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Introduction
This report includes three proposed Regional Housing Needs Assessment (RHNA) Sixth Cycle
Appeal requests from the city of Huntington Beach to the Southern California Association of
Governments (SCAG). The calculations for estimates in the appeal requests are in the Ap
Appendix:
Calculation of Estimates.

Issue #1: Over-Estimation
stimation of HQTA Allocation
Part of the SCAG RHNA allocation includes the extent of high quality transit areas (HQTAs) in
a city. SCAG defines its HQTAs based on the state high quality transit corridor (HQTC)
definition.1 The SCAG HQTC based Huntington Beach allocation is higher
er than appropriate
appropriate.
The higher number of units incorrectly allocated to Huntington Beach will also have related
consequences, because the city has more limited transit job access measures than other
jurisdictions and areas of Orange County, Los Angeles County and the 5-county
5 county Los Angeles2
Long Beach combined statistical area (CSA).
(
Approximately 23% of the Huntington Beach RHNA allocation is attributable to the HQTA
population, which comprises 3,059 of the 13,337 units.
Principal Justification: A high-quality
quality transit corridor (HQTC) is defined as a corridor with
fixed route bus service containing service intervals no longer than 15 minutes during peak
commute hours (California Public Resources Code Section 21155(b)).

1

SCAG Meeting of the Technical Working Group, “High Quality Transit Corridors and Major Transit Stops,”
(Agenda item 1-d) http://www.scag.ca.gov/committees/CommitteeDocLibrary/twg101619fullagn.pdf
http://www.scag.ca.gov/committees/CommitteeDocLibrary/twg101619fullagn.pdf.
2
This analysis uses the Los Angeles-Long
Long Beach combined statistical area (the SCAG area, without Imperial
County), which is the largest labor market definition by the U.S. Office of Management and Budget. As a labor
market area, the CSA is also a housing market.
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The population within the HQTA is a principal factor used to determine the city’s RHNA
existing need. Part of the RHNA Allocation for the Huntington Beach is based upon an
assumption that 36.43% of the population of will be in a HQTA in 2045.
The SCAG RHNA Allocation to the city of Huntington Beach assumes that the entirety of
OCTA Route 29 is a high-quality transit corridor (HQTC). However, as of the last pre-Covid bus
timetable, Route 29 did not meet the criteria for an HQTA south of Heil Avenue.
According to SCAG:3
Peak Period Bus Service Interval (Frequency)
To determine whether the peak commute bus service interval (also called frequency)
meets the statutory threshold of 15 minutes or less, SCAG uses the peak period defined in
its regional travel demand model. The morning peak is defined as 6am to 9am and the
afternoon peak is defined as 3pm to 7pm. A transit operator may have a different, boardadopted or de facto peak period; in such cases SCAG will accept requests to use
operator-specific peak-hour periods on a case-by-case basis.
SCAG uses the total population of bus trips during the combined seven-hour morning and
afternoon peak periods to determine the peak frequency at a bus stop. This is done for
each bus route, by direction. The peak frequency is calculated by dividing 420 minutes
(the sevenhour peak converted to minutes) by the total peak bus trips. This average
frequency should be 15 minutes or less in order to qualify. The threshold is strict, at 15.0
minutes.
Route 29 is included in the RHNA as an HQTA by SCAG. Route 29 has been indicated as an
HQTA in the “2018 OCTA Long Range Transportation Plan” in Figure 4.10 and reaffirmed by
SCAG in response to a request for correction by the City of Huntington Beach.4
However, Route 29 fails to meet the “strict” service frequency threshold defined above, as of the
February 9, 2020 (pre-Covid) bus schedule (Table 1-1 and Exhibit). Route 29 does not meet the
HQTA service frequency threshold in any of the peak periods at two bus stops in Huntington
Beach, south of Heil Avenue.5The bus stops are the southern terminus, at Pacific Coast
Highway/First Street and Beach Boulevard/ Garfield.

3

SCAG Meeting of the Technical Working Group, “High Quality Transit Corridors and Major Transit Stops,”
(Agenda item 1-d) http://www.scag.ca.gov/committees/CommitteeDocLibrary/twg101619fullagn.pdf
4
SCAG, “Connect SoCal: Community Input: Public Participation and Consultation: Master Response No. 1:
Regional Housing Needs Assessment,” page 92,
https://www.connectsocal.org/Documents/Proposed/pfConnectSoCal_Public-Participation-Appendix-2.pdf.
5
Peak periods are defined by SCAG as 6:00 am to 9:00 am and 3:00 pm to 7:00 pm. SCAG, “Connect SoCal:
Community Input: Public Participation and Consultation: Master Response No. 1: Regional Housing Needs
Assessment,” page 92, https://www.connectsocal.org/Documents/Proposed/pfConnectSoCal_Public-ParticipationAppendix-2.pdf.http://www.scag.ca.gov/committees/CommitteeDocLibrary/twg101619fullagn.pdf
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Table 1-1
Route 29 Service Frequencies in Minutes During Peak Periods (Weekdays)
Huntington Park Area Bus Stops
February 9, 2020 Schedule
Northbound
AM (6-9)
PM (3-7)
PCH-1st
Beach Bl./Garfield

20.0
20.0

21.8
20.0

Southbound
AM (6-9)
PM (3-7)
20.0
20.0

20.0
20.0

Note: Service frequency must meet the statutory frequency of 15 minutes or less (see
text)

The result is that the area from Heil Avenue south to the southern route terminal at Pacific Coast
Highway and First in Huntington Beach is wrongly designated as an HQTA. North of Heil
Avenue, Beach Boulevard is considered an HQTA because Routes 66 and 70 are defined as
HQTAs.
Finally, the OCTA “2018 Long Range Transportation Plan” Figure 4.1 indicates that a service
reduction is recommended for Route 29.
In short, Route 29 in the city of Huntington Beach does not qualify as an HQTA south of Heil
Avenue. As a result, the HQTA designation is incorrect and should be reversed.
Related Consequences: The following factors undermine the objectives above, as follows:
The promotion of socioeconomic equity is undermined by the overestimate of residents in
HQTAs, which results in a higher RHNA allocation to the city of Huntington Beach.
Residents of the new Huntington Beach housing will have considerably less economic
opportunity due to the limited transit job access. As a result, low-income residents moving to
Huntington Beach are likely to face significant impediments to socioeconomic advancement.
The higher allocation to Huntington Beach will undermine the intraregional relationship between
jobs and housing because transit access is so limited. Conversely, the interregional relationship
between jobs and housing would be promoted by allocating a smaller number of units to
Huntington Beach.

3

Consistent with trends already evident in research prepared for SCAG (below6), the limited
transit job access from Huntington Beach is likely to create incentives to workers to purchase
cars. More often than not, this is likely to mean solo commuting by car and higher commuting
expenses..
The longer transit commutes could significantly reduce the incentive for some potential workers
to seek employment.
The Importance of Short Transit Commutes: Relatively short commute times are crucial for
transit to maintain its market share. In the United States, the average drive alone time is less than
30 minutes and is 26.8 minutes in Orange County. By comparison, transit commute times
average 53.6 minutes7 in Orange County, nearly double the drive alone time.
Around the country, a 30-minute standard is increasingly being used to evaluate transit and
automobile commuting. SCAG uses a 30-minute standard for auto trips, though uses 45-minutes
for transit trips in its RHNA allocation. The Puget Sound Regional Council (Seattle area) uses a
30-minute standard for both auto and transit trips. The Center for Neighborhood Technology
(CNT) publishes comprehensive 30-minute transit commute data within many metropolitan
areas, including estimates from virtually any address (below). The University of Minnesota
Accessibility Observatory publishes 30-minute transit and car job access estimates for 50 of the
nation’s largest metropolitan areas (below).
As the data below indicates, access to jobs by transit tends to be considerably less than by
driving alone. For RHNA to encourage transit commuting rather than driving alone, affordable
housing needs to be built in jobs-rich areas, where transit can be more competitive with the auto.
However, the transit trends in the SCAG region are working against any such policy objective.
Low-income workers are buying cars, and they are abandoning transit.
A SCAG sponsored research report noted:8
“Driving is relatively easy, while moving around by means other than driving is not.
These circumstances give people strong economic and social incentives to acquire cars,
and — once they have cars — to drive more and ride transit less.”
With its below average transit job access, residents of the allocated housing are likely to have
cars or will have significant incentive to obtain vehicles improve to their employment prospects
and standards of living.

6

Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
7
Derived from American Community Survey, 2013/2017.
8
Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
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Assertions
The following facts are asserted in support of the appeal request:
(1) Lower Income Worker Transit Commuting is Declining
Low income residents are far more likely to drive alone than to commute by transit and this is
becoming increasingly so. In Orange County, workers with earnings below the poverty line are
12 times as likely to drive alone than to commute by transit. In the last seven years (2006/2010)
to 2013/2017) transit commuting by workers below the poverty line has decreased by 41%. By
comparison, in Los Angeles County, below poverty line commuters are only four times as likely
to drive alone, while in the 5-county CSA workers below the poverty line are six times as likely
to drive alone (Table 1-2). A similar downward trend in low-income commuting is evident in
both Los Angeles County and the CSA (Figure 1-1).
The very demographic that is the primary target of affordable housing under RHNA drives alone
at a rate similar to that of all workers and is increasingly abandoning transit.
Table 1-2
Commuting by Workers Earning Less than 100% of the Poverty Line

Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Share
58.8%
68.2%
62.2%

Derived from American Community Survey, 2013/2017
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Transit Share
14.4%
5.9%
10.7%

Drive Alone
per Transit
Ratio
4
12
6

Below Poverty Line Transit Commuting
2008/2012 TO 2013/2017
20%
18%

18.2%

2008/2012
2013/2017

Work Trip Market Share

16%

14.4%

14%

13.7%

12%
10%

10.7%

10.0%

8%
6%

5.9%

4%
2%
0%

Orange County

Los Angeles County

Los Angeles-Long Beach
CSA

Figure 1-1

Derived from American Community Survey

(2) Huntington Beach residents are far more likely to drive alone than to use transit.
Among Huntington Beach residents, driving alone accounts for 80% of commuting, while
transit’s market share (1.1%) is less than one half that of Orange County (2.3%). About 75 times
(7,500%) as many workers from Huntington Beach drive alone as use transit. This is more than
twice the rate of Orange County (36) and more than six times the rate of Los Angeles County
(12). The drive alone to transit ratio in Huntington Beach is also and well above that of the fivecounty CSA average of 57 times (Table 1-3).
Table 1-3
Driving Alone & Transit Commuting: 2013/2017

Huntington Beach
Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
79.7%
73.7%
78.6%
77.2%

Derived from American Community Survey, 2013/2017
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Transit
1.1%
6.3%
2.2%
1.3%

Drive Alone
times
Transit
75
12
36
57

Further, bus ridership is declining in Orange County. Orange County Transportation Authority
bus ridership dropped 46 percent, from 68.9 million in 2008 to 37.3 million in 2019.9 The
COVID-19 pandemic has led to even greater ridership losses and uncertainty with respect to
when or even if, ridership will return to previous levels. It is inconceivable that there will be a
sufficient increase in Huntington Beach transit service to attract a materially larger share of
workers.
(2) 30-minute transit access to jobs from Huntington Beach is materially less than the CSA, Los
Angeles County and Orange County.
Estimates of 30-minute transit jobs access are reported by the Alltransit.cnt.org website,
sponsored by the Center for Neighborhood Technology (CNT). Estimates are provided at the
metropolitan, county, and city levels for much of the United States and specific street addresses
inquiries are available.
Alltransit.cnt.org data indicates that transit employment access from Huntington Beach is far
below that of Orange County, Los Angeles County and a number of constituent jurisdictions
(Table 1-4).10


Approximately 134,000 jobs, overall, can be reached by transit within 30 minutes from
Huntington Beach. By comparison, 30-minute job access was 2.4 times as high in Los
Angeles County (322,000) and 1.3 times as high, on average, in Orange County
(173,000). On average 217,000 jobs can be reached by transit within the SCAG region,
1.6 times that of Huntington Beach.



Approximately 40,000 jobs requiring no more than a high school education were
accessible by transit in 30 minutes from Huntington Beach. By comparison, 30-minute
job access was 2.4 times as high in Los Angeles County (97,000) 1.3 times as high, in
Orange County (52,000) and 1.6 times as high overall in the SCAG region.
Table 1-4
30-Minute Transit Access to Jobs (Average Household)
Jobs Requiring
High School
All Jobs Education or Less
133,743
39,989
321,664
96,821
172,595
51,261
216,605
65,198

Huntington Beach
Los Angeles County
Orange County
SCAG Region
Source: Alltransit.cnt.org
9

From American Public Transportation Association Fourth Quarter Ridership Reports (https://www.apta.com/wpcontent/uploads/Resources/resources/statistics/Documents/Ridership/2008_q4_ridership_APTA.pdf and
https://www.apta.com/wp-content/uploads/2019-Q4-Ridership-APTA.pdf).
10
Center for Neighborhood Technology, All Transit, https://alltransit.cnt.org/, Data downloaded October 11, 2019.
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30-minute transit access is even less in Huntington Beach compared to jobs rich areas, especially
in central Los Angeles County. Examples are indicated in Table 1-5. This is largely due to the
higher population density and proximity to the most transit oriented major job center in the
SCAG region (downtown Los Angeles).


In three of the areas, near the densest employment center in the CSA, where much of the
regional transit system converges (downtown Los Angeles), more than 1,000,000 jobs
can be accessed in 30-minutes, This is between eight and nine times the transit access
from Huntington Beach. Residents of a number of other areas have 30-minute transit
access to more than 500,000 jobs, which is far greater than Huntington Beach transit
access of 134,000.



In these three areas, more than 330,000 jobs requiring a high school education or less can
be accessed in 30-minutes by households, which is from 8.5 to 9.2 times the transit access
from Huntington Beach. Residents of a number of other areas have 30-minute transit
access to more than 150,000 jobs, which is far greater than Huntington Beach transit
access of 40,000 (Table 1-5).
Table 1-5
30-Minute Transit Access to Jobs (Average Household)
Huntington Beach & Jobs/Transit Rich Area Examples
Jobs Requiring
High School
All Jobs Education or Less
133,743
39,989

Huntington Beach
Los Angeles Historic Core
Los Angeles Bunker Hill
Los Angeles Civic Center
Mid-Wilshire
Westlake-Dockweiler
Silver Lake
Echo Park
Hollywood
Pico-Union
Boyle Heights
Westwood
Culver City
East Los Angeles

1,186,787
1,144,474
1,100,441
928,498
909,290
837,378
832,655
768,614
767,775
682,286
654,120
566,368
485,477

Source: Alltransit.cnt.org

CNT does not produce similar data for driving alone.
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367,904
354,787
338,936
259,051
272,787
243,677
247,299
210,600
229,565
221,743
177,267
156,318
156,809

Comparative transit and drive alone employment access data is available from the University of
Minnesota Accessibility Observatory for 50 of the largest metropolitan areas. In 2017, the
average resident of the Los Angeles metropolitan area (Los Angeles and Orange County) could
reach 33 times (3,300%) as many jobs in 30 minutes driving alone as by transit.11 The University
of Minnesota does not develop estimates below the metropolitan area level, such as for counties,
municipalities or specific addresses.12
(3) Actual transit access to jobs, measured by commuting behavior, is considerably higher than
that of Huntington Beach in much of the 5-county CSA.
Among Huntington Beach commuters reaching work in less than 30 minutes, 133 times as many
drive alone as use transit. This is five times the 5-county CSA rate (26), eight times the Los
Angeles County rate (17) and more than double that of Orange County, at 59 (Table 1-6).
Table 1-6
Commuters Reaching Jobs in Less than 30 Minutes (of all commuters)

Huntington Beach
Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Share
45.3%
40.2%
49.4%
43.6%

Transit Share
0.3%
2.4%
0.8%
1.7%

Drive Alone
per Transit
Ratio
133
17
59
26

Derived from American Community Survey, 2013/2017

Transit is far more competitive than in Huntington Beach in other parts of the SCAG region.
This is illustrated by ACS data for Public Use Microdata Areas (PUMAs).13 In the SCAG PUMA
with the lowest drive alone to transit ratio, only 2.3 times as many commuters drive alone as use
transit (Los Angeles County [Central]--LA City [Central/Koreatown PUMA]) Huntington
Beach’s 133 drive alone to transit 30 minute commute ratio is 58 times that figure.
Among the nation’s more than 2,300 PUMAs, the Los Angeles County [Central]--LA City
[Central/Koreatown PUMA] had the 27th highest population density in 2013/2017. It also has the
highest transit market share (27.3%) of any PUMA in the CSA. This PUMA also contains some
of the most intense transit service in the SCAG region. The region’s only station serving two
fully grade separate subway lines is in the Los Angeles County [Central]--LA City
[Central/Koreatown PUMA].
11

Derived from data in Andrew Owen and Brendan Murphy, University of Minnesota Center for Transportation
Accessibility Laboratory, Auto Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-16.pdf and Transit Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-12.pdf.
12
CNT and the University of Minnesota use different criteria for transit access.
13
PUMAs are analysis zones designated by the Census Bureau that divide the United States into areas of similar
population, averaging 130,000. PUMAs are especially helpful for examining somewhat smaller area data within
large jurisdictions, such as the cities of Los Angeles, Anaheim and Santa Ana.
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Another 17 PUMA’s have 30-minute drive alone to transit commute ratios no greater than onetenth that of Huntington Beach (Table 1-7).
Each of these PUMAs has an urban form and transit service characteristics that reflect the
underlying philosophy of Senate Bill 375, the RHNA and SCAG policies.
Table 1-7
Local Areas (PUMAs) with Less than 1/10th Huntington Beach Drive Alone to Transit Commuting Ratio
Commuters Reaching Jobs in Less than 30 Minutes (of all commuters)

Drive
Alone
Share

Drive
Alone per
Transit
Transit
Share
Ratio

Huntington Beach

45.3%

0.3%

133.2

Los Angeles County (Central)--LA City (Central/Koreatown) PUMA
Los Angeles County--LA City (East Central/Silver Lake, Echo Park & Westlake) PUMA
Los Angeles County (Central)--LA City (Southeast/East Vernon) PUMA
Los Angeles County--LA City (Central/Univ. of Southern California & Exposition Park) PUMA
Los Angeles County (Central)--LA City (East Central/Central City & Boyle Heights) PUMA
Los Angeles County (Central)--LA City (East Central/Hollywood) PUMA
Los Angeles County (Central)--Huntington Park City, Florence-Graham & Walnut Park PUMA
Los Angeles County (South Central)--LA City (South Central/Watts) PUMA
Los Angeles County (Central)--East Los Angeles PUMA
Los Angeles County (South)--Long Beach City (Southwest & Port) PUMA
Los Angeles County (North)--LA City (North Central/Mission Hills & Panorama City) PUMA
Los Angeles County--LA City (Mount Washington, Highland Park & Glassell Park) PUMA
Los Angeles County (Southeast)--Long Beach (Central) & Signal Hill Cities PUMA
Los Angeles County (South Central)--LA City (South Central/Westmont) PUMA
Los Angeles County (Northwest)--LA City (North Central/Van Nuys & North Sherman Oaks) PUMA
Los Angeles County (West Central)--LA City (West Central/Westwood & West Los Angeles) PUMA
Los Angeles County (West Central)--LA City (Central/Hancock Park & Mid-Wilshire) PUMA
Los Angeles County (Central)--LA City (Central/West Adams & Baldwin Hills) PUMA

25.3%
27.9%
28.9%
22.8%
30.6%
31.7%
32.1%
28.6%
37.8%
36.5%
37.1%
35.3%
40.5%
29.8%
34.6%
45.5%
40.7%
34.2%

11.0%
11.5%
9.5%
6.2%
7.4%
7.6%
4.4%
3.8%
4.4%
4.1%
4.1%
3.7%
3.7%
2.7%
2.9%
3.7%
3.2%
2.6%

2.3
2.4
3.0
3.7
4.1
4.2
7.2
7.5
8.6
8.8
9.1
9.6
11.0
11.2
11.8
12.4
12.7
13.2

Derived from American Community Survey, 2013/2017

Conclusion: The city of Huntington Beach has virtually no 30-minute transit access to the
richest job centers in the CSA. This is unlikely to change materially in the foreseeable future.
This is in contrast to the huge transit investments in urban rail and busways have been and are
being further developed in Los Angeles County, with the intent of materially increasing transit
access and creating a more compact urban form.
It is estimated that only 7.2% of the Huntington Beach population lives in HQTAs that are not
appealed.14 This is a reduction from the 36.4% shown by SCAG to be in HQTA’s. This would

14

Based on a tentative analysis of census tract and city population data from the 2014-2018 American Community
Survey. The estimate finds that the maximum extent of HQTAs in the city of Huntington Beach is as follows:

10

result in an estimated reduction of 80.3%, or 2,455 units from the Huntington Beach HQTA
allocation of 3,059.When adjusted for the related reduction in the residual adjustment (1,170
units), a gross reduction of 3,625 units is requested.

Orange County census tracts 99.406, 99.410 and 99.605 in their entirety and portions of census tracts 99.241 (20%),
99.702 (10%) and 99.703 (20%)

11

Exhibit
Route 29 Schedule
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13

14
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Issue #2: Failure to Apply a Specific Huntington Beach
Overcrowding Adjustment
The SCAG allocation of the regional housing need fails to account for the low rate of housing
overcrowding in the city of Huntington Beach. This increases the allocation to Huntington
Beach.
In 2018, the legislature required the addition of an overcrowding measure to the determination of
housing need by the California Housing and Community Development Department (HCD).
Approximately 34% of the resulting RHNA allocation for the SCAG region is attributable to the
addition of overcrowding. However, the SCAG RNHA allocation methodology did not reflect
the level of overcrowding in the city of Huntington Beach.
SCAG’s failure to adjust the RHNA allocation for overcrowding in Huntington Beach
undermines and does not promote SCAG’s Connect SoCal 2020-2045 Regional Transportation
Plan/Sustainable Communities Strategy, such as housing construction in transit rich areas (page
4), strategies that result in reduced demand for single occupancy vehicle use (page 10) and land
use patterns that facilitate multimodal access to work (page 25).15
Generally, the objectives of state law and SCAG’s Sustainable Communities Strategy would be
served by a larger share of solo drivers being attracted from their cars to transit and other nonmotorized modes. Minimization of solo driving commutes requires considerably better transit job
access. State and regional policies have been adopted to seek these objectives by constructing
housing units close to jobs that can be filled by nearby resident workers.
HCD describes the overcrowding adjustment as follows:
“6. Overcrowding Adjustment: In regions where overcrowding is greater than the U.S
overcrowding rate of 3.35%, HCD applies an adjustment based on the amount the
region’s overcrowding rate (10.11%) exceeds the U.S. overcrowding rate (3.35%) based
on the 2013-2017 5-year ACS data. For SCAG that difference is 6.76%.”16
However, the SCAG allocation formula does not reflect the differences by jurisdiction in
overcrowding rates. The city of Huntington Beach has a far lower overcrowding rate than the
SCAG region, at 3.66, which is little more (9%) than the US overcrowding rate of 3.35%, a
difference of 0.31%. SCAG’s failure to specifically adjust the RHNA allocation for
overcrowding effectively blanket allocation of overcrowding has the inherent effect of allocating
the entire regional average of 6.76% to Huntington Beach. This is more than 20 times the
Huntington Beach overcrowding rate (the regional average of 6.76% compared to the 0.31% of
Huntington Beach).17
15

Page numbers refer to the Sustainable Communities Strategy within the Connect SoCal 2020-2045 Regional
Transportation Plan/Sustainable Communities Strategy.
16
Calculated from data in HCD Regional Housing Need Determination Letter, August 22, 2019.
17
Note: By an alternative measure, which defines overcrowding based on multiple households occupying the same
housing unit (additional households are called “subfamilies” (ACS 2013-2017 table C-11014) Huntington Beach’s
overcrowding rate is 19% below the national average (3.66% compared to the US average of 3.26%).
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Consequences: The following factors undermine the objectives above, as follows:
The promotion of socioeconomic equity is undermined failing to apply the Huntington Beach
overcrowding rate instead of the SCAG region average rate. Residents of the new Huntington
Beach housing will have considerably less economic opportunity due to the limited transit job
access. As a result, low-income residents moving to Huntington Beach are likely to face
significant impediments to socioeconomic advancement.
The higher allocation to Huntington Beach will undermine the intraregional relationship between
jobs and housing because transit access is so limited. Conversely, the interregional relationship
between jobs and housing would be promoted by allocating a smaller number of units to
Huntington Beach.
Consistent with trends already evident in research prepared for SCAG (below18), the limited
transit job access from Huntington Beach is likely to create incentives to workers to purchase
cars. More often than not, this is likely to mean solo commuting by car and higher commuting
expenses.
The longer transit commutes could significantly reduce the incentive for some potential workers
to seek employment.
The Importance of Short Transit Commutes: Relatively short commute times are crucial for
transit to maintain its market share. In the United States, the average drive alone time is less than
30 minutes and is 26.8 minutes in Orange County. By comparison, transit commute times
average 53.6 minutes19 in Orange County, nearly double the drive alone time.
Around the country, a 30-minute standard is increasingly being used to evaluate transit and
automobile commuting. SCAG uses a 30-minute standard for auto trips, though uses 45-minutes
for transit trips in RHNA allocations. The Puget Sound Regional Council (Seattle area) uses a
30-minute standard for both auto and transit trips. The Center for Neighborhood Technology
(CNT) publishes comprehensive 30-minute transit commute data within many metropolitan
areas, including estimates from virtually any address (below). The University of Minnesota
Accessibility Observatory publishes 30-minute transit and car job access estimates for 50 of the
nation’s largest metropolitan areas (below).
As the data below indicates, access to jobs by transit tends to be considerably less than by
driving alone. For RHNA to encourage transit commuting rather than driving alone, affordable
housing needs to be built in jobs-rich areas, where transit can be more competitive with the auto.
However, the transit trends in the SCAG region are working against any such policy objective.
Low-income workers are buying cars, and they are abandoning transit.

18

Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
19
Derived from American Community Survey, 2013/2017.
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A SCAG sponsored research report noted:20
“Driving is relatively easy, while moving around by means other than driving is not.
These circumstances give people strong economic and social incentives to acquire cars,
and — once they have cars — to drive more and ride transit less.”
With its below average transit job access, residents of the allocated housing are likely to have
cars or will have significant incentive to obtain vehicles improve to their employment prospects
and standards of living.
Assertions
The following facts are asserted in support of the appeal request:
(1) Lower Income Worker Transit Commuting is Declining
Low income residents are far more likely to drive alone than to commute by transit and this is
becoming increasingly so. In Orange County, workers with earnings below the poverty line are
12 times as likely to drive alone than to commute by transit. In the last seven years (2006/2010 to
2013/2017) transit commuting by workers below the poverty line has decreased by 41%. By
comparison, in Los Angeles County, below poverty line commuters are only four times as likely
to drive alone, while in the 5-county Los Angeles-Long Beach combined statistical area
(CSA).21workers below the poverty line are six times as likely to drive alone (Table 2-1). A
similar downward trend in low-income commuting is evident in both Los Angeles County and
the CSA (Figure 2-1).
The very demographic that is the primary target of affordable housing under RHNA drives alone
at a rate similar to that of all workers and is increasingly abandoning transit.
Table 2-1
Commuting by Workers Earning Less than 100% of the Poverty Line

Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Share
58.8%
68.2%
62.2%

Drive Alone
Transit per Transit
Share
Ratio
14.4%
4
5.9%
12
10.7%
6

Derived from American Community Survey, 2013/2017
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Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
21
This analysis uses the Los Angeles-Long Beach combined statistical area (the SCAG area, without Imperial
County), which is the largest labor market definition by the U.S. Office of Management and Budget. As a labor
market area, the CSA is also a housing market.
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Figure 2-1

Derived from American Community Survey

(2) Huntington Beach residents are far more likely to drive alone than to use transit.
Among Huntington Beach residents, driving alone accounts for 80% of commuting, while
transit’s market share (1.1%) is less than one half that of Orange County (2.3%). About 75 times
(7,500%) as many workers from Huntington Beach drive alone as use transit. This is more than
twice the rate of Orange County (36) and more than six times the rate of Los Angeles County
(12). The drive alone to transit ratio in Huntington Beach is also and well above that of the fivecounty CSA average of 57 times (Table 2-2).
Table 2-2
Driving Alone & Transit Commuting: 2013/2017

Huntington Beach
Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Transit
79.7%
1.1%
73.7%
6.3%
78.6%
2.2%
77.2%
1.3%

Derived from American Community Survey, 2013/2017
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Drive Alone
times
Transit
75
12
36
57

Further, bus ridership is declining in Orange County. Orange County Transportation Authority
bus ridership dropped 46 percent, from 68.9 million in 2008 to 37.3 million in 2019.22 The
COVID-19 pandemic has led to even greater ridership losses and uncertainty with respect to
when or even if, ridership will return to previous levels. It is inconceivable that there will be a
sufficient increase in Huntington Beach transit service to attract a materially larger share of
workers.
(2) 30-minute transit access to jobs from Huntington Beach is materially less than the CSA, Los
Angeles County and Orange County.
Estimates of 30-minute transit jobs access are reported by the Alltransit.cnt.org website,
sponsored by the Center for Neighborhood Technology (CNT). Estimates are provided at the
metropolitan, county, and city levels for much of the United States and specific street addresses
inquiries are available.
Alltransit.cnt.org data indicates that transit employment access from Huntington Beach is far
below that of Orange County, Los Angeles County and a number of constituent jurisdictions
(Table 2-3). 23


Approximately 134,000 jobs, overall, can be reached by transit within 30 minutes from
Huntington Beach. By comparison, 30-minute job access was 2.4 times as high in Los
Angeles County (322,000) and 1.3 times as high, on average, in Orange County
(173,000). On average 217,000 jobs can be reached by transit within the SCAG region,
1.6 times that of Huntington Beach.



Approximately 40,000 jobs requiring no more than a high school education were
accessible by transit in 30 minutes from Huntington Beach. By comparison, 30-minute
job access was 2.4 times as high in Los Angeles County (97,000) 1.3 times as high, in
Orange County (52,000) and 1.6 times as high overall in the SCAG region.
Table 2-3
30-Minute Transit Access to Jobs (Average Household)
Jobs Requiring
High School
All Jobs Education or Less
133,743
39,989
321,664
96,821
172,595
51,261
216,605
65,198

Huntington Beach
Los Angeles County
Orange County
SCAG Region
Source: Alltransit.cnt.org
22

From American Public Transportation Association Fourth Quarter Ridership Reports (https://www.apta.com/wpcontent/uploads/Resources/resources/statistics/Documents/Ridership/2008_q4_ridership_APTA.pdf and
https://www.apta.com/wp-content/uploads/2019-Q4-Ridership-APTA.pdf).
23
Center for Neighborhood Technology, All Transit, https://alltransit.cnt.org/, Data downloaded October 11, 2019.
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30-minute transit access is even less in Huntington Beach compared to jobs rich areas, especially
in central Los Angeles County. Examples are indicated in Table 2-4. This is largely due to the
higher population density and proximity to the most transit oriented major job center in the
SCAG region (downtown Los Angeles).


In three of the areas, more than 1,000,000 jobs can be accessed in 30-minutes, which is
between eight and nine times the transit access from Huntington Beach. Residents of a
number of other areas have 30-minute transit access to more than 500,000 jobs, which is
far greater than Huntington Beach transit access of 134,000.



In three areas near the densest employment center in the CSA (downtown Los Angeles),
more than 330,000 jobs can be accessed in 30-minutes, which is from 8.5 to 9.2 times the
transit access from Huntington Beach. Residents of a number of other areas have 30minute transit access to more than 150,000 jobs, which is far greater than Huntington
Beach transit access of 40,000 jobs.
Table 2-4
30-Minute Transit Access to Jobs (Average Household)
Huntington Beach & Jobs/Transit Rich Area Examples
Jobs Requiring
High School
All Jobs Education or Less
133,743
39,989

Huntington Beach
Los Angeles Historic Core
Los Angeles Bunker Hill
Los Angeles Civic Center
Mid-Wilshire
Westlake-Dockweiler
Silver Lake
Echo Park
Hollywood
Pico-Union
Boyle Heights
Westwood
Culver City
East Los Angeles

1,186,787
1,144,474
1,100,441
928,498
909,290
837,378
832,655
768,614
767,775
682,286
654,120
566,368
485,477

367,904
354,787
338,936
259,051
272,787
243,677
247,299
210,600
229,565
221,743
177,267
156,318
156,809

Source: Alltransit.cnt.org

CNT does not produce similar data for driving alone.
Comparative transit and drive alone employment access data is available from the University of
Minnesota Accessibility Observatory for 50 of the largest metropolitan areas. In 2017, the
21

average resident of the Los Angeles metropolitan area (Los Angeles and Orange County) could
reach 33 times (3,300%) as many jobs in 30 minutes driving alone as by transit.24 The
University of Minnesota does not develop estimates below the metropolitan area level, such as
for counties, municipalities or street addresses.25
(3) Actual transit access to jobs, measured by commuting behavior, is considerably higher than
that of Huntington Beach in much of the 5-county CSA.
Among Huntington Beach commuters reaching work in less than 30 minutes, 133 times as many
drive alone as use transit. This is five times the 5-county CSA rate (26), eight times the Los
Angeles County rate (17) and more than double that of Orange County, at 59 (Table 2-5).
Table 2-5
Commuters Reaching Jobs in Less than 30 Minutes (of all commuters)

Huntington Beach
Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Share
45.3%
40.2%
49.4%
43.6%

Transit Share
0.3%
2.4%
0.8%
1.7%

Drive Alone
per Transit
Ratio
133
17
59
26

Derived from American Community Survey, 2013/2017

Transit is far more competitive than in Huntington Beach in other parts of the SCAG region.
This is illustrated by ACS data for Public Use Microdata Areas (PUMAs).26 In the SCAG PUMA
with the lowest drive alone to transit ratio, only 2.3 times as many commuters drive alone as use
transit (Los Angeles County [Central]--LA City [Central/Koreatown PUMA]) Huntington
Beach’s 133 drive alone to transit 30 minute commute ratio is 58 times that figure.
Among the nation’s more than 2,300 PUMAs, the Los Angeles County [Central]--LA City
[Central/Koreatown PUMA] had the 27th highest population density in 2013/2017. It also has the
highest transit market share (27.3%) of any PUMA in the CSA. This PUMA also contains some
of the most intense transit service in the SCAG region. The region’s only station serving two
fully grade separate subway lines is in the Los Angeles County [Central]--LA City
[Central/Koreatown PUMA].

24

Derived from data in Andrew Owen and Brendan Murphy, University of Minnesota Center for Transportation
Accessibility Laboratory, Auto Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-16.pdf and Transit Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-12.pdf.
25
CNT and the University of Minnesota use different criteria for transit access.
26
PUMAs are analysis zones designated by the Census Bureau that divide the United States into areas of similar
population, averaging 130,000. PUMAs are especially helpful for examining somewhat smaller area data within
large jurisdictions, such as the cities of Los Angeles, Anaheim and Santa Ana.
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Another 17 PUMA’s have 30-minute drive alone to transit commute ratios no greater than onetenth that of Huntington Beach (Table 2-6).
Each of these PUMAs has an urban form and transit service characteristics that reflect the
underlying philosophy of Senate Bill 375, the RHNA and SCAG policies.
Table 2-6
Local Areas (PUMAs) with Less than 1/10th Huntington Beach Drive Alone to Transit Commuting Ratio
Commuters Reaching Jobs in Less than 30 Minutes (of all commuters)

Drive
Alone
Share

Drive
Alone per
Transit
Transit
Share
Ratio

Huntington Beach

45.3%

0.3%

133.2

Los Angeles County (Central)--LA City (Central/Koreatown) PUMA
Los Angeles County--LA City (East Central/Silver Lake, Echo Park & Westlake) PUMA
Los Angeles County (Central)--LA City (Southeast/East Vernon) PUMA
Los Angeles County--LA City (Central/Univ. of Southern California & Exposition Park) PUMA
Los Angeles County (Central)--LA City (East Central/Central City & Boyle Heights) PUMA
Los Angeles County (Central)--LA City (East Central/Hollywood) PUMA
Los Angeles County (Central)--Huntington Park City, Florence-Graham & Walnut Park PUMA
Los Angeles County (South Central)--LA City (South Central/Watts) PUMA
Los Angeles County (Central)--East Los Angeles PUMA
Los Angeles County (South)--Long Beach City (Southwest & Port) PUMA
Los Angeles County (North)--LA City (North Central/Mission Hills & Panorama City) PUMA
Los Angeles County--LA City (Mount Washington, Highland Park & Glassell Park) PUMA
Los Angeles County (Southeast)--Long Beach (Central) & Signal Hill Cities PUMA
Los Angeles County (South Central)--LA City (South Central/Westmont) PUMA
Los Angeles County (Northwest)--LA City (North Central/Van Nuys & North Sherman Oaks) PUMA
Los Angeles County (West Central)--LA City (West Central/Westwood & West Los Angeles) PUMA
Los Angeles County (West Central)--LA City (Central/Hancock Park & Mid-Wilshire) PUMA
Los Angeles County (Central)--LA City (Central/West Adams & Baldwin Hills) PUMA

25.3%
27.9%
28.9%
22.8%
30.6%
31.7%
32.1%
28.6%
37.8%
36.5%
37.1%
35.3%
40.5%
29.8%
34.6%
45.5%
40.7%
34.2%

11.0%
11.5%
9.5%
6.2%
7.4%
7.6%
4.4%
3.8%
4.4%
4.1%
4.1%
3.7%
3.7%
2.7%
2.9%
3.7%
3.2%
2.6%

2.3
2.4
3.0
3.7
4.1
4.2
7.2
7.5
8.6
8.8
9.1
9.6
11.0
11.2
11.8
12.4
12.7
13.2

Derived from American Community Survey, 2013/2017

Conclusion: The city of Huntington Beach has virtually no 30-minute transit access to the
richest job centers in the CSA. This is unlikely to change materially in the foreseeable future.
This is in contrast to the huge transit investments in urban rail and busways have been and are
being further developed in Los Angeles County, with the intent of materially increasing transit
access and creating a more compact urban form.
As noted above, the Huntington Beach overcrowding rate (relative to the national rate) is
considerably less than that of the SCAG region. Approximately 34% of the overall SCAG
allocation is attributable the HCD overcrowding adjustment. At this rate, the overall Huntington
Beach allocation includes 4,564 units due to the blanket application of the SCAG overcrowding
adjustment. The Huntington Beach RHNA allocation should reflect an overcrowding adjustment
of 0.31%, rather than the SCAG overall overcrowding adjustment of 6.76%, which results in a
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requested reduction of 4,354 units. When adjusted for the related residual adjustment (2,074
units), a gross reduction of 6,428 units is requested.

Issue #3: Excessive Residual Adjustment
The SCAG residual adjustment undermines and does not promote the critical objective of
socioeconomic equity and placement of housing that can be reached more quickly by transit.
This has resulted in a higher Huntington Beach RHNA allocation. The basis of this appeal
request is that the SCAG allocation undermines and does not further the following objectives
listed in subdivision (d) of Section 6558427 with respect to:


“promoting … socioeconomic equity” (Section 65584[d2]), and



“promoting an improved intraregional relationship between jobs and housing, including
an improved balance between the number of low-wage jobs and the number of housing
units affordable to low-wage workers in each jurisdiction (Section 65584[d3]).”

An objective of Subdivision (d) of Section 65584, is “Allocating a lower proportion of housing
need to an income category when a jurisdiction already has a disproportionately high share of
households in that income category, as compared to the countywide distribution of households in
that category.” However the SCAG residual adjustment to meet this objective is so high that it
materially undermines and fails to promote other objectives, which may be of greater importance
given state and regional policy priorities.
In addition, SCAG’s residual method undermines and does not promote important intentions of
SCAG’s Connect SoCal 2020-2045 Regional Transportation Plan/Sustainable Communities
Strategy, such as housing construction in transit rich areas (page 4), strategies that result in
reduced demand for single occupancy vehicle use (page 10) and land use patterns that facilitate
multimodal access to work (page 25).28
Generally, the objectives of state law and SCAG’s Sustainable Communities Strategy would be
served by a larger share of solo drivers being attracted from their cars to transit and other nonmotorized modes. Minimization of solo driving commutes requires considerably better transit job
access. State and regional policies have been adopted to seek these objectives by constructing
housing units close to jobs that can be filled by nearby resident workers.
Approximately one-third (32%) of the Huntington Beach RHNA allocation is attributable to the
SCAG residual adjustment (redistribution methodology), comprising 4,303 of the 13,337 units.
Alone among the objectives listed in subdivision (d) of Section 65584, “socioeconomic equity”
addresses fundamental human economic needs and upward mobility. By basing such a large
portion of the RHNA allocation to lower “the proportion of housing need when a jurisdiction
27

Government code 65584(d)(4).
Page numbers refer to the Sustainable Communities Strategy within the Connect SoCal 2020-2045 Regional
Transportation Plan/Sustainable Communities Strategy.
28
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already has a disproportionately high share of households in that income category…” the
potential to promote “socioeconomic equity” is materially diminished.
The methodology increases the RHNA allocation for Huntington Beach, which has little
potential to contribute to the cited objectives in comparison with other jurisdictions.
Consequences: The following factors undermine the objectives above, as follows:
The promotion of socioeconomic equity is undermined failing to apply the Huntington Beach
overcrowding rate instead of the SCAG region average rate. Residents of the new Huntington
Beach housing will have considerably less economic opportunity due to the limited transit job
access. As a result, low-income residents moving to Huntington Beach are likely to face
significant impediments to socioeconomic advancement.
The higher allocation to Huntington Beach will undermine the intraregional relationship between
jobs and housing because transit access is so limited. Conversely, the interregional relationship
between jobs and housing would be promoted by allocating a smaller number of units to
Huntington Beach.
Consistent with trends already evident in research prepared for SCAG (below29), the limited
transit job access from Huntington Beach is likely to create incentives to workers to purchase
cars. More often than not, this is likely to mean solo commuting by car and higher commuting
expenses.
The longer transit commutes could significantly reduce the incentive for some potential workers
to seek employment.
The Importance of Short Transit Commutes: Relatively short commute times are crucial for
transit to maintain its market share. In the United States, the average drive alone time is less than
30 minutes and is 26.8 minutes in Orange County. By comparison, transit commute times
average 53.6 minutes30 in Orange County, nearly double the drive alone time.
Around the country, a 30-minute standard is increasingly being used to evaluate transit and
automobile commuting. SCAG uses a 30-minute standard for auto trips, though uses 45-minutes
for transit trips in RHNA allocations. The Puget Sound Regional Council (Seattle area) uses a
30-minute standard for both auto and transit trips. The Center for Neighborhood Technology
(CNT) publishes comprehensive 30-minute transit commute data within many metropolitan
areas, including estimates from virtually any address (below). The University of Minnesota
Accessibility Observatory publishes 30-minute transit and car job access estimates for 50 of the
nation’s largest metropolitan areas (below).

29

Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
30
Derived from American Community Survey, 2013/2017.
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As the data below indicates, access to jobs by transit tends to be considerably less than by
driving alone. For RHNA to encourage transit commuting rather than driving alone, affordable
housing needs to be built in jobs-rich areas, where transit can be more competitive with the auto.
However, the transit trends in the SCAG region are working against any such policy objective.
Low-income workers are buying cars, and they are abandoning transit.
A SCAG sponsored research noted:31
“Driving is relatively easy, while moving around by means other than driving is not.
These circumstances give people strong economic and social incentives to acquire cars,
and — once they have cars — to drive more and ride transit less.”
With its below average transit job access, residents of the allocated housing are likely to have
cars or will have significant incentive to obtain vehicles improve to their employment prospects
and standards of living.
Assertions
The following facts are asserted in support of the appeal request:
(1) Lower Income Worker Transit Commuting is Declining
Low income residents are far more likely to drive alone than to commute by transit and this is
becoming increasingly so. In Orange County, workers with earnings below the poverty line are
12 times as likely to drive alone than to commute by transit. In the last seven years (2006/2010 to
2013/2017) transit commuting by workers below the poverty line has decreased by 41%. By
comparison, in Los Angeles County, below poverty line commuters are only four times as likely
to drive alone, while in the Los Angeles-Long Beach combined statistical area (CSA)32 workers
below the poverty line are six times as likely to drive alone (Table 3-1). A similar downward
trend in low-income commuting is evident in both Los Angeles County and the CSA (Figure 31).
The very demographic that is the primary target of affordable housing under RHNA drives alone
at a rate similar to that of all workers and is increasingly abandoning transit.

31

Michael Manville, Bryan Taylor and Evelyn Blumenberg, “Falling Transit Ridership: California and Southern
California,” January 2018. https://www.scag.ca.gov/Documents/ITS_SCAG_Transit_Ridership.pdf.
32
This analysis uses the Los Angeles-Long Beach combined statistical area (the SCAG area, without Imperial
County), which is the largest labor market definition by the U.S. Office of Management and Budget. As a labor
market area, the CSA is also a housing market.
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Table 3-1
Commuting by Workers Earning Less than 100% of the Poverty Line

Los Angeles County
Orange County
Los Angeles-Long Beach CSA

Drive Alone
Share
58.8%
68.2%
62.2%

Transit Share
14.4%
5.9%
10.7%

Drive Alone
per Transit
Ratio
4
12
6

Derived from American Community Survey, 2013/2017
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Figure 3-1

Derived from American Community Survey

(2) Huntington Beach residents are far more likely to drive alone than to use transit.
Among Huntington Beach residents, driving alone accounts for 80% of commuting, while
transit’s market share (1.1%) is less than one half that of Orange County (2.3%). About 75 times
(7,500%) as many workers from Huntington Beach drive alone as use transit. This is more than
twice the rate of Orange County (36). Huntington Beach also has the highest ratio of drive alone
commuting to transit commuting among the larger Orange County cities (Table 3-2).
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Table 3-2
Driving Alone & Transit Commuting: 2013/2017
Huntington Beach and Other Large Orange County Cities

Huntington Beach

Drive Alone
Share
79.7%

Anaheim
Costa Mesa
Fullerton
Garden Grove
Irvine
Orange
Santa Ana

76.9%
77.4%
77.9%
79.8%
77.2%
80.3%
73.4%

Drive Alone
per Transit
Transit Share
Ratio
1.1%
75
3.4%
2.4%
2.6%
2.3%
1.2%
1.7%
5.8%

22
32
31
35
62
46
13

Derived from American Community Survey, 2013/2017

Further, bus ridership is declining in Orange County. Orange County Transportation Authority
bus ridership dropped 46 percent, from 68.9 million in 2008 to 37.3 million in 2019.33 The
COVID-19 pandemic has led to even greater ridership losses and uncertainty with respect to
when or even if, ridership will return to previous levels. It is inconceivable that there will be a
sufficient increase in Huntington Beach transit service to attract a materially larger share of
workers.
(3) Thirty minute transit access to jobs from Huntington Beach ranks the lowest among the eight
largest cities of Orange County, and well below many other areas of the CSA, according to data
from the Center for Neighborhood Technology (Table 3-3).34


Approximately 134,000 jobs, overall, can be reached by transit within 30 minutes. By
comparison, the average for the other seven largest cities in Orange County (246,000)
was 1.8 times that of Huntington Beach. Transit commuters could access an average of
403,000 jobs in 30 minutes from Santa Ana (403,000), a rate three times that of
Huntington Beach.



Approximately 40,000 jobs requiring no more than a high school education were
accessible by transit in 30 minutes from Huntington Beach. By comparison, the average
for the other seven largest cities in Orange County (79,000) was 1.8 times that of
Huntington Beach. Transit commuters could access an average of 119,000 jobs in 30
minutes from Santa Ana (403,000), a rate three times that of Huntington Beach.

33

From American Public Transportation Association Fourth Quarter Ridership Reports (https://www.apta.com/wpcontent/uploads/Resources/resources/statistics/Documents/Ridership/2008_q4_ridership_APTA.pdf and
https://www.apta.com/wp-content/uploads/2019-Q4-Ridership-APTA.pdf).
34
Center for Neighborhood Technology, All Transit, https://alltransit.cnt.org/, Data downloaded October 11, 2019.
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CNT does not produce similar data for driving alone. CNT does not produce similar data for
driving alone.
Comparative transit and drive alone employment access data is available from the University of
Minnesota Accessibility Observatory for 50 of the largest metropolitan areas. In 2017, the
average resident of the Los Angeles metropolitan area (Los Angeles and Orange County) could
reach 33 times (3,300%) as many jobs in 30 minutes driving alone as by transit.35 The
University of Minnesota does not develop estimates below the metropolitan area level, such as
for counties, municipalities or specific addresses.36
Table 3-3
30-Minute Transit Access to Jobs (Average Household)
Huntington Beach and Other Large Orange County Cities

Huntington Beach

Jobs Requiring
High School
All Jobs Education or Less
133,743
39,989

Anaheim
Costa Mesa
Fullerton
Garden Grove
Irvine
Orange
Santa Ana

219,497
292,009
169,809
227,677
182,345
224,776
403,380

69,800
82,347
54,339
69,669
48,139
68,781
118,594

Source: Alltransit.cnt.org

(4) Actual transit access to jobs, measured by commuting behavior, is superior to that of
Huntington Beach in much of Orange County.
Among Huntington Beach commuters reaching work in less than 30 minutes, 133 times as many
drive alone as use transit (Table 3-4). This is more than double the Orange County average of 59
solo driving commuters per transit commuters. Huntington Beach commuters drive alone more
in relation to transit commuting than in any of the other seven largest cities in Orange County.
Huntington Beach commuters drive alone at 7.5 times the rate of highest ranking Santa Ana,
where there are only 18 solo driving commuters per transit commuter (Table 3-4).

35

Derived from data in Andrew Owen and Brendan Murphy, University of Minnesota Center for Transportation
Accessibility Laboratory, Auto Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-16.pdf and Transit Access Across America: 2017, 2018, http://cts-d8resmodprd.oit.umn.edu:8080/pdf/cts-18-12.pdf.
36
CNT and the University of Minnesota use different criteria for transit access.
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Table 3-4
Commuters Reaching Jobs in Less than 30 Minutes (of all commuters)
Huntington Beach and Other Large Orange County Cities

Drive Alone
Share

Drive Alone
per Transit
Transit Share
Ratio

Huntington Beach

45.3%

0.3%

133

Anaheim
Costa Mesa
Fullerton
Garden Grove
Irvine
Orange
Santa Ana

45.4%
59.7%
43.2%
47.2%
57.6%
50.9%
50.9%

1.1%
1.3%
0.6%
0.7%
0.6%
0.5%
2.9%

41
45
67
70
92
93
18

Derived from American Community Survey, 2013/2017

Conclusion: A more modest residual adjustment would better promote far more socioeconomic
equity, while still easing the challenges faced by disadvantaged cities. For example, a residual
adjustment to 20% of the current method to jurisdictions with richer transit and jobs
environments could benefit a large number of households by placing housing where the
opportunities for upward mobility are better, while moderating the allocations for disadvantaged
cities.
Based on the above, a reduction in the Huntington Beach RHNA residual adjustment of 3,442
units is appropriate (4,303 units reduced by 80%).
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APPENDIX: CALCULATION OF ESTIMATES
Issue #1: Over-Estimation of HQTA Allocation
1
2
3
4
5
6
7
8

Huntington Beach RHNA Allocation (Table: HQTA Population Share)
Basis of Requested Revision
Population in HQTAs (SCAG): 2045
Our Estimate: 2045
Reduction in HQTA Population
Requested Reduction in Units Based on HQTA Population
Impact of Reduction on Residual Allocation
Total Reduction in Units

3,059
75,832
14,963
-80.3%
(2,455)
(1,170)
(3,625)

Issue #2: Failure to Apply a Specific Huntington Beach Overcrowding Adjustment

1
2
3
4
5
6
7
8
9
10
11
12

Huntington Beach RHNA Allocation (Table: Total RHNA)
Basis of Requested Revision
HCD RHNA Allocation: SCAG Region
HCD RHNA Overcrowding Allocation: SCAG Region
HCD: SCAG Region Allocation Attributable to Overcrowding
Portion of Huntington Beach Allocation Attributable to Overcrowding
HCD SCAG Region Overcrowding Factor
Huntington Beach Overcrowding Factor
Huntington Beach Factor Compared to SCAG
Requested Reduction in Units Based on Overcrowding
Impact of Reduction on Residual Allocation
Total Reduction in Units

13,337
1,341,827
459,134
34.22%
4,564
6.760%
0.310%
-95.414%
(4,354)
(2,074)
(6,428)

Line 1: From Table: RHNA Allocation inputs for Huntington Beach city: "TOTAL RHNA FOR ..."
Line 6: Line 5 (*) Line 4
Line 7: Excess SCAG Overcrowding Rate Compared to National (ACS 2013-2017)
Line 8: Excess Huntington Beach Overcrowding Rate Compared to National (ACS 2013-2017)
Line 9: Line 8 reduction from Line 7
Line 10: Line 6 (x) Line 9
Line 12: Line 10 (+) Line 12

Issue #3: Excessive Residual Adjustment
Huntington Beach RHNA Allocation (Table: Residual Factor)
Basis of Allocation
Proposed Reduction in Units
Requested Reduction in Units
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4,303
-80.0%
(3,442)

RHNA Allocation inputs for Huntington Beach city
Forecasted household (HH) growth, RHNA period:

427

Vacancy Adjustment

13

Replacement Need

2

TOTAL PROJECTED NEED:

441

Existing need due to job accessibility (50%)

5534

Existing need due to HQTA pop. share (50%)

3059

Net residual factor for existing need^

4303

TOTAL EXISTING NEED

12896

TOTAL RHNA FOR HUNTINGTON BEACH CITY

13337

Pct of total

Very-low income (<50% of AMI)

3651

27.4%

Low income (50-80% of AMI)

2179

16.3%

Moderate income (80-120% of AMI)

2303

17.3%

Above moderate income (>120% of AMI)

5204

39.0%

^Negative values represent a lower-resourced community with good job and/or
transit access having its allocation capped. Positive values represent this amount
being redistributed to higher-resourced communities based on their job and/or
transit access.
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