regional plans from throughout the region, in a structure much like that of local general plans, and
establishes a coordinated regional planning document that serves as an organizing framework and
guidance document for the myriad existing plans in the region (Figure 4.1).

GROWTH PROJECTIONS

The need for a comprehensive regional planning and policy framework is made evident not only by
incompatibilities between existing local and regional planning documents and land uses, but also
by the fact that current plans, if left unchanged, will not accommodate projected population

growth and housing needs over time.

Under current plans and policies, the region is expected to grow by one million people, 314,000
new homes, and 439,000 new jobs between 2000 and 2030. Current projections show that unless we
increase housing capacities in key locations within our more urbanized areas beyond what is called
for in existing plans and policies, there will be more pressure to develop in the more rural areas of
our region. That, in turn, will lead to continued loss of agricultural land, open space, and natural
habitat. Additionally, more housing (approximately 93,000 housing units) will be "exported" out of
the San Diego region — primarily to Riverside and Imperial Counties and northern Baja California,
contributing to higher housing prices and increasing traffic problems.

Also, because each general plan is specific to a single jurisdiction, land uses may conflict between
cities and may be completely disconnected from the regional transportation network. For example,
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one city could designate an area for housing, while another has set aside land right next door for
manufacturing or industrial uses; or significant housing densities could be planned in rural areas
with two-lane roads and little to no access to

transit services.

SANDAG has twice studied alternative future land use scenarios, using computer models to compare
the future outcomes to what is likely to happen under current general plans.

The first analysis was done in 1998 in preparation for the 2020 Cities/County Growth Forecast. It
compared the existing plans to three progressively more ambitious smart growth land use
alternatives. One of the most dramatic differences was in land consumption. As seen in Figure 4.2,
the current plans have the potential to consume up to three times as much land as the smart
growth alternatives.’ That translates roughly into twice the land area of the City of San Diego, or
from another perspective, the equivalent land area of 15 cities the size of Oceanside.

FIGURE 4.2—ALTERNATIVE FUTURE LAND USE SCENARIOS:
FUTURE LAND CONSUMPTION IN ACRES UNDER EXISTING PLANS
VS. THREE SMART GROWTH ALTERNATIVES
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2020 Cities/County Forecast Land Use Alternatives (1998): Alternative 1: Assumed increasing residential and
employment densities around a 1,000-foot radius of existing and planned transit stops. Alternative 2: Same as
Alternative 1, plus all future residential development throughout the jurisdictions at the top ends of their density
ranges. Alternative 3: Same as Alternative 2, but included caps on future development in the unincorporated areas
based on the County of San Diego's GP 2020 plan update population targets at that time.
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In addition to the decreased land consumption, the smart growth alternatives were found to
provide many transportation-related improvements in comparison to current plans. Table 4.1 below
summarizes how the alternatives proposed above would result in reduced traffic impacts.

TABLE 4.1—PERCENT REDUCTION OF TRAFFIC IMPACTS COMPARED TO CURRENT PLANS

TRANSPORTATION CATEGORY ALT 1 ALT 2 ALT 3
Miles of Congestion on Arterials -71% -71% -69%
Miles of Congestion on Freeways -14% -17% -18%
Vehicle Miles Traveled -13% -14% -13%
Vehicle Hours Traveled -21% -22% -22%
Average Trip Length in Time -20% -22% -20%
Average Trip Length in Distance -13% -14% -12%
Total Costs of Travel and Fuel -19% -20% -19%
Total Air Pollutants -11% -11% -11%

Source: 2020 Cities/County Forecast Land Use Alternatives Report, November 1998

All together, about 30 land use and transportation measures were examined, including those
shown in Table 4.1. In nearly every case, smart growth proved beneficial and regional mobility was
improved. By reducing land consumption, the impacts on the environment, particularly in existing
rural areas, were greatly reduced. The one significant area in which smart growth assumptions did
not yield positive results was in relation to increased localized traffic area impacts in areas of
significant intensification. However, localized traffic impacts can often be reduced with the
implementation of improved transit service, and parking and design treatments (described in the
Urban Form and Transportation chapters).

In 2002 a similar analysis was performed in preparation for the 2030 Preliminary Forecast and the
2030 Regional Transportation Plan. Again, the future impacts of a smart growth land use
alternative were tested against the current plans. One difference from the 1998 study was that this
time, the jurisdictions provided guidance by identifying specific areas where they felt smart growth
could be most feasibly implemented. As a result, fewer smart growth sites were used in the 2002
analysis than in 1998, and the quantitative benefits of the outcome measures were reduced
proportionally.

The lesson from both studies is clear: a little smart growth helps improve our quality of life a little,

and a lot of smart growth helps more. That’s why the preferred planning concept for the RCP
focuses on the connection between transportation and land uses, using smart growth principles.
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THE PREFERRED PLANNING CONCEPT
The RCP defines a shared vision of the future and lays a foundation to achieve that future by:

A Improving connections between land use and transportation plans using smart growth principles;

A Using land use and transportation plans to guide decisions regarding environmental and public
facility investments; and

A Focusing on collaboration and incentives to achieve regional goals and objectives.

The remainder of this section expands upon these three fundamental strategies, which serve as the
preferred approach for our regional growth.

FIGURE 4.3—LINKING TRANSPORTATION

Connecting our Transportation AND LAND USE PLANS

and Land Use Plans

The RCP contains policy objectives and actions
aimed at improving transportation and land use
coordination. It also identifies potential smart
growth opportunity areas where transportation
and other infrastructure resources should be
directed.

Loveal and Regionsl
Lamd Uise Plons

Smart Growth Opportunity Areas

A key recommendation of the RCP is to identify Smart Growth Opportunity Areas — areas where
compact, higher density, mixed use, pedestrian-oriented development either exists now, is currently
planned, or has the potential for future incorporation into local
land use plans — and place a higher priority on directing
transportation facility improvements and other infrastructure
resources toward those areas.

The Urban Form chapter includes a matrix that identifies the
characteristics of existing, planned, and potential smart growth
opportunity areas for seven distinct categories, ranging from
the metropolitan center to town centers to rural communities.
The matrix will serve as a guide in developing a concept map that shows actual smart growth
opportunity areas throughout the region. The concept map will be used as a planning tool to
communicate with local jurisdictions and infrastructure providers about where smart growth will
happen, and will serve as the foundation for showing eligible locations for certain smart growth
incentives.

The regional transit network included in MOBILITY 2030 was used as a starting point in identifying
the characteristics of smart growth opportunity areas because, from a mobility standpoint, it makes
sense to couple higher land use intensities with regional transportation investments, particularly
those related to transit stations and services. The Urban Form chapter discusses the smart growth
opportunity areas and the framework for smart growth incentives in more detail.
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Using Land Use and Transportation Plans to Guide Other Plans

The designation of specific smart growth opportunity areas in the RCP will provide guidance to
local governments, property owners, and service providers as to where smart growth development

should occur from a regional perspective, FIGURE 4.4—USING LAND USE AND

and vyill_fo?u§ attention on these areas as TRANSPORTATION PLANS TO GUIDE
local jurisdictions update their general plans OTHER PLANS

and redevelopment plans, and service

providers update their facility master

plans. By coordinating our planning in ’ L%%Sﬁgfﬂ%ﬁf
this manner, we will ensure that public LA
and private investment in local and Ope” Spags
regional infrastructure is implemented RCP FRAMEWORK
in an efficient and sustainable manner l \

(see the IRIS and Implementation

chapters for more detail). Wastewater | gy J(——) Water

Implementation through
Collaboration and Incentives Blucation

Storm Water
A major focus of the implementation &O“d Waste

program of the RCP is to strengthen the
connection between local and regional land use and transportation plans through collaboration
and incentives. The RCP is not based upon a “top down” approach of consistency and conformity.
Instead, it is a collaborative planning approach that builds up from the local level into a regional
framework, relying on incentives to achieve the goals and actions recommended in the chapters.

Energy

Specific actions related to transportation and land use coordination are described briefly below,
and in more detail in upcoming chapters.

Transportation Project Evaluation and Prioritization

MOBILITY 2030, the Regional Transportation Plan, is the adopted long-range transportation
planning document. It is used as the basis for funding decisions made through the Regional
Transportation Improvement Program (RTIP), the five-year capital improvement program for
transportation projects that is updated by SANDAG every two years. The currently adopted RTIP
covers the period from fiscal years 2003 to 2007, and reflects the region’s priorities for short-range
transportation system improvements.

52



CHAPTER 4

In the most recent update of the FIGURE 4.5—PROPOSED EVALUATION PROCESS
RTIP, projects were evaluated on

the basis of four complex sets
of criteria, designed primarily to
meet transportation objectives.
Prior to the 2006 RTIP update,?
SANDAG will work with its
member agencies and other
stakeholders to revise its PROJECT PRIORITIZATION
transportation project evaluation

criteria into a simpler set of

TRANSPORTATION LAND USE
CRITERIA CRITERIA

criteria that will better reflect the REGIONAIL
smart growth objectives of the TRANSPORTATION
RCP, while at the same time IMPROVEMENT]

recognizing that transportation PROGRAM (RTIP)

investments must also address

important needs such as public safety, congestion relief, regional connectivity, and the like (see the
Transportation chapter for more detail). This approach builds upon and strengthens the
relationship between local land use plans and regional funding for transportation improvements, as
initiated in MOBILITY 2030.

As listed below, the RCP sets forth themes in seven major areas to use as a starting point in
developing an updated set of transportation project evaluation criteria for future updates of the
Regional Transportation Improvement Program:

1. Implement the adopted Regional Transportation Plan “2030 Mobility Network’? in an efficient
and cost-effective manner;

2. Enhance transportation systems by improving connectivity between interrelated modes of
transportation;

3. Provide adequate funding to meet both the capital, and operational and maintenance needs of
our transportation systems;

4. Facilitate coordination through subregional planning among jurisdictions where proposed
regional transportation and commuter transit service corridors cross jurisdictional boundaries;

5. Consider regional and local mobility objectives in planning and approving new land uses;

6. Design development to reduce auto dependency and improve the walking environment
through safe and pleasant streetscapes; and

7. Align the timing of related transportation and land use development.

For each of these seven areas, policy objectives and actions have been included in the individual
chapters of the RCP.

Smart Growth Incentives

2 Due to the state budget crisis in 2004 and the lack of a new multi-year federal transportation reauthorization bill, no

new funding was available in the 2004 RTIP cycle (covering fiscal years 2005 to 2009). The transportation evaluation
criteria would be revised prior to the 2006 RTIP funding cycle (covering fiscal years 2007 to 2011), when new
transportation funding is anticipated.

8 The "'2030 Mobility Network is the regional highway, transit, and arterial network in the MOBILITY 2030 Regional
Transportation Plan, which completes the missing links in the freeway system and provides a system of connected and
free-flowing managed/high occupancy vehicle lanes integrated with new or improved high-quality transit services.
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Successful implementation of the Regional Comprehensive Plan will require incentives for smart
growth development. As discussed in the Urban Form chapter, there are a number of different
approaches to providing such incentives. At the broadest level, because the RCP calls for SANDAG to
coordinate its transportation investments with local land use decisions, many of the transportation
funds that SANDAG allocates can provide incentives for smart growth development. Decisions
regarding priorities for future regional transit, arterial, and highway corridor projects should be
based, in part, on how well local communities have planned for smart growth land uses that
facilitate a wide set of transportation choices that, in turn, increase mobility.

Additionally, as local jurisdictions implement smart growth projects, there is growing recognition
that investments in infrastructure other than regional transportation facilities are needed. While
funding for smart growth is available from a number of sources, including state agencies, federal
agencies, and private foundations, MOBILITY 2030 includes a $25 million, five-year, pilot incentive
program to encourage land use decisions that support smart growth principles. This program,
further discussed in the Urban Form chapter, will be used specifically to fund planning and
infrastructure that supports smart growth development projects.

The RCP also recognizes that local jurisdictions can also play a significant role with regard to the
provision of incentives. Local jurisdictions can promote development in smart growth opportunity
areas by offering incentives such as priorities for infrastructure improvements, fee reductions,
priority processing of development plans, and others, thereby maximizing local and regional
investments in key areas. The Urban Form chapter describes potential funding sources for smart
growth incentives and outlines overall principles for developing criteria for applying the incentives.

Subregional Planning and Implementation Programs

While the initial steps outlined FIGURE 4.6—SUBREGIONAL LAND USE AND TRANSPORTATION

above will help improve PLANNING AND IMPLEMENTATION
coordination of local and
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and station locations need to
be refined in order to make the
systems work most effectively
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land use perspective.
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In order to address these issues more effectively in the future, greater emphasis will be placed on
the preparation of subregional transportation and land use studies and implementation programs
(Figure 4.6). These studies will focus on particular subregional areas where transportation and land
use issues cross jurisdictional boundaries and where subregional evaluation and planning strategies
could lead to more effective solutions. In some cases, these subregional studies will not only include
areas within the jurisdiction of the County and its cities, but neighboring counties and Baja
California, Mexico, which must be considered to develop workable solutions. Compacts or
agreements among the participants in subregional planning programs may be developed to provide
a structure for their implementation.

Other strategies for implementing the preferred concept of the RCP are detailed in the
Implementation chapter, including guidelines for strengthening the local/regional planning
connections, improvement of analytical tools and traffic forecasting modeling capabilities, and
performance monitoring programs.

CONCLUSION

By focusing the Regional Comprehensive Plan on the coordination of transportation and land use
plans at the local and regional levels, accompanied by a greater emphasis on subregional planning
and implementation programs, the region will be able to address many of its pressing problems:
traffic congestion, housing affordability, protection of sensitive habitats, and strengthening our
economy, while ensuring equity in planning and development.

In addition, by pursuing the preferred planning approach outlined in this chapter, local jurisdictions
and regional service providers can efficiently plan for the expansion of their facilities and services
and accommodate growth in a more cost-effective and sustainable manner.

The following chapters address each of the major elements of planning for our region: urban form,
transportation, housing, healthy environment, economic prosperity, public facilities, and borders
issues. Each chapter begins with a vision of our region in 2030 in relation to that topic, and includes
a description of existing conditions, an overview of existing plans and programs, an analysis of key
issues, and recommended goals, policy objectives, and actions. Taken together, these chapters,
along with the Integrated Regional Infrastructure Strategy (IRIS), form the core of the Regional
Comprehensive Plan.
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URBAN FORM
Where and How Should the Region Grow?

Our homes are connected to attractive, efficient, and well-integrated transit stations.
Many of our communities, particularly those along major transit corridors, are more
compact, yet they don’t feel crowded thanks to good urban design and landscaping.
People enjoy living in multifamily and mixed use neighborhoods within an easy stroll of
retail stores, parks, playgrounds, childcare, healthcare, restaurants, movie theatres,
museums, vocational schools, and other recreational services and activities. Our historic
main streets are vibrant. Our rural communities have grown but retain their small-town,
country charm.

We are socially connected and more civically engaged and, as a result, have sound
strategies for funding our schools, libraries, and other public services. Our neighborhoods
are beautifully landscaped with native trees and flowers. Our streets are walkable and
wheelchair accessible, and they're safer to cross. We regularly walk and ride our bikes, and
this increased physical activity makes us healthier.

INTRODUCTION

This chapter of the Regional Comprehensive Plan examines the building blocks of urban
development: where it should go, and what it should look like. It attempts to answer the questions:
Where should we provide places in our region for people to live, work, shop, and play as our
population continues to grow? How should we design our communities so that they provide us
with a high quality of life? Will the impacts of future growth overwhelm the natural blessings of
our environment?

The answers depend upon where and how we accommodate our future growth.

The form of future development is a critical component of the Regional Comprehensive Plan (RCP).
Central among the plan’s core values is creating attractive, sustainable communities within the
region’s existing urbanized areas. Urban design matters at a regional scale and at a personal scale.
Our land use and design decisions determine how well our communities serve us in our daily

lives, including the quality of our travel choices and our personal safety. That’s why the RCP
encourages urban development with an appropriate mix of uses designed to create safe and
healthy communities.

EXISTING SETTING
The San Diego region’s urban form is defined by its physical features and its distinct communities.

Canyons, river valleys, and coastal estuaries frame cities and towns and provide natural boundaries.
Other community boundaries have been man-made.
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The original railroads, the first streetcar network, and the regional freeway system were catalysts
for the spread of urbanization. They were also important factors in determining the region’s urban
form. Cities and towns first developed along early railroads and spread out into suburban
neighborhoods along streetcar lines. By the second half of the 20" century, urban development
began to reflect the emergence of the automobile as the primary means of travel. With the car’s
speed and flexibility, and the desire to separate residential development from smokestack
industries, development spread out over the land. This led to the creation of separate and distinct
areas for living, working, shopping, and industrial development.

Today, adopted plans and policies influence development and conservation patterns in the region.
These plans and policies include:

A Land Use Plans. Out of a total 2.7 million acres in the region, almost 500,000 acres currently
are developed, and another 1.5 million acres are constrained from development by topography
or because the land is held as open space or in some other public use such as military that
prohibits development. Most of the remaining approximately 700,000 acres is designated in the
local plans for residential use of less than one housing unit per acre.

A Habitat Conservation Plans. Regional open space plans, including the Multiple Species
Conservation Program (MSCP) and the Multiple Habitat Conservation Program (MHCP),
currently protect approximately 190,000 acres from development. The County of San Diego
plans to add approximately 130,000 acres of unincorporated land to the regional preserve
system.

A water Supply. The San Diego County Water Authority has established a boundary around the
urbanized area (see Figure 4A.1); residential densities beyond that will be substantially reduced
under the County of San Diego's proposed General Plan 2020 (GP2020) update. Development
outside this boundary is generally restricted by the limited supply of local water, though some
development is planned beyond the boundary in the East Otay area.

The widespread presence of military installations in the San Diego region has also influenced the
course of urban development. In particular, Camp Pendleton has created a significant buffer
between North County communities and the urbanized areas of southern Orange County. Miramar
Marine Air Station also has had an impact, creating an area of open space around the air station in
the middle of the City of San Diego. Recent state legislation requires the federal Department of
Defense to coordinate with local and state government to ensure that military bases and their
associated needs are taken into account as general plans are updated, and to require early
notification to military agencies about projects within two miles of military installations, training
routes, and special use airspace areas.

These natural features, plans, and policies have begun to constrain urban development in the

region. Table 4A.1 shows how development occurred within those constraints between 1990
and 2003.
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FIGURE 4A.1—GENERALIZED LAND USE PATTERNS IN THE SAN DIEGO REGION
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TABLE 4A.1—CHANGE IN LAND USE ACREAGE, 1990-2003

CHANGE
LAND USE 1990 2003 NUM. PCT.
Residential Uses
Spaced Residential (less than 1 unit per acre) 83,984 104,950 20,966 25%
Single Family 108,100 122,615 14,515 13%
Multifamily 19,792 22,718 2,926 15%
Mobile Homes 5,828 5,797 -31 -1%
Total Residential 217,704 256,080 38,376 18%
Employment-related Uses
Shopping Centers 2,292 3,493 1,201 52%
Commercial & Office 10,865 12,485 1,620 15%
Heavy & Extractive Industry 5,738 4,926 -812 -14%
Light Industry 10,078 14,195 4,117 41%
Education, Institutions 16,298 19,086 2,788 17%
Commercial Recreation 24,128 31,812 7,684 32%
Total Employment-Related 69,399 85,997 16,598 24%
Other Uses
Transportation, Communication, Utilities 97,250 103,079 5,829 6%
Military 133,411 133,139 -272 0%
Parks, Open Space, Preserves and National Forests* 900,649 1,196,691 296,042 33%
Unused Land and Agriculture** 1,280,440 923,867 -356,573 -28%
Water 28,400 28,400 0 0%
Total Other 2,440,150 2,385,176 -54,974 -2%

Regional Total 2,727,253 2,727,253

* 2003 figure includes approx. 179,000 acres of Bureau of Land Management land incorporated into the habitat preserve system.
** Much of this land is fully constrained from development due to ownership or environmental reasons.

Source: SANDAG Land Information System, 1990 and 2003

The most significant change in land uses has been the dedication of land for parks and open space
such as the 179,000 acres of Bureau of Land Management land which has been incorporated into
the habitat preserve system. Where new development has occurred, the largest land consumers
have been single family and rural residential development, though employment-related uses grew
at a faster rate. In particular, the 52 percent increase in land for shopping centers reflects the fiscal
incentives for cities to approve sales tax-generating retail development.
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EXISTING PLANS AND PROGRAMS

o
Land use decision-making occurs through local general e

plan and zoning processes, which determine the type,
location, and density of future development. However,
because these land use decisions have significant impacts
at the regional level, growth and land use have come to
the forefront of the region’s policy agenda.

Evolution of Regional Plans and Policies

A consensus on urban form is emerging from a long-running discussion in the region. In 1974,
nationally-respected planners Kevin Lynch and Donald Appleyard submitted a report to the City of
San Diego called “Temporary Paradise?” It articulated a regional vision that recommended
preserving open space and significant natural features such as the region’s river valleys and canyons.
It proposed urban design principles appropriate to the region’s terrain and climate, and it focused
urban growth in walkable communities developed within and around existing urban development.

The concepts in this treatise have been a part of the regional growth debate ever since. They gained
new focus in 1988, when voters countywide approved Proposition C, the Regional Planning and
Growth Control Measure. This measure was a response to region-wide concerns about the effects of
continued growth on our quality of life. It directed SANDAG to undertake the planning process that
led to the creation of the 1993 Regional Growth Management Strategy (RGMS), the predecessor to
the RCP.

The RGMS analyses suggested that, collectively, local general plans within the region would not
provide enough residential land to meet the needs of the region’s future population, though the
plans all had shorter horizon years than the RGMS. In addition, the RGMS showed that continuing
existing land use policies would worsen rising housing costs, inefficient land development practices,
loss of open space and habitat, and traffic congestion.

In 1995, SANDAG responded by adopting the Land Use Distribution Element of the Regional
Growth Management Strategy. It recommended changes to land use and density that would lead to
a better balance between jobs and housing, improved mobility, less traffic congestion, and
significantly less land consumption. The element recommended that each jurisdiction place its
highest densities within walking distance of transit stations, along bus corridors, and within
traditional town centers. It also encouraged mixed use development and mixed housing types,
especially in transit station areas and community centers, and the incorporation of residential uses
within large employment areas.

When SANDAG projected the effects of this new land use strategy, it found that the region’s
housing needs could be met while consuming substantially less land. Additional benefits included
less agricultural land converted to rural residential use, and reduced traffic congestion and
commute times. The analysis showed that these benefits could be achieved without drastically
changing existing urban development patterns across the region. While the report assumed
relatively dense development along the regional transit network, density changes for the overall
region were within the ranges allowable under existing general plans.
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The Land Use Distribution Element served as the springboard for other regional approaches to
urban form issues. SANDAG’s REGION2020 Smart Growth Principles, the second phase of the
Regional Growth Management Strategy, introduced new planning principles based on the concept
of “smart growth” (see the Vision and Core Values chapter, for a definition of “smart growth™).
SANDAG later fostered consensus on a Regional Transit Vision (RTV) in 2001 to significantly increase
the role of public transportation and took steps to implement that vision in MOBILITY 2030, the
Regional Transportation Plan, adopted in 2003.

Current Local Planning Efforts

Several local jurisdictions, including the County of San Diego and the cities of Chula Vista and San
Diego, are now updating their general plans. These plans will have significant impacts on future
development in the region because the County has the largest land area, and San Diego and Chula
Vista have the largest populations of the incorporated cities. All three plans support locating future
development near town centers and existing and planned urban infrastructure.

A County of San Diego. The County’s multi-year general plan update is called General Plan
2020. According to the plan’s draft goals and policies, it proposes to preserve rural
unincorporated lands by locating much of its future development near town centers and
existing infrastructure, such as roads and water service.

A City of San Diego. The City of San Diego has adopted the “City of Villages Strategy” as the
preferred template to guide its current general plan update. This strategy envisions walkable
communities focused near existing and future transit services. To the extent that the necessary
infrastructure can be provided, growth would be focused in areas of redevelopment and infill
such as aging shopping centers and strip malls. The city has selected five pilot villages for
implementation.

A City of Chula Vista. Chula Vista’s draft general plan update takes two approaches to
accommodating future growth. In several older areas west of Interstate 805, the plan proposes
infill development and redevelopment zones. In the newer, eastern portion of the city, it
proposes focusing development in master planned communities designed to support regional
transit service, such as bus rapid transit.

In its recently adopted general plan, the City of Santee also plans to make better use of land within
its town center area by promoting development of a well-balanced and functional mix of uses on
under-developed land in the heart of the city.

At the regional level, the Regional Transit Vision supports these planning efforts through the
extensive expansion of the regional transit network. This expanded transit network is an essential
ingredient in the strategy to provide more transportation options in the urbanized area as it
absorbs more of the region’s growth.

Transit-Oriented Development Projects
In addition to regional and local plans, cooperative efforts between private developers and transit

operators (called joint developments) are helping to shape the region’s urban form. These projects
integrate public transportation into a community by developing housing and retail around transit

63



CHAPTER 4A

stations. Both the Metropolitan Transit System and North County Transit District, working with local
jurisdictions, have active joint-development programs. The most advanced projects in the planning
or development stages include:

A

Rio Vista Trolley Station. The Promenade at Rio
Vista, now under construction along the San Diego
Trolley Blue Line in Mission Valley, is one of the
better examples of a high-density, mixed use
project oriented around regional transit service.
The Promenade includes 970 apartments with
commercial development, all within a three-block
walk of the trolley station.

Morena/Linda Vista Trolley Station. Located at
the southwest corner of Linda Vista, this project on
the San Diego Trolley Blue Line is planned to
include 161 apartments and 18,000 square feet of retail space on a 5.7-acre parcel. The
development will have a density of 28 dwelling units per acre.

E Street Trolley Station. This project on the Blue Line includes redevelopment of the transit
station parking lot and adjacent land owned by the City of Chula Vista. Early project plans
envision approximately 175 for-sale dwelling units, 175 rental units, a business hotel, several
restaurants and retail uses, and a multi-story parking garage for transit users, residents, and
shoppers. Residential density for the project is planned at about 30 dwelling units per acre.

Solana Beach Coaster and Amtrak Station.
This project, at the fifth-busiest station along
Amtrak’s Pacific Surfliner Corridor, is planned to
include a mix of commercial and residential
development on the existing station parking lot.
Residential densities are proposed at
approximately 50 units per residential acre on the
station site, and up to 20 units per acre for sites in
the vicinity of the station.

Grossmont Trolley Station. The Metropolitan Transit System (MTS) is negotiating with a
private developer over how this 7.5-acre site will be developed. The concept plan for the project
includes higher density residential development with at least a 15 percent affordable housing
component. The project is also likely to include local-serving commercial uses, as well as
improved access to the adjacent regional shopping center.

Otay Ranch. While not a joint development project, this developing 5,300 acre community of
over 18,000 housing units was planned to support future regional transit service. Right-of-way
has been reserved for a future rail or bus guideway, and the villages within the ranch were
designed around community commercial centers with higher densities that will support future
transit stations.
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Transit-oriented development is not new to the region. The Uptown District in the Hillcrest
community of the City of San Diego has been in existence for more than a dozen years. This
redevelopment project has become a national model for mixed use, transit-oriented development.
While not on a rail corridor, it is served by the region’s highest level of bus service. The Uptown
District combines apartments and condominiums with local serving commercial development,
including a pedestrian-oriented shopping center with underground parking for the supermarket.

Urban Design Programs in the San Diego Region

The design of the urban environment can have as much impact on the region’s quality of life as the
way we distribute land uses. Over the past decade, local and regional agencies have produced
several documents on urban design that have helped define the important elements of good
design.

The City of San Diego’s Transit-Oriented Development Design Guidelines, adopted in 1992, provide
detailed guidance on design factors that support public transit. These guidelines have been
incorporated into community plans as they are updated and have been used in project design and
review. San Diego has used the guidelines to develop new regulations in its Land Development
Code to define urban village overlay zones, establish parking reductions in mixed use projects,
transit-oriented areas, small lot residential zones, and commercial/mixed use zones.

In 1993, what was then the Metropolitan Transit Development Board produced Designing for
Transit. This document specifies appropriate design elements for everything from bus stops to
transit-supportive land uses. It also specifies minimum densities required to support various levels of
transit service that are similar to those used in the definitions of “smart growth opportunity areas”
discussed later in this chapter.

The Air Pollution Control District published Tools for Reducing Vehicle Trips through Land Use
Design in 1998. This document provides excellent guidance on how urban design and land use
decisions can support alternative modes of transportation and reduce air pollution.

In 2002, SANDAG adopted Planning and Designing for Pedestrians, Model Guidelines for the San
Diego Region, which addresses street and sidewalk design, site design, and the impacts of land use
on walkability. Several cities are exploring ways to use the guidelines to revise their street

design standards.

Additionally, as SANDAG was developing Planning and Designing for
Pedestrians, the City of San Diego adopted a revised street design
manual. The focus of the update was to ensure that city street design
would support the City of Villages’ vision for a more walkable and livable
city. By balancing the needs of bicyclists, pedestrians, and transit vehicles
with those of motorists, the manual takes a multimodal approach to
street design. It includes provisions for such elements as street trees,
traffic calming, and pedestrian-scale street lighting. The manual’s
discussion of pedestrian design incorporates many of the principles of SANDAG’s Planning and
Designing for Pedestrians.
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KEY ISSUES
Distribution of Land Uses to Meet Regional Planning Objectives

How land uses are distributed across the region has a wide-ranging impact on quality of life in the
region. It affects how we travel and how long it takes to reach our destination. It affects the quality
of our environment, our ability to meet the region’s housing needs, and the character of

our communities.

Preserving and enhancing the quality of life in the region requires coordination of land use and
infrastructure investment decisions to make the most efficient use of our limited resources.

The Regional Growth Management Strategy demonstrated that the way land has been developed
in the region over the past half century cannot be sustained as the region continues to grow.
Dispersed, low-density housing separated from auto-oriented commercial development pushes
urban development into areas better suited for rural land uses and regional open space. While this
land use pattern will continue to be part of the region’s urban form in the future, it makes it more
costly to provide public services like transit, water, sewer, fire, and police protection. In addition,
the preponderance of low density, single family housing development is providing neither the
quantity nor the variety of housing stock necessary to meet the housing needs of the region’s
growing workforce. This is forcing a growing number of families to go outside the region to find
housing. The resulting growth in interregional commuting is an extreme example of the impact of
current land use trends on the region (see the Housing, Borders, and Transportation chapters for
more detailed discussions of this topic).

Land Use and Mobility

Separation of land uses (e.g. when jobs are far from housing) and low density development
inevitably lead to longer trip distances. As discussed in the Transportation chapter of the RCP, these
are among the most important reasons vehicle miles traveled are increasing faster than the region’s
population. This, in turn, is putting demands on the road network that are increasingly difficult to
meet, and is reducing the benefits anticipated from cleaner vehicles. As trips become longer and
more dispersed, travel becomes more difficult by any means other than the private automobile.
Alternatives like transit and carpooling work best where travel is focused along corridors with
concentrations of trip origins and destinations along the way. Bicycling and walking are practical
alternatives only when trips are relatively short, or when they can be easily combined with transit.

Of particular importance is the relationship between jobs and housing. Currently, much of the
workday traffic flows from residential communities to employment centers in the morning, then
back in the evening. This creates a demand for transportation resources that is concentrated over
limited time periods and specific directions of travel. Meeting that demand requires providing more
transportation facilities and related resources than are required during the rest of the day — a
costly way to do business. A better distribution and mix of jobs and housing would result in a more
evenly distributed demand for transportation resources. Moreover, the average length of commute
trips could be reduced. Related resources like parking could be shared, and thus better utilized,

as well.
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While a significant portion of the region’s population will continue to live in traditional suburban
residential communities, the region will need to provide more choices in both housing type and
location to meet our mobility and housing needs. More entry-level housing is needed as first time
home buyers enter the housing market, and smaller, lower-maintenance housing will be needed for
our growing population of seniors living without children.

A better mix of jobs and housing and better accessibility to jobs are needed at both the regional
and interregional levels. In particular, we need to reduce the numbers of lengthy commute trips
across our borders everyday. At the regional level, the objective should be to achieve a better
distribution of jobs and housing within subareas of the region. These are complex relationships that
involve not just the quantity of jobs and housing within an area, but also the relationship between
the cost of housing and income levels, and the quality of the access between home and work. The
RCP promotes coordinated subregional planning as a way to accomplish this goal effectively and
equitably. (See the Transportation and Implementation chapters for additional discussion of

this issue.)

Preserving Open Space

The Healthy Environment chapter discusses the importance of preserving open space in the region.
How that open space is preserved as the region continues to grow is, in large part, a question of
urban form. The locations and densities of our communities determine how much land will be
consumed in housing the region’s future population. The RCP addresses this issue by encouraging
infill and redevelopment, and by promoting more compact development patterns where new
communities are built. By clustering housing around compact, walkable town centers, new
development on vacant land can preserve more open space for habitat and recreation.

Changes in development patterns need not be large to have an impact on the amount of land
consumed. Current planned residential development in the incorporated areas of the region
averages four dwelling units per acre of developable land. Increasing that development intensity to
just five dwelling units per acre could save 18 percent for open space. Proportionately larger savings
could be made by increasing the dwelling units per acre.

Providing Infrastructure to Support Smart Growth

Bringing jobs and housing together creates a more consistently-active urban landscape that is better
able to support a variety of commercial uses. This kind of development pattern provides
opportunities to establish more compact, mixed use communities and helps to accommodate
growth in currently urbanized areas. However, this pattern may also put a larger burden on
existing infrastructure, much of which already is overtaxed or in need of upgrading. While good
urban design can mitigate some of these impacts, intensifying the use of urban areas will necessarily
require an investment in additional infrastructure improvements.

Compatibility of Land Uses

While there are many benefits to mixed use development, not all land uses are appropriate in
residential neighborhoods. Existing planning practice may have gone too far in isolating residential
development, but in some older parts of the region, housing is too close to industrial uses with
potentially negative environmental impacts. Some modern industries like electronics and
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biotechnology also need to be sited in areas where their operations and potential expansion will
not be constrained by nearby housing.

Transportation routes through residential neighborhoods can have negative impacts due to vehicle
emissions, noise, and reduced pedestrian safety. Major regional transportation facilities, like
freeways, are inappropriate in residential neighborhoods without extensive mitigation, as was
required for SR-15 through the Mid City area of San Diego. Often, incompatible land uses
disproportionately affect low-income and minority communities, raising what are now called
“environmental justice” issues.

With these constraints in mind, local .;
jurisdictions should look for locations e
where a mix of residential and
employment uses is appropriate.
“Transition zones” that contain less
polluting land uses like commercial
or retail can serve as buffers
between residential and industrial areas to shield residents
from potential impacts. Open spaces or greenbelts can also
serve as buffers.

“Compare
& Contrast™

Designing Livable Places

A strong sense of community identity in a vibrant and
diverse urban landscape is the hallmark of great urban
places. While there is no simple formula for good urban
design, a number of important design elements make a

ELEMENTS OF
HUMAN-SCALE DESIGN

i Orientating building entrances to the

sidewalk
A Creating a transition from the public
to the private realm by providing
porches on residences or storefront
windows on commercial buildings
A Commercial or other public uses on
the ground floor in multistory
buildings
A Streets no wider than necessary to
handle normal peak traffic flow of
cars
A Where pedestrian volumes are heavy,
sidewalks and crosswalks with equal
or higher consideration as streets
A Adequate sidewalk width that
includes a buffer zone between the
walkway and the street
A Street trees
i Seating and pedestrian-scale lighting
A Public art, high-quality design
materials, and other design amenities
to enhance the pedestrian realm

community work. Good design reflects the unique
character of the community. It enhances the identity of
the community by improving existing public facilities and
providing high quality design in new facilities. It takes
advantage of the region’s remarkable climate by creating
efficient, ecologically friendly buildings, and encourages
an active, healthy lifestyle. Over-dependence on the
automobile results in communities that are dominated by
the infrastructure necessary to accommodate the car.
Healthy communities support a variety of transportation
choices.

How these elements are applied may vary from place to
place, but each should be a part of the planning and
development process. The following discussion identifies
basic elements of good urban design and planning
practice.
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Public Participation and Education

Proposals to increase density and the intensity of use in an area often meet with resistance from the
community due to concerns about loss of community character; increased traffic; impacts on
schools, parks and libraries; and strained police and fire services. Addressing these concerns is
essential if the objectives of creating a more compact urban form are to be realized. Public
participation provides an opportunity for residents to identify what they value most about their
communities and how to preserve it. It also is an opportunity to provide information to the
community about how appropriate increases in development provide an opportunity for
improvements by increasing walkability, providing better public spaces, and reducing dependence
on automobile travel. Listening to the community has been part of the RCP development process,
and such listening will need to continue after the plan is adopted and implementation begins.

Quality Design

The quality of a neighborhood’s design can be the difference
between a sense of overcrowding and a feeling of vibrancy.
The best urban places are often the most intensely
developed. What sets the good apart from the bad is the
quality of building architecture and the way public spaces
like parks and streets are designed and maintained. When
community design is oriented around automobile access, so
much space is devoted to driving and parking that the
landscape becomes barren. We lose the details in design that
are necessary to create a sense of place. Quality design does
not necessarily mean higher project costs. Rather, it involves designing buildings that are in
proportion with the community and that enhance the intimacy of the pedestrian environment.
Open spaces such as plazas, courtyards, and squares, as well as the building facades that give shape
to the space of the street, require careful design and attention to detail.

Walkability and Human-Scale Communities

Many of the best urban places are those we experience on
foot. The Uptown District, the La Jolla shopping district,
Orange Avenue in Coronado, and downtown Carlsbad are
a few local examples of walkable communities. The
growth in neighborhood Main Street associations reflects
the desire to preserve and revitalize historic, walkable
downtowns. Local efforts to revitalize downtown
shopping areas are currently underway in Oceanside,
Encinitas, Escondido, El Cajon, La Mesa, Vista, North Park,
Ocean Beach, the San Diego State University area, and
downtown San Diego. Chula Vista and National City are developing plans for revitalizing their
downtowns, as well. Beyond town centers, safe and pleasant walking environments are necessary to
support access to schools, parks, neighborhood commercial areas, and public transit service.

How we design our transportation facilities plays a key role in determining the scale and walkability
of communities. Automobiles require a significant amount of room to operate and to store, relative
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to the number of people transported. Providing this space, whether in the form of wide streets or
expansive parking lots, degrades the walkability of the neighborhood. While good auto access is
important to most communities, street design should balance the needs of motorists, pedestrians,
and bicyclists. Parking should not be the dominant feature of the landscape, and public transit
facilities must be centrally located and easily reached on foot.

Another important factor in creating walkable communities is controlling the speed of traffic.
Vehicle speed is a critical factor in pedestrian safety because, as vehicle speeds increase, collision
avoidance and a pedestrian’s chances of surviving a collision decrease significantly. The demand for
traffic calming measures, particularly in residential neighborhoods, is increasing. Private sector
traffic engineers have responded by developing a broad array of effective traffic calming
techniques. Some of these devices, like traffic circles, modern roundabouts, landscaped medians
and curb extensions, can also provide opportunities for neighborhood beautification by
incorporating landscaping.

Preserving Community Character

Communities in the San Diego region vary significantly in size and character. They range from
downtown San Diego, where a growing residential population is creating a true 24-hour
live/lwork/play environment, to rural villages like Julian in the unincorporated East County. In a
region the size of San Diego, this diversity is an asset worth preserving.

Good urban design must respond to its particular setting,
preserving what is good about a place and transforming
what is objectionable. The height of buildings and the
width of streets and sidewalks are just two examples of
design elements that will vary depending on the locale.
Even within communities, design must be sensitive to its
context so that the transitions from town center to
residential neighborhood are seamless and unobtrusive.

Mixed Land Uses and Street Networks

Good urban design at the community level is
characterized by an appropriate mix of land uses and a
street network that allows easy access to community
services by a variety of modes. Local-serving retail and
public services such as schools, parks, and libraries
should be accessible by foot or bicycle, as well as by
automobile and transit. Where the natural terrain
allows, the street network should be relatively dense
and interconnected to provide a variety of routes
through the community. In this way, no one street is
over burdened with traffic. Streets should be designed for vehicle speeds appropriate to their
environment. Where wide, busy streets or the steep terrain make pedestrian or bicycle access
difficult, separate trails or bikeways should be provided. Communities like this are beginning to be
developed in the region. Otay Ranch, San Elijo Hills, and Black Mountain Ranch, have been designed
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from the start with local commercial districts, neighborhood parks, interconnected street networks
and trails, as well as access for transit.

Redevelopment, Infill, and Parking

Opportunities to redirect growth into urbanized areas will occur as our neighborhoods age. Local
jurisdictions should use these opportunities to reshape existing communities into more walkable,
transit supportive neighborhoods. In traditional suburban communities, auto dependence is a fact
of life. Street design and commercial site development reflect this by providing wide streets and
large amounts of parking that often require shoppers to get back in their cars to go from one shop
to the next. When redevelopment occurs, commercial sites can be re-oriented to begin creating
places that encourage people to move about on foot. Initially, significant demand for parking may
remain, but SANDAG data’ suggests that walkable, mixed use areas may generate fewer auto trips.
Through careful planning and analysis, sites can be redesigned to gracefully convert into
pedestrian-oriented places.

A first step is to establish shared parking where shoppers can park once, then walk between shops.
Community parking structures are another way to meet the demand for parking and still make land
available for additional development. Another option is adding residential uses to commercial sites.
With mixed use development, retailers gain the benefit of additional customers without the need
to provide additional parking. Parking structures are the most expensive form of parking to build,
with construction costs as high as $18,000 per space, not including land costs, but they sometimes
are the only way to accommodate access by car in a compact urban setting. To make sense, parking
structures should be integrated into sites that serve multiple uses to maximize their use. Private
investment can often provide the parking as part of a development project, but the developer must
be permitted a project of sufficient intensity to justify the cost of the parking structure. Housing
developments of at least 40 dwelling units per acre are usually required in these cases.

Healthy Communities

Healthy communities are a matter of effective land use

distribution, good design, and responsible management of

the urban environment. The Centers for Disease Control and
v Prevention has identified community design as a major
contributor to the threefold increase in obesity in the United
States over the last 20 years. Healthy communities address
this issue by supporting an active lifestyle through zoning
that puts commercial and community services within walking
and bicycling distances of most residents, and by providing
safe, attractive places to walk or ride a bike. Designing for
healthy communities also means separating incompatible land uses and providing transition zones
and buffers between urban, industrial, and rural lands.

Accessibility

Every project should be designed to provide access to all people, regardless of their abilities.
Universal design, the practice of designing products and environments so all people can use them

! See Traffic Generators for the San Diego Region, data for mixed use sites, SANDAG, 2002
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without the need for adaptation or specialized design, should be employed. Good urban design
also considers the access needs of everyone, regardless of their mode of travel. According to the
2000 U.S. Census, youth, seniors, and persons with disabilities constitute over 30 percent of our
region’s population. Many in this portion of the population often rely on walking, bicycling, or
public transit for independence.

Public Safety . -

Good urban design must create a sense of safety h#‘f’j

F—
in the neighborhood. The law enforcement _ "
community has established design principles ' L.‘;' ﬂl’

that complement and help implement smart - Ly |
growth. These principles are known as “Crime 1 Publle. Serni-  Seml- | Frivaca
. Fubhe friendly _["H K privatg

Prevention Through Environmental Design?
(CPTED).” CPTED increases public safety by
promoting design concepts like natural
surveillance. This concept includes design features such as exterior lighting, and windows and
porches that face the street to enhance visibility and detect intruders.

Design can also create a sense of territoriality or community ownership that deters outsiders from
entering private space. Physical features and other devices create a perception of risk to offenders
and also guide legitimate users through the environment safely. Access can be controlled by
purposefully placing design features such as entrances, exits, fencing, landscaping, and lighting to
decrease opportunities for crime.

Landscape maintenance and adequate lighting prevent unintended screening by eliminating
landscape overgrowth to improve visibility. A well-maintained development ensures that measures
employed for surveillance, territoriality, and access control continue to work effectively. Good
design can improve the safety of public spaces like streets, as well. Attractive, functional places to
walk bring the public out onto the street and help foster a sense of community ownership that
encourages citizens to look after their public places.

Good community design also should facilitate fire protection, through means such as establishing
fuel management zones. In more urbanized areas, good access for emergency vehicles is important,
but fire safety personnel have been at odds with advocates for more walkable communities over
the issue of street width. Narrower streets, especially at intersections, are generally safer for
pedestrians, but they can slow access for large fire engines. Street trees, which enhance the
pedestrian environment, can also pose a challenge to fire fighting. Local jurisdictions have begun to
address these issues, but the search for creative solutions will need to continue. An interconnected
street network and shorter blocks provide alternative routes in case a primary fire response route is
blocked. Careful attention to the design of intersections is also required to ensure that fire trucks
can enter a street. At the same time, fire departments should look for solutions through the
deployment of emergency response equipment that fits within the existing urban form. The need
for fire protection should be balanced with the need for pedestrian safety and the needs of the
natural environment.

2 Jeffery, C. Ray, 1977, Crime Prevention Through Environmental Design. Beverly Hills, CA: Sage Publications
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COORDINATING TRANSPORTATION AND LAND USE

Responding to the issues discussed above will require better coordination between the way land is
used and transportation is provided. Our ability to increase roadway capacity is limited by financial,
environmental, and community constraints. The region’s long-range transportation plan, MOBILITY
2030, therefore takes a multimodal approach to meeting future mobility needs. To be effective, this
strategy will require an urban form that supports all modes of travel.

The Regional Planning and Policy Framework of the RCP and
the plan’s Integrated Regional Infrastructure Strategy (IRIS)
advocate more than simply meeting regional mobility
objectives. They specify that SANDAG’s transportation funds
should also provide incentives for local agencies to make land
use decisions that support the RCP’s urban form goals. In fact,
SANDAG already has been using land use and urban design
factors in its funding criteria for highways, transit, and
regional arterials. These are based on policy direction from
the 1995 Land Use Distribution Element of the Regional
Growth Management Strategy and the smart growth policies adopted in our REGION2020 plan. The
RCP establishes a planning and policy framework to strengthen that approach. This framework
includes the identification of smart growth opportunity areas and the use of transportation
infrastructure funding to encourage higher intensity development in these areas.

Determining Smart Growth Opportunity Areas

Under SANDAG’s adopted smart growth principles, smart growth opportunity areas are places that
accommodate, or have the potential to accommodate, higher residential and/or employment
densities. They are pedestrian-friendly activity centers that are connected to other activity centers
by transit or could be in the future.

Throughout the region, development consistent with
these principles is already occurring in both new
projects and through redevelopment. Current plans
indicate that about three-fourths of future residential
development will occur on vacant land, and one fourth
will take place as redevelopment or infill. While it is
generally assumed that smart growth principles will
be applied to redevelopment and infill areas, smart

- growth principles should also be applied to the
(J‘ currently vacant areas that are planned for

&= residential development.

The region already has some good examples of smart growth planning in both developing and
redevelopment areas. Otay Ranch in the City of Chula Vista has been planned to include higher
density village centers along right-of-way reserved for future regional transit service. Pacific
Highlands Ranch in the City of San Diego is being developed to include a mixed use community
core with commercial and office uses, and multifamily housing, in a setting that encourages access
by walking. Downtown San Diego is experiencing a boom in residential development that
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compliments its existing large employment base and reinforces its status as the region’s primary
metropolitan center and transit hub. The Uptown District in Hillcrest is a model of mixed use
development at urban-scale density. Residential and mixed use development has occurred in the
downtowns of La Mesa and Oceanside adjacent to regional transit service. Higher density
development also has been proposed for downtown Escondido, in San Marcos along the future
Sprinter rail line, and in Solana Beach at the Coaster commuter rail station.

The first step toward focusing SANDAG’s infrastructure investments in support of smart growth is
to identify the location of existing and potential smart growth opportunity areas. The potential for
smart growth opportunity areas around the region can be seen by overlaying the regional transit
network identified in MOBILITY 2030 onto employment and population densities forecasted for
the year 2030 as shown in Figures 4A.2 and 4A.3. At a regional scale, these figures show that the
regional transit network has indeed been planned to serve future development. However,
identifying and establishing effective smart growth areas, and further strengthening the
connections between local land uses and regional transportation networks, will require attention
to the street-level land use and design details that make urban places work.

74



CHAPTER 4A
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General principles of design and form apply to any smart growth area, but because the San Diego
region is so diverse, the character of smart growth opportunity areas will vary depending on the
particular setting. Smart growth in downtown San Diego is different from smart growth in
downtown Escondido, which in turn is different from smart growth in Ramona. Physical or
regulatory constraints also will influence how smart growth is manifested. Development
regulations in the coastal zone limit building heights in many cases to a maximum of 30 feet.
Because of this restriction, smart growth opportunities in a coastal city like Solana Beach, for
example, will necessarily differ from those in an inland city like Lemon Grove. The amount of
vacant land and land available for redevelopment also will vary from one community to the next,
as will the extent to which existing development conforms to smart growth design principles.

Smart Growth Area Classifications

Smart growth areas in the San Diego region can be divided into seven categories, as shown in
Table 4A.2 and Figure 4A.4. Each category can be described in terms of its general land use
characteristics, the intensity of its development, and the kinds of transportation services necessary
to serve its travel needs. Of particular importance is the kind of public transit service provided in
each smart growth area type (with the possible exception of the Rural Community). The type and
level of public transit needs to be coordinated with the land use type because the two depend on
one another. More intensely developed smart growth areas

require a higher level of public transit service to meet the FIGURE 4A.4—

area’s mobility needs, and higher levels of transit investment SMART GROWTH AREAS
need the intensity of development to ensure the maximum FOR THE SAN DIEGO REGION
number of potential riders. Sl oty Srv

o= T Jan Diega Fegion

Five of the seven smart growth opportunity areas — Metropolitan
Center, Urban Center, Town Center, Community Center, and Special

il %
Use Center — are focused around regional transit stations where the . S f J
desired land use characteristics should be within walking distance P o= ()
(¥s-mile) of the station. The sixth category, the Transit Corridor, is
more linear in form, with development distributed along a corridor = .
within a block or two of the local bus service it supports. The final
category, Rural Community, is unique in that it is not dependent —
on public transit. Rather it contributes to the region's smart growth
goals primarily by focusing development in and around established | T O
villages, thereby taking development pressure off of the A o A

rural backcountry.

The matrix of smart growth area characteristics includes a set of overarching urban design
principles that apply to all smart growth area types, though the transit-related features would not
be a significant factor in the Rural Communities. These design principles ensure that as smart
growth develops in a particular area, its design features will create an attractive, human-scale
community that supports a variety of travel modes.

The characteristics of smart growth areas included in the matrix describe a balance between
transportation and land use intensities that may or may not exist under existing conditions or
within current plans. Where that balance does not currently exist, the matrix serves as a guide for
planners and policymakers as they update local and regional plans, and as projects are approved.
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As specific smart growth opportunity areas are studied, and as subarea and corridor studies are
completed, new opportunities for smart growth development may be identified that could require
changes to local general plans, or to the Regional Transportation Plan. Because of this, the list of
smart growth opportunity areas should not be considered static.

The matrix also identifies specific communities within the region that typify the characteristics of
each smart growth opportunity area category, or that could if developed as planned. These
examples were identified in cooperation with the planning staffs of local agencies, and are meant
only to serve as examples of areas that might be designated as existing, planned, or potential smart
growth opportunity areas. Final designation of smart growth areas will take place after the
adoption of the RCP through a collaborative process that will include local planning and
policymakers as well as stakeholders.

Rural Communities represent a unique type of smart growth. Because they are remote from the
urbanized portion of the region, public transportation generally cannot play a significant role in
meeting their travel needs. Nevertheless, rural communities can have smart growth characteristics,
and contribute to the region’s smart growth development goals because they can provide for a
small-scale concentration of development in a walkable, mixed use setting that allows village
residents and visitors to travel around the village core on foot or by bicycle. They can provide a
focal point for commercial and civic uses that can serve surrounding rural areas. Additionally, if the
villages can accommodate moderately higher densities and focus development closer to the village
core, they help relieve pressure for development in outlying areas. The County of San Diego’s draft
GP2020 encourages this kind of development by proposing a rural village limit line that would
contain all but very low density development in rural areas.

With adoption of the final RCP, the matrix of smart growth area classifications will provide a basis
for identifying specific areas throughout the region where existing or planned development
reflects the characteristics of one of the smart growth opportunity area types. In addition, local
jurisdictions will be encouraged to identify locations where smart growth development would be
desirable, and could occur if existing plans are modified to allow it. These areas will be classified as
Smart Growth Opportunity Areas (SGOAS).

Smart Growth Concept Map

Through a collaborative process, SANDAG and the local agencies will designate these areas on a
Smart Growth Concept Map. The concept map will be used as a planning tool to communicate with
local jurisdictions and infrastructure providers about where smart growth will happen.

Initially, the concept map will be used in updates of the Regional Transportation Plan (RTP) where
it would help in the prioritization of transportation infrastructure investments and deployment of
transit services to support smart growth development. The RTP development process would, in
turn, identify needed refinements to the concept map, creating a dynamic process where
transportation and land use planning adjust to each other over time. As a result, in addition to
serving as a planning tool, the concept map will serve as the foundation for showing eligible
locations for certain smart growth incentives. Ultimately, the concept map should also inform the
decision-making processes of other infrastructure and service providers, enabling them to make
better investment decisions while helping the region achieve its smart growth development goals.
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SMART GROWTH DESIGN PRINCIPLES

The following design principles apply to all categories and are critical to the success of smart growth.

A Human-scale built environment that creates uniqueness and identity
A Vertically and horizontally mixed use development, with vertical mixed use located near transit stations
A Robust transportation choices that compliment the intensity of development within the Smart Growth Opportunity Area (SGOA)
o0 Strong pedestrian orientation: network of streets & pedestrian paths, narrower street scales, special designs to facilitate pedestrian crossings at intersections,
and the walker having precedence
o Bike access/locker facilities and park-n-ride facilities woven in the human-scale design
o Transit station(s) located centrally within main activity area(s); transit user amenities located adjacent to stations (e.g. child care facilities, coffee bars, dry cleaning
drop-off)
A Nearby recreational facilities and public plazas
LACI\'IA\[IIEJC;(E)I?I'I(/PE LAND USE TRANSPORTATION SYSTEM PUBLIC TRANSIT SERVICE EXAMPLES
CHARACTERISTICS INTENSITY TARGETS CHARACTERISTICS CHARACTERISTICS
Metropolitan Center Desired Building Types: A Access from several Served by numerous corridor/ A Downtown San Diego
A Draws from throughout the region Mid- to high-rise freeways with multiple regional/local services

Metropolitan center has several
SGOA designations
Regional commercial/ retail center

Regional civic/cultural center

residential and office/
commercial

75+ dwelling unit/
average net residential
acre within ¥ mile radius
of transit station

80+ employees/average
net acre within ¥2 mile of
transit station

access points

A Hub transit system

A Regional hub for
numerous local, corridor,
regional transit lines

A Shuttle services and
pedestrian orientation for
internal trips

A Very high frequency service (less

than 15 minute) throughout the
day on all corridor/ regional
services

High frequency service (15
minute) all day on most local
services

Multiple station locations, with
several key transfer points
Internal shuttle system
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Urban Center

A Employment draws from
throughout region, while other uses
draw mainly from subregional area

A Urban centers likely located within
larger area that has several SGOA
designations

A Mixed use employment

A Civic/cultural facilities

TR

University City

Desired Building Types:
Mid-to high-rise
residential and office/
commercial

40-75+ dwelling
unit/average net acre
residential within ¥ mile
radius of transit station
25+ dwelling unit/ acre for
mixed use sites within ¥4
mile radius of transit
station

50+ employees per net
acre within ¥4 mile of
transit station

A Freeway connections with
multiple access points

A Served by several corridor/
regional transit lines and
several local services

A Possible shuttle routes for
internal trips

A Minimal park-and-ride
facilities; access should be
handled by internal shuttle
system

A Served by several corridor/

regional lines and several local
services

A High to very high frequency

service (less than15 minute peak)
on all corridor/regional services

A High frequency throughout the

day on all lines

Key transit center, along with
multiple smaller station locations
Possible internal shuttle system

Existing and Planned:
A Rio Vista (Mission Valley)

(San Diego)

Little Italy (San Diego)
Costa Verde (University City)
(San Diego)

A The Boulevard Marketplace

Pilot Village (San Diego)
Morena Linda Vista
(San Diego)

East Urban Center
(Chula Vista)
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Town Center
A Draws mainly from immediate
subregional area
A Residential and office/ commercial,
including mixed use
A Civic/cultural facilities

Hillcrest

Desired Building Types:
Low- to mid-rise

20-45+ dwelling
unit/average net acre
within ¥ mile radius of
transit station or
connecting transit service
30-50 employees/ average
net acre within ¥4 mile of
transit station or
connecting transit service

A Served by one or more
corridor/ regional transit
line and several local
services

A May also be served by
regional arterials

Served by 1 to 2 corridor or
regional lines, or less than 5
minute shuttle distance from
corridor/regional station, and
multiple local services

A Very high frequency service (less

than 15 minute peak) on
corridor/regional service or
connecting shuttle

High frequency throughout the
day on most lines

Multiple station locations, some
with central access/transfer point
Shared-use parking or dedicated
park-and-ride facilities for
regional transit services

Existing and Planned:
A Downtown Oceanside
Downtown Escondido
Downtown La Mesa
Downtown El Cajon
Downtown Chula Vista
La Jolla (San Diego)
Village Center Pilot Village
(Euclid/Market, San Diego)
Hillcrest (San Diego)
A Heart of the City

(San Marcos)
A Vista Village Transit Center
A Santee Town Center
Potential SGOA:
A Grantville Trolley Station (SD)
A San Marcos Creek

Specific Plan

N SN
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Community Center
Draws from nearby community/
neighborhoods
Residential and commercial,
including mixed use
Possible community-serving
civic uses

Otay Ranch Heritage Village

Desired Building Types:
Low- to mid-rise
20-45+ dwelling
unit/average net acre
within ¥4 mile of transit
station

A Served by at least one
corridor or regional
transit line

A Served by arterials and/ or
collector streets

Served by at least one corridor/
regional service

High frequency service (15
minute in peak hours) on
corridor/ regional services
Moderate to high frequency
throughout the day

One or more on-street stations

Existing and Planned:

A Otay Ranch Villages
(Chula Vista)

A Mercado (Barrio Logan,
San Diego)

A Mira Mesa Market Center
(San Diego)

A Pacific Highlands Ranch
(San Diego)

A Downtown Lemon Grove

A Downtown Coronado

A Ssan Elijo/La Costa Meadows
Community Center
(San Marcos)

A Palm Avenue
(Imperial Beach)

Potential SGOAs:

A Solana Beach/
NCTD Mixed Use Site

A North County Metro (Buena
Creek Sprinter Station Area,
County of San Diego)
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Transit Corridor

A Draws mainly from several nearby

communities

Residential and office/ commercial,
including mixed use

Linear size with length extending
from less than one mile long, and
width extending 1 to 2 blocks
outward from corridor

University Avenue in City Heights

Desired Building Types:
Variety of low-, mid-, and
high-rise

25-75+ dwelling unit/
average net acre along
transit corridor and within
Y mile of transit stations
Employment: Commercial
and retail supportive uses

A Located along a
major arterial

A Served by a corridor or
regional service, or local
services with less than10
minutes travel time to
corridor/ regional
line station

A Small shared-use park-and-
ride facilities possible

A Generally served by a corridor/
regional line and local services

A High frequency service (15
minute in peak hours) on
corridor/ regional and/or
local services

A Multiple station locations, with
one or more on-street transfer
locations with intersecting
services.

Existing and Planned:

A El Cajon Blvd and University
Avenue (Mid-City)
(San Diego)

A Washington Ave
(Mission Hills)

A University Avenue (La Mesa)

A South Santa Fe Transit
Corridor (Vista)

Potential SGOA:

A El Camino Real (Encinitas)
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Special Use Center

A Employment draws from
throughout region, with other uses
being community serving

A Special use centers may be located
within larger area that has several
SGOA designations

A Dominated by
one non-residential land use

A Retail support services

A Potential residential element

Proposed Paseo at San Diego State

Desired Building Types:
Variety of low-, mid-, and
high-rise

45+ employees/ average
net acre within ¥ mile of
transit station

Optional residential: 50+
dwelling units/ average
net residential acre

A Nearby freeway access

A Served by one or more
corridor/ regional lines and
local services

A May be served by shuttle
service for internal trips

Generally served by one or more
corridor/ regional line and local
services

High to very high frequency
service (15 minute or better in
peak) on corridor/ regional
services

Moderate to high frequency
throughout the day

Multiple station locations, with
possible central access/transfer
point

Existing and Planned:

A Grossmont Center/ Hospital/
Trolley Station (La Mesa)

A The Paseo at SDSU
(San Diego)

A Chula Vista Bayfront

A Palomar College (San
Marcos)

A Cal State San Marcos

Potential SGOAs:

A Ocean Ranch / Rancho Del
Oro Industrial Complex
(Oceanside)

A Vista County Courthouse
Area
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CATEGORY/
LAND USE TYPE
CHARACTERISTICS

LAND USE
INTENSITY TARGETS

TRANSPORTATION SYSTEM
CHARACTERISTICS

PUBLIC TRANSIT SERVICE
CHARACTERISTICS

EXAMPLES

Rural Community

A Distinct communities that include
Rural Villages defined by a village
limit line with concentrated areas

of residential and commercial
development
A Draws from nearby rural areas

Includes semi-rural and rural areas

outside the village limit line

Main Street Ramona

A Within Village Cores, 10.9-

24+ dwelling units/ acre
(higher densities
permitted for senior
housing)

Desired Building Types:
Low-rise employment and
residential

A Concentrated local road
network within village,
with regional connection
to urban areas

A Bicycle and pedestrian-
friendly street design in
Village Core

A Could include park-n-ride
facilities near major road
or transit corridors

A Possible local transit

service or central access
point for possible corridor/
regional peak transit line

A Village Cores should include or

allow for bus stops and an
expansion of bus service in
higher density areas

Served by one or more local
services with moderate
frequencies throughout the day
Possible peak period corridor/
regional service with transit
stations located within village
core

Existing, Planned, and Potential
SGOAs:

A Ramona

A Fallbrook

A Alpine

A Lakeside

A Valley Center

NOTES:

Potential Smart Growth Opportunity Areas (SGOAS):
Areas discussed at local and regional meetings with local planning directors that are not currently included in existing plans and policies, but may offer the potential for

additional smart growth

Computing Land Use Intensity Measurements per Net Acre:

Residential: Total dwelling units divided by built or planned residential acreage net of public right-of-way

Employment: Total employees divided by built or planned office, commercial, and retail acreage net of public right-of-way
Mixed Use: Total dwelling units divided by built or planned residential acreage net of public right-of-way and any other non-residential uses (e.g., commercial, retail, etc.)

Land Use Building Type Definitions:

Low Rise = 2-3 stories
Mid-Rise = 4-6 stories
High Rise = 7+ stories
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NOTES CONTINUED:

Public Transit Service Characteristics:

Public transit service characteristics for Smart Growth Opportunity Areas apply to both existing and planned regional transit services as described in the Regional
Transportation Plan.

Shuttle services (Green Car) — Designed for short-distance trips in neighborhood/employment areas, and feeder access to/from corridor and regional services
Local services (Blue Car) — Designed for shorter-distance trips with frequent stops (e.g. current local bus services)

Corridor services (Red Car) — Designed for medium distance trips with station spacing about every mile on average (e.g. trolley services, future arterial based bus rapid
transit (BRT) routes)

Regional services (Yellow Car) — Designed for longer distance trips with stations spacing every 4-5 miles on average (e.g. Coaster, future freeway-based BRT routes)

Examples of Smart Growth Opportunity Areas:

Examples of existing, planned, or potential Smart Growth Opportunity Areas are provided to illustrate the scale and character of the different smart growth area types.
Actual Smart Growth Opportunity Areas will be identified in the first implementation phase of the RCP when the Smart Growth Area Concept Map is developed in
consultation with local jurisdictions.

Rural Communities
For additional detail, see the County of San Diego’s General Plan 2020.
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PROVIDING INCENTIVES FOR SMART GROWTH

Successful implementation of the Regional Comprehensive Plan will require incentives for smart
growth development that meets the goals and policies of the RCP. There are a number of different
approaches to providing such incentives.

Regional Transportation Network Funding Based on Smart Growth

Because the RCP calls for SANDAG to coordinate its transportation investments with local land use
decisions, many of the transportation funds that SANDAG allocates can provide incentives for smart
growth development. How this strategy is implemented will be determined as SANDAG updates its
transportation project prioritization process in the first phase of RCP implementation and
subsequent Regional Transportation Plan updates.

Decisions regarding priorities for future regional transit, arterial, and highway corridor projects
should be based, in part, on how well local communities have planned for smart growth land uses
that facilitate a robust set of transportation choices that, in turn, increase mobility. These decisions,
including, for example, investments in enhanced transit services and stations, and roadway
improvements serving rural villages, should be based in part on how well smart growth opportunity
areas incorporate the smart growth principles contained in the RCP. Smart growth principles will be
incorporated into a revised set of criteria that will be used for prioritizing transportation projects
(see discussion in Chapter 4B, “Transportation Priorities and Smart Growth™).

Direct Financial Incentives for Smart Growth Development

There is growing recognition that smart growth development,
particularly in redeveloping areas, can require significant up-
front investments in infrastructure other than regional
transportation facilities. To meet these needs, the Regional
Transportation Plan recommends that a “Smart Growth Incentive
Program” (SGIP) be established, starting with a 5-year, $25
million pilot incentive program. Identifying funding for this
program has been delayed pending the adoption of a federal

b transportation funding reauthorization, but the program should
begin in FY 2005. Establlshlng an on-going Smart Growth Incentive Program will require a long-
term funding source like the Smart Growth Incentive Fund proposed for the TransNet Extension, a
proposed 40-year extension to the existing %2-cent sales tax that funds a wide range of
transportation projects in the region.

A wide variety of project types could be funded through the SGIP. The potential project types
identified below are based on research on similar programs developed in other regions, including
the existing Transportation for Livable Communities program in the Bay Area, the proposed projects
in the Sacramento area Metropolitan Transportation Plan, and in Portland, Oregon.

89



CHAPTER 4A

Potential Smart Growth Incentive Fund Project Types
Community Design Planning

The key to implementing successful Smart Growth Opportunity Areas (SGOAS) is the application of
good urban design principles that reflect the values and character of the individual communities.
Successful community planning and development can ensure that public areas are attractive and
inviting places that are well-integrated with the surrounding communities. The SGIP can provide
funding support to jurisdictions that have identified a need to amend their codes or develop
specific plans to reflect smart growth urban design principles.

Community-based planning studies help develop community support for smart growth urban design
principles and for specific area plans in SGOAs. The studies also could identify the improvements
necessary for a community to ensure that:

A SGOAs provide a healthy set of transportation choices that increase mobility;
A Transit stations and surrounding areas are attractive and transit-friendly; and
A SGOAs are walkable places.

These improvements could then be the basis for future SGIP grant applications for capital projects.
It is recommended that SANDAG staff participate directly in these planning studies to provide
technical assistance, and to ensure that project goals are met. Local planning grants typically would
include extensive community outreach and visioning, concept plans and drawings, construction cost
estimates, and implementation plans.

Transportation Enhancements within Smart Growth Opportunity Areas

The SGIP could support capital projects that enhance the connections between the
transportation/transit network and smart growth opportunity areas. Typical projects would include
small-scale transportation improvements that enhance local communities and town centers through
improved bicycle and pedestrian circulation, traffic calming, and transit station area enhancements
such as shelters and benches. Transit stations on regional transit routes Would be developed by
SANDAG as part of the regional transit project, but
would be coordinated with local improvement plans.

Streetscape and Public Plaza Enhancements

Civic plazas and other public places that improve the
walkability and the human scale of the SGOA could be
funded under the program. Projects could include
providing street trees and other landscaping, public
art, and the provision of public seating. Projects
outside what is conventionally considered the public
right of way would be beyond the scope of what is supported by most traditional transportation
funding sources, and would require innovative funding strategies.
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Public Parking

With enhanced transportation choices, including walkability and increased public transit services,
the demand for parking can be reduced, but parking will remain a significant cost of development.
The walkability of smart growth areas can be improved when parking is centralized in community
parking structures, particularly as part of a mixed use project. Commercial development and
affordable housing opportunities can also be encouraged if on-site parking requirements can be
reduced. Providing structured public parking can require a significant investment, and may not be
an eligible cost under some transportation funding programs, but SANDAG should investigate
potential strategies to fund community parking projects.

Housing Incentives

Increased housing density near major transit hubs produces
numerous regional benefits in the form of more housing
choices, increased mobility, increased transit ridership, reduced
auto dependency, and less land consumption. Providing
affordable housing also helps meet regional goals for increasing
housing for lower income communities. A housing incentive
program may be appropriate to consider in the SGIP in the

San Diego region if a feasible array of programs could

be established.

Transit Oriented Development (TOD) Investment Programs

A funding program could be established to stimulate
private investment in high-density, pedestrian-friendly
commercial and residential projects near transit
stations. Through a series of cooperative agreements,
this program could be used to fund site acquisition.
Station area properties could be acquired, planned, re-
parceled, and sold with conditions to private
developers for constructing transit-oriented
development. In many cases the land value could be
reduced via public agency acquisition and conveyance
toa developer to cover the extraordlnary development costs required to construct a TOD pI’OjeCt
especially where affordable housing is included. In such cases, a ""highest and best transit use"
appraisal could be used to establish the sale price of the property.

POTENTIAL FUNDING SOURCES FOR SMART GROWTH INCENTIVES

A variety of funding sources are available to SANDAG and local agencies to provide incentives for
smart growth, including federal transportation funds and, potentially, TransNet local transportation
sales tax revenue. State transportation funding programs that are not administered by SANDAG
could be used by local jurisdictions to provide smart growth incentives, and a variety of non-
transportation state and federal funding programs also are available to local jurisdictions.
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Whether or not SANDAG administers these funding sources, they all have some potential for as
incentives for smart growth. Once the Smart Growth Concept Map is developed, SANDAG can
modify its existing transportation project prioritization criteria to encourage projects in smart
growth opportunity areas. Other fund administering agencies could do the same where existing
policies support better connections between transportation and land use decisions.

Federal Transportation Programs

Most funding programs administered by the Federal Highway Administration could be used for
projects that support smart growth. Surface Transportation Program (STP) funds may be used to
support highway, public transit, or bicycle and pedestrian projects. The Transportation
Enhancement Activities (TEA) program is a subcategory of the STP program established to fund non-
traditional transportation related projects. Among the types of projects eligible under this program
are bicycle and pedestrian facilities, preservation of historic structures related to the transportation
network, and landscaping and highway beautification. SANDAG has previously used the TEA
program to support TOD projects. The Congestion Mitigation and Air Quality (CMAQ) program sets
aside funding specifically for projects that reduce air pollution or congestion, and cannot be used to
construct roadways for use by single occupant vehicles. SANDAG could dedicate a portion of these
funds to the Smart Growth Incentive Program.

TransNet

Ultimately, SANDAG anticipates funding the SGIP from the Smart Growth Incentive Program that is
a component of the draft ordinance for the extension of the TransNet local transportation sales tax.
Assuming the TransNet Extension is approved by the voters in November 2004, this program would
take effect in 2009. The ordinance sets aside two percent of the TransNet revenues for the Smart
Growth Incentive Program, which would generate approximately $280 million (in 2002 dollars) over
the 40-years the sales tax extension would be collected.

The draft ordinance specifies that the program would provide funding for “a broad array of
transportation-related infrastructure improvements that will assist local agencies in better
integrating transportation and land use, such as enhancements to streets and public places, funding
of infrastructure needed to support development in smart growth opportunity areas consistent with
the Regional Comprehensive Plan, and community planning efforts related to smart growth and
improved land use/transportation coordination.” It also specifies that funds will be allocated on a
regional competitive grant basis, and that the funds should be used to match federal, state, local,
and private funding to maximize the number of improvements to be implemented.

The Local Streets and Roads program in the TransNet Extension also permits local jurisdictions to use
their formula funds for projects that would support smart growth development. Among the eligible
uses for these funds are community infrastructure improvements to support smart growth
development, capital improvements needed to facilitate transit services and facilities, and operating
support for local shuttle and circulator routes and other services.

Because the TransNet Extension would be a local source of funds administered by SANDAG, it would
allow considerable flexibility with regard to how the funding could be used. However, because the
new TransNet ordinance would not go into effect until 2009, other funding sources need to be
identified if the Smart Growth Incentive Program is to begin in the near term.
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Transportation Development Act (TDA) Funds

The TDA is a state sales tax supported program administered locally by SANDAG. Each year,
SANDAG allocates two percent of the TDA funds for bicycle and pedestrian projects. The projects
are selected based on an array of criteria that include the amount of population and employment
that the project would serve. Once the Smart Growth Concept Map is developed, these criteria
could be modified to encourage projects in Smart Growth Opportunity Areas.

State Transportation Grant Programs

The State of California offers grants under several programs that, if awarded to local jurisdictions,
could be applied to smart growth opportunity areas. These programs include Safe Routes to School,
the Bicycle Transportation Account, Community Based Transportation Planning Demonstration
Grant Program, and the Environmental Enhancement and Mitigation Program.

Non-Transportation Funding Sources

A wide array of non-transportation funding sources could be used to support smart growth. These
typically are competitive grant programs that are administered by state or federal agencies. The
State Department of Housing and Community Development (HCD) offers several programs to assist
with the provision of housing. The Department of Parks and Recreation offers grant programs for
habitat conservation and recreational facilities. At the federal level, the Department of Housing and
Urban Development, U.S. Fish and Wildlife Service, the U.S. Environmental Protection Agency, and
the Economic Development Administration administer grant programs to support community
development, housing, habitat protection, and economic development.

LOCAL INCENTIVES FOR SMART GROWTH

In addition to developing a regional smart growth incentive program based on the approach
outlined above, local jurisdictions should consider providing local incentives to promote smart
growth. For example, the City of San Diego has included local incentives in its “Pilot Village
Program.” Similarly, the City of Encinitas provides incentives for mixed use development and
parking reductions in appropriate locations. As another example, the City of Oceanside allows
mixed use development as a conditional use in its commercial zones. This allows the flexibility to
establish mixed use developments in areas that otherwise would be restricted to commercial use.

Local incentives could include: capital improvement program (CIP) priority treatment, fee reductions
for zoning, subdivision, and site plan applications, and water and wastewater capital recovery fees,
particularly within the Smart Growth Opportunity Areas and local redevelopment areas. Local
jurisdictions could also expedite project approvals in SGOAs, and could apply other incentives such
as reduced parking requirements, density bonuses, and others.
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OVERALL PRINCIPLES FOR DEVELOPING SMART GROWTH INCENTIVES

Following adoption of the RCP, SANDAG will work with local agencies and stakeholders to identify
areas where its transportation funding decisions could provide stronger support for smart growth
development. The following principles should be used in developing criteria for applying these
smart growth incentives to implement the Regional Comprehensive Plan.

FIGURE 4A.5—PRINCIPLES FOR DEVELOPING CRITERIA FOR SMART GROWTH INCENTIVES

1. Regional Funding for Transportation Investments that Support Smart Growth. In its
development of the Regional Transportation Plan (RTP) and programming of transportation
projects, SANDAG should ensure that its decisions regarding key regional transportation
corridor investments give a higher priority to the implementation of smart growth by local
jurisdictions in "'smart growth opportunity areas," with a particular focus on opportunities for
housing affordable to all income levels. Additionally, SANDAG should ensure that the design
and implementation of its regional transportation facilities supports smart growth development
by local jurisdictions.

2. Regional Funding for Smart Growth Infrastructure and Planning.

a. Infrastructure Improvements. SANDAG should provide direct financial incentives to local
communities for needed infrastructure improvements in smart growth opportunity areas.
Improvements funded under such a program might include transit access improvements,
community parking, bicycle and pedestrian circulation improvements, traffic calming,
streetscape improvements, transit-related roadway improvements, and others. The program
should use a variety of available funding sources.

Demonstration Projects. SANDAG should initially focus on public infrastructure
improvements for "'ready-to-go" projects that will demonstrate smart growth principles and
serve as a catalyst for additional smart growth development in key locations.

b. Planning. SANDAG should provide technical assistance and/or planning grants to local
jurisdictions to implement regional smart growth goals and policy objectives through local
plans and regulations. Assistance could support preparation of general plan amendments,
community plans, specific plans, and development regulations that facilitate smart growth
development.

3. Local Incentives for Smart Growth. Local jurisdictions should provide incentives for
appropriate development in smart growth opportunity areas, such as priorities for
infrastructure improvements, fee reductions, priority processing of development plans, and
others. SANDAG should give priority in its funding decisions to jurisdictions that are providing
local smart growth incentives.

4. Funding for Other Smart Growth Activities. SANDAG should work with other agencies
(e.g., California Department of Housing and Community Development (HCD), U.S.
Environmental Protection Agency (EPA), U.S. Fish and Wildlife Service, and private foundations)
to coordinate the development of programs that provide incentives for other types of smart
growth activities, such as affordable housing production, habitat protection, and the like.
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NEXT STEPS

Implementation of the urban form components of the RCP will be an on-going, collaborative
process, involving local and regional planners, community leaders, and other stakeholders. Initially,
it will focus on three primary tasks:

A Development of a Smart Growth Area Concept Map. SANDAG will work with local
jurisdictions to identify and map the seven types of smart growth opportunity areas around the
region. These smart growth opportunity areas will include places where existing development
reflects the smart growth characteristics described in Table 4A.2 and where planned land uses
will allow smart growth development to occur. They will also include areas where existing plans
do not currently provide for smart growth development, but where local jurisdictions identify a
potential for smart growth in the future if appropriate changes are made to the local plan. Such
areas might exist, for example, where regional transit services are planned, and the potential
for redevelopment would provide an opportunity to reshape the community. Such
opportunities will be identified in consultation with local jurisdictions, and through subregional
planning studies that coordinate regional and local planning efforts. The map would then serve
as input to the next update of the Regional Transportation Plan, to help strengthen the link
between local land use plans and regional transportation plans. The map would also serve as
the foundation for showing eligible locations for smart growth incentive funds, as well as
establishing where SANDAG should prioritize infrastructure investments and deploy transit
services to support smart growth development.

A Development of Smart Growth Incentives. Working with local jurisdictions and
stakeholders, SANDAG will use the principles described in Figure 4A.6 to develop the Smart
Growth Incentive Program called for in MOBILITY 2030, and anticipated in the extension of the
TransNet local transportation sales tax. Program development will include determining the
specific types of projects to support, the project selection process, and program administrative
requirements. In addition, SANDAG will continue to refine the process it uses to prioritize
transportation project funding to ensure that that process supports smart growth development
to an appropriate extent.

A Development of Urban Design Guidelines. SANDAG can assist local agencies with the
development of their smart growth opportunity areas by assembling a manual of urban design
best practices focused on smart growth development principles.

The Regional Planning and Policy Framework of the RCP will help local agencies to implement smart
growth at the community level by identifying specific Smart Growth Opportunity Areas and
creating meaningful incentives for smart growth. By rewarding higher-density, mixed use
development in key locations with priority transportation funds, the region can reduce the
footprint of development on our rural landscape and create more livable and sustainable
communities throughout the region.
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GOALS, POLICY OBJECTIVES, AND RECOMMENDED ACTIONS

Goals

Focus future population and job growth away from rural areas and closer to existing
and planned job centers and pubilic facilities to preserve open space and to make more
efficient use of existing urban infrastructure.

Create safe, healthy, walkable, and vibrant communities that are designed and built
accessible to people of all abilities.

Integrate the development of land use and transportation, recognizing their
interdependence.

Policy Objectives

Preserve the positive aspects and unique sense of place of existing communities, while
allowing flexibility for change.

Protect agricultural areas, natural systems, high-value habitat areas (as reflected in
adopted habitat plans), and other open-space areas that define the character of our

communities.

Place high priority on public facility investments that support compact, mixed use,
accessible, walkable neighborhoods that are conveniently located to transit.

Improve existing public facilities in smart growth areas to mitigate the impact of higher
intensities of use.

Facilitate redevelopment and infill development.

Protect public health and safety by avoiding and/or mitigating incompatible land uses.

Recommended Actions

Planning, Design, and Coordination Actions

In conjunction with the smart growth area classification matrix, identify locations where
smart growth development should occur and designate them on a Smart Growth
Opportunity Area Concept Map.

Develop a process to plan, promote, and monitor a better mix of jobs and housing at
the subregional level.

Implement development projects and plans that:
A Provide a more diverse mix of housing types, jobs, services, and recreational land

uses with good access for pedestrians and people with disabilities.
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A Preserve our natural resources.

A Avoid and mitigate incompatible land uses, for example, by establishing buffers or
transition zones between housing and industrial uses or major transportation
corridors that could pose health risks.

4 Examine and, if appropriate, amend existing guidelines regarding traffic impacts and

parking standards to reflect the potential reduction in trip generation rates from smart
growth development, redevelopment, and transportation demand management
programs.

Program and Project Development and Implementation Actions

1. Develop an urban design best practices manual as a tool for local agencies, which
addresses walkability, compatibility with public transportation, crime prevention,
universal design, and accessibility, as well as other urban design issues.

2. Institute an education and outreach program to help local agencies develop community
consensus on urban design that supports smart growth.

Funding

1. Using the smart growth incentive principles, prioritize transportation infrastructure
funding and other public facility investments in areas that support smart growth
development and smart growth opportunities, as identified by the Smart Growth
Opportunity Area Concept Map.

2. Develop and implement the Smart Growth Incentive Program established in
MOBILITY 2030.

3. Promote public and private investments in redevelopment and infill areas through the
Smart Growth Incentive Program and other funding programs.

CONCLUSION

As our region’s population continues to grow, our future will depend on where and how we
accommodate that growth. To preserve the region’s quality of life, we must make better use of the
available land and existing infrastructure, and we must take care to ensure that future development
enhances life in our cities, towns, and backcountry.

To meet this challenge, the RCP brings into focus urban form and urban design principles that have
been emerging in local and regional plans and design standards for some time. It provides a
framework for ensuring our transportation and land use plans and development decisions work
together to help us create healthy, sustainable communities that will support the diverse character
of the region’s urban and natural landscapes.
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TRANSPORTATION
Moving People and Goods

We have many convenient transportation choices. Fast, frequent, and reliable public
transit services interconnect our communities, and our major transit centers are integrated
with housing, retail shops, food courts, shade-covered benches, and well-maintained
restrooms. More of our residents who have cars opt to leave them at home and families
need fewer cars per household. Overall, it’s easier and more convenient to get around by
walking, biking, and using transit. As a result, many children walk or bike to school, as we
used to do when we were younger.

Many of our existing regional freeways, highways, and major roadways have been
expanded and include an extensive managed lane network for transit and carpools. These
systems are linked to the international airport, ensuring effective access to world markets.
Roads, rails, and vehicles are better managed with technology, which increases public
safety. In-road sensors and cameras help detect traffic incidents and slowing. Automated
systems notify traffic-response teams in real-time and electronically adjust ramp meters
and traffic signals to moderate traffic flow.

Despite nearly three decades of population and employment growth, the average
commute time is less than 30 minutes, and traffic congestion in key corridors has
improved. By better linking transportation and land use decisions in the past, more people
now live close to their jobs and leave their cars at home. As a result, more people have
additional leisure time and less travel-related stress.

INTRODUCTION

There was a time when rush hour was just that — an hour in the morning and an hour in the
evening. Today, rush hour lasts at least two to three times as long. Frustrated commuters are
spending more time than ever in their cars or on buses — time that erodes the quality of their lives,
decreases their productivity, and pumps more pollutants into the air.

That’s just one reason why transportation plays a pivotal
role in the Regional Comprehensive Plan. This initial RCP
focuses on the relationship — or lack thereof — between
regional transportation plans and local land use plans and
policies. Planning and building great places to live, work,
and play is only half the job. We need to think about how
we get to and from those places; how we can do it smarter,
faster and easier, and in a way that will foster future
growth and prosperity in the region.
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This chapter of the RCP seeks to develop a transportation system that better connects our
communities and efficiently moves both people and goods.

EXISTING SETTING

It’s a fact of life in modern society: people are traveling more. Like most major metropolitan areas
in the nation, the San Diego region has not been able to keep pace with the public’s demand for
daily travel. Growth in travel consistently has outpaced growth in population and employment over
the past two decades, and this trend is projected to continue through 2030. Roads and freeways are
clogged. In fact, many of the region’s major transportation facilities are operating at or beyond
their capacity.

The increasing amount of travel and its consequences depend on many factors, including who lives
where (residential locations), who works where (employment locations), and what'’s built where
(land uses). Our lifestyles and the state of the economy also play key roles.

Between 1990 and 2000, the percentage of San Diego region residents who drove alone to work
increased, while commuting by carpool, transit, and all other modes decreased or stayed the same
(see Figure 4B.1). This increase in solo commuting can be attributed, in part — to the continuing
increase in two-worker households — which in turn, has increased the need for car trips. It is also a
function of the fact that more households can afford to own two or more cars. The availability of
plentiful, low-cost parking also has played a factor. And, of course, cultural factors play a part —
Californians have always cherished the status, independence, and convenience associated with

car ownership.

FIGURE 4B.1—COMMUTING TO WORK - 1990 vs. 2000 CENSUS
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In 1990, people living in the region made 13 million trips a day by car, truck, bus, and train. Today,
we make an estimated 15 million daily trips. That number is expected to reach more than 20 million

daily trips by 2030.

Figure 4B.2 compares the percentage change since 1980 in travel (measured in vehicle miles
traveled, or VMT), population, and employment. Growth in travel consistently has outpaced growth

100



CHAPTER 4B

in population and employment over the past two decades. This trend is projected to continue
through 2030. Potential factors affecting growth in VMT include the shift to solo commuting and
demographic and economic factors, such as increases in two-worker households and household
vehicle ownership. The completion of critical links and the widening of roadways in our regional
transportation system post-1980 also are likely factors influencing VMT growth.

FIGURE 4B.2—GROWTH IN VEHICLE MILES TRAVELED, POPULATION, & EMPLOYMENT
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Of all trips taken by all transportation modes, the average length is five miles. Most of the highway
travel — 73 percent — is non-work related. Work travel comprises 27 percent. Work trips tend to be
longer than non-work trips. Today’s average work trip length is 10.5 miles, compared to 4.5 miles
for the non-work trip.

Figure 4B.3 shows average daily trips by hour of the day and trip purpose. Work trips make up the
largest portion of travel demand during the morning and afternoon peak periods, although there
are large shares of other trips (e.g., shopping, recreation, etc.), particularly in the afternoon hours.
Morning trips tend to be commuter trips, going directly from home to work. Evening trips involve a
greater variety of origins and destinations, causing the evening peak period to spread out over a
longer period of time. School trips constitute the smallest shares throughout the day.

FIGURE 4B.3—AVERAGE DAILY TRIPS BY HOUR AND TRIP PURPOSE
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Peak travel demand during short periods of the day — such as rush hours — strains the regional
transportation system. But during off-peak times, there’s more than enough capacity on our roads.
As bad as it seems here, traffic congestion in the San Diego region is slightly better than in other
metropolitan areas around the country. A recent nationwide study found that the typical traveler in
the San Diego region experienced an average of 25 hours of traffic delays in 2001, compared to an
annual average of 26 hours of traffic delays among the country’s top 75 metropolitan areas.’

The average commute time in the region grew by only three minutes between 1990 and 2000,
indicating that people make personal adjustments and change their departures to keep commute
times reasonable. But the result is a peak period that lasts longer every morning and afternoon.
To prevent our traffic congestion problems from worsening, we must reduce travel demand

and provide attractive and convenient alternatives to solo commuting, especially during

peak travel periods. We must also find ways to adequately fund all of our needed

transportation improvements.

EXISTING PLANS AND PROGRAMS
Here’s what is being done to address our regional transportation needs.

Regional Transportation Plan

In March 2003, the SANDAG Board of Directors approved MOBILITY 2030

MEI—E!—. — the Regional Transportation Plan (RTP). MOBILITY 2030 is the blueprint
ﬂ to address the challenges of getting around; challenges made harder by

our region’s growth. This $42 billion plan covers public policies, strategies,

@ and investments to maintain, manage, and improve the regional

@ transportation system through the year 2030.

MOBILITY 2030 was developed around four main components: Land Use,

“ mssage [ Systems Development, Systems Management, and Demand Management.
..... Each component has a unique, yet interdependent, role in

improving mobility.

MOBILITY 2030 includes new and better connections to more efficiently move people on buses,
trolleys, trains, and cars. The plan encourages smart growth urban design to promote pedestrian
movements as well. The plan also gives new meaning to the term “information superhighway,”
taking advantage of technological advances that provide drivers and transit riders with real-time
travel conditions during rush hours when most of our traffic congestion occurs. When implemented,
the Mobility Network improvements (Figure 4B.4) will transform the region’s highway and roads
network into a robust system with more carpool lanes and buses integrated with new high-quality
regional transit services. The plan includes a flexible roadway system, which can be used by transit
and high occupancy vehicles (HOVs), to improve the movement of people and goods through

the region.

! Texas Transportation Institute, 2003 Urban Mobility Study
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Since much of rush hour demand is driven by the need to commute to and from work and school,
MOBILITY 2030 completes and upgrades our existing highway network. The plan also looks at
incentives that will make it more desirable to ride transit, carpool, or vanpool during peak hours, or
bike or walk to work or school. In our fast-paced world, saving time is a real and powerful incentive
for encouraging these more sustainable travel choices.

MOBILITY 2030 serves as the transportation component of the RCP and supports the RCP’s vision to
promote smarter, more sustainable growth. Implementation of MOBILITY 2030 requires regional
transportation planners and local land use planners to work together.

Central to resolving our transportation dilemma is addressing our region’s affordable housing crisis,
building new communities, and rebuilding older ones around mixes of land use, public transit,
walking, and biking, and providing other needed infrastructure to support smart growth
development.

Transportation investments can be particularly important to low income communities. While most
people still use the automaobile to reach a job site, the availability of good transportation choices,
such as affordable public transit, can mean the difference between employment and
unemployment for many hovering on the fringes of poverty. Transportation investments create
more opportunities for low income workers, and also make under-served communities more
attractive to outside investment and growth.

The Regional Transportation Plan is updated every three years. The vision, goals, policy objectives,
and actions developed with this first Regional Comprehensive Plan will drive the next update of
MOBILITY 2030 in 2006, setting the stage for future transportation decisions.

Key components in MOBILITY 2030 and other planning efforts include the Regional Transit Vision,
the Short-Range Transit Plan, the Congestion Management Program, and the Regional
Transportation Improvement Program, discussed below.

Regional Transit Vision

MOBILITY 2030 envisions better trolley and bus
service through the Regional Transit Vision (RTV).
The RTV’s goal is to make public transit competitive
with solo driving during peak periods. It envisions a
network of convenient, reliable, fast, and safe
transit services that crisscross the region, providing
commuters with more options.

Our local jurisdictions will play a significant role in
creating communities that support the RTV.
MOBILITY 2030 recognizes that transit
improvements need to be focused in areas with
compatible land uses that support an efficient transit system. The Urban Form chapter expands on
this close relationship. Transit is not for every area and every trip.
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Two key concepts of the RTV are:
A Integrating transit into our more populous urban communities, and
A Surrounding transit with supportive land uses.

Bus and trolley stations could serve as hubs not only for transit, but shopping, employment and
recreation, as well. Local jurisdictions should plan for a dynamic mix of land uses near transit
including homes, offices, and retail. These mixed use neighborhood and community centers of
moderate to higher densities will encourage walking and bicycling to jobs and services, as well as
to transit. The result will be shorter trips overall, with a higher proportion of them made within
the neighborhood.

The cleanest technology available for our transit systems should be pursued as more people live
and play near transit stations and corridors.

Additionally, particular attention should be paid to urban form. Local jurisdictions should strive to
create pleasant, tree-lined sidewalks; design standards that emphasize the human scale; and streets
that encourage slower, smooth flowing vehicular traffic. To help make this happen, SANDAG in
June 2002 adopted model pedestrian design guidelines that can be incorporated into local land use
and transportation policy documents, ordinances, regulations, and street-design guidelines.?

Supportive transit services also must provide circulator services within these communities and
connect them to our larger employment centers and schools. Such transit-oriented land uses are
critical to improving livability and maximizing the number of people with access to transit.

As part of MOBILITY 2030, the region’s cities and the County of San Diego identified a number of
potential neighborhood and community centers that were incorporated into the MOBILITY 2030
land use assumptions, although more land needs to be set aside for this type of development.
Redevelopment and infill of existing urban areas also must occur to realize the RTV’s potential.

Preliminary analyses indicate that while local smart growth commitments used in MOBILITY 2030
result in fairly minimal impacts on the region’s overall 1 1

transportation system performance in the near-term, -
they are clearly a step in the right direction. Adding
more such land use over time is expected to improve
future performance of the transportation system.

MOBILITY 2030 identifies current and potential users of
transit. Regional transit is important to many seniors
and persons with disabilities. Approximately 14 percent
of the San Diego region’s population is age 60 and
older. Based on national surveys, about 18 percent of
our population has a disability affecting their life
activities. Most seniors and persons with disabilities drive or ride in private cars or vans, but many
others need specialized transportation. These needs are met by transit and paratransit services,
mostly in the urbanized areas of the region. All public transit vehicles are accessible to persons using

2 Source: Planning and Designing for Pedestrians - Model Guidelines for the San Diego Region; SANDAG, June 2002.
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wheelchairs. Many buses have either a “kneeling” feature, where the bus can be lowered closer to
the curb so that a special-needs person can board more easily, or are “low floor” so the passenger
has one or no steps to climb to enter. The Coaster commuter rail cars are “low floor,” and new
trolleys will be easier to board.

Curb-to-curb paratransit or van shuttles are available for people with disabilities who can’t use
public transit. Federal law and other regulations govern who can use this service and how often. In
addition to public transit services, many nonprofit social and health agencies provide limited
transportation for their clients.

The RTV also promotes priority measures that will allow transit to bypass congested roadways and
intersections. These could include traffic signals that allow buses to go first, dedicated transit lanes,
or grade-separated intersections that use overpasses or underpasses to eliminate traffic conflicts at
intersections.

SANDAG and its transportation partners are evaluating several potential venues to showcase the
RTV’s high-quality transit services. Demonstrating these showecase services within the next few years
will give people a firsthand look at a new kind of vehicle, a new kind of station, new sources for
transit information, and a new way of providing public transit services.

Short-Range Transit Plan

While it is important to develop new transit services to support the region’s growth, it is equally

important to maintain and optimize the existing system to improve the quality of service for current
riders. We are faced with hard decisions on how
best to balance the vision of transit in the future
with the fiscal and operational realities of today.

The Short-Range Transit Plan (SRTP) lays out a
strategy for balancing the short-term needs
associated with managing existing transit
services, while beginning to implement the long-
term regional transit vision identified in
MOBILITY 2030. As such, the SRTP provides a
framework for transit system development over
the next five years.

SANDAG is now responsible for transit planning,
programming, and construction in the region. In February 2004, SANDAG adopted the first
consolidated SRTP for the San Diego region, detailing planned transit service improvements for
fiscal years 2004 to 2008. The new SRTP provides an opportunity for consolidated transit planning
throughout the region, reflecting the goals and direction for service development as described in
MOBILITY 2030.
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The SRTP serves five primary purposes. The plan:

A Outlines the goals and objectives for transit service planning and development, based on the
Regional Transit Vision;

A Provides an evaluation of current and future travel demand and the existing transit system, and
identifies deficiencies and gaps in service;

A Identifies transit service, program, and policy changes to address identified travel demand,
deficiencies, and gaps in service;

A Provides guidance in the preparation of SANDAG’s Regional Transportation Improvement
Program, as well as state and federal grant applications; and

A Coordinates and guides the Transportation Development Act (TDA) claims approval process and
the Metropolitan Transit System (MTS) and North San Diego County Transit Development Board
(NCTD) budget development processes.

The SRTP supports the vision of MOBILITY 2030 by providing a short-term (five-year) plan for transit
system adjustments and enhancements. As a revenue-constrained plan, the SRTP recommends
specific service, operational, and capital improvements that balance the goals of maintaining a
productive and cost-effective transit system with implementing enhancements envisioned in
MOBILITY 2030. The short-term nature of the SRTP allows SANDAG the opportunity to annually
adjust investment priorities between service maintenance and enhancements based on system
monitoring, available funding, and operational constraints.

Congestion Management Program

In 1990, California voters approved Proposition 111, which increased the state sales tax to fund road
and transit improvements. The measure also required urban areas to prepare and regularly update
traffic Congestion Management