Fig. 5 - Centers, Sustainable Community Strategy
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SECTION 4 - PLANNING TARGETS
Northeast San Fernando Valley Opportunities
Given the extensive size and population of the
Northeast Valley, the selection of initial target areas
is key to the potential success of the endeavor.
Often the areas of greatest challenge are also the
areas of greatest opportunity.
The project team selected five initial “centroids”
based on their profile as centers, their proximity to
existing or proposed transportation, their zoning,
or in the case of Sun Valley’s landfills and heavy
industrial lands, their environmental challenges.
For analysis, in each case the relevant study area
adopted is a half-mile radius or band catchment
area around each centroid. (Figure 5)
The half-mile distance has become accepted for
gauging a transit station’s catchment area in the
United States and is the de facto standard for the
planning of U.S. Transit-Oriented Developments
(TODs). This radius is loosely based on the distance that people are willing to walk to transit.
Results support the use of a 0.5-mile catchment
area around transit for employment and population.
It may turn out to be somewhat less for shopping
and errands. These are good starting points for
considering transit-oriented land use policy or collecting labor-intensive data.1
The selection of the Sylmar/San Fernando Metrolink Station (Figure 7) is consistent with Metro’s
round of grants to cities with planning zoning
jurisdiction over the areas surrounding Metrolink
Stations.
The City of San Fernando covers roughly half the
area around the station and was awarded a grant
for the creation of a “Station Area Plan” to better
accommodate Transit-Oriented Development. This
station will also be the terminus of the proposed
East Valley Transit Corridor, making it an ideal TOD
prospect.
It would be useful to have a complementary plan for
the semi-circle in the City of Los Angeles as well.
Because of their proximity, the Metrolink Station
half-mile radius falls almost entirely within in the
San Fernando Road and Mall Area TOD centroid
(Figure 9). The Mall portion of San Fernando Road
already has a hardscape in place that can be enhanced at minimal expense.
Over the past several decades, the tenant mix on
San Fernando Road has lost some of its appeal by
no longer offering a complete array of goods and
1 Guerra, Erick; Cervero, Robert; Tischler, Daniel “Half-Mile CircleDoes It Best Represent Transit Station Catchments?” Transportation
Research Record: Journal of the Transportation Research Board,
1981
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services. This will require pro-active intervention
in order to help re-establish the full array of goods,
services and amenities sought by local residents.
The selection of Van Nuys Boulevard in Pacoima,
between Laurel Canyon Boulevard and San Fernando Road (Figure 11), is consistent with the
“Great Streets” program in the City of Los Angeles,
and with the Urban Land Institute’s “Healthy Corridors” targets. It is a classic Southern California
“main street” and serves as the backbone for the
Pacoima Center TOD. This is an excellent opportunity to demonstrate the importance of strategic
civic, government and community alliances.
The Panorama Mall and Shopping Area (Figure 13)
came into being in the 1960s, one of the first major
shopping centers in the Southern California. Complementary shops occupied both sides of Van Nuys
Boulevard, and several square blocks with parcels
that are unusually deep. Over time, the mall was
enclosed and stores were added.
The original Broadway anchor was joined by a
J.W. Robinsons, Montgomery Ward, and Orbachs,
among others. The Macerich company recently sold
the Panorama Mall to Primestor, an aggressive
company specializing in development and managing properties in urban areas.
The east side of the street features three major
blocks of inline stores, all with parking in the rear.
And further to the north, in the second row, lies
Plaza del Valle, an outdoor Latino-oriented marketplace. The long-abandoned and boarded up Panorama Towers office building has recently been sold
and is undergoing renovation as well.
The Sun Valley Remediation Area (Figure 14) is
the most environmentally challenged, and is composed of decommissioned landfills, storage areas,
auto wrecking, and heavy industry. The long-term
potential of repurposing some of these properties is
excellent.

The San Fernando Mall already has the necessary configuration for
a Transit-Oriented District, but is in need of intervention to become a
complete street with a balanced tenant mix
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Northeast Valley housing and industry, with the snow-capped San Gabriel Mountains in the background

PROFILE

OF TARGET
Opportunities Abound

AREAS

METROLINK STATION AREA
The Sylmar/San Fernando Metrolink Station area is
a relatively low-density employment location at this
time. There are just 822 jobs in the immediate area
of the station, while there are some 3,250 residents
who are currently employed. The current employer
base in the area engages a somewhat older profile
than the resident worker population provides, and
nearly a third of the local jobs (32 percent) are in
manufacturing, with another 17 percent in construction. These sectors account for half of all employment in the area, and retail trade only accounts for
8.3 percent.
Examining the workforce profile of the local residents, there are a significant number (more than
one in eight), who currently work in retail. The
Station Area Plan needs to create and attract new
retail employers and will also create a concomitant
opportunity for employment of these local residents. Another area with significant employment by
residence is health care and social assistance. As
plans go forward to develop new housing around
the immediate station area, efforts should be made
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to ensure that significant numbers of housing units
are added that would be affordable for senior citizens and workforce.
The bottom chart on the Metrolink Station profile
is perhaps the most instructive. It shows workeremployer balance for the neighborhood surrounding
the Metrolink Station. Specifically, if a line is above
the zero axis, it indicates how many more residents
work in an industry than are employed in that industry. It serves as a crude indicator of areas where an
employer, if they were to relocate to the community,
would have ready access to a very local labor pool
with immediate proximity to their business. So the
largest of the lines above the line represent areas
that community leaders should target in their planning as they build out the Station Area Plan. Creating opportunity for employment in these sectors is
most likely to generate the greatest opportunities
for gains in sustainability.

SAN FERNANDO ROAD AND MALL AREA TOD
The chart at the bottom of the San Fernando Labor
Market Characteristics diagram shows two types
of opportunities. The first two roughly parallel those
identified in the discussion of the Sylmar/San Fernando Metrolink Station area. Specifically, as the
WWW.NORTHEASTSTRATEGY.ORG

HQTA areas are rezoned and developed, particular
emphasis should be focused on creating new retail
and health care, and social assistance opportunities, which show as large net positive lines on the
chart, as an outlet for the unaddressed demands for
those types of career opportunities. The shortfalls
identified in these sectors represent an opportunity
to access a local labor market for the new positions
that will become available.
This diagram, however, also includes several
large negative employment shortfalls, especially in
manufacturing—that is to say, sectors where there
are local employment opportunities, but the local
residents in the workforce do not show patterns of
employment. These, too, represent an opportunity—an opportunity, through education, development
of skillsets, training and specialized industry programs to retrain and retool local workers to be able
to work in those jobs well into the future.
An effective workforce development center colocated in these areas and working in partnership
with the actual firms, would create short, medium,
and long-term employment opportunities for local
residents to pursue. With a surge in development in
the region, builders, if properly encouraged, could
also hire more local workers thus decreasing transportation demand and congestion. This represents
a perfect opportunity for local Workforce Investment
Boards, The Valley Economic Alliance, the Valley
Economic Development Center, and similar organizations.

VAN NUYS BOULEVARD - PACOIMA CENTER TOD
Manufacturing, Accommodations and Food Services each account for another 400 jobs or so.
Interestingly, because the jobs-housing mix is such
that the number of jobs is only about one-third
of the active workforce in the area, an economic
development model that brings in nearly any kind of
employment would be readily able to find workers in
the resident population.
Overall, the share of college graduates in this community is disproportionately small relative to employment. So, new businesses would likely be those
requiring fewer employees with advanced educations, or those companies offering educational or
occupational opportunities. That is not to say that
the entire Valley, which remains quite accessible,
could not fill out the needed positions to complete
the roster of higher tech, and expertise based enterprises.
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Large cohorts of the residents in the area currently
work in manufacturing, retail trade, and health services, so new employment opportunities along the
corridor that emphasize these sectors would very
easily find employable residents who would meet
their workforce requirements.
Waste management and recycling also accounts for
a significant number of the employed residents. But,
many of those jobs are likely concentrated near the
landfill operations further south in Sun Valley.
This is a case, however, where being in a High
Quality Transit Area (HQTA) can allow these workers to specialize in that nearby industry while living
in Pacoima—as long as the connection down San
Fernando Road is reliable and available at the
times necessary to accommodate the demands of
the industry.

SUN VALLEY REMEDIATION AREA
While the jobs in the area are largely in manufacturing (29.9 percent), construction and wholesale
trade (11.8 percent each), and transportation and
warehousing (10.3 percent), the workforce is employed in predominantly heath care and social assistance (15.3 percent), retail trade (12.5 percent)
and manufacturing (12.2 percent).
Sun Valley is one of the areas where the income
mismatch appears the greatest, with some 47.8
percent of the jobs paying more than $40,000 a
year, but only 31.3 percent of the residents earning that much. This points to a skills mismatch for
manufacturing jobs—especially for the higherskilled, higher-wage jobs.
In order to bring these two groups into closer alignment—and encourage firms to hire local residents
instead of people from outside the community—
more workforce training programs and opportunities
are needed. Local industries would be better served
by targeted occupational centers and classes.
The bars below the line in Sun Valley’s economic
profile point to the rich range of opportunities that
exist at this time for local residents, and transitconnected residents, to seek employment in these
industries. For example, in manufacturing, in 2013
there were 4,258 jobs in the Sun Valley area, but
only 893 residents who were working in the field.
Sun Valley is one of the region’s premier employment centers and, as the education and wage
profiles show, a great location for lower-skill, lowerwage workers.
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SYLMAR/SAN FERNANDO
METROLINK STATION
Station Area Plan
On the northern end of the detailed study areas is
the half-mile radius around the Sylmar/San Fernando Metrolink Station. This specific area has
been included as part of Metro’s plans for spending
under a successor to Measure R-funded projects.
The current funds proposed for this project are $1.3
billion and the project delivery year is 2021 through
2027
The proposal includes Specific Plans to connect
the Metrolink rail lines in the north and the Orange
Line in the south, through construction of a 9.2 mile
Light Rail Transit/Bus Rapid Transit down portions
of San Fernando Road and Van Nuys Boulevard.
As the anchor for the East San Fernando Valley
Transit Corridor’s light rail line, and as an intermodal transfer point between light rail, heavy rail, and
bus, this station area has the potential to serve as

both a local vehicle access hub, through community
bicycles (e.g. “Bike Share”) and rental vehicles, as
well as a needed retail and entertainment location. Retailers and restaurants who appeal to local
markets and transit riders would provide a ready
market. The North Hollywood station area to the
south, at the intersection of the Red and Orange
Lines, should serve as an inspiration, with its surrounding retail, grocers, restaurants, amenities and
consumer services.
This station area is at the northern nexus of that
line and represents a key opportunity to demonstrate the possibilities in these types of communities of Transit-Oriented Development models. In
addition to the Metrolink station, the East Valley
Transit Corridor line will pass through four or more
promising Town Centers.
Aside from providing transport from and within the
Northeast, the line also will provide unprecedented
opportunities for bringing visitors, shoppers, businesses and employment into the area—a boon to
entrepreneurs and innovators.

SYLMAR/SAN FERNANDO METROLINK STATION AREA

Fig. 6 - Sylmar/San Fernando Metrolink Station Area

SYLMAR/SAN FERNANDO METROLINK STATION
CENTROID WITH HALF-MILE RADIUS/BAND
RESIDENT AREA PROFILE REPORT
SYLMAR/SAN FERNANDO METROLINK STATION

790

3,218
32

U.S. Census Bureau. 2015. OnTheMap Application. Longitudinal-Employer
Household Dynamics Program. http://onthemap.ces.census.gov/

Employed and Living
in the Selection Area
Employed in the Selection Area
and Living Elsewhere
Living in the Selection Area
and Employed Elsewhere
Overlay Arrows do not Indicate
Directionality of Flow

Jobs by Distance - Resident Census
JobsBlock
by Distance
- Home
Census
Block
to Work
Census
Block
to Work Census
Block
2013
Count

Share

Total Primary Jobs

3,250 100.0%

Less than 10 miles

1,250

38.5%

10 to 24 miles

1,209

37.2%

25 to 50 miles

472

14.5%

Greater than 50 miles

319

9.8%

Total Primary Jobs 2013
Total Primary Jobs

Count Share
3,250 100.0%

Jobs by Worker Age 2013
Age 29 or younger
Age 30 to 54
Age 55 or older

Count
790
1,843
617

Share
24.3%
56.7%
19.0%

Jobs by Earnings 2013
$1,250 per month or less
$1,251 to $3,333 per month
More than $3,333 per month

Count
620
1,497
1,133

Share
19.1%
46.1%
34.9%

Jobs by NAICS Industry Sector 2013 Count
Agriculture, Forestry, Fishing and Hunting 29
Mining, Quarrying, & Oil & Gas Extraction 1
Utilities
27
Construction
163
Manufacturing
451
Wholesale Trade
151
Retail Trade
419
Transportation and Warehousing
84
Information
93
Finance and Insurance
113
Real Estate and Rental and Leasing
57
Professional, Scientific, & Tech Services 178
Management of Companies & Enterprises 52
Administration & Support, Waste
Management and Remediation
204
Educational Services
258
Health Care and Social Assistance
463
Arts, Entertainment, and Recreation
42
Accommodation and Food Services
253
Other Services (excluding Public Admin) 95
Public Administration
117

Share
0.9%
0.0%
0.8%
5.0%
13.9%
4.6%
12.9%
2.6%
2.9%
3.5%
1.8%
5.5%
1.6%

Jobs by Worker Race 2013
Count
White Alone
2,673
Black or African American Alone
142
American Indian or Alaska Native Alone 62
Asian Alone
312
Native Hawaiian or Otr Pac Islander Alone 4
Two or More Race Groups
57

Share
82.2%
4.4%
1.9%
9.6%
0.1%
1.8%

Jobs by Worker Ethnicity 2013
Not Hispanic or Latino
Hispanic or Latino

Share
34.9%
65.1%

Count
1,134
2,116

6.3%
7.9%
14.2%
1.3%
7.8%
2.9%
3.6%

Jobs by Worker Educational Attainment 2013
Count Share
Less than high school
728 22.4%
High school or equivalent, no college
481 14.8%
Some college or Associate degree
685 21.1%
Bachelor's degree or advanced degree 566 17.4%
Educational attainment not available
(workers aged 29 or younger)
790 24.3%
Jobs by Worker Sex 2013
Male
Female

Count
1,688
1,562

Share
51.9%
48.1%

Fig. 7 - Sylmar/San Fernando Metrolink Station Area Profile

SAN FERNANDO ROAD AND MALL AREA TOD

Fig. 8 - Sylmar/San Fernando Metrolink Station Area

The San Fernando Road and Mall Area TOD is included as a study area for three important reasons:
(1) as a relatively small, incorporated city, it has
access to the full range of planning and community
governance tools available to cities in California—
without the challenges of scale associated with
being a part of the much larger City of Los Angeles;
(2) it is a key part of the community regional transportation and economic infrastructure; and (3) it is
a founding Valley city with a clearly-defined cultural
history, and a proud and dedicated population.
Taking into account the existing San Fernando Mall
streetscape and hardscape, a framework already
exists. With some strategic implementation, the
Mall could become a major iconic visitor attraction.
There are also some significant opportunities for
new commercial employment centers, both retail
and commercial, within this area.
The larger city of San Fernando represents another
opportunity circle within the region. Nearly all of
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the city lies within the focal area for this strategy.
Within the San Fernando Road and Mall Area TOD
, some 6,227 are employed in various occupations while another 7,446 live in the community.
Yet of the nearly 7,500 individuals, only 283 work
in the immediate vicinity of their homes. Nearly all
of the residents work elsewhere (mostly toward
the southeast), about half (45.9 percent) within 10
miles of their homes. But more than half work more
than 10 miles from their homes. Manufacturing and
retail trade account for more than one-fourth of jobs
held by local residents, constituting 15.7 percent
and 12.1 percent of their employment, respectively.
Much of the available employment in the region
also tends to employ individuals with a slightly
higher level of formal education than predominates
in the resident population.
Employment in the region is strongly anchored
in manufacturing, comprising 26.3 percent of the
local jobs. Most of these workers commute to the
region from other parts of the greater Valley region.
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SAN FERNANDO ROAD

AND

MALL AREA TOD

CENTROID WITH HALF-MILE RADIUS/BAND
RESIDENT AREA PROFILE REPORT
SAN FERNANDO ROAD - MALL

5,944

7,163
283

U.S. Census Bureau. 2015. OnTheMap Application. Longitudinal-Employer
Household Dynamics Program. http://onthemap.ces.census.gov/

Employed and Living
in the Selection Area
Employed in the Selection Area
and Living Elsewhere
Living in the Selection Area
and Employed Elsewhere
Overlay Arrows do not Indicate
Directionality of Flow

Jobs by Distance - Resident Census
JobsBlock
by Distance
- Home
Census
Block
to Work
Census
Block
to Work Census
Block
2013
Count

Share

Total Primary Jobs

7,446 100.0%

Less than 10 miles

3,414

10 to 24 miles

2,766

37.1%

25 to 50 miles

889

11.9%

Greater than 50 miles

377

5.1%

Total Primary Jobs 2013
Total Primary Jobs

Count Share
7,446 100.0%

Jobs by Worker Age 2013
Age 29 or younger
Age 30 to 54
Age 55 or older

Count
1,800
4,270
1,376

Share
24.2%
57.3%
18.5%

Jobs by Earnings 2013
$1,250 per month or less
$1,251 to $3,333 per month
More than $3,333 per month

Count
1,436
3,614
2,396

Share
19.3%
48.5%
32.2%

Jobs by NAICS Industry Sector 2013 Count
Agriculture, Forestry, Fishing & Hunting 68
Mining, Quarrying, & Oil & Gas Extraction 1
Utilities
61
Construction
390
Manufacturing
1,167
Wholesale Trade
376
Retail Trade
904
Transportation and Warehousing
197
Information
209
Finance and Insurance
261
Real Estate and Rental and Leasing
122
Professional, Scientific, & Tech Services 355
Mgmt of Companies & Enterprises
113
Administration & Support, Waste
Management and Remediation
489
Educational Services
573
Health Care and Social Assistance
998
Arts, Entertainment, and Recreation
96
Accommodation and Food Services
574
Other Services (excluding
Public Administration)
250
Public Administration
242

Share
0.9%
0.0%
0.8%
5.2%
15.7%
5.0%
12.1%
2.6%
2.8%
3.5%
1.6%
4.8%
1.5%

Jobs by Worker Race 2013
Count
White Alone
6,456
Black or African American Alone
270
American Indian or Alaska Native Alone 120
Asian Alone
473
Native Hawaiian or Otr Pac Islander Alone 16
Two or More Race Groups
111

Share
86.7%
3.6%
1.6%
6.4%
0.2%
1.5%

Jobs by Worker Ethnicity 2013
Not Hispanic or Latino
Hispanic or Latino

Share
26.0%
74.0%

Count
1,935
5,511

6.6%
7.7%
13.4%
1.3%
7.7%
3.4%
3.3%

Jobs by Worker Educational Attainment 2013
Count Share
Less than high school
1,801 24.2%
High school or equivalent, no college 1,179 15.8%
Some college or Associate degree
1,547 20.8%
Bachelor's degree or advanced degree 1,119 15.0%
Educational attainment not available
(workers aged 29 or younger)
1,800 24.2%

45.9%

Jobs by Worker Sex 2013
Male
Female

Count
3,870
3,576

Share
52.0%
48.0%

Fig. 9 - San Fernando Rd. and Mall Area Profile

VAN NUYS BOULEVARD - PACOIMA CENTER TOD

Fig. 10 - Van Nuys Blvd. - Pacoima TOD Area Concept

Van Nuys Boulevard in Pacoima is included as a
community because it captures the intersection
between the new, proposed transit infrastructure of
the East Valley Transit Corridor and a community
whose commercial hub is only partially accessible
to the new transit line. As such, it represents an
opportunity to evaluate ways that neighboring areas
can be better integrated into the transit-oriented
infrastructure.
This stretch represents another area where the
opportunities for transit-oriented, mixed-use development is ideal. This particular community has
nearly 11,000 residents who work in other areas of
the county. In fact only 283 of the more than 3,200
workers within the area live within its boundaries.
The largest shares of workers are relatively evenly
split between health care and social assistance,
educational services, and retail trade jobs—totaling
500-600 each.
Since the TOD models all call for mixed use spaces, and these communities would see an increase
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in both commercial uses and residential populations, the demand for more retail, food, and commercial services would likely rise. Again, the more
employees that can be hired from the local communities, the fewer commute trips are necessary.
Given Pacoima’s surprisingly low local employment
rates, significant progress could be made quickly.
Like the effects of U.S. railroads in the 19th Century,
a convenient and reliable transit infrastructure can
form the backbone of a prosperous community. The
idea of projecting local trade and commerce into
other communities, and moving people and goods
to distant locales is one that has been a long time
coming for the Northeast—since the dismantling of
the Pacific Electric Railway to San Fernando in 1938.
The Panorama Mall and Shopping Area is situated
along the primary axis of the new light rail LRT/BRT
corridor, and represents an opportunity to examine
the most traditional dimensions of Transit-Oriented
Development, in conjunction with retail and commercial access.
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VAN NUYS BOULEVARD - PACOIMA CENTER TOD
CENTROID WITH HALF-MILE RADIUS/BAND
RESIDENT AREA PROFILE REPORT
VAN NUYS BOULEVARD - PACOIMA CENTER
Total Primary Jobs 2013
Total Primary Jobs

2,959

10,553
283

U.S. Census Bureau. 2015. OnTheMap Application. Longitudinal-Employer
Household Dynamics Program. http://onthemap.ces.census.gov/

Employed and Living
in the Selection Area
Employed in the Selection Area
and Living Elsewhere
Living in the Selection Area
and Employed Elsewhere
Overlay Arrows do not Indicate
Directionality of Flow

Jobs by Distance - Resident Census
Jobs Block
by Distance
- Home
Census
Block
to Work
Census
Block
to Work Census
Block
2013
Count

Share

Total Primary Jobs

10,836 100.0%

Less than 10 miles

4,760

43.9%

10 to 24 miles

3,759

34.7%

25 to 50 miles

1,380

12.7%

937

8.6%

Greater than 50 miles

Count Share
10,836 100.0%

Jobs by Worker Age 2013
Age 29 or younger
Age 30 to 54
Age 55 or older

Count
2,886
6,145
1,805

Share
26.6%
56.7%
16.7%

Jobs by Earnings 2013
$1,250 per month or less
$1,251 to $3,333 per month
More than $3,333 per month

Count
2,346
5,651
2,839

Share
21.7%
52.2%
26.2%

Jobs by NAICS Industry Sector 2013 Count
Agriculture, Forestry, Fishing and Hunting 106
Mining, Quarrying, & Oil & Gas Extraction 1
Utilities
49
Construction
622
Manufacturing
1,670
Wholesale Trade
519
Retail Trade
1,405
Transportation and Warehousing
348
Information
263
Finance and Insurance
333
Real Estate and Rental and Leasing
204
Professional, Scientific, & Technical Svcs 470
Mgmt of Companies & Enterprises
131
Administration & Support, Waste
Management and Remediation
847
Educational Services
673
Health Care and Social Assistance
1,490
Arts, Entertainment, and Recreation
157
Accommodation and Food Services
917
Other Services (excluding
Public Administration)
328
Public Administration
303

Share
1.0%
0.0%
0.5%
5.7%
15.4%
4.8%
13.0%
3.2%
2.4%
3.1%
1.9%
4.3%
1.2%

Jobs by Worker Race 2013
Count
White Alone
9,629
Black or African American Alone
561
American Indian or Alaska Native Alone 177
Asian Alone
304
Native Hawaiian or Otr Pac Islander Alone 29
Two or More Race Groups
136

Share
88.9%
5.2%
1.6%
2.8%
0.3%
1.3%

Jobs by Worker Ethnicity 2013
Not Hispanic or Latino
Hispanic or Latino

Share
16.0%
84.0%

Count
1,736
9,100

7.8%
6.2%
13.8%
1.4%
8.5%
3.0%
2.8%

Jobs by Worker Educational Attainment 2013
Count Share
Less than high school
2,971 27.4%
High school or equivalent, no college 1,723 15.9%
Some college or Associate degree
2,050 18.9%
Bachelor's degree or advanced degree 1,206 11.1%
Educational attainment not available
(workers aged 29 or younger)
2,886 26.6%
Jobs by Worker Sex 2013
Male
Female

Count
5,744
5,092

Fig. 11 - Van Nuys Blvd - Pacoima TOD Area Profile

Share
53.0%
47.0%

PANORAMA MALL AND SHOPPING AREA

Fig. 12 - Panorama Mall and Shopping TOD Area Concept

The Panorama Mall and Shopping Area have the
potential for new commercial employment centers,
both retail and office space, and promises to be
more accessible with the new transit line. The area
already has a start, and a high potential for Pedestrian-Oriented Development.
The Panorama Mall and Shopping Area is much
like a bedroom community with more than 13,500
working residents, but only 5,805 jobs within its
boundaries. It is also zoned with high-intensity
commercial spaces and even a significant region of
industrial uses. Workers on average leave the community to go to work, with 64 percent traveling more
than 10 miles to their primary jobs (mostly to the
southeast of the area) in the same major industry
sectors as our other focus areas: Health Care and
Social Assistance (15.2 percent), Retail Trade (13.8
percent), Manufacturing (10.6 percent), Accommodations and Food Services (9.8 percent), and
Waste Management and Remediation (8.4 percent).
With the Mall and Mission Community Hospital at
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hand, Retail Trade, and Health Care and Assistance
each account for more than one-fourth of the jobs
within the area. Because of the close proximity of
a diverse set of employees, a large set of commercially and industrially zoned properties, and easy
access to transportation on the new HQTA. Panorama City, a model suburb in 1950, grew up around a
General Motors plant, several large breweries and a
formidable industrial corridor. It is an ideal area for
the pursuit and development of new green jobs and
advanced technologies.
Panorama City has a unique combination of industrial space and commercial office space that
could allow these firms to keep their manufacturing,
installation and assembly spaces nearer their business management and activities as firms grow.
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PANORAMA MALL

AND

SHOPPING AREA

CENTROID WITH HALF-MILE RADIUS/BAND
RESIDENT AREA PROFILE REPORT
PANORAMA MALL AND TOD
Total Primary Jobs 2013
Total Primary Jobs

5,508

13,273
297

U.S. Census Bureau. 2015. OnTheMap Application. Longitudinal-Employer
Household Dynamics Program. http://onthemap.ces.census.gov/

Employed and Living
in the Selection Area
Employed in the Selection Area
and Living Elsewhere
Living in the Selection Area
and Employed Elsewhere
Overlay Arrows do not Indicate
Directionality of Flow

Jobs by Distance - Resident Census
JobsBlock
by Distance
- Home
Census
Block
to Work
Census
Block
to Work Census
Block
2013
Count

Share

Total Primary Jobs

13,570 100.0%

Less than 10 miles

4,867

35.9%

10 to 24 miles

3,484

25.7%

25 to 50 miles

2,205

16.2%

Greater than 50 miles

3,014

22.2%

Count Share
13,570 100.0%

Jobs by Worker Age 2013
Age 29 or younger
Age 30 to 54
Age 55 or older

Count
3,336
7,709
2,525

Share
24.6%
56.8%
18.6%

Jobs by Earnings 2013
$1,250 per month or less
$1,251 to $3,333 per month
More than $3,333 per month

Count
3,083
6,504
3,983

Share
22.7%
47.9%
29.4%

Jobs by NAICS Industry Sector 2013 Count
Agriculture, Forestry, Fishing & Hunting 256
Mining, Quarrying, & Oil & Gas Extraction 8
Utilities
57
Construction
609
Manufacturing
1,432
Wholesale Trade
669
Retail Trade
1,872
Transportation & Warehousing
415
Information
339
Finance & Insurance
511
Real Estate and Rental & Leasing
246
Professional, Scientific, & Tech Services 787
Mgmt of Companies & Enterprises
177
Administration & Support, Waste
Management & Remediation
1,145
Educational Services
680
Health Care & Social Assistance
2,065
Arts, Entertainment, & Recreation
192
Accommodation & Food Services
1,324
Other Services (excluding
Public Administration)
505
Public Administration
281

Share
1.9%
0.1%
0.4%
4.5%
10.6%
4.9%
13.8%
3.1%
2.5%
3.8%
1.8%
5.8%
1.3%

Jobs by Worker Race 2013
Count
White Alone
10,185
Black or African American Alone
776
American Indian or Alaska Native Alone 214
Asian Alone
2,094
Native Hawaiian or Otr Pac Islander Alone 39
Two or More Race Groups
262

Share
75.1%
5.7%
1.6%
15.4%
0.3%
1.9%

Jobs by Worker Ethnicity 2013
Not Hispanic or Latino
Hispanic or Latino

Share
38.9%
61.1%

Count
5,280
8,290

8.4%
5.0%
15.2%
1.4%
9.8%
3.7%
2.1%

Jobs by Worker Educational Attainment 2013
Count Share
Less than high school
2,973 21.9%
High school or equivalent, no college 2,207 16.3%
Some college or Associate degree
2,742 20.2%
Bachelor's degree or advanced degree 2,312 17.0%
Educational attainment not available
(workers aged 29 or younger)
3,336 24.6%
Jobs by Worker Sex 2013
Male
Female

Count
7,053
6,517

Share
52.0%
48.0%

Fig. 13 - Panorama Mall and Shopping Area TOD Profile

SUN VALLEY REMEDIATION AREA

INDUSTRIAL CENTERS

This is the one target area not directly served by
the current plans for light rail in the proposed followon to measure Measure R on the November 2016
ballot—Metro’s Plan to Ease Traffic. At the same
time, it is one of the key opportunity areas for developing new employment for populations in the study
areas. As such, and with the potential for emphasizing new employment built around green technologies, environment, recycling, energy and water, it
represents a key resource for the region worthy of
additional analysis and inclusion. Additionally, the
challenges of building appropriate and adequate
transportation connections can be illustrative, as
the resources to build light rail arteries, such as
those proposed in the East Valley Transit Corridor,
are limited.

Finally, there is the unique space that is Sun Valley,
which represents a critical and unique asset to the
Northeast San Fernando Valley. There are almost
no other places within Los Angeles County that
share Sun Valley’s endowment of industrially-zoned
properties with a solid proximity to a diverse and
ambitious labor force. With proper connections to
the other focus areas in the region through HQTAs,
Sun Valley can access the full range of mediumskilled workers to staff its industrial and manufacturing activities.

The existing mining, landfills and other heavy industries have been running their course, been decommissioned, or their real estate has become sufficiently valuable to warrant other uses. In this way
long-term thinking will provide reasonable transition
to more community-friendly enterprises.

Sun Valley’s working resident vs. employer mix is
quite different than the other four areas—it is a
net importer of workers. Nearly 14,000 workers
commute to Sun Valley each day. Even as a major
employment center, almost all of the community’s
7,312 working residents leave each day to commute elsewhere (mostly toward Downtown LA) to
work; with over half traveling more than 10 miles
per day. Only 379 individual workers remain within
the focus area where they live in Sun Valley.

Sun Valley Landfill and Remediation Area
Hansen Dam and Tujunga Wash, Pacoima Spreading Grounds
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SUN VALLEY REMEDIATION AREA
CENTROIDS WITH HALF-MILE RADIUS/BANDS
RESIDENT AREA PROFILE REPORT
SUN VALLEY REMEDIATION AREA

13,864

6,933
379

U.S. Census Bureau. 2015. OnTheMap Application. Longitudinal-Employer
Household Dynamics Program. http://onthemap.ces.census.gov/

Employed and Living
in the Selection Area
Employed in the Selection Area
and Living Elsewhere
Living in the Selection Area
and Employed Elsewhere
Overlay Arrows do not Indicate
Directionality of Flow

Jobs by Distance - Resident Census
JobsBlock
by Distance
- Home
Census
Block
to Work
Census
Block
to Work Census
Block
2013
Count

Share

Total Primary Jobs

7,312 100.0%

Less than 10 miles

3,199

10 to 24 miles

2,699

36.9%

25 to 50 miles

815

11.1%

Greater than 50 miles

599

8.2%
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43.8%

Total Primary Jobs 2013
Total Primary Jobs

Count Share
7,312 100.0%

Jobs by Worker Age 2013
Age 29 or younger
Age 30 to 54
Age 55 or older

Count
1,841
4,050
1,421

Share
25.2%
55.4%
19.4%

Jobs by Earnings 2013
$1,250 per month or less
$1,251 to $3,333 per month
More than $3,333 per month

Count
1,483
3,541
2,288

Share
20.3%
48.4%
31.3%

Jobs by NAICS Industry Sector 2013 Count
Agriculture, Forestry, Fishing & Hunting 62
Mining, Quarrying, & Oil & Gas Extraction 7
Utilities
49
Construction
368
Manufacturing
893
Wholesale Trade
337
Retail Trade
916
Transportation & Warehousing
215
Information
284
Finance and Insurance
241
Real Estate & Rental & Leasing
166
Professional, Scientific, & Tech Services 418
Mgmt of Companies & Enterprises
91
Administration & Support, Waste
Management & Remediation
543
Educational Services
471
Health Care and Social Assistance
1,117
Arts, Entertainment, & Recreation
114
Accommodation & Food Services
582
Other Services (excluding
Public Administration)
255
Public Administration
183

Share
0.8%
0.1%
0.7%
5.0%
12.2%
4.6%
12.5%
2.9%
3.9%
3.3%
2.3%
5.7%
1.2%

Jobs by Worker Race 2013
Count
White Alone
5,802
Black or African American Alone
388
American Indian or Alaska Native Alone 108
Asian Alone
837
Native Hawaiian or Otr Pac Islander Alone 24
Two or More Race Groups
153

Share
79.3%
5.3%
1.5%
11.4%
0.3%
2.1%

Jobs by Worker Ethnicity 2013
Not Hispanic or Latino
Hispanic or Latino

Share
37.1%
62.9%

Count
2,712
4,600

7.4%
6.4%
15.3%
1.6%
8.0%
3.5%
2.5%

Jobs by Worker Educational Attainment 2013
Count Share
Less than high school
1,599 21.9%
High school or equivalent, no college 1,133 15.5%
Some college or Associate degree
1,475 20.2%
Bachelor's degree or advanced degree 1,264 17.3%
Educational attainment not available
(workers aged 29 or younger)
1,841 25.2%

Jobs by Worker Sex 2013
Male
Female

Count
3,851
3,461

Share
52.7%
47.3%

Fig. 14 - Sun Valley Remediation Area Profile

OTHER CRITICAL AREAS

FOOTHILL BOULEVARD

LAKE VIEW TERRACE

Those traveling along Foothill Boulevard in the
Northeast area will pass by industrial buildings, a
number of equestrian ranches, rural seclusion, and
ultimately come to the Angeles National Golf Club.

Lake View Terrace is an outlying area of the Northeast Valley situated behind and to the east of the
Hansen Dam basin, and is on the western edge of
Angeles National Forest. It is mostly rural-suburban
and part of a larger equestrian community—one
of the few remaining in Los Angeles. Legend has
it, that its name derived from the view of Hansen
Dam’s Holiday Lake, 150 acre recreational lake and
park that was quite popular in the 1950s and 1960s.
The dam was built in the late 1930s by the Army
Corps of Engineers as part of flood control and
channelization system to protect communities that
were previously prone to severe flooding from the
San Gabriel Mountains.
Lake View Terrace is now home to the new Discovery Cube Los Angeles, a scientific and ecological
museum that, among other things allows students
to learn more about the natural world around
them—including the aquifer that lies under the Valley and serves up Owens Valley water to the City of
Los Angeles.

Angeles is the only Jack Nicklaus Designed golf
course in Los Angeles County and features an 18hole, par 72 championship golf course The course
was ranked by Travel + Leisure Golf magazine as
One of the Top 30 Best New Courses Worldwide
and One of the Top Ten Best New Public/Resort
courses in the U.S.
The Spanish mission style clubhouse features an
array of amenities including the Agave Bar & Grill,
along with event and banquet facilities.2
2 <http://www.angelesnational.com>

The area lacks many needed amenities such as
adequate commercial, shopping and dining opportunities. Because of its proximity to poverty areas,
the community tends to attract the homeless and
disaffected population. It is home to an overconcentration of alcoholic beverage outlets.
Consequently, community stakeholders are working
with public officials, law enforcement and social service organizations to make the area more attractive
for community-friendly activities.
Stakeholders are recommending ways to curb
these unattractive activities:
• Proper code enforcement and sanctioning
of property owners; and eviction of problem
tenants.
• Hiring of professional and effective private
security.
• More intermittent patrols of these areas by
law enforcement with citing of offenders.
• Outreach from social service agencies to
the disaffected, homeless and inebriates.
• Law enforcement to deter vagrancy by serial
inebriates in the parks and bus stops.
• Offering of programming for serial inebriates, including drug court.

On the green at Angeles National Golf Club

ANGELES NATIONAL FOREST
The Angeles National Forest offers natural environments, spectacular scenery, developed campgrounds and picnic areas, swimming, fishing, skiing
and the solitude of quiet wilderness areas. Trails
winding throughout the forest accommodate hikers, equestrians, mountain bikers and off-highway
vehicle enthusiasts3

3 ,http://www.fs.usda.gov/angeles>
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INDUSTRIAL AESTHETICS

Smokestack production facilities have slowly disappeared from the landscape. Modern business parks
and a limited number of clean industries have taken
their place. Industrial growth sectors that provide
well-paying employment are now, for the most part,
community-friendly businesses. Even the more
outdated solid waste businesses are converting to
modern, fully-contained Materials Recycling Facilities (MRFs) and Transfer Station operations.
The project area in Sun Valley is one of the less attractive and less “green” areas of the San Fernando
Valley. Many heavy industrial firms are still located
here, and it is important to understand the role they
play in the larger economy.

Disorganized signage, parking and activities - Unattractive utilities

Modern Industrial Buildings

Logistics and goods movement - modernization needed

REVISION 4 - JUNE 2016

Nonetheless, diligence is required to try to attract
clean, green and tech trades and industries—and
to mitigate much of the pollution and damage done
by the earlier emergence of the Los Angeles region.
Industrial Screening

Fig. 15 - Industrial screening - Branford Street
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Fig. 16 - Industrial/Manufacturing Zoned Properties

Source: Mulholland Institute

INDUSTRIAL/MANUFACTURING ZONED PROPERTIES

SECTION 5 - LAND USE
AND PLANNING
Realigning Land Use Planning and Zoning
Strategies for Sustainability
Central to the principles of SB 375 and the establishment of this plan is the identification of land use
development strategies that will foster sustainability, protect environmental resources and promote
Environmental Justice. In this regard this strategy is
explicit in its purposes to reduce auto dependency
while improving residents’ access to employment,
shopping, entertainment, natural environments, and
other amenities.
It is also important to understand planning in this
region in its current context. The region is not urban
in the same sense that downtown Los Angeles is—
characterized by high-rise buildings. It is envisioned
instead as “city” or “town” land uses overlaid on a
bed of “suburban” communities. Existing development in most of the focus group areas for this strategy are corridors of commercial development surrounded by single family and multifamily residential
neighborhoods. Within San Fernando, Panorama
City, and Sun Valley, there are also centers of commercial and industrial/manufacturing development.
For too long, this region of the San Fernando Valley
has been allowed to languish without substantial
investment and resources. Even in the latest round
of transportation funding, this transit-dependent
region received little to no investment. The result
is that this and other financial missteps, that have
disadvantaged this region, have imposed significant challenges on these communities. They have
placed residents at an economic disadvantage, as
the infrastructure continues to degrade, and new
opportunities dwindle and pass them by.

BUSINESS AND INDUSTRIAL ZONING
There are several key ingredients in the pursuit of
“shared prosperity”—the kind of economy that has
a balance of jobs and careers at all levels. Good
entry-level jobs are important for those attending, or
just out of school, or who may be seeking supplemental income. Career paths that include internships and on-the-job training furnish a means of
combining work with education and advancement.
These positions provide excellent ladders for those
who may not have had an opportunity to earn a
degree or develop specialized job skills.
The array of opportunities always includes a component of managers, middle managers, and professional positions. Often these higher-level positions
will be officed in high-end centers, in order to make
the workplace more attractive. This is all the more
reason to cultivate more appealing and liveable
communities.
REVISION 4 - JUNE 2016

PRESERVING INDUSTRIAL OPPORTUNITIES IN
THE REGION
When a region anticipates significant population
growth, as Los Angeles County does, there is often
an inclination to allow the conversion of major commercial and industrial sites—which may even be vacant at the point of decision—to be converted into
large-scale residential developments.
This must not be allowed to unfold in the Northeast.
Communities cannot thrive without a balance between employment and housing. These sites represent the foundational opportunities for delivering on
a community that is balanced and self sustaining.
This strategy of planning equilibrium not only protects local economic opportunity, but also renders a
measure of social equity and Environmental Justice
as well.
Referencing the zoning map of the San Fernando
Valley (Figure 16) one can easily see two major
corridors of (blue) industrial zoning. What the two
strips have in common is that each has rails and
rights-of-way at its core. If those lines could be converted into cluster-serving industrial corridor transportation—and if adjacent zoning could be upgraded to cluster-serving Compact Development—this
could become a major infrastructure asset and attraction for various industries, especially those that
rely on a mix of blue- and white-collar employees.
Since the capital cost for light rail is estimated to
exceed $200 million per mile, the use of this existing infrastructure could result in great savings. And
it may only be necessary to run a limited number of
trains or coaches, specifically supporting morning
and evening commuters.
The key to the Northeast Valley as an opportunity
economy is the relative availability of industrial
parcels and land within the region. As Figure 16
shows, many of the parcels in the San Fernando
Valley region that are zoned for industrial and
manufacturing are situated in the five focal zones
covered by this strategy. It is essential to retain
these parcels as industrial property—especially in
the context of the workforce that lives in this region. These manufacturing and industrial jobs, with
their ancillary support-sector roles in warehousing,
transportation and construction are the breadand-butter of economic opportunity, for new and
medium-skilled workers trying to gain a foothold in
the middle class.
The opportunities in the community of Sun Valley
go far beyond just the importance of these tradable
jobs in creating economic opportunity, however. Because of the remedial transitions under way, there
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are important opportunities to pursue both sustainability and Environmental Justice goals as well.
The industrial/manufacturing vacancy rate in the
east Valley stands at two percent,1 where a healthy
ratio should be closer to five or six percent. And
many of the available buildings are functionally
obsolete—simply not suitable for today’s more advanced uses.
Care must be taken to preserve and increase
wealth- and job-producing facilities. Since tradable
industry is the economic backbone of the region,
the strategy will likely need to reindustrialize the
area, rather than completely changing its character.
At the core, this requires a focus in the preservation
and cultivation of hospitable industrial and commercial zoning. Most of the newer industries are far
removed from the smokestacks of yesteryear. They
bring with them higher-skill middle- to upper-level
occupations and careers.
The entertainment and media industry is often referred to as being headquartered in Hollywood. The
true entertainment capital is the San Fernando Valley, where the entertainment industry grew up. The
media industry’s role as a green industry cannot be
disputed, and this is still one of the most vibrant,
wealth-producing clusters in the region. The economic multipliers are substantial, and the outside
competition for their enterprise is keen.
Retooling machining and fabrication contractors
from the aerospace industry is a natural transition—one that the region is in an excellent position
to promote. Very few areas in the country have the
core capacities that the Valley developed in the
run-up to World War II and the space race. Much
of this infrastructure and intellectual capital is still
situated in and around the Valley. Assets include
Caltech and the Jet Propulsion Laboratory, venture
capitalists and a receptive workforce—all looking to
innovate in environment and clean-tech.
Material Recycling Facilities (MRFs) are a growth
industry already emerging in the landfill districts of
Sun Valley. These are “green” industries on several
levels. They draw off waste from the landfills, they
recycle materials, and they add jobs and income to
the region. Each built to receive thousands of tons
of waste per day, they recycle construction materials, green waste, and wood waste in particular. The
facilities are enclosed and filtered to all but eliminate impacts on the surrounding communities.

1 San Fernando Valley and Ventura County Market Report, Q1 2016,
Collier International
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A NEW PARADIGM FOR MIXED USE
Toymaker MGA Entertainment Inc. is developing its future headquarters in Chatsworth on a 24
acre light-industrial site that once housed the San
Fernando Valley edition of the Los Angeles Times
Newspaper. They are proposing development of a
multifamily community envisioned to complement
the existing 214,000 square foot building. The building will be renovated to serve as MGA Entertainment’s corporate campus. The Property is zoned
MR2-1 Restricted Light Industrial Zone and P-1
Automobile Parking Zone. The General Plan calls
for Light Manufacturing.
According representatives, the zoning is being
modified to include a mix of residential and commercial development on the site. The Chatsworth
area submarket contains some of the densest census tracts in Los Angeles.
According to the Los Angeles Daily News, the Los
Angeles City Council approved this massive adaptive reuse project that combines the company’s light
industrial-creative office with additional parcels for
retail, 660 multifamily rentals in four buildings and
numerous amenities for the community. The total
project is planned for 1.2 million square feet. The
proposal required a general plan amendment, zone
changes, conditional use and other additional elements. As part of the developer’s agreement with
the city, MGA will provide an employee live/work
incentive program for the residential housing. Under
the agreement local community groups will also be
able use the campus’s planned amphitheater.

OVERALL STRATEGY
Overall, the strategy is relatively straightforward.
With the establishment and development of the
East San Fernando Valley Transit Corridor, and the
establishment of another bus-based HQTA recommended herein, along San Fernando Road down
to Bob Hope/Hollywood-Burbank Airport. The cities
involved are well-advised to aggressively pursue
Transit-Oriented Development strategies along
these corridors. They can incorporate mixed-use
development with commercial space on the ground
floor and residential spaces above. The emphasis
along these corridors ought to be for all new development, and avoid converting the established housing in the surrounding areas to denser uses.
In addition, the cities should focus on preserving the commercial, industrial, and manufacturing
areas within each of the cities. This use preservation is essential to the development of local employment, as well as economic opportunity for the
residents who live in these communities. Within
the Sun Valley Remediation area, new incentives
and development bonuses should be created for
jobs that provide direct environmental benefits and
GHG reductions.
WWW.NORTHEASTSTRATEGY.ORG

TAKING TRANSIT-ORIENTED DEVELOPMENT TO
THE NEXT LEVEL
This strategy is built closely around the two HQTAs
along San Fernando Road and Van Nuys Boulevard. This makes these two corridors ideal candidates for Transit-Oriented Development strategies.
In this approach to planning, overlay maps are
typically imposed over the top of existing planning
maps where mixed-use developments are incentivized or mandated. These combine retail on the
ground floor and residential in the upper 2-3 stories
allowing for ready access to transit, retail and amenities for residents. In the case of the demographics
of these communities, this could also be an essential nexus for employment, for both new and existing
residents.
Typically, the greatest disadvantage of this type of
development is an increase in traffic congestion,
even as transit ridership goes up. Northeast communities are somewhat different than the typical
TOD community in that transit ridership is already
high. Thirty-five percent of residents along the East
San Fernando Valley Transit Corridor, for example,
are already transit dependent. With limited parking
and an improved residential model for these new
homes, the traffic impact along these two arteries
can be significantly mitigated.
One key advantage of these approaches is that
they do not require the assembly of large parcels
of land for redevelopment—thereby minimizing the
disruptive impact on local communities. Much of
the impact is concentrated specifically on what is
already zoned as commercial land along the transit
arteries.
There are a few intersections within the communities, especially in San Fernando and Panorama
City, where larger commercial parcels abut the
transit corridors and, in those instances, the opportunities for larger-scale developments does exist.

SUPER-COMPACT DEVELOPMENT ALONG THE
CORRIDORS
In the planning literature, the general approach
to Transit-Oriented Development is referred to as
compact planning or Compact Development. The
goal is to concentrate more residents into smaller,
more vertical areas along the defined, high-quality
transit lines. In this strategy, we propose a concept
called “Super-compact Planning,” not solely for
ideas driven by smart growth, but also for economic
reasons.
As discussed before, these communities in the
Northeast San Fernando Valley are relatively lowincome neighborhoods supporting a labor force
that works in relatively low- to modest-wage jobs.
One of the overarching goals of this strategy is to
REVISION 4 - JUNE 2016

preserve the housing opportunities for the residents
of these neighborhoods, in these neighborhoods.
If one were to pursue a revitalizing strategy—even
one that incorporates mixed use in this community—in the traditional sense, it would likely result in
communities that became less affordable and less
accessible to the current original residents.
For this reason, this strategy proposes that many
of the new residential units be incentivized as small
residential units. These smaller units would have
lower land and construction costs (because they
are smaller), smaller carbon footprints, and provide
a move-up or upgrade opportunity to individuals
and families residing in—and sometimes sharing—
single family homes and apartments in the existing
neighborhoods.
These smaller units would likely be priced at a
lower total cost, attractive to potential buyers, while
yielding a higher price per square foot at the point
of sale, which is attractive to developers. Unfortunately, in housing, cost is not reduced in direct
proportion to square footage. But there is potential
for savings. Parking requirements would be reduced
as builder incentives, and also to encourage transit reliance. But projects would include amenities
like safe bicycle parking, moped parking, electric
vehicle charging, etc.
Because these units are intentionally smaller than
the typical market-driven unit sizes one finds in
Compact Developments, this approach is seen as a
super-compact planning strategy. In the Mulholland
Institute study Our Future Neighborhoods,2 the analysts documented a trend where residential units in
low SES communities were often occupied by multiple families—a strategy to share the burden of the
high-cost of housing. The overarching intent would
be to make individual units accessible and affordable to these same families to include a comparable
amount of space at minimum, but afford them more
independence, privacy and higher quality of life.
Parking would also be limited for these units as a
means of fostering public transit use as their primary mode of transportation. Shared vehicle resources
such as Bike Share and ZipCar® could be used to
provide the occasional vehicle trip as needed. It will
be critical to have adequate and comprehensive
transit resources in the form of the two HQTAs for
this to be plausible for residents.
Implementing such a strategy will require developing a new zoning designation “HQTA” for Specific
Plans for the Transit-Oriented Development areas
and TODs proximate to transit stations and corridors. Incentives would be provided in two forms:
(1) extra-unit density bonuses for building housing
2 Our Future Neighborhoods, Report, Mulholland Institute (2008)
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in the new designation; and (2) relief from some
of the inclusionary housing requirements typically
required in such plans.
In addition to these two incentives, SB 375 and the
SCAG RTP/SCS address the issue of providing
specific exemptions from certain CEQA provisions
for developments meeting the TOD standards. The
Super-Compact Development standards would
expand these incentives, allowing developers to
economically place more units within a given parcel
size. These would be more affordable to the residents of the surrounding communities—many of
whom are trapped in modest to poor housing.

This strategy adds the economic bonus of increasing the employment opportunities in the mixed-use
businesses and the senior-care industry—a sector
where many residents in the communities already
work.
There are many excellent examples of well-planned
mixed-use development along transit corridors. This
preserves the current commercial corridors on main
arteries, and places emphasis on a unique brand
of TOD development. The ultimate goal is to bring
commercial and even light industrial space to the
ground floor, in which local residents can live, work,
play and learn.

The second incentive is built around a specific
exemption, on a project-by-project basis, to the City
and County of Los Angeles’ inclusionary housing
processes. In those instances, a development is
typically required to set aside a fixed number of
units and sell them at a below-market price. In effect this arrangement amounts to subsidized housing, with the market-rate residents making up the
difference. It also makes it more difficult for such
projects to “pencil out.”
These units usually include deed restrictions or
covenants that limit the resale price or terms for a
fixed period of time. As a burden on title, the restrictions run with the property. As they expire, however,
the residents may continue to reap the benefit of
below-market-price housing. Ultimately the housing
will float to market levels. This ultimately diminishes
the affordable housing stock.
In the Super-Compact Development model, the
affordability is generated by the unit size and absence of parking—two attributes that generally do
not diminish the quality of life, and do not change
over the life of the unit. As a result, the unit is more
likely to remain affordable for both the current and
all future residents.

Typical Pedestrian-Oriented District

The specific provisions—including relevant density
bonuses and inclusionary housing—would all be
negotiated as part of the public input process of
developing the TOD overlay planning districts.
Typical residents would be disadvantaged families;
and seniors, many of whom are looking to downsize
from their existing single-family homes. And the
creation of new senior housing units along these
corridors is usually very popular with local communities.
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IN-FILL HOUSING IN TOWN CENTERS

SETBACKS AND HEIGHT LIMITATIONS

Most of the suburban and rural open spaces, fields
and vacant lots were developed between 1946
and 1980. Only a handful remain. During the early
1990s the Los Angeles City Planning Commission
coordinated two important scholarly works. The
first was related to preservation of job- and wealthproducing industrial zoning. The second was an
in-fill housing strategy to provide for more moderate
to affordable housing closer to town centers and
downtowns. Both were well received and became
touchstones for future planning in the City of Los
Angeles.

The idea is to transform the busiest streets from a
hodgepodge of mostly low-rise buildings and strip
malls into genuine urban boulevards, with additional housing and local amenities situated closer
to homes. This form of Compact Development will
provide a more vertical existence and allow more
resort to active transportation: walking, bicycling,
and other non-motorized modes.

In-fill housing takes advantage of unused or underutilized properties, closer in to Town Centers and
downtowns. By providing incentives and exemptions
for developers and investors, projects are more
likely to pencil out. New opportunities are created
and the projects contribute to overall sustainability.

IMPLEMENTING PLANS AND OVERLAYS
Retail and Commercial
The commercial zone is the heart of any Town Center. The problem in the Los Angeles area was that
planning and land-use policies grew up around the
private automobile. Originally, one could get from
any single place to any other place in the entire
region—door to door—at any time of day with little
resistance. Unfortunately, with all those trips going
in different directions, it was inevitable that travel
would begin to bog down.
Nonetheless, planners have continued through
the decades to tighten the knot of crossflows and
arterial bandwidth, not taking the larger picture into
account. What might otherwise be a Town Center would be distributed into multiple strip centers
spaced to serve mostly-local automobile traffic.
These strip centers usually host a few local businesses such as mini-markets, fast food restaurants,
dry cleaners and other small service establishments—rarely providing a one-stop solution.
Another challenge in Los Angeles is that many of
these zones are very shallow, and do not allow for
modern floor plate requirements. Likewise, street
and sidewalk widths often do not provide enough
space for creating attractive streetscapes and walking configurations. Specific Plans and Community
Design Overlays (CDOs) have been used to great
effect in establishing Town centers and pedestrianoriented themes.

For example, along Wilshire Boulevard in Koreatown and Sunset Boulevard in central Hollywood,
more apartments, condos and mixed-use developments are being built, along with increased
pedestrian, cycling and transit infrastructure. Not
everyone favors these changes, but they accommodate newcomers while preserving single-family
neighborhoods—and they are beginning to make a
dent in congestion.
It can be done with care. By limiting the height of
buildings based on the width of the street, density
can be increased without creating high-rise canyons. In Toronto, the rule is 80% of the street width,
at the front of buildings. So smaller avenues can
tolerate five stories along the street, stepping back
to six stories maximum—while on larger boulevards, buildings could be seven stories high along
the street, stepping back to nine stories maximum.”3
While a builder may be able to build to the sidewalk
edge as a matter of right, it is certainly in the interest of tenant attraction to allow a buffer between the
front of the building and the property line. Planners
may be able to bargain for setbacks and façade
articulation in exchange for a few feet of height—
height that benefits all concerned, especially the
tenant.
Further, streetscape features, such as bulbouts
(curb extensions) can turn a sidewalk into a patio
of sorts, extending into the public space. This can
provide excellent and mutually-beneficial leverage
to the entitlement process when you consider the
value of such features.

CHALLENGES OF GROWTH
The populace of the San Fernando Valley are
known for a certain degree of resistance to change.
One of their primary concerns is that allowing any
one project may set a precedent, and open the
flood gates to too much more of the same. Partially
this comes from being situated in a megalopolis
that is physically remote, and some would argue,
not responsive to community visions for the future.
3 Morrow, Gregory D., “How to make Los Angeles more affordable
and more livable,” Los Angeles Times, July 24, 2015
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The Los Angeles City charter was re-written in
2000 to provide representation through a system
of Neighborhood Councils and seven Area Planning Commissions (APCs). This not only provides
a more responsive form of governance, but an ideal
conduit for planning and visioning.
The Northeast Valley, like all other communities in
the state, is subject to a periodic Regional Housing Needs Assessment/Allocation (RHNA) process.
Cities are each required to accommodate residential capacity (population) under the California State
Housing Element Law. This includes allocation by
various income/price range categories.
Planning strategies for future population and developmental increases must also comply with AB
32 and SB 375 Sustainable Communities Strategy
requirements. Adopted in 2006, AB 32 requires
the California Air Resources Board to establish
GHG emission targets, while SB 375 provides a
more detailed approach to reduce GHGs through
the planning process. The statute requires local
agencies to plan for closer proximity of origins and
destinations (such as housing, shopping and jobs).
The idea being to reduce vehicle miles traveled.

TRANSIT-ORIENTED DISTRICTS AND
STATION AREA PLANNING
The Sylmar/San Fernando Metrolink Station area
has already been earmarked for new development
as part of the efforts to rebuild the rail infrastructure
in the region. Unfortunately, many of these stations
lack basic facilities that would make them much
more usable, such as restrooms and storage for
bicycles.
While the current plans are modest, the long-term
vision for this station, which will be the intermodal
link between Metrolink, the East San Fernando
Valley Transit Corridor and Metro buses, should go
much further to envision a destination for commuters and residents.
The zoning for this area should be reflective of the
vision—expanded to include more retail, restaurant and entertainment options; more commercial
spaces (such as fitness centers); and fully integrated housing arrangements—as one would expect in
any Transit-Oriented Development area. This could
easily become a full-featured community center.

Fig. 17 - Van Nuys Blvd. and San Fernando Rd. Concept
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LAND-USE INCENTIVES
Cross-Jurisdictional Cooperation
To accomplish these goals, a series of overlays
for these economic opportunity zones need to be
developed.
The overlays should include the East San Fernando
Valley Transit Corridor and the recommended bus
BRT service along San Fernando Road. They
should include the commercial, manufacturing and
industrial areas adjacent to the transit lines in Pacoima, San Fernando, Panorama City, and Sun Valley. The Sun Valley Specific Plan overlay should be
supplemented to address the community’s remediation areas—landfill and industrial sites.

SPECIFIC PLANS AND AMENDMENTS
The recommendation is to create Specific Plans,
bonuses and incentives for developing commercial
and industrial sites along these corridors.
A tried-and-true tool, the Specific Plan (overlay
district) is seen by many as an obstacle to development. But, it can also be used to incentivize certain
types of community-friendly growth and economic
development. Once adopted, the Specific Plan
should be showcased to those who would be inclined to invest in its vision.
The existing Foothill Boulevard Specific Plan covers the well-developed Sunland-Tujunga downtown
area. By extension, it should also be applied to the
entire corridor, with at least two distinct sections:
the recreational area through Hansen Dam and
contiguous to the Discovery Cube; and the ruralequestrian corridor east of the 210 Freeway.
Beyond these specific incentives, SB 375 creates
two specific incentives for communities relating to
the California Environmental Quality Act (CEQA)
that apply to two types of projects that are RTP/
SCS-compliant: (1) Residential/Mixed Use4 Projects; and (2) Transit Priority Projects (TPPs). Both
of these can be factors in the land use aspects of
this plan.
Under SB 375, properties that meet specific standards qualify for a streamlined CEQA review. They
must have at least 75 percent of the building square
footage in residential use and meet the use, density, and building intensity requirements of the SCAG
RTP/SCS.
If they do, “any environmental review conducted will
not be required to discuss growth inducing impacts;
any project-specific or cumulative impacts from cars
4 The Lexicon of the New Urbanism, mixed-use is multiple functions
within the same building or the same general area through superimposition or within the same area through adjacency… from which
many of the benefits are… pedestrian activity and traffic capture.

REVISION 4 - JUNE 2016

and light duty truck trips generated by the project
upon its completion; on climate change or the regional transportation network; or a reduced density
alternative.”5
Similar to a Specific Plan, The Station Area Plan at
the Metrolink stops, should play a key role in Northeast strategies. In particular, the Station Area Plan
at the Sylmar/San Fernando Metrolink Station provides an unprecedented opportunity for the cities of
San Fernando and Los Angeles to collaborate—to
coordinate their planning efforts and create a seamless cross-jurisdictional Transit-Oriented District.

TRANSIT PRIORITY PROJECTS (TPP)
A second category of project eligible for CEQA
streamlining is Transit Priority Projects (TPPs).
These projects must contain at least 50 percent
residential use; propose more than 20 dwelling
units per acre; and be located within one-half mile
of a major transit stop or High Quality Transit Area
that is included in the Regional Transportation Plan.
Projects eligible under these rules are analyzed
under a new set of criteria spelled out in SB 375’s
Sustainable Communities Environmental Assessment (SCEA), referring to an EIR with significantly
reduced requirements—or they can receive a full
CEQA exemption if they meet additional criteria.

EXEMPTIONS FOR SUPER-COMPACT
PROPOSALS
If approved according to the overlay rules that will
be written under this strategy, projects proposing to
meet the newer “super-compact” guidelines could
also receive exemptions from certain provisions of
the city and county inclusionary housing rules. The
city and county planning codes could be relaxed
for these projects, since properties that meet these
high-density standards would by design be more affordable and already meet some of the restrictions
and quantity requirements.

ALLOWING CURRENT USES THAT ADDRESS
ENVIRONMENTAL IMPACTS
Because of the underserved conditions in which
the Northeast Valley communities exist, they now
represent some of the best opportunities for major
progress within Los Angeles County. San Fernando
Road and Van Nuys Boulevard are both ripe for redevelopment. Commercial and retail spaces in San
Fernando and Panorama City are ready to welcome
new businesses and employers as the economic recovery increases local demand. A solid and reliable
transit infrastructure will breath new life into these
already-transit-dependent communities—providing
5 SCAG “2012-2035 RTP/SCS,” p.150
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better access to the amenities and resources the
community has to offer.

This pent-up demand for new development
creates a major opportunity. With visionary
planning and zoning, new projects can elevate
the quality of life for residents. The flow of new
development can encourage green jobs, reduce vehicle trips, and foster conservation and
sustainability.

STRATEGIES AND SOLUTIONS
1. Create a campaign and long-term strategy to
rid the area of locally undesirable land uses,
seeking ways to replace or re-purpose current enterprises to accommodate a healthy
local environment.
2. Give critical consideration to the viability of
strategies—assuring realistic approaches
that have high probability of success. Review
industrial uses and regulations to allow for
attraction, and meet their needs without unreasonably burdening the community.

3. Seek a balance between quality of life, economic health and employment growth.
4. Develop methods for retrofitting commercial
and residential properties for reduced energy and water use, and decrease pollutant
output.
5. Create and supplement Specific Plans to
realize the community’s vision—and address
the Remediation Areas.
6. Demonstrate to stakeholders how economic
expansion and environmental protection can
be compatible and mutually supportive.

Fig. 18 - Zoning Map, Sylmar/San Fernando Metrolink

50

Page

WWW.NORTHEASTSTRATEGY.ORG

SECTION 6 - TRANSPORTATION
The San Fernando Valley Mobility Matrix
The San Fernando Valley Mobility Matrix was created by Metro working in concert with the San Fernando Valley Council of Governments. It serves as
a vehicle for communicating subregional needs into
Metro’s Long Range Transportation Plan update,
providing:
• A process for developing consensus.
Through the Project Development Team
(PDT) and targeted outreach, the Mobility
Matrix stakeholders built consensus around
goals and objectives for improving mobility
within the subregion, in order to more consistently address their priority transportation
issues and proposed improvements in the
next LRTP1 and beyond
• An initial framework for LRTP performance
analysis. The consensus-building process
included articulating a set of subregional
goals and objectives; an initial screening of
potential projects and programs to address
those goals and objectives; and development of a set of proposed performance
measures
• An approved list of projects and programs.
The Mobility Matrix provides a list of projects
and programs approved by the subregion
(SFV COG) that is intended to address transportation system deficiencies and needs.
• Draft investment needs and implementation
timeframes, based on high-level estimates
of project/program readiness and project
costs—the Mobility Matrix presents the subregional investment2
This will provide a very timely opportunity to make
certain that the vision for future regional mobility
includes substantial service to the Northeast Valley.
This is in addition to the East Valley Transit Corridor BRT/LRT and the existing Metrolink service to
Union Station and the Antelope Valley. Mixed-use
and higher-capacity Transit-Oriented Development
offer the best hope for an increase in situating moderate to affordable housing in close proximity to the
existing and proposed transit stations and stops.
The Northeast has seemingly been last in line for
infrastructure improvements, including sidewalks,
curbs and other street improvements. This is compounded by an extraordinary amount of truck traffic
and operations that generate excessive amounts of
dust, dirt and pollutants.
1 Long-Range Transportation Plan, Metro
2 Final Subregional Mobility Matrix San Fernando Valley, Report,
Metro, March 2015, p.i
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ROUTING PUBLIC TRANSIT
It is trip density within a corridor that determines
potential demand for metro rail, not population
density. Making metro rail both productive and cost
effective—carrying many passengers between point
A and point B—is one of the only ways to be successful.
Los Angeles County does not conform to traditional
downtown/outbound transit patterns. Jobs and
other destinations are spread over more locations,
creating polycentrism. The density of activity at any
single location is thus reduced. That is, not every
destination will be able to have an easy connection
to a rail line.
Los Angeles County’s polycentricism makes it more
difficult to justify costly investment in light-to-heavy
rail service and dedicated right-of-ways in serving
many activity centers. This further decreases the attractiveness compared to the automobile, given the
need to travel to different destinations serving multipurpose trips, and to combine multiple errands in a
single trip.3

SAN FERNANDO ROAD CORRIDOR - HQTA
The San Fernando Road High Quality Transit Area
is being proposed as critical to allow workers in the
other four centroids to access the new employment
opportunities that will be generated in the Sun Valley area. It is also worth noting that it was identified
as one of the critical HQTA corridors in the Compass Blueprint stages of the 2012 Regional Transportation Plan.
While this is a bus-driven corridor, it is important
that, for the level of service to be truly useful as an
alternative to personal vehicle trips, it must: (1) be
frequent, especially at peak hours; (2) offer express
service as an overlay on the local service during
peak commute hours; and (3) run early and late
enough that restaurant workers and shift-based
manufacturing employees can realistically use it to
commute. These communities already have demonstrated a willingness to give up vehicles and commute via other modes.
To enhance the usefulness of this primary node,
attention should be made to ease of access to key
parts of the employment, educational, transportation, recreational and retail resources that residents
will desire. Some of these key destinations which
should be realistically accessible via transit include
Bob Hope/Hollywood-Burbank Airport; local universities and colleges such as Mission College,
3 MO, B.. Atlas of Potential Metro Rail Ridership. Cartographic
Perspectives, North America, 0, Jun. 2012. Available at: <http://www.
cartographicperspectives.org/index.php/journal/article/view/cp72mo-atlas>. Date accessed: 19 Jan. 2016.
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the College of the Canyons, Woodbury University,
and California State University, Northridge; the
Nethercutt Museum, Hansen Dam and the Discovery Cube area; as well as specialized employment
centers in Sun Valley, Panorama City, and the Cities
of San Fernando, Santa Clarita, Glendale, and
Burbank.

FIRST MILE VERSUS LAST MILE
The first- and last-mile connections present the
most daunting challenge for public transportation.
To place first- (origins) and last-mile (destinations)
in the same category is an error. “Origins” (homes)
are primarily in suburban and semi-urban locations,
with a vast majority in the San Fernando Valley being single-family residences—the very essence of
sprawl. To efficiently provide first-mile transit service to the 100,000 housing units in the Northeast
Valley, or the 600,000 units Valleywide, requires a
highly flexible and relatively expensive transit system. It would need to access virtually every origin in
a 325 square mile area.
The last-mile “destination” is quite a different challenge. Destinations tend to be concentrated and
clustered in business districts, industrial zones and
commercial areas. In the Valley, they often appear
in long shallow strips that are actually easier to
service than larger rectangles.
The looming exception to this is the neighborhood
strip mall—ubiquitous in the Valley. While these are
normally situated within a walkable radius of housing, most of their activity still comes from the automobile. And unfortunately, they lack the range of
value, goods and services most residents seek.
There are a number of challenges with improving first- and last-mile connections to transit in Los
Angeles County. In many situations, especially
along higher-traffic corridors, right-of-ways are
limited and already encumbered. Providing robust
access facilities could potentially put strain on other
complementary travel modes. For example, losing
traffic lanes on a heavily-used transit corridor will
affect vehicular throughput including mixed-flow bus
operations.

RIGHTS OF WAY
In many situations along heavily-traveled rights-ofway, public transportation alternatives are limited.
Los Angeles arterials often were not built to accommodate public transportation or walkable centers.
They were simply designed to maximize throughput
of private automobiles. In many cases, as congestion increased, parking lanes and other apron areas
were re-stripped as traffic lanes—depriving businesses and properties along the way, of what is often their only resource for customer/client parking.
52
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Many of Los Angeles’ arterials are in the range of
80 feet wide. Arterials built to accommodate the
Pacific Electric rail lines in the early 20th century
range between 100- and 120-foot wide, providing
sufficient clearance for medians, rail, dedicated
busways, bikeways, diagonal parking, streetscape,
and sidewalk activities, such as alfresco dining. In
general, they encourage creative uses of the public
spaces. At 80 feet or less, with turning pockets,
flares, and zero setback building lines, there is almost no room for street treatments unless a lane of
traffic is eliminated. Unfortunately this can gridlock
the main thoroughfare, and send thru traffic into local neighborhoods.
There have been instances where key intermodal
connectivity elements, such as bus layover and
first/last mile facilities were removed from a project’s scope during post-planning phases of project
implementation. For example, a critical bus layover
facility was removed from the project definition of a
Metro rail project as a value engineering decision.
Although the facility may still be funded or implemented, possibly as a separate project, a clearer
statement in the project definition may have more
strongly supported its implementation. A statement
of this type is critical at the beginning of the planning phase, such as during the development of the
“Purpose and Need Statement,” and further emphasized at the completion of the planning phase.

GRADE SEPARATION
Grade separation can significantly increase roadway capacity, since intersections are a major cause
of traffic delay. A typical arterial lane can carry
less than 1,000 vehicles per hour, while a grade
separated freeway can carry more than twice that
amount. Grade separation of rail lines can increase
traffic flow where rail crossings are a major cause
of traffic delay and hazard.

LIGHT RAIL AND CONVERSIONS
While carrying logistical, political, and fiscal challenges, building the East Valley Transit Corridor as
a rail line or converting the Orange Line to grade
separated light rail service would increase efficiency and capacity markedly, and improve cost-effectiveness, as greater volumes of passengers could
be accommodated without necessarily increasing
the number of operators required.4

MODE SHIFT TO PUBLIC TRANSIT
Shifting drivers from automobiles to public transit on
a particular highway not only reduces congestion
on that facility, it also reduces the amount of vehicle
4 Orange Line Bus Rapid Transit Sustainable Corridor Implementation Plan,” report, SCAG/Metro, Los Angeles, CA, June 29, 2012
WWW.NORTHEASTSTRATEGY.ORG

traffic discharged onto surface streets, providing
downstream congestion reduction benefits. For
example, when comparing the congestion benefits
of a highway widening project with a transit service
improvement, the analysis should not be limited to
just the highway that is expanded.
It is important to also account for the additional congestion on surface streets where highway traffic discharges, resulting from increased traffic volumes,
and the reduction in surface street traffic congestion
that would result if the transit improvement attracts
highway drivers out of their cars.5
Improving travel options can therefore benefit all
travelers on a corridor, both those who shift modes
and those who continue to drive.

Whether the mode is light rail or Bus Rapid Transit, grade separations
are key to safety and efficiency, avoiding mixed flow with surface traffic

EXAMPLES OF TDM/TSM STRATEGIES6
Flexibility and sharing:
• Compressed work schedule
• Flexible work hours
• Telecommuting and satellite offices
• Staggered school class schedules
• Student carpooling
• Casual carpooling/slugging
• Safe Routes to School strategies
• Park & ride facilities and transit feeders
Employer financial incentives:
• Parking strategies such as preferential/free/
low-cost parking for carpoolers, and parking
pricing
• Ridesharing
• Transit subsidy
• Bicycle subsidy
• Secure bicycle parking
• Employer-based rideshare programs
• On-site childcare facilities
Intelligent transportation systems:
• Signalization for buses
• Real-time information by transit providers
• Bike/pedestrian programs
• Transit access improvement and integration
with other modes
• Regional congestion pricing
• Major events strategies
• Shopping center access and strategies
• Guaranteed rides home in case of emergency

Light-Rail Transit (LRT) at grade Crossing

• Assistance in forming carpooling and vanpooling programs
• Integrated corridor system
• Incidents management system
• Speed reduction/limit strategies
• Driver education programs
• Vehicle trip reduction ordinances
• Ramp metering
• Freeway travelers information system

5 Victoria Transport Policy Institute < http://www.vtpi.org/>
6 Transportation Demand Management; Transit Systems Management; Source: Proposals Jointly developed by SANDAG and SCAG.
May 22, 2009
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HIGH QUALITY TRANSIT AREAS (HQTAS) AND
TRANSIT PRIORITY AREAS (TPAS)
The overall land use pattern detailed in the 2012
RTP/SCS reinforced the idea of focusing new housing and employment within the region’s HQTAs.
For planning purposes, an HQTA, as we have mentioned, is defined as:
an area within one-half mile of a well-serviced
fixed guideway transit stop, and it includes bus
transit corridors where buses pick up passengers every 15 minutes or less during peak
commute hours.
The 2012 RTP/SCS also identified Transit Priority
Areas (TPAs), which are defined as:
locations where two or more high frequency
transit routes intersect.
Currently, more than five million residents in the
region live within HQTAs. These HQTAs currently
accommodate 2.8 million jobs

• Livable Corridors: arterial roadways where
jurisdictions may plan for a combination of
the following elements: high-quality bus frequency; higher density residential and employment at key intersections; and increased
active transportation through dedicated
bikeways
• Neighborhood Mobility Areas (NMAs):
strategies are intended to provide sustainable transportation options for residents
of the region who lack convenient access
to high-frequency transit but make many
short trips within their urban neighborhoods.
NMAs are conducive to active transportation
and include a Complete Streets approach
to roadway improvements, to encourage replacing single- and multi-occupant automobile use with biking, walking, skateboarding,
neighborhood electric vehicles and senior
mobility devices.7
7 Southern California Association of Governments (SCAG) 20162040 RTP/SCS p25

The 2016 RTP/SCS plans for focusing new growth
around transit, which is supported by the following
policies:
• Identifying regional strategic areas for infill
and investment
• Structuring the Plan on centers development
• Developing “Complete Communities”
• Developing nodes on a corridor
• Planning for additional housing and jobs
near transit
• Planning for changing demand in types of
housing
• Continuing to protect stable, existing singlefamily areas
• Ensuring adequate access to open space
and preservation of habitat
• Incorporating local input and feedback on
future growth.
These policies support the development of:

Compact Development adjacent to Orange Line Terminal in Warner
Center

• High Quality Transit Areas (HQTAs): areas.
While HQTAs account for only three percent
of total land area in SCAG region, they are
planned and projected to accommodate 46
percent of the region’s future household
growth and 55 percent of the future employment growth.
Metro Rapid Bus
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BUS ROUTES AND BUS RAPID TRANSIT
In addition to the East San Fernando Valley Transit
Corridor, this strategy envisions the creation and
maintenance of an additional bus-based HQTA,
running the length of San Fernando Road through
the entire east San Fernando Valley, connecting
to Sylmar (and possibly Santa Clarita) in the north
and Burbank Airport to the south. This HQTA will
allow residents of the strategy area (and other
areas along the corridor) to access employment,
recreation and amenities. In improving the jobsworker mix, and opportunity for residents in these
vulnerable communities, this HQTA will serve an
important role.

Sylmar/San Fernando Metrolink Station, with a
straight route south along San Fernando Road to
the Burbank Regional Intermodal Transit Center, at
the Bob Hope/Hollywood-Burbank Airport.

INTEGRATED TRANSPORTATION AS A BASIS FOR
BETTER, SAFER ACCESS
Beyond the development of the HQTAs discussed
above, the local transportation context and framework along these corridors, and their connected
communities, need to be brought into alignment
with best practices for making these areas as safe
and accessible as possible to pedestrians, bicyclists, and transit riders. This includes incorporating
the latest designs by local organizations and planners within the transit corridors, and building interagency support to improve public safety in adjacent
communities.

TRANSIT CONNECTIONS FOR THE CENTERS
The most useful transit is that which gives riders
access to the most locations. The strength is in the
networks. As Metro completes more and more of its
lines and finds ever-better ways to deliver its services, each connection to the grid becomes more
valuable and desirable.
The Metrolink Stations at Sylmar/San Fernando
and Van Nuys are key centers from which Metrolink
trains provide access to Downtown Los Angeles;
north to the Antelope Valley and Ventura; and east
to San Bernardino, Riverside and Perris Valley. Travelers can also take Amtrak south to San Diego; and
north to San Luis Obispo, Portland and Seattle.
Locally in the target centroids the planned East
Valley Transit Corridor (BRT/LRT) will begin at the
Sylmar/San Fernando Metrolink Station; run south
parallel to San Fernando Road and Mall Area
TOD; turn west at Van Nuys Boulevard; and follow
Van Nuys through the center of the Pacoima Center business district, the Panorama City business
district and Mall; the Van Nuys business district; and
finally connect with the Orange Line BRT at Oxnard
Street and Van Nuys Boulevard.

The Regional Intermodal Transit Center at Bob Hope/HollywoodBurbank Airport - Photo: Metro/

LAND USE INTEGRATION WITH THE TRANSIT
STRUCTURE
In conjunction with the establishment of the two
HQTAs, the strategy builds on the need for extensive incentives for new land use and planning
guidelines. There are three general threads to the
strategy envisioned with respect to land use: (1)
the extensive use of Transit-Oriented Development
strategies around the Sylmar/San Fernando Metrolink station (and planned hub for the ESFVTC light
rail); (2) super-compact, mixed use development
along the HQTA corridors along San Fernando
Road and Van Nuys Boulevard; and (3) incentivized
zoning and investment to preserve the industrialzoned properties within the focus areas; and to provide opportunities to mitigate environmental issues
when present. Components of each of these plans
have already been undertaken separately and will
be highlighted herein, with a particular vision to
integrate the separately-developed efforts into a
coordinated strategy for the whole region.
In the context of the overall zoning strategy, will
also be a proposal for “super-compact” development. The goal here is to ensure that (1) the existing housing stocks available in the region remain
at current affordability levels; and (2) new housing
constructed as part of the mixed-use corridors is
developed in such a way that it does not result in
significant gentrification of the overall communities,
but rather in creating access to needed and “next
step” housing that is relatively accessible to those
who already reside in these communities.
See also Appendix B, Transit Alternatives

The proposed San Fernando Road HQTA line
would likely be BRT, and also emanate from the
REVISION 4 - JUNE 2016
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EAST SAN FERNANDO VALLEY TRANSIT CORRIDOR
PROJECT STUDY AREA

Fig. 19 - EVTC Alternative 4, Median-Running Light Rail
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EAST SAN FERNANDO V ALLEY T RANSIT
CORRIDOR

Thus offering multiple modes of transit, and a wider
variety of destinations to transit patrons.

Sylmar and San Fernando share a stop on the
Metrolink commuter rail line, with limited intermodal
connections. The Metrolink rail running north south
through the Northeast Valley provides an opportunity to discuss Transit-Oriented Development in a significant way. Focusing exclusively on transportation,
however, can overlook the land-use planning aspect
of the discussion. The timeless question “Should
all development be concentrated around transit…
or should transit be extended to serve existing and
new suburban business districts that currently lack
transit service?”8 Successful corridors need vigilant
management.9

Calls have been made to assure that any such fixed
guideway or right-of-way in the San Fernando Valley includes grade separations—at least at major
cross streets—and other protections to assure uninterrupted flows, and shorter travel times for riders.
It bears noting that in 2011, 10% of grade crossing
collisions in the United States occurred within the
SCAG region of Southern California.

As currently planned by Metro, the East San Fernando Valley Transit Corridor will be served by
either Bus Rapid Transit or Light Rail Transit. The
line will extend from the Sylmar/San Fernando
Metrolink Station at the boundary between the City
of San Fernando and the community of Sylmar, to
the Van Nuys (Sherman Oaks) Orange Line Station.

The most important aspect of this corridor is its
ability to bolster the economy of the entire subregion. Commercial growth along a dedicated rightof-way is expected to be very rewarding, with more
businesses, more employment and more visiting
customers. Businesses can invest in the corridor
knowing it will still be there 20 years from now.
Riders can develop commute and travel patterns,
possibly eliminating their private cars; with the assurance that each origin and destination, and most
travel times will be the same as the last.

8 Geoffrey Booth et al., Transforming Suburban Business Districts,
(Washington, D.C.: ULI-the Urban Land Institute, 2001), 52
9 Nat Wilson, AIA UDAT

Grade crossings are also proven to reduce travel
times, eliminate delays, increase safety, decrease
emissions from idling vehicles, and improve ridership.

Fig. 20 - Characteristics - East Valley Transit Corridor
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PROPOSED 2016 M ETRO BALLOT MEASURE

The funds would be used to expand and supplement Metro’s ambitious buildout of a world-class
public transportation system. Funds would also be
used for local roads, freeways and transportationrelated projects.

Los Angeles County Traffic Improvement Plan
A formidable public transportation system has been
built in Los Angeles County since 1980—the product of funding from Proposition A in 1980, Proposition C in 1990 and Measure R in 2008. Yet, there
are still areas, such as the Northeast Valley that
have seen little of those improvements.

The Metro Board established a process to work
with the subregional councils of government—
which now includes the recently-formed San Fernando Valley Council of Governments—to identify
priority projects. Each subregion was given targets
based on their population and employment.

The state legislature adopted a measure in 2015
that would allow the Los Angeles County Metropolitan Transportation Authority (LACMTA/Metro) to
place a proposition on the ballot in the county that
would raise an expected $120 billion-plus in sales
tax revenues over the next 40 years. As planned,
some 45 major projects are proposed:

Metro conducted a bottoms-up process with the
nine subregions of the county, wherein each submitted projects and a Mobility Matrix for evaluation. The Metro board adopted highway and transit
performance measures; projects were scored
using weighted themes.

• Every subregional area would get a major
project in the first 15 years.
• The plan involves a new ½ cent county-wide
sales tax; and continues current Measure R
½ cent traffic relief tax until voters decide to
end them.
• With independent audits/oversight and all
funds controlled locally.
• $120 billion-plus would be generated over
an initial 40-year span.

Orange Line BRT Improvements
BRT Connector Orange/Red Line to Gold Line
East SF Valley Transit Corridor Project
Complete LA River Bikepath
Sepulveda Pass Transit Corridor (Ph 1)
Sepulveda Pass Transit Corridor (Ph 2)

2016-2067
Local, State,
Federal,
Other
Funding
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$0
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The ballot measure would require a two-thirds
supermajority in order to be adopted, and it would
increase the county’s overall sales tax rate to 9.5
percent. Based on recent polling, Metro believes
they can gain the necessary support. In June
2016 LACMTA/Metro adopted its proposed project list for the new ballot proposition. Some of the
more substantial projects being proposed for the
San Fernando Valley are set out below.

$286,000

T

$26,700

$26,700

T

$810,500

$1,331,000

T

$60,000

H

$286,000

b,f

FY 2024

FY 2026

sf

$0

$130,000

$130,000

H

b

FY 2024

FY 2033

sf

$1,567,000

$1,270,000

$2,837,000

T

m

Orange Line Conversion to Light Rail
City of San Fernando Bike Master Plan
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d. Project funded on LRTP schedule, per Dec. 2015 Board Policy.
f. Sepulveda Pass Ph. 1 from Orange Line/Van Nuys to Westwood includes early delivery of highway ExpressLane.

Countywide Funding that SFV has Access to:
State of Good Repair
Local Return
Countywide BRT Funding

Throughout Life of Measure

2% of Overall Measure

$2.4 billion

Throughout Life of Measure

16% of Overall Measure

$19.1 billion

Throughout Life of Measure

$600 million

3 Phases in Life of Measure

$150 million

Fig. 21 - Metro Plan to Ease Traffic
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ACCELERATION STRATEGIES
• Federal and State Funds
• New Starts, TIFIA loans, Cap-andTrade, etc.
• Local Funds
• 3% contribution to transit projects
based on benefits
• Third-party investments
• Private Sector Funds
• Goods movement or vehicle-milestraveled fees
• Express lane or other tolls
• Private financing and innovation
• Dynamic Shovel Ready Plans and
Implementation

Fig. 22 - Light Rail Transit Configurations

Fig. 23 - Light Rail, Median Running LRT, Alternative 4
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FEEDER SYSTEMS
Another mode that has yet to be implemented in
the Northeast Valley is any kind of a DASH/Tram
feeder system. “DASH” lines are owned and operated by the City of Los Angeles, Department of
Transportation. They provide localized services,
and supplement the systems and networks of
Metro.

Local DASH bus picks up passengers at the Panorama Mall

The Panorama City/Van Nuys DASH line currently covers local portions of Sepulveda and
Van Nuys Boulevard, along with Parthenia
Street and Victory Boulevard.
These circuits help with local connections to
transit trunklines and stations. The lines run
on fairly frequent schedules, and also help
in tying communities and centers together—
ones that might otherwise require a shortrange automobile trip. Their service is similar
to what was once offered by mixed-flow street
cars.
Fig. 24 - Possible Pacoima/San Fernando DASH/Tram

POTENTIAL DASH/TRAM CIRCUITS
Two possible approaches to establishing
DASH/Tram circuits to serve the Northeast
Valley would emanate from the area’s two
Metrolink Stations.
Pacoima/San Fernando Circuit - The first
would begin at the Sylmar/San Fernando
Metrolink Station; travel southeast on San
Fernando Road to Van Nuys Boulevard and
meet up with the Panorama City/Sun Valley
Circuit at Van Nuys Boulevard and San Fernando Road; and from there angle northeast
to Foothill Boulevard; then turn northwest to
Maclay Avenue; and finally, it is southwest
back to the Metrolink Station of origin.
Panorama City/Sun Valley - The second
would begin at the Van Nuys Metrolink Station
in Panorama City; head due east on Roscoe
Boulevard; turn northwest on San Fernando
Road; meet up with the Pacoima/San Fernando Circuit at Van Nuys Boulevard and San
Fernando Road, then follow Van Nuys around
the Woodman curve, and back south to the
Metrolink Station of origin.
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CREATING HOSPITABLE TRANSIT HUBS
Since locational efficiency is a major goal of this
strategy, clearly the place where land use and
transportation meet is at minor transit stops and
major Transit Hubs. Hubs have to be something
more than a platform or a bench. They are the community’s gateway to all of Southern California. They
should provide safety, comfort, information, refreshment, rest facilities and amenities; and should
reflect local culture and distinctions.
Transit will always be attractive to the transit dependent, and improvements make welcome contributions to their quality of life. However, for transportation to be attractive to discretionary riders—those
who have the option to drive private cars—it has
to pay dividends in the form of being faster, more
comfortable and more convenient.
It would be desirable to have as many centers
served by transit as possible. Unfortunately, the
addition of too many stops, stations or hubs slows
the local (non-express) system and reduces rider
motivations. This is an important strategic question;
serving the most stops and keeping the system
moving. The primary and secondary streets in the
Valley are largely set on a grid pattern at mile and
half mile intervals. In theory, stops could be placed
every mile (half-mile radius), and Transit Hubs every
two miles.
Proposition A (1980) and Proposition C (1990)
were joined in 2008 by Measure R in providing substantial funding for the development of transportation improvements, including billions being spent in
the San Fernando Valley. Aside from highway funds,
dollars for public transportation are finally coming
to bear in the Northeast. At the time of this work,

Fig. 26 - City of San Fernando Project Area Map

$170 million had been reserved for Metro’s 9.2-mile
East Valley Transit Corridor. The route would extend
from the Sylmar/San Fernando Metrolink Station,
follow Van Nuys Boulevard, through the heart of the
Northeast Valley in Pacoima, travel directly through
the Panorama City shopping area and Mall, and
terminate at the Van Nuys/Sherman Oaks Orange
Line station.
Unfortunately, the budget would not be sufficient to
cover light rail—estimated at $1.3 billion—or any
kind of grade separation. This would be dependent
on a re-allocation or the passage of the proposed
ballot measure.
By including the SCAG Compass Blueprint and
RTP/SCS priorities, this project can serve as a template for Transit-Oriented Development
in under-resourced
communities.

Fig. 27 - Concept for Intermodal Mobility Hub

The team projects
that owing to the
demographics, the
demand on this line
will exceed that which
has made the Orange
Line BRT successful, beyond all expectation. Metro has
already awarded the
City of San Fernando
a grant to develop
Station Area Plans in
the half-mile radius
around the Sylmar/

Inter-Modal Mobility Hubs can provide access, amenities and security for transit riders.
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San Fernando Metrolink Station. This strategy will
set the stage for complementary visioning in the
City of Los Angeles portions of Sylmar—the other
half of the one-mile circle. This is potentially crossjurisdictional coordination at its best.

Metrolink and Amtrak options—but it would provide
a portal to Burbank’s Regional Intermodal Transit
Center (RITC), with direct access to airlines, and
any future rail or high-speed rail systems that might
be constructed.

The East Valley Transit Corridor may employ one
of several different transit modes: Bus Rapid Transit (BRT) or Light Rail Transit (LRT). The proposed
transit line will create a 9.2-mile transit corridor—
perfectly configured for Transit-Oriented Development. Half of the length of this corridor is situated in
the Project Area. It will benefit greatly from convergence with the strategies developed, and the future
plans for the local area. The longer-term vision is to
link this line with the future multi-billion dollar Sepulveda Pass Corridor connection to UCLA and other
high-demand, high-value destinations.

The station could provide a showcase for the
area—encouraging tourism to its cultural, educational, museum and high-tech features; while also
highlighting regional cuisine and local retail at the
new Hub/Transit-Oriented Communities.

The opportunity exists to turn the Sylmar/San
Fernando Metrolink Station into a Union Stationtype transit gateway to the Northeast San Fernando
Valley. This station would not only be a confluence
of numerous bus, BRT, East Valley Transit Corridor,

Clearly, the nearer commercial properties are to the
hubs, the more valuable they are to their owners
and tenants. Any person from anywhere along the
line can simply catch the bus, or rail line, and walk
less than 2700 feet to their TOD destination.

Metro and the cities have tremendous opportunities to develop private partnerships in and around
transit hubs that add amenities and recreation to
the neighborhoods, and also create destinations
accessible from other hubs and stations around the
county.

MOBILITY HUBS
Pedestrian Connections:
To the Mobility Hub
At the Mobility Hub

Active Uses:
Retail
Public Space

Support Services:
Ambassadors
Waiting Areas
Safety and Security
Sustainable Approach

Information/ Signage:
Wayfinding
Real-Time Information
Wi-Fi Connectivity

Bicycle Connections:
Bike Share
Bike Parking
Bicycling Facilities

HUB

Vehicle Connections:
Ride share
Car Share
EV Infrastructure

Bus Infrastructure:
Bus Layover Zones

Fig. 28 - Mobility Hub Feature Chart
Source: City of Los Angeles, Department of City Planning
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