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I. intRoduction

As part of California’s legislative mandate to reduce greenhouse gas 
emissions to 40 percent below 1990 levels by 2030 and 85 percent 
below 1990 levels by 2045,1 Governor Newsom and the California Air 
Resources Board (CARB) have committed the state to a complete 
phaseout of new gasoline-powered automobile sales by 2035.2 The 
transition to 100 percent zero-emission vehicle (ZEV) sales (largely 
battery-electric vehicles) will require massive investment in electric 
vehicle (EV) charging infrastructure throughout California, the other 
12 states (representing over 40 percent of US light-duty vehicles) that 
have adopted the phaseout target,3 and eventually the entire country. 

Ensuring that California’s priority populations are included in and benefit from the 
ZEV transition–through enhanced mobility, improved air quality, and greater affordabil-
ity–in a timely manner will rely heavily on ensuring equitable access to this charging 
infrastructure across California.a Priority populations are most likely to face structural 
barriers to charging access such as residence in rented and multifamily dwellings (lack-
ing dedicated parking spaces and control over charger installation), limited available 
capital, and older building stock with limited electrical grid infrastructure, among many 
others.4 As a result, these Californians are among those most likely to rely on publicly 
accessible charging infrastructure to require proactive policy support and investment 
to develop that infrastructure, and to benefit from the cost savings and air quality 
improvements that zero-emissions mobility can bring.5 

The California Energy Commission (CEC) estimates that nearly 1.2 million public and 
shared private chargers will be needed to support the 8 million EVs anticipated to be 
on California roads by 2030, and over 2 million by 2035 (including over 600,000 in 
multifamily dwellings alone).6 And with more than 29 million automobiles on the road 
in California, many more publicly accessible chargers will be needed to serve a fully 
electrified vehicle fleet in the state. As of March 2024, publicly accessible chargers in 
California hover around 105,000.7 

a “Priority populations” is a definition used by California climate policymakers to collectively describe 
Disadvantaged Communities (as defined by the CalEnviroScreen 4.0 set of environmental burden 
and demographic indicators) and low-income communities and households (at or below 80 percent 
of statewide median income). These households and communities are prioritized in many state 
and local climate planning and investment programs, such as the California Climate Investments 
program.

7  c e n t e R  F o R  l Aw,  e n e R gy  &  t h e  e n v i R o n m e n t 
 p R o s p e ct  s i l i co n  vA l l e y



California leaders have invested in a number of programs to expand the state’s charging 
infrastructure network, including the CEC-led CALeVIP program that funds publicly ac-
cessible charging, CPUC-approved electric utility investments8 and CARB- and CEC-funded 
pilot programs such as Clean Mobility Options and Communities in Charge, which are 
providing hundreds of millions of dollars for charging at apartments and workplaces, 
mobility hubs, and innovative community mobility pilots. Federal programs such as 
the Alternative Fuel Infrastructure tax credit and Charging and Fueling Infrastructure 
and National Electric Vehicle Infrastructure grants provide additional funding. But 
even these programs will be insufficient to meet the total funding gap–highlighting 
the need for replicable investment models to provide charging for all.

According to one estimate by the California Public Utilities Commission (CPUC) Public 
Advocates Office, the nearly 1.25 million publicly accessible chargers needed to meet 
state vehicle targets could cost approximately $31 billion to install, of which only 
$4.8 billion will come from existing allocated state funds.9 The remaining $26 billion 
will require a combination of private capital (such as from EV charging companies 
and property owner investments) and new revenue sources.10 At the local level, for 
example, the City of Oakland’s equity-focused ZEV Action Plan estimates a potential 
funding need of $200 million by 2030 and $730 million by 2045 for public Level 2 and 
DC Fast charging in the city, with a range of public and private sources available to 
meet the need but few concrete pathways identified.11 One National Renewable Energy 
Laboratory estimate found that the charging network needed to support an anticipated 
33 million EVs nationwide in 2030 could require cumulative investment of up to $127 
billion, including $55 billion for publicly accessible charging.12 While businesses and 
multifamily property owners in wealthier communities may be willing to pay a higher 
proportion of these costs (with higher rates of local EV adoption and thus likelihood 
of charger use, plus greater access to capital), priority populations are likely to face 
a significant funding gap for publicly accessible EV chargers.

Given the importance of publicly accessible charging for priority populations, the 
structural barriers they face, and the practical challenges of rapidly developing new 
energy and transportation infrastructure, it is clear that local governments will need 
to craft deliberate strategies for everything from site selection and community en-
gagement to streamlined permitting and public-private partnerships. Given the many 
billions of dollars needed to make this charging a reality over the coming decade and 
the limitations of city and county budgets, it is equally clear that funding and financing 
innovations will be necessary. While the sheer volume of chargers and funding needed 
to meet future demand is significant, local leaders will need to carefully design pro-
grams to meet communities’ mobility needs–rather than simply increase infrastructure 
counts–to promote EV interest and access for all.13 They will also need to ensure that 
revenue sources themselves are equitable, reliable, long-term, and developed through 
community partnerships.14

Prospect Silicon Valley (ProspectSV) and the Center for Law, Energy and the Environ-
ment at UC Berkeley School of Law (CLEE) convened an advisory group of experts in 
climate and public finance, clean mobility, and city infrastructure investment to devel-
op innovative proposals to address this challenge. Strategies discussed by the group 
ranged from microfinancing for owner-occupant charger installations and cooperative/
community trust ownership models to state-subsidized electricity for charging in un-
derserved communities, reduced cost-share requirements for infrastructure grants, 
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and the state as a first-loss funder to induce private investment in areas with lower 
charging demand. The group also considered strategies such as:

• Monetizing Low Carbon Fuel Standard credits earned through provision of 
electricity for charging to fund capital investments in charging infrastructure 
or charging subsidies for priority communities.

• Adapting federal and state purchase incentives to fund EV car-share par-
ticipation.

• Connecting curbside chargers to neighboring behind-the-meter building elec-
trical infrastructure, simplifying permitting and utility approval processes.

• Establishing monthly flat-rate (rather than per-kilowatt-hour) charging fee 
arrangements to deliver lower total costs for high-certainty charging users, 
such as ride-hailing and taxi service drivers.

• Using standard City contracting arrangements to accelerate EV charger in-
stallations,  such as master lease and franchise agreements (to settle all 
financial and technical terms in advance of individual site selection and 
engineering); tolling agreements (giving the public entity control of site 
selection and uptime and the private entity financial protection against low 
utilization through a flat fee) and pro forma asset transfer agreements (with 
charging infrastructure transferring to or from a public entity at a pre-agreed 
date and price).

This document outlines the top financing and revenue strategies identified by the 
group to bring city-scale charging and mobility infrastructure solutions to fruition.
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II. how locAl goveRnments 
ARe AppRoAching chARging 
inFRAstRuctuRe

Local governments in California and other jurisdictions are taking 
varied approaches to EV charging and mobility infrastructure, and 
these approaches will shape what investment and financing strategies 
are most likely to advance access and equity. 

An analysis by the C40 cities coalition identified a range of city government roles 
(regulations/permitting, funding/incentives, public-private partnerships, planning/zoning, 
awareness/education) and governance approaches (governance-, private sector-, and 
utility-driven) in EV charging infrastructure decision-making, finding that cities should 
conduct needs assessments, establish governance bodies dedicated to EV infrastructure, 
and develop EV-specific legal, regulatory, administrative, and urban space management 
strategies to ensure infrastructure access.15

In California, EV adoption has grown to over 25 percent of all new automobile sales 
in 2023.16 (Nationwide, EVs were approximately 7.5 percent of sales.) Vehicle costs are 
declining, manufacturers are offering more models, and the 2022 Inflation Reduction Act 
extended and income-capped federal EV purchase incentives and made them available 
for used vehicles.17 At the same time, public charging can be spotty and scarce, with 
a number of competing market players facing maintenance and operability challenges, 
and Tesla chargers becoming more widely accessible to non-Tesla drivers but unevenly 
distributed in communities throughout the state.18 Significant federal grants are avail-
able through the 2022 Infrastructure Investment and Jobs Act, as are tax credits for 
charging infrastructure in rural and lower-income communities under the Inflation 
Reduction Act,19 but cities and counties have limited capacity to obtain these funds 
and integrate them into coherent local strategies. However, certain approaches are 
emerging at the city level to facilitate greater investment:

• Curbside permitting: Some cities have established planning processes 
specifically for curbside charging–identifying appropriate locations that do 
not conflict with other transportation needs, setting design and accessibility 
requirements, and developing permits tailored to private EVSE investment.20
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• Curbside pilots: Several jurisdictionsb have experimented with streetlight- 
and utility pole-mounted curbside charging, which eliminates the need for 
curb disruption and can take advantage of existing electrical capacity, re-
ducing the cost and complexity of bringing charging to public spaces and 
potentially supporting public EV car-share programs to meet the needs of 
underserved communities.21  

• Multifamily properties: Local (and state) programs are testing a range of 
approaches to address the complex financing and infrastructure challenges 
of multifamily charging, including focusing on Level 1 charging to provide 
initial charging access22 before large-scale electrical upgrades can be made, 
dwelling-proximate charging clusters for properties that are too costly to 
upgrade, and car-share programs.23

• Public parking garages: Cities are investigating public and private invest-
ment in municipal lots and installation mandates for commercial lots, taking 
advantage of spaces already committed to vehicle parking, existing electrical 
infrastructure and wall/overhead spaces for mounting chargers, and medium- 
and long-term parking intervals well suited to charging.24

• Comprehensive action plans: Local agencies are beginning to craft for-
mal, comprehensive ZEV action plans that commit city leaders to specific 
actions to promote the local transition to zero-emission mobility, including 
public and curbside charging strategies, multifamily building incentives and 
mandates, mobility hubs, permitting and agency coordination improvements, 
and engagement and community participation.25

While local governments will play a central role in crafting equity-focused approaches to 
EV and mobility infrastructure, in most cases this infrastructure will likely be provided 
by non-government actors seeking revenue-positive projects. To ensure investment 
in priority communities, local governments will need to both leverage their planning 
and permitting capacities and pursue funding and financing coalitions that include a 
mix of public and private partners.   

b For detailed discussion of city curbside and public charging pilots and equity implications, see Ted 
Lamm and Malcolm Johnson, Center for Law, Energy & the Environment, Case Studies: City Public 
& Curbside EV Charging Strategies (March 2024), available at https://www.law.berkeley.edu/research/
clee/ev-equity/our-publications/curbside-ev-charging-strategies/. 
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III. Funding, FinAncing, And 
investment stRAtegies to suppoRt 
equitAble mobility inFRAstRuctuRe 
deployment

Research and work with advisory group experts surfaced a number 
of potential strategies to address the challenge of funding the capital 
and operational costs of charging and mobility infrastructure in 
underserved communities. These include a mix of revenue strategies 
and alternative strategies to reduce the cost of installations (providing 
“revenue” through savings or otherwise accelerating investment). 

These strategies are divided into two groups: local coalition approaches that could 
form the basis of one or more local government-led pilot programs; and supporting 
revenue strategies that could support these pilots and more with large-scale clean 
mobility funding. These strategies largely focused on investment in public spaces, in-
tended to support and fill the gaps where convenient home and workplace charging 
remain infeasible.

While this report does not rank or score the proposals, key criteria for evaluation 
could include the extent to which a proposal:

• Is specifically designed to meet the mobility needs of priority communities

• Is structured around infrastructure/components that are likely to draw mul-
tiple funding streams

• Engages the strengths of local governments and identifies clear partnership 
pathways

• Has the potential to scale from pilot to community- and jurisdiction-wide 
impact

It is crucial that any coalition or local government-led strategy to advance zero-emis-
sion mobility investment in underserved communities be built on a foundation of 
community needs assessment and engagement in project design and site selection. As 
detailed in The Greenlining Institute’s Mobility Equity Framework, direct community 
involvement in decision-making processes is essential to ensure that projects actually 
increase mobility, reduce air pollution, and enhance economic opportunity in commu-
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nity-relevant ways. Truly equitable mobility coalitions will include community partners 
and robust engagement processes.

1. LOCAL COALITION APPROACHES

These approaches include a group of potentially overlapping strategies that could 
conceivably fit together to provide overlapping financial support for a suite of local 
clean mobility options: utilization support, fleet charging, and TNC partnerships could 
provide revenue for high-priority public EV charging and mobility hubs, all described 
below. Meanwhile, city and philanthropic support for home-to-curbside charging could 
create a low-cost bridge to support near-term EV adoption for those who lack private 
charging.

a. City utilization support incentive and fleet charging

Local governments seeking to support access to EV and zero-emission mobility 
infrastructure in underserved and lower-income communities often face the challenge 
of uncertain or low anticipated charger utilization deterring investment by private 
EVSE developers, which primarily focus on areas that currently exhibit high demand 
(and thus secure utilization and revenue). To jumpstart EVSE deployment in priority 
communities that currently lack high demand and its associated revenue stability, 
local governments could lead public-private coalitions that incentivize investment 
through utilization support and priority site selection. Such a program might include 
the following components:

• Real estate marketplace: The city would partner with a spatial data an-
alytics firm to identify underutilized real estate (e.g., parking facilities, gas 
stations, commercial sites with excess parking, or vacant lots) in key loca-
tions within priority communities where EVSE developers can install charging 
infrastructure, coupled with trip data and mobility analytics to identify high 
priority destinations. The city would host or sponsor a virtual “marketplace” 
to connect EVSE developers to land owners and help obtain low-cost leases 
and access agreements. Best-fit locations could include or overlap with clean 
mobility hubs (described below).

• Fleet charging: To ensure baseline utilization, the city would work with the 
EVSE developer to negotiate a commitment for fleet charging at the site, 
either by a city vehicle fleet or a private fleet willing to guarantee a minimum 
level of utilization at designated hours. At all other times, chargers would be 
publicly accessible for the community, enabling the charging to serve as a 
community mobility asset and promoting eligibility for many EVSE incentive 
programs.c Or, a fleet charging commitment could be provided through a 
TNC partnership (described below) which would entail charging at various 
times by community members who drive for TNCs.

c Shared fleet/public use of chargers may not be feasible for critical fleet vehicles such as police and 
other first responders.
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• Utilization support: To ensure revenue sufficient for EVSE developers to 
justify investments, the city or a private financial institution would provide 
“utilization support” in the form of a minimum payment guarantee if charger 
utilization is below a predetermined threshold (subject to the developer’s 
meeting minimum uptime and maintenance requirements). Payments would 
decline after the first year of installation and phase out completely over time 
(with the expectation that charging site familiarity and broader EV adoption 
patterns will sustain future demand) and the public or private guarantor 
could be entitled to a portion of future revenues should they exceed a 
predetermined threshold in a “pay for success” model.26 

Locating candidate sites that meet both community and fleet needs and can reach 
financial sustainability in short order could prove challenging; however, for dense cit-
ies seeking to electrify fleets but lacking in dedicated parking (or capital) to secure 
charging, the shared model could prove vital. To ensure safety and operational utility 
for potential fleet partners, parking areas must be spatially relevant to the fleet’s op-
erations and must provide adequate lighting among other measures to monitor and 
secure vehicles in the space. 

In addition, while either public or private fleet partners could fulfill charger utilization 
needs, political considerations may limit the range of viable private partnership options; 
some private companies seeking to electrify their fleets (e.g., delivery services, autono-
mous vehicle companies, TNCs) may have controversial reputations or relationships with 
public agencies that could strain partnership efforts. Accordingly, public agencies with 
significant light-duty fleets and limited-time vehicle usage (e.g., parking enforcement) 
and local companies may offer the most feasible utilization support pathways. And 
while direct financial support to ensure a private EVSE provider’s revenue bottom line 
could prove challenging for local governments to fund alone, the promise of secure 
charging for city vehicles, investment in priority communities, and potential upside 
payments if a project is successful could make the case for a program.27

Additional Considerations

• What level of utilization support would be necessary to secure private in-
vestment and what level of future revenue sharing (“pay for success”) would 
be feasible?

• What city light-duty fleets are preparing for electrification in the near term 
and what fleets are best suited to charger-sharing with community drivers?

• Can the utilization support agreement include mechanisms to secure long-
term O+M commitments?

b. TNC driver community partnerships

Transportation network companies (TNCs) like Uber and Lyft are a key element of the 
modern mobility landscape and collectively drive millions of vehicle miles per year. 
Under California’s Clean Miles Standard, these companies are required to ensure that 
an increasing portion of the total miles driven by in-service vehicles are driven by 
zero-emission vehicles, from 4 percent in 2024 to 90 percent by 2030.28 As a result, 
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these services will need to encourage California drivers to shift largely to EVs over the 
coming five years, including by promoting access to affordable charging throughout 
the areas drivers serve. (Uber and Lyft are both targeting system-wide electrification 
through a mix of driver incentives, EV rental programs, and some charging support, 
alongside existing state and federal programs.29) While driver demographic data is 
challenging to obtain, TNC drivers are diverse and deliver a large proportion of rides 
to or from lower-income communities and to lower-income customers (according to 
Lyft for example, over 70 percent of drivers are members of a community of color, 
median rider household income is $55,000, and 43 percent of rides start or end in 
lower-income communities in the US.30) This means that access to charging in low- 
and moderate-income communities and communities of color will likely be vital to 
TNCs’ ability to make the electrification transition in a way that is cost-effective and 
convenient for drivers.

Publicly accessible charging infrastructure in these areas could both help TNCs meet 
their electrification targets and provide charging access to community members 
seeking to switch to EVs for private use. City leaders could work with TNCs–as part 
of comprehensive charging priority zone selection–to identify communities where a 
high proportion of TNC drivers live that overlap with other city priorities regarding 
equity and charging access, such as lower-income communities and areas with dense 
multifamily housing. City leaders can target initial public charging installation in these 
communities and obtain cost-share from TNCs as part of their driver electrification 
support programs. TNCs could highlight these chargers in their existing charger-location 
support apps and subsidized charging rates for drivers, leveraging the investment to 
attract drivers to their networks and facilitate their fleets’ EV transition. TNCs could 
also co-brand the charging infrastructure (alongside city and EVSE developer partners) 
and promote it in public-facing materials as a community investment. 

These partnerships, in turn, would ensure a baseline level of charger utilization needed 
to support private EVSE installation. And since the California Public Utilities Commission 
has identified a significant cost premium for TNC driver charging due to reliance on 
public DC Fast charging,31 a commitment to community-scale Level 2 charging (for 
longer periods when vehicles are not in service), could help drivers save costs as well.

Additional Considerations

• What EVSE/charging hub amenities are needed for TNC drivers’ use case?

• As community use increases, will TNC drivers have sufficient access to char-
gers to make them reliable for business use? What strategies (restricted 
hours, driver verification, parking enforcement) could be used to meet TNC 
driver needs while still promoting community access?

• How can TNCs and cities link the infrastructure to EV carshare programs 
and promote ride-sharing on the TNC services?

• Can charging partnerships also include traditional taxi companies, which are 
not subject to California’s Clean Miles Standard but still need to transition 
to EV fleets and serve (and employ) highly diverse populations?
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c. Clean mobility hubs

The primary concept of a mobility hub is to serve as a connectivity point for various 
modes of transportation, such as walking, biking, transit, and shared mobility. These 
hubs can offer a wide range of integrated mobility services, amenities, and technologies 
that help build transportation equity in underserved neighborhoods by addressing the 
first and last mile of an individual’s trip. As the Bay Area Metropolitan Transportation 
Commission notes in its Mobility Hub Implementation Playbook, hubs are a tool for 
local governments “to flexibly design and integrate a variety of sustainable trans-
portation options to enhance connectivity” across regions using a “combination of 
incremental funding sources.”32

Typically, these hubs utilize a combination of public and private funds and/or part-
nerships to implement more cohesive and integrated transportation systems within 
communities. A recently launched clean mobility hub in Sacramento presents an ex-
ample of the variety of mobility services that can be made available in underserved 
communities as a result of leveraging multiple funding streams. 

The Net Zero Mobility Hub33 in Del Paso Heights (DPH), Sacramento, CA is an inno-
vative transportation outlet designed to improve health and economic equity in the 
Del Paso Heights neighborhood and surrounding areas by providing a diverse set of 
zero and low-emission transportation options. The DPH Mobility Hub is operated by 
Green Tech Education and Employment (Green Tech)34 in partnership with Sacramento 
Metropolitan Air Quality Management District and other local nonprofits. The DPH 
Mobility Hub helps fulfill Green Tech’s goal by building transportation equity in frontline 
neighborhoods, and improving quality of life through cleaner air and greater access 
to socioeconomic resources such as jobs, education, and healthcare.

The DPH Mobility Hub includes an array of supporting components including an electric 
shuttle bus, electric bikes, scooters, electric vehicle charging stations, bike racks, charging 
benches, and green space.35 The Hub also hosts four programs: Net Zero Student 
Ride Hail Program; Plan, Share, Go Program; Community CarShare; and Microtransit.

• Net Zero Student Ride Hail Program: An EV Shuttle Bus provides free 
rides to students in need of transportation. Through this program, school-
age youth have greater access to job training and educational programs. The 
shuttle also provides transportation to medical care centers and workplaces.

• Plan, Share, Go Program: The Plan, Share, Go Program identifies the most 
in-use routes by community members in need of transportation (job centers, 
hospitals, schools, churches, etc.) and provides rides from the DPH Mobil-
ity Hub or a predetermined location via pre-planned routes. This program 
utilizes three EV Kias driven by paid drivers.

• Community CarShare: Our Community CarShare Sacramento Pilot Project 
(OCCS)36 is a cost-sharing transportation program partnered with Zipcar 
located in communities throughout Sacramento. The program provides an 
opportunity for individuals living in disadvantaged communities that fall within 
or near the 25% percentile for low-income in CalEnviroscreen 3.0, as de-
fined by California Air Resources Board (CARB), to access electric vehicles 
and other alternative transportation modes. Residents can reserve clean, 
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zero-emission vehicles to run errands, get to appointments, and take local 
trips. Membership in the program is free.

• Microtransit (Lyft Concierge): The site was officially launched in Septem-
ber 2023. Services provide over 350 weekly trips to over 200 community 
members. 

By combining multiple forms of clean mobility infrastructure at a single physical site, hubs 
enable cities to pull together multiple public and private funding streams, partnerships, 
and resources. The DPH Mobility Hub was able to gather funding for clean mobility 
infrastructure and services from the California Greenhouse Gas Reduction Fund and 
Clean Mobility Options program, private donations, and provision of the project site 
at zero cost by the city. The hubs can also bring together other strategies outlined 
above, including identifying underutilized real estate in key locations within priority 
communities where the hub and other services can be built, and partnering with ride-
share and TNC companies like ZipCar and Lyft.

Additional Considerations

• Beyond grants, what private investments or partnerships align with the goals 
of clean mobility hubs?

• What broad coalition of partners can enable a city to pursue a variety of 
funding opportunities (I.e., regional, community groups, workforce development, 
educational institutions)? How can cities begin to form these partnerships?

d. Authorizing residential charging cords across the sidewalk

As a general matter, city laws governing the public right-of-way prevent residents from 
running charging cables from homes across the sidewalk to curbside parking spaces, 
due to concerns around safety and privatization of public space. But for ground-floor 
residents who lack access to dedicated off-street garages or driveways, this practice 
offers the most immediate, affordable way to charge an EV at home and overnight. 
Several cities are turning toward formal approval of this application–subject to design, 
safety, and time-of-use requirements–as an alternative to rapidly expand residential 
charging access that involves none of the public costs or commitments of permanent 
curbside charging stations.

Leading examples include programs in Portland, Seattle, and Washington, DC that 
allow residents to extend charging cords across the street to vehicles parked at the 
curbside, subject to compliance with a published set of cord cover guidelines.37 Oth-
er cities are actively considering the practice as part of their ZEV plans.38 Crucially, 
no permit is required as long as guidelines are followed–the programs consider the 
practice approved or permitted by right, subject to compliance. In each of these cities, 
guideline enforceability is derived from existing city code that regulates private occu-
pation of the PROW and authorizes the city to remove such structures. Key guideline 
components for the existing programs include:

• Only Level 1 charging cords may cross the PROW; Level 2 is prohibited. 
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• Charging cords must be covered by a highly visible and stable cable ramp/
cord cover while in use.

• Cord covers must comply with specifications for height, width and ramp 
steepness that adhere to ADA requirements. These covers are widely com-
mercially available, and are of the sort frequently used during sidewalk con-
struction work.

• Residents must disconnect and remove charging cables when not in active 
charging use, and standard parking rules apply.

• Residents must use a charging outlet that is connected to their own utility 
account.

• Failure to abide by the guidelines may result in equipment removal and 
public space restoration at the user’s expense, and/or fines.

While this type of program would not constitute “financing” in a traditional sense, 
city governments should consider it as a near-term solution to accelerate charging 
access for EV drivers who do not have dedicated parking spaces to charge their ve-
hicles (i.e., ground-floor renters and homeowners without driveways or garages). The 
cost and time savings associated with this approach–tens or hundreds of dollars per 
charger rather than thousands, no permits reviewed or issued, no public capital or 
labor expenditure–should be considered equivalent to potentially millions of dollars in 
revenue dedicated to expanding access to EVs, in particular lower-income drivers. Cities 
could partner with financial institutions or air districts to offer free code-compliant 
cord covers and high-quality extension cords for residents of priority communities 
to accelerate uptake, ensure safety, and promote equity. Cities could also explore 
including Level 2 charging in the approach to meet the needs of larger batteries and 
greater charging convenience. While the approach likely does not constitute a long-term 
solution for citywide charging, it can play a central, low-cost role in a comprehensive 
city approach that meets the needs of all residents.

Additional Considerations

• What additional safety and design measures are needed to allow Level 2 
charging under this approach?

• How can cities integrate charger-sharing so multiple residents can use a 
single installation?

• How can private entities and financial institutions contribute (e.g., free cord 
covers and hardware) to facilitate greater access for lower-income drivers? 

2. SUPPORTING REVENUE STRATEGIES

These proposals present opportunities for large-scale local and state revenue streams 
dedicated to EV charging and zero-emissions mobility infrastructure, as well as an 
option to reduce costs for users. They can provide core funding for the coalition 
approaches described above.
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e. State green bank financing programs

State green banks and infrastructure banks use public funds to provide bonds, credit 
enhancement, and financing for public infrastructure. California’s Infrastructure and 
Economic Development Bank (IBank) is one such institution with a set of programs 
that fund climate-related infrastructure, including a Climate Catalyst Fund (CCF) that 
provides low-cost financing for specific sectors of decarbonization and resilience in-
frastructure in need of accelerated capitalization.39 The IBank could use the CCF to 
provide financing for cities to make capital investments in public charging infrastructure 
in underserved communities where private investment has been slowest to emerge, 
with repayment made from charging revenues but without traditional financing interest 
rates. California Law already authorizes IBank to incorporate EV charging infrastruc-
ture into the CCF program, but IBank would have to take a few key steps–issuing a 
new financing plan and securing seed capital, potentially from new federal funding 
sources–to launch the program.40

The I-Bank’s authorizing legislation directs it to use the CCF to finance climate-related 
“catalyst projects” that classify into one of five possible categories, subject to compli-
ance with a set of procedures. To date, IBank has developed programs for financing 
climate-smart agriculture, forest biomass, and clean energy transmission projects; EV 
charging infrastructure falls within the scope of two remaining eligible project catego-
ries, which cover projects using federal funds for projects that avoid GHG emissions 
and using federal Greenhouse Gas Reduction Fund (GGRF, described below) financing 
for projects that meet state climate and equity goals.d 

To add a new project category, I-Bank must develop a new financing plan that lays out 
the terms of eligibility and project types. I-Bank must develop each financing plan in 
consultation with a relevant agency that has expertise in the proposed plan’s project 
sector, and funding applications are restricted to the set of projects that correspond 
to an established plans’ eligibility criteria.41 Eligible projects can receive low-cost loans, 
loan participation, loan guarantees, and other credit enhancement intended to attract 
and complement private capital investment in emerging technologies and strategies. 
IBank’s transaction criteria for the Catalyst Fund include “various transaction sizes, 
participation levels and concentration limits,” but generally the Fund targets direct 
financings over $1 million with a maximum term of 30 years, plus an origination fee 
of 1.0%. Maximum loan/guarantee size, interest rates, cost share requirements, and 
loan participation/guarantee fees are not preset.42 

I-Bank can institute a funding pathway for EV infrastructure catalyst projects by con-
sulting with a relevant agency – such as the California Energy Commission, California 
Public Utilities Commission, California Air Resources Board, or Governor’s Office of 
Business and Economic Development, which is responsible for the state’s ZEV Market 
Development Strategy – to create a new financing plan for either Anthropogenic GHG 
Emissions Reduction projects or GGRF projects.

d In December 2023, IBank issued a Request for Information seeking input on the design of state 
lending and financing programs that would use funds provided by the IRA’s National Clean 
Investment Fund to advance investment in zero-emission transportation (among three program 
areas), indicating IBank will likely be acting as a state “green bank” for EV charging. See https://
ibank.ca.gov/climate-financing/climate-financing-request-for-information/.
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Once a catalyst project’s relevant financing plan has been established, prospective 
borrowers follow standard CCF application procedures.43 Eligible applicants (e.g., pri-
vate entities, nonprofits, and local, state, or tribal governments) must provide capital 
development budgets, readiness and feasibility assessments, demonstration of suffi-
cient resources for project completion, and necessary permit documentation, among 
other information. Upon project approval, the CCF draws from I-Bank’s variety of 
case-determined financing instruments to fund eligible project costs, which range from 
construction and maintenance operations to licensing and administrative services. If 
project needs exceed the CCF’s financial capacity, I-Bank prioritizes projects that serve 
disadvantaged communities.44 This overall project prioritization method in conjunction 
with the prospective GGRF category’s required alignment with state climate and equity 
goals makes CCF particularly well positioned to fund charging infrastructure in low 
income communities.

The availability of federal funds for charging infrastructure–through the Inflation Re-
duction Act’s Greenhouse Gas Reduction Fund (GGRF) and various provisions of the 
Infrastructure Investment and Jobs Act45–presents an opportunity to craft a CCF fi-
nancing plan focused on charging infrastructure in underserved communities. This 
infrastructure may generate insufficient revenue in the first few years after installation 
to support stand-alone investment (private or public), necessitating access to low-
cost capital before EV adoption is high enough throughout California communities to 
transition to revenue positivity. 

Because California leaders are targeting a phaseout of new internal combustion engine 
(ICE) vehicle sales by 2035 and statewide carbon neutrality by 2045 while relying on 
consumer adoption of EVs to meet these goals, equity-focused charging infrastructure 
is a strong candidate for CCF financing that can attract public and private investment 
and bridge the financing gap to achieve scale across communities regardless of income 
or demographics. As CLEE and ProspectSV noted in a response letter to the IBank’s 
Climate Financing Request for Information, federal funding from the GGRF should be 
used to support “strategies that include community-accessible charging infrastructure, 
shared and micromobility, mobility hubs, and projects with community amenities and 
economic development potential.”46 In particular, GGRF funds could provide key capital 
for city utilization support models and mobility hubs that integrate several zero-emis-
sion mobility modes in a single project.

By limiting eligibility to CARB-identified Priority Populations (e.g., areas that meet state 
criteria for disadvantaged communities and low-income communities) or an equivalent 
measure, CCF could ensure that state funds support investment in communities that 
need it most. A charging infrastructure CCF program could also potentially integrate 
private capital from financial institutions willing to offer concessionary capital for this 
crucial mobility infrastructure. The rapid ramp-up in California’s EV use in the coming 
decade–by the CEC’s estimate, 15.2 million vehicles and 2.1 million public and shared 
chargers by 2035–will secure some long-term revenue for loan repayment, although local 
agencies will need to identify additional revenue streams (e.g., payments for associat-
ed mobility services, advertising) to ensure charging remains affordable. Larger-scale 
loans to local governments to support a mix of investments could help mitigate the 
risk of underutilized charging sites and address cost barriers for lower-income drivers.
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Additional Considerations

• Which of IBank’s available financing instruments (e.g., loan guarantees, loan 
participation, low-cost financing) best accommodate the timeline and mag-
nitude of EV charging infrastructure costs?

• Can IBank support EV car-share programs, or only the underlying charging 
infrastructure?

• What set of eligibility criteria in a new financing plan for EV charging infra-
structure would yield the best outcomes for priority populations? 

f. Financing districts for EV charging and mobility infrastructure

Tools such as community facilities districts (CFDs) and enhanced infrastructure fi-
nancing districts (EIFDs) enable community-scale revenue generation for new public 
infrastructure (potentially including energy infrastructure) through bonds backed by 
property taxes that are anticipated to increase in value due to the benefit of the in-
frastructure. Financing districts use the same basic revenue mechanism as municipal 
bonds, but with investments and voter approval limited to a geographic district within 
a jurisdiction. Thus, they may have particular appeal for jurisdictions where publicly 
accessible charging is not needed in all areas, but rather only in particular communities 
or districts (such as commercial centers or residential areas with a high proportion 
of multifamily buildings). In these cases, commercial and residential property owners 
could seek district-based solutions to collectively fund charging that meets the needs 
of residents and visitors, rather than relying on piecemeal investments by individual 
entities.

For example, owners of multifamily residential buildings without dedicated parking 
spaces for car-driving residents will identify access to charging as a neighborhood-scale 
need over the coming decades. Under California’s Mello-Roos Community Facilities 
Act, the owners (or the residents) could petition the local government to create a 
district to issue bonds, funded through a special property tax assessment on district 
properties, that would cover the capital and operations cost of publicly owned and 
accessible charging infrastructure. CFD and EIFD bonds can be issued on a tax-exempt 
basis like GO bonds for public infrastructure, increasing appeal for green investors. A 
local agency such as a city/county transportation authority or a regional joint powers 
authority (JPA) would administer the program. While the public hearing and approv-
al requirements (including ⅔ voter approval for a CFD or 55% for an EIFD) typically 
create a high bar for district creation, in the case of public charging infrastructure–
involving singular decisions around use of the public right-of-way and crucial mobility 
infrastructure access–these processes could be conducive to ensuring equity in siting 
and investment. 

Flexibility in use of funds (both CFDs and EIFDs could fund charging infrastructure)47 
and shape of the district (including the ability to “annex” or add additional territory 
to an existing district, with no requirement for geographic contiguity) could make the 
CFD mechanism particularly useful for investing in district-scale charging infrastructure 
throughout a city.48 Since the CFD assessment is based not on property value but on 
a district-specific “rate and method of apportionment,” local leaders have the ability 
to design the funding structure with equity considerations in mind.
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While it does not appear that any local government has created a charging infra-
structure-dedicated CFD or EIFD to date, cities and counties around the state have 
used these tools for energy and transportation infrastructure improvements.49 Local 
governments with existing districts, in particular CFDs with annexation/expansion ca-
pability, could also consider expanding and updating these existing districts to fund 
charging investments in priority areas–for example, San Francisco’s existing or in-de-
velopment Transbay, Hunters Point, or SOMA CFDs, which could all cover critical areas 
for charging access.50 A charging infrastructure-focused financing district could also 
fund a utilization support program, mobility hubs, or TNC community partnerships 
as described above.

Additional Considerations

• What cities, if any, have existing energy-focused financing districts that could 
expand to add a charging component?

• How can local governments identify and bring together multifamily and 
commercial property owners potentially interested in access to curbside 
and public charging?

• Can the financing district be used to fund a utilization support program 
or to fund the public investment portion of a mobility hub or EV charging 
co-funded by a TNC?

g. General obligation and revenue bonds for EV charging and mobility 
infrastructure

While charging infrastructure is a new form of public infrastructure, it falls squarely 
within the broad category of publicly accessible transportation infrastructure typically 
funded by local agencies’ bond issuance authority. City and county governments, transit 
agencies, public utilities, and community choice aggregators frequently raise revenue 
for transportation infrastructure costs by issuing general obligation bonds or revenue 
bonds.51 Publicly accessible EV chargers, generating revenue through user payments, 
present a novel but clearly viable bond funding opportunity. 

In California, general obligation (GO) bonds are used by local governments to fund 
a range of large-scale capital infrastructure, from transit system improvements to af-
fordable housing, relying on local property taxes as a secure source of future income 
to repay bond purchasers. GO bonds typically require approval by two-thirds of voters 
and their proceeds must be used to fund investments deemed a public necessity by 
the local governing body (i.e., city council or county board of supervisors). Given 
state EV mandates and many residents’ inability to charge at home, public charging 
(in appropriate locations) can readily satisfy the public necessity requirement. Because 
GO bonds are backed by property taxes (paid by property owners based on assessed 
value) and subject to voter approval, they offer a relatively equitable revenue generation 
mechanism–and to the extent a GO bond funds publicly accessible EV abd mobility 
infrastructure designed for use by residents who lack private garages, it could prove 
particularly equitable in terms of the source and use of funds.
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Importantly, bonds that fund publicly owned infrastructure can be issued on a tax-exempt 
basis, making them particularly appealing to investors; bonds dedicated to charging and 
clean mobility infrastructure could qualify as green bonds, further increasing appeal. 
(Bonds can also fund non-public infrastructure, but on a non-tax-exempt basis.) In 
order to maintain creditworthiness and limit the number of voter approvals sought, 
many local governments maintain caps on total outstanding bond indebtedness and 
bond schedules that map anticipated investments years into the future, so the po-
tential to add new stand-alone GO bonds for charging infrastructure may be limited 
in some areas.52 In addition, any mobility infrastructure bond would require a local 
agency (e.g., transportation authority) with capacity to plan and operate (or contract 
for) the infrastructure.

Revenue bonds function similarly, but with future revenue from the project to be 
funded (e.g., transit system user fees) used to repay bond purchasers, rather than 
property taxes or the city general fund. Revenue bonds are typically issued by a local 
agency such as a transportation department or a public utility, and thus they can be 
particularly appropriate for infrastructure investments that are anticipated to gener-
ate steady revenue over many years–which should include appropriately sited public 
charging infrastructure in a future high-demand scenario. Revenue bonds are often 
subject to less stringent approval requirements than GO bonds (e.g., simple majority of 
voters or city council approval), meaning they may have an easier pathway to success, 
particularly for cities that act first.53 

While it appears that no local government has to date proposed or issued a public 
charging infrastructure-focused bond, some cities have dedicated bond proceeds to 
fleet charging, and leading green bond and electrification organizations have called 
for application of GO and revenue bonds to charging infrastructure.54 The San Fran-
cisco Board of Supervisors has called for a series of climate bonds including funding 
for publicly accessible EV charging.55 Importantly, bond revenue could fund publicly 
accessible charging infrastructure whether it is city-owned and -operated or later 
transferred to private management, though the latter would eliminate tax-exempt 
status. To improve public approval prospects, charging investments could be coupled 
with broader city electrification, transportation, or affordable housing investments; 
they could also be paired with grid upgrade investments needed to support charging 
demand, perhaps through municipal electric utility bonds. For a city that anticipates 
direct public investment in a portion of the local charging network, a GO or revenue 
bond could offer an innovative application of traditional municipal finance mechanisms.  

Additional Considerations

• What complementary investments (such as building electrification or grid 
upgrades) would fit best alongside charging infrastructure in a large-scale 
electrification bond?

• What accompanying policy mechanisms (e.g., site selection framework and 
community input process) would be necessary to ensure equitable rollout?

• What local agency (e.g., transportation agency, municipal utility) would be 
best suited to issue revenue bonds? What utilization assurance would be 
needed to support a revenue bond?
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• What source of predevelopment funding can local governments use to fa-
cilitate the charger capital investment?

h. Demand-response and off-peak charging innovations

EV drivers who charge at home have the ability to take advantage of specialized EV 
charging rates or time-of-use rates that reward charging at times of lowest demand 
(typically overnight) and charging hardware and apps that automate the process. State 
energy regulations and electric utility policies mediate charging pricing in many cases, 
and many utilities offer EV rates that reduce costs during off-peak hours. Innovative 
approaches are increasing predictability of costs and expanding reach to public charging, 
allowing more drivers to access these savings. 

Flat Fee Home Charging
In one example with the potential to reduce costs and increase accessibility for 
lower-income drivers, Florida Power & Light is piloting a flat-fee approach to home 
charging with unlimited charging on a Level 2 smart charger (provided free of cost 
by the utility) that charges primarily overnight and on weekends.56 The program is 
limited to residents with private garages and requires adequate power supply, but 
offers substantial savings over public charging (plus the predictability of monthly 
flat billing) and could be a viable model for residents who want to make the EV 
switch but cannot afford a Level 2 smart charger or risk high electricity bills. A 
similar approach can enable greater EVSE expansion in multifamily dwellings. Some 
multifamily building owners seeking to install EV chargers have resolved electrical 
capacity barriers by using load-balancing charging equipment that sets a cap on 
collective electricity output and distributes power among simultaneous users 
accordingly.57 This strategy circumvents the high-cost infrastructural investments 
required to expand a parking area’s electrical capacity.

Demand-Response for Public Charging
Those who rely on public charging typically cannot benefit from these savings, 
adding another cost premium on top of the cost of using private EVSE for drivers 
who are less likely to be able to afford it. Applying demand-response technology to 
public charging–adjusting power consumption to meet the needs of the electrical 
grid–can substantially reduce electricity costs for end users (because utilities and 
grid managers are willing to pay or discount for the practice) and increase the total 
number of end-use devices on the grid (because they can reduce consumption 
at peak times).    

The city of Amsterdam’s “FlexPower” smart-charging system manages grid capacity and 
optimizes usage of local renewable energy as a means to integrate growing demand 
for EV charging into the existing power grid.58 The pilot outcomes demonstrated 
potential to yield significant grid cost reductions in larger-scale iterations, while the 
program’s newest model–FlexPower3–allows the grid to accommodate significantly 
more charging stations in a given network relative to a static grid system.59 Accordingly, 
Amsterdam has taken action to upscale FlexPower3 for citywide use, while the 
Netherlands’ National Charging Infrastructure Agenda has incorporated this model 
into a successor program for national-scale implementation.60 
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The FlexPower system’s “Smart Static Charging Profile” applies standard demand 
response protocols to maximize the efficiency of EV charging: As solar energy 
production surges in the middle of the day, EV chargers deliver more power and 
faster charging speeds to vehicles.61 During morning and late afternoon demand 
peaks, charging power diminishes to offset systemwide increased energy usage and 
renewable source reduction.62 The charging station operator coordinates with the 
grid operator to calibrate each station’s capacity collectively by district, according 
to average demand.63 This collective scheduling feature, combined with the demand 
response mechanism, allows the grid to accommodate up to 3-4 times more charging 
stations in a given network as compared to a static system, albeit with customers 
receiving lower-power charging at multiple times throughout the day.64

The grid operator is the FlexPower system’s primary beneficiary, with savings accrued 
through maintenance reductions and averted investments in grid expansion.65 The 
system relies on users’ willingness to accept reduced charging speeds during peak 
hours (and EVSE providers’ willingness to supply it), but since parking times during 
peak hours typically exceed charging needs, few users experience significant changes 
in total charge received.66 

Local governments seeking to add significant amounts of public and curbside charging 
as an equity-focused charging solution–for example, Oakland67–could encourage EVSEs 
and electric utilities to pilot this strategy as a way to avoid costly and time-consuming 
electrical grid upgrades that may be needed to support new charging infrastructure, 
particularly in areas with older grid infrastructure.

Additional Considerations

• What education and outreach is necessary for drivers to adapt to variable 
speed charging?

• Are private EVSE providers incentivized to participate in demand-response 
measures that slow charging times?

• How can city leaders and EVSE providers identify residential areas that are 
the best candidates for public charging with variable speeds?

• How can widespread residential energy storage installation support demand-re-
sponsive charging installations?

CONCLUSION

Each of the strategies described in this brief--from community-scale pilot concepts to 
large-scale transportation bond measures--must be designed to meet the mobility needs 
and priorities of the communities it is intended to serve, based on needs assessment, 
engagement, and participation in decision-making processes. Local agencies should 
evaluate new program concepts to ensure that mobility equity priorities are reflected 
throughout program design, from needs assessment to revenue generation to project 
selection and investment. And coalitions leading these programs must include community 
voices from the outset to ensure that community clean mobility needs are at the 
center of every investment.
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Deployment and Incentives” (webpage), available 
at https://www.cpuc.ca.gov/industries-and-topics/
electrical-energy/infrastructure/transportation-
electrification/charging-infrastructure-deployment-
and-incentives. 

9 CPUC, Public Advocates Office, Funding 
Transportation Electrification in California: Public 
Advocates Office Position Paper (November 2022), 
p. 13, available at https://www.publicadvocates.
cpuc.ca.gov/-/media/cal-advocates-website/files/
press-room/reports-and-analyses/position-paper-
on-alternative-funding-sources-for-transportation-
electrification.pdf. 

10 The report estimates total public light-duty 
charging costs at $17.0 billion, of which $2.2 
billion is covered by existing public commitments, 
$6.1 billion is expected to be covered by private 
willingness-to-pay, and $8.7 billion is uncovered. 
For medium- and heavy-duty charging (which are 
essential but not a focus of this document), the 
estimates are $13.8 billion total, $2.6 billion funded, 
$3.4 billion private, and $7.8 billion uncovered.

11 City of Oakland, Zero Emission Vehicle Action Plan 
(January 2023), p. 106, available at https://www.
oaklandca.gov/projects/zero-emission-vehicle-action-
plan.   

12 Eric Wood et al., National Renewable Energy 
Laboratory, The 2030 National Charging Network 
(2023), available at https://driveelectric.gov/
files/2030-charging-network.pdf.  

13 See, e.g., ICCT, Expanding Zero-Emission Mobility 
Equity And Access (December 2019), available 
at https://www.zevalliance.org/wp-content/
uploads/2019/12/ZEV_access_workshop_report-_
fv.pdf. 

14 See, e.g., Hannah Creger, The Greenlining Institute, 
Sustaining Clean Mobility Equity Programs (2021), 
available at https://greenlining.org/wp-content/
uploads/2021/04/Sustaining-Clean-Mobility-Equity-
Programs-Report-2021.pdf. 

15 C40 Cities, EV Charging Infrastructure: Business 
Models & City Case Studies (2023), available at 
https://www.c40knowledgehub.org/s/article/EV-
charging-infrastructure-Business-models-and-city-
case-studies.  

16 CEC, “New ZEV Sales in California” (webpage), 
available at https://www.energy.ca.gov/data-reports/
energy-almanac/zero-emission-vehicle-and-
infrastructure-statistics/new-zev-sales. Recent 
research indicates that rebated EV buyers are 
broadly similar to all new vehicle buyers across 
income and race, indicating that early skew toward 
only the wealthiest early adopters has diminished–
but also acknowledging that new vehicle purchases 
are, largely, limited to wealthier groups. See 
Brett Williams, “Assessing progress and equity in 
the distribution of electric vehicle rebates using 
appropriate comparisons,” Transport Policy (June 
2023), available at https://www.sciencedirect.com/
science/article/pii/S0967070X23000963. 
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17 PL 117-169 (2022), § 13401; 26 USC § 30D. 

18 Tom Kirsher, AP, “With GM and Ford embracing 
Tesla’s EV charging technology, here’s what 
it means for consumers” (June 9, 2023), 
available at https://apnews.com/article/tesla-
connector-gm-ford-electric-vehicle-charging-
a180cc55bbe3d7d7738a2690ca22ab0d; White 
House, “Biden- Harris Administration Announces 
New Standards and Major Progress for a Made-
in-America National Network of Electric Vehicle 
Chargers” (fact sheet) (February 15, 2023), available 
at https://www.whitehouse.gov/briefing-room/
statements-releases/2023/02/15/fact-sheet-biden-
harris-administration-announces-new-standards-
and-major-progress-for-a-made-in-america-national-
network-of-electric-vehicle-chargers/. 

19 See US Department of Transportation, “Charging 
and Fueling Infrastructure Discretionary Grant 
Program” (webpage), available at https://www.fhwa.
dot.gov/environment/cfi/; US Department of Energy 
(DOE), “National Electric Vehicle Infrastructure 
Formula Program” (webpage), available at https://
afdc.energy.gov/laws/12744; DOE, “Alternative Fuel 
Infrastructure Tax Credit (webpage), available at 
https://afdc.energy.gov/laws/10513. 

20 Examples include Portland, Oregon’s EV Charging 
in the Public Right of Way Code Project, available 
at https://www.portland.gov/transportation/electric-
vehicles/documents/electric-vehicle-charging-public-
right-way-code-project/download; Seattle’s EV 
Charging in the Right of Way Permit Pilot, available 
at https://www.seattle.gov/documents/Departments/
SDOT/NewMobilityProgram/EVCROW_Evaluation_
Report.pdf;  and planning-stage actions in Oakland 
and San Francisco.

21 Examples include Seattle’s Curbside Level 2 EV 
Charging program, available at https://www.seattle.
gov/city-light/in-the-community/current-projects/
curbside-level-2-ev-charging; Los Angeles’ Streetlight 
Charging program, available at https://lalights.lacity.
org/connected-infrastructure/ev_stations.html, and 
BlueLA EV Car Share program, available at https://
ladot.lacity.gov/bluela; and Melrose, Massachusetts’ 
Streetlight Charging program, available at https://
www.cityofmelrose.org/home/news/city-melrose-
introduces-innovative-electric-vehicle-charger-
program. 

22 See Gabriela Aoun Angueira, “Access to slow EV 
chargers could speed up EV adoption among 
renters,” Canary Media (February 9, 2024), available 
at https://www.canarymedia.com/articles/ev-charging/
access-to-slow-ev-chargers-could-speed-up-ev-
adoption-among-renters. 

23 See, e.g., Alex Turek et al., CEC, Assessing the 
Multi-unit Dwelling Barrier to Plug-In Electric 
Vehicle Adoption in the South Bay (January 
2022), available at https://www.energy.ca.gov/
sites/default/files/2022-01/CEC-600-2022-037.
pdf; Forth Mobility, Best Practices for Model 
Multifamily Charging Programs (May 2023), available 
at https://forthmobility.org/storage/app/media/
Reports/Best%20Practices%20for%20Model%20
Multifamily%20Housing%20Charging%20White%20
Paper%20May%202023.pdf; Nicole Lepre, Atlas 
Public Policy, EV Charging at Multi-Family Dwellings 
(January 2021), available at https://atlaspolicy.com/
wp-content/uploads/2021/01/EV-Charging-at-Multi-
Family-Dwellings.pdf..

24 Examples include San Francisco’s Municipal Lot 
efforts, available at https://www.sfmta.com/projects/
electric-mobility-san-francisco, and Commercial 
Garage Ordinance, available at https://www.
sfenvironment.org/files/sfe_gb_factsheet_ev_garage_
ordinance.pdf.  

25 Examples include Oakland’s Zero Emission Vehicle 
Action Plan, available at https://www.oaklandca.gov/
projects/zero-emission-vehicle-action-plan.  

26 For examples of this approach, see, e.g., US EPA, 
“DC Water’s Environmental Impact Bond: A First of 
its Kind” (April 2017), available at https://www.epa.
gov/sites/default/files/2017-04/documents/dc_waters_
environmental_impact_bond_a_first_of_its_kind_
final2.pdf.  

27 Ava Energy, the East Bay’s community choice 
aggregator, is piloting a guaranteed minimum 
payment approach through “tolling agreements” 
for energy provided to new DC Fast charger 
installations. See Jeff St. John, “3 ways to help 
EV charging bloom in ‘charging deserts,’” Canary 
Media (January 10, 2024), available at https://www.
canarymedia.com/articles/ev-charging/3-ways-to-
help-ev-charging-bloom-in-charging-deserts.  

28 See 13 Cal. Code Regs §§ 2490 et. seq., available 
at  https://ww2.arb.ca.gov/sites/default/files/barcu/
regact/2021/cleanmilesstandard/fro.pdf; Senate Bill 
1014 (Skinner, Chapter 369, Statutes of 2018). 

29 See Uber, “Together on the road to zero emissions” 
(webpage), available at https://www.uber.com/us/
en/drive/services/electric/; Lyft, “Go electric to 
maximize your earnings” (webpage), available at 
https://www.lyft.com/driver/go-electric.   

30 Lyft, Economic Impact Report 2023, available at 
https://drive.google.com/file/d/1f65ajzda0pp5csSHGYe
t2uaMr2Kfm3E9/view. 
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31 California Public Utilities Commission, R.21.11-
014: Clean Miles Standard Phase I Supplemental 
Proposal (May 2023), pp. 19-21, available at https://
docs.cpuc.ca.gov/PublishedDocs/Efile/G000/M508/
K571/508571416.PDF.  

32 Metropolitan Transportation Commission, Mobility 
Hub Implementation Playbook (April 2021), 
available at https://mtc.ca.gov/sites/default/files/
MTC%20Mobility%20Hub%20Implementation%20
Playbook_4-30-21.pdf. 

33 https://www.airquality.org/Our-Community-CarShare/
Mobility-Hub

34 GreenTech provides technical career education, 
job creation, job training, and entrepreneurial 
opportunities in the green economic sector.

35 Wifi, a digital kiosk, and a solar canopy will be 
added in the second phase.

36 https://www.airquality.org/Our-Community-CarShare/
Apply-for-Our-CarShare

37 See DC District Department of Transportation, 
“Electric Vehicle Charging Cord Guidance For 
Crossing the Public Right-of-Way” available at 
https://ddot.dc.gov/sites/default/files/dc/sites/
ddot/Admin%20Issuance%20EV%20Charging%20
Guidance.pdf; see  Portland City Council, TRN-
8.08 - Encroachments in the Public Right-of-Way 
(October 2023), pp. 24-27, available at https://
www.portland.gov/transportation/documents/trn-
808-encroachment-rules/download; see Seattle 
Department of Transportation, “Electric Vehicle 
Charging Cord Guidance For Crossing the Public 
Right-of-Way [Ground Floor Residential Use]” 
(October 2019), available at https://www.seattle.gov/
documents/Departments/SDOT/CAMs/CAM2119.pdf.

38 City of Oakland, Zero Emission Vehicle Action Plan, 
supra, p. 61.

39 See CA I-Bank, “Climate Financing” (fact sheet) 
(December 2023), available at https://cdn.ibank.
ca.gov/wp-content/uploads/2023/09/IBank-Climate-
Financing-Fact-Sheet.pdf. 

40 See Cal. Gov. Code § 63048.93. EV charging 
infrastructure falls within the scope of eligible 
projects detailed in sub-sections (f)(4-5). 

41 Id.; for an example of an existing CCF financing 
plan, see California I-Bank, Resolution No. 22-
23, Adopting A Climate Catalyst Fund Financing 
Plan – Clean Energy Transmission (December 21, 
2022), available at https://ibank.ca.gov/wp-content/
uploads/2022/12/Executed-Resolution-No-22-23-
Climate-Catalyst-Fund-Financing-Plan.pdf. 

42 California I-Bank, “Criteria, Priorities, and Guidelines 
for the Selection of Projects For IBank Financing 
under the Climate Catalyst Revolving Loan Fund 
Program” (January 2022), available at https://
ibank.ca.gov/wp-content/uploads/2022/08/Criteria-
Priorities-and-Guidelines-for-IBanks-Climate-
Catalyst-Revolving-Loan-Fund.pdf.

43 Id.

44 Id., p. 6.

45 IBank qualifies as a State Energy Financing 
Institution under the IIJA, which allows qualifying 
I-Bank-supported projects to use US Department 
of Energy funds typically reserved for “innovative” 
energy technologies that are technologically proven 
but not widely commercially available. This could 
prove valuable to maximize the total funding 
available for EV charging infrastructure, which is 
widely commercially available but not financially 
viable at commercial scale in many communities. 
See US DOE, “State Energy Financing Institution 
Toolkit” (webpage), available at https://www.energy.
gov/lpo/state-energy-financing-institution-sefi-toolkit. 

46 CLEE and ProspectSV, Letter re: State of California 
Climate Financing Request for Information 
(February 16, 2024), available at https://www.law.
berkeley.edu/wp-content/uploads/2024/03/CLEE_
PSV-IBank-RFI-Letter.pdf. 

47 See Cal. Gov. Code §§ 53311 et seq. and 53398.52. 
The Mello-Roos CFD statute does not expressly 
cover charging infrastructure but its scope 
is broadly defined, including the purchase, 
construction, expansion, improvement, or 
rehabilitation of any real or other tangible property 
with an estimated useful life of five years or longer 
or may finance planning and design work that is 
directly related to the purchase, construction, 
expansion, or rehabilitation of any real or tangible 
property” and “facilities for the transmission or 
distribution of electrical energy.” The EIFD statute 
is similarly broad, covering “public capital facilities 
or other specified projects of communitywide 
significance that provide significant benefits to the 
district or the surrounding community” including 
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