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1. EXECUTIVE SUMMARY
The El Cerrito Parking Demand and Management Strategy Plan is the result of a two-year effort
to study current parking conditions and estimate future parking needs to improve the
management of on-street parking in the San Pablo Specific Plan Area plus an opportunity for
changes to the City’s Residential Parking Permit (RPP) Program. This report presents a series of
strategies to manage parking in ways that achieve the Specific Plan and the City’s goals, including
enhanced public realm, environmental responsibility, and economic growth. The
recommendations in this report should be implemented over time in response to evolving parking
supply and demand.

1.1. KEY FINDINGS
Nelson\Nygaard’s mapping and analysis of the parking inventory and occupancy data yielded
several key findings. These include:


An on-street parking surplus exists in both Downtown and Uptown. Overall
on-street parking occupancy reached 54% in Downtown and 60% in Uptown at the peak
hour of demand during the parking survey. Approximately 261 on-street spaces in the
combined survey areas sat unused during the busiest time of day.



Hot spots of high parking demand occur on weekdays on blocks without time limits
that are closest to BART stations, and on a few blocks of San Pablo Avenue with a lot of
commercial activity.



There is less demand for on-street parking on weekends. On-street occupancy at
the peak hour was 49% Downtown and was 47% Uptown.



Enforcement of parking time limits is uneven. Approximately 12-14% of parked
cars Downtown exceeded the parking time limits on weekdays and Saturday.



The current RPP program can be updated to manage BART commuters who park
on residential streets, simplify visitor parking passing, update household permit caps,
and consider fee adjustments to cover costs.

The peak hour counts for commercial on-street parking for Uptown and Downtown are shown in
Figure 1 and Figure 2. On commercial streets, parking is available within one block from areas of
high demand. There is a lot of parking availability across the Specific Plan Area.
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Figure 1

Uptown On-Street Parking Count at Peak Occupancy

Figure 2

Downtown On-Street Parking Count at Peak Occupancy

Nelson\Nygaard Consulting Associates Inc. | 2 | Executive Summary

ON-STREET PARKING STUDY| DRAFT FINAL REPORT
City of El Cerrito, CA

1.2. OUTREACH
To complement the quantitative measures of parking observations and mapping, the project team
conducted four stakeholder outreach meetings and a public workshop. Participating residents,
business owners, and community members informed current issues and opportunities and helped
refine the proposed parking strategies.

1.3. PARKING DEMAND MODEL
Nelson\Nygaard used a shared parking demand model to estimate future parking supply and
demand, taking into account planned development and anticipated changes to the land use type
and intensity. The analysis indicates the overall on-street and off-street parking supply will
accommodate future parking demand. This validates the flexible approach to off-street parking
requirements in the San Pablo Specific Plan Area.

1.4. PARKING STRATEGY RECOMMENDATIONS
This study recommends a holistic parking management strategy, in which elements can be
implemented over time as parking conditions change. The list of strategies are shown in Figure 3
and Figure 4.
The on-street commercial parking strategy recommendations meet the objective of supporting
commercial activity on blocks with commercial land use and mitigating commuter parking
impacts near the two BART stations. The short-term approach begins with expanding consistent
time limits across all blocks in the Specific Plan Area to ensure that BART commuters do not park
on-street all day, while providing parking spaces for people who visit, shop, live, or work in El
Cerrito. As new development comes online, the plan recommends regularly monitoring parking
occupancy and implementing a set of longer-term strategies as needed.
The residential parking strategy recommendations meet the objective of mitigating parking
impacts from commuter, commercial, and new mixed-used development parking. The approach
begins with establishing smaller permit zones, updating the permit cap and visitor permit
policies, and ensuring—through regulatory changes, pricing, and consistent enforcement—BART
commuters do not park on-street all day or if they are to be accommodated on-street, that is
allowed in areas where it will not negatively impact residential and commercial parking needs.
BART commuter parking provides a potential revenue source to offset the impact and provide
revenue to implement parking and transportation demand management programs.
An implementation schedule and anticipated staffing needs was developed for the recommended
parking strategies. The general approach is for strategies and programs to be implemented
sequentially over time, as changing conditions warrant. This allows one staff to lead parking
rollout in a coordinated fashion and additional staff to be added as needed as programs grow and
revenues are developed.
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Figure 3

Commercial Parking Recommendations Summary Table
Proposed Policy

1.

2.

Current Policy

Proposed Modification

Example Cities

None

Establish parking program
and identify occupancy
targets

Assigns oversight and
establishes targets to meet
Specific Plan Area goals

ShortTerm

Berkeley, CA

1.1. Establish Parking Data
Collection Program

None

Track occupancy, stay
duration, and violations

Provides data to make
decisions

ShortTerm

Berkeley, CA
Redwood City, CA
Ventura, CA

1.2. Establish Management
Thresholds

None

Identify when and where to
enforce parking, extend time
limits, or implement paid
parking

Creates goals to manage
parking decisions

ShortTerm

San Francisco, CA

Establish Parking Enforcement
Protocols

Informal

Enforce parking rules, track
violations
Graduated fees for repeatedly
breaking parking regulations

Supports parking management
and meeting parking access
targets
Mitigate parking regulation
abuse, while avoiding harsh
penalties for isolated parking
violations

ShortTerm

San Francisco, CA
Claremont, CA
Birmingham, MI

Make a consistent time limit
across the Specific Plan Area,
except in the highest
occupancy areas (See 3.1)

Reduces confusion, allows
enough time for multiple
errands and activities

ShortTerm

2.2. Enforce Commercial and
Residential Permit Blocks
with 80% Occupancy
Establish Default 4-hour
Parking Time Limit Across
Specific Plan Area

Time limits vary from one
hour to unlimited

3.1. Allow Time-Limit Variances

4.

Term*

Adopt a Formal Parking Policy
and Program Parameters with
On-Street Availability Target

2.1. Implement PerformanceBased Fine Rates

3.

Rationale

ShortTerm

San Leandro, CA

ShortTerm

3.2. Consider Employee
Parking

None

Provide employers a limited
number of on-street parking
permits

Allows employees to park
beyond the 4-hour time limit or
in a shared-parking lot

ShortTerm

Palo Alto, CA
Berkeley, CA

Create a Parking
Communications Package

Some information
provided on City website

Create a central hub for
parking information, conduct

Advertises changes to the
public

ShortTerm

See below
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Proposed Policy

Current Policy

Proposed Modification

Rationale

public engagement campaign

4.1. Develop Clear and
Consistent Parking
Signage
4.2. Conduct Outreach
Program to Public

Term*

Example Cities

ShortTerm

Los Angeles, CA

ShortTerm

Berkeley, CA

5.

Create a Curbside
Management Policy

The El Cerrito Municipal
Code includes some
curbside management
policies, such as for
commercial and
passenger loading zones
and short-term parking, in
Chapter 11.40 –
Stopping, Standing and
Parking.

Establish priorities for using
limited curbside space for
people walking, biking,
driving, deliveries and transit,
and possible bike corrals etc.
as the Specific Plan Area
develops

Informs parking policy and
curbside use

ShortTerm

Seattle, WA
Washington, DC
Philadelphia, PA

6.

Establish Parking Benefit
District

None

Create a mechanism to bring
parking revenue back to
Downtown/Uptown (high
occupancy, commercial
areas)

Supports Downtown/Uptown
goals and growth

LongTerm

Ann Arbor, MI
Boulder, CO
Berkeley, CA
Pasadena, CA

7.

Design and Implement a
Performance-Based Paid
Parking Management Program

None

Charge people to park based
on demand

Supports parking availability
goals

LongTerm

Berkeley, CA
Pasadena, CA

Figure 4

Residential Parking Recommendations Summary Table
Proposed Policy

8.

Create Smaller, ContextSensitive Residential Permit
Zones

Current Policy
Half mile around BART

Proposed Modification
Create smaller, context
sensitive zones

Rationale

Term

Reduces potential for people in
the larger permit zone from
parking for BART commuting

Short-term
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Proposed Policy

Current Policy

Proposed Modification

Rationale

Term

Example Cities

8.1. Modify Multifamily Housing
On-Street Permit Parking

None

Manage number of
residential parking permits for
multifamily housing

Prevents oversupply of parking
permits

Short-term

Santa Rosa, CA

Allow Residential Permit
Program Beyond a Half Mile
from BART Stations

Half-mile area

Eliminate half-mile constraint

Ensures commuters do not
park beyond permit area

Short-term

Berkeley, CA

10. Add a Parking Occupancy
Requirement to the Parking
Permit Petition Process

60% support of
households on a block

Add an occupancy threshold

Demonstrates need for parking
regulation and enforcement

Short-term

Walnut Creek, CA
Emeryville, CA

11. Set Permit Prices to Fully
Recover Program Costs

$7 per year

Cost recovery

Reflects program costs and
incentivizes TDM

Short-term

Berkeley $66
Richmond $20
Hayward $25
Orinda $40
Lafayette $51
Walnut Creek $20

12. Update Residential Permit Cap

There is currently a
maximum of four permits
per household (address).
Applicants must provide
local car registration or
proof of residency with
non-local registration.

Increase cost per each
parking permit and create
policy for accessory dwelling
units (ADUs). Also, consider
reducing number of permits
allowed per household and
allow the cap to be appealed.

Encourages off-street parking
and create a more flexible
permit program

Short-term

See below

Encourages households to use
their garage and driveway for
parking

Short-term

West Hollywood, CA

Provides flexibility for unique
household circumstances

Short-term

Berkeley, CA,
Lafayette, CA

9.

12.1. Establish Graduated Cost
for Multiple Permits
12.2. Consider reducing
Residential Parking Permit
Cap and Consider
Reducing Residential
Parking Permit Cap and
Allow Cap to be Appealed
(Criteria to be determined.)
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Proposed Policy

Current Policy

Proposed Modification

12.3. Create a Policy to Address
Parking Permits for ADUs
13. Update Visitor Permits

Rationale

Term

Example Cities

Ensures policy for new auxiliary
dwelling units

Short-term

None

Short-term

Berkeley, CA,
Emeryville, CA,
West Hollywood, CA
Berkeley, CA
Sunnyvale, CA

Residents may obtain
14—day visitor passes for
their guests

Change to single day permits
that are valid for a year (date
is marked when used).
Include 10 with an annual
permit. Consider Offering an
on-going care-giver permit as
a part of the household cap.

Maximizes usefulness for
residents

None

Create mechanism for BART
commuters to pay to park onstreet

Creates policy to reduce BART
commuters from on-street
parking without revenue

Short-term

Union City, CA

14.1. Create a BART Commuter
Permit

Offer limited on-street parking
permits to BART commuters

Gives BART commuters
opportunity to park on-street
without guaranteed or reserved
parking; provides revenue to
City

Short-term

Hercules, CA,
Union City, CA

14.2. Install Parking Meters

Install on-street paid parking
spots near BART stations

Gives BART commuters
opportunity to park on-street
without guaranteed or reserved
parking; provides revenue to
City

Long-term

San Leandro, CA,
Union City, CA

14.3. Use Pay-by-Phone to
Charge for Parking

Allows BART parkers to pay
to park on-street using mobile
technology

Gives BART commuters
opportunity to park on-street
without guaranteed or reserved
parking or capital cost of
meters; provides revenue to
City

Long-term

San Leandro, CA,
Union City, CA

13.1. Offer Single Day Permits
13.2. Offer Caregiver Permits

14. Charge BART Commuters for
On-Street Parking

Short-term
Short-term

*Short-term strategies are intended for immediate implementation. Long-term strategies should be considered in the future as development increases and once on-street
parking in the Specific Plan Area meets thresholds defined in Strategy 1.2. A proposed implementation schedule is provided on page 43.

Nelson\Nygaard Consulting Associates Inc. | 7 | Executive Summary

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

2. INTRODUCTION
The San Pablo Avenue Specific Plan (SPASP, 2014) identified off-street parking requirements for
land uses and activities within El Cerrito’s San Pablo Avenue Priority Development Area (PDA).
However, the City does not have an adopted plan or policy to guide management of on-street
parking within the PDA. As the SPASP is implemented and area land uses and travel and parking
patterns change, adaptive on-street parking management and policy will be needed to maintain
access and manage demand.
The City of El Cerrito initiated the Parking Study to improve the management of on-street parking
in the San Pablo Specific Plan Area. As the City continues to revitalize the San Pablo Avenue
corridor to support residents, businesses and visitors, it recognizes these efforts must be
supported by smart parking policies. An effective parking management plan can support
economic development, while also helping the City meet its mode shift goals.

2.1. GOALS
Well-managed on-street parking within the Specific Plan Area is intended to support the SPASPs 1
goals and other objectives listed below.
1.

Develop and foster an on-street parking system that supports the Specific Plan Area’s
goals (Section 1.05 of SPASP):
−

Strengthen Sense of Place

−

Ensure Return on Investment

−

Encourage Practical and Market Friendly Development

−

Enhance and Humanize Public Realm

−

Catalyze Mode Shift

2. Support commercial activity in the Specific Plan Area.
3. Use policies and management tools to achieve a target availability rate.
4. Use potential parking revenue to support the citywide parking system, mobility
improvements, and demand management programs.
5.

Make the parking system intuitive, convenient, and consistent for all users, including
residents, businesses, and visitors.

6. Protect residential areas from excessive commercial/commuter spillover parking.
7.

Manage on-street parking demand to respond to new residential and commercial
development.

8. Use data consistently to inform decision-making, enhance community understanding,
guide system investments, and inform program adjustments.

1

www.el-cerrito.org/spasp
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3. STUDY PROCESS
The El Cerrito Parking Demand and Management Strategy Plan is the result of a two-year effort
documenting the current parking supply, regulations, and demand levels and patterns; estimating
expected future parking demand; and recommending a series of strategies to achieve the study
goals. To establish a baseline of key parking conditions, the study began with parking utilization
counts conducted over two days, the results of which are described in the Existing Conditions
Analysis on Page 14.
To complement these quantitative measures, the project team participated in four stakeholder
meetings and a public workshop. Findings from the field surveys and stakeholder meetings, as
well as our understanding of national best practices (see Appendix A), guided the development of
parking strategies, and, in turn, the recommendations summarized at the conclusion of this
report.
This document is the compilation of three technical memoranda that detail the analysis
supporting the Downtown Parking Management Strategy:


Technical Memorandum #1: Best Practices in On-Street Parking



Technical Memorandum #2: Existing Conditions



Technical Memorandum #3: Parking Demand Model

3.1. OUTREACH MEETINGS
Stakeholder Meeting #1: City Staff
The first stakeholder meeting took place on August 1, 2018 at City Hall with members of El
Cerrito City Staff and the El Cerrito Police Department at City Hall offices. City staff included
Melanie Mintz (Community Development Director), Yvetteh Ortiz (Public Works Director),
Jennifer Peat (Community Development), Sean Moss (Planning), and Maya Williams (City
Manager’s Office). Lieutenant Steve Bonini represented the El Cerrito Police Department.
Consultant staff included Alex Sweet, David Fields and Ben Kaufman from Nelson\Nygaard. The
purpose of the stakeholder meeting was to present and discuss the results of the existing parking
demand analysis, and to provide feedback on the presentation for the subsequent stakeholder
meetings.

Stakeholder Meeting #2 Downtown Business Stakeholders
On Sept. 13 the City of El Cerrito hosted a business-focused meeting to share study information
with businesses and the community, including the results from on-street data collection analysis,
existing on-street parking conditions and opportunities, and future potential parking strategies.
This meeting also included information on the El Cerrito Complete Streets Project for San Pablo
Avenue, which was represented by other project staff.
The meeting took place on Thursday, Sept. 13, 4 – 5:30 p.m. at Nong Thon Restaurant, 10086 San
Pablo Ave. City staff in attendance included Melanie Mintz, Yvetteh Ortiz, and Aissia Ashoori.
Alex Sweet and Brian Manford (Nelson\Nygaard) attended to represent the parking study, and
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Rob Rees (Fehr & Peers) and Katie DeLeuw 2 (EnviroIssues) represented the complete streets
project.
Despite outreach efforts by City staff including coordination with the El Cerrito Chamber of
Commerce, no business representatives or members of the public attended this meeting. The
City’s outreach efforts targeted business license holders as well as business addresses located on
San Pablo Avenue and the surrounding area. Postcards were mailed the week of August 27 to 455
businesses notifying them of both upcoming meetings dates including a link to the City’s website.
The team was prepared to provide a presentation and host an open-house style meeting but did
not move forward due to the lack of business participation. The meeting presentation materials
were subsequently posted on the City’s website at www.el-cerrito.org/transportationstudies.

Stakeholder Meeting #3: Uptown Business Stakeholders
The Uptown Business Stakeholder’s Meeting took place on Wednesday, Sept. 19th from 4:00–5:30
p.m. at Del Norte Place, 11720 San Pablo Ave., Suite D.
City staff included Melanie Mintz, Yvetteh Ortiz, and Aissia Ashoori. Alex Sweet
(Nelson\Nygaard) attended to represent the parking study, and Rob Rees (Fehr & Peers) and
Katie DeLeuw 3 (EnviroIssues) represented the complete streets project.
Business, public and agency participants included Lisa Martinengo (El Cerrito Chamber of
Commerce), Garland Ellis (Richmond Annex Neighborhood Council), Ada Chan (Metropolitan
Transportation Commission), Ryan Lau (AC Transit), and Carolyn Clevenger (Alameda County
Transportation Commission).
Melanie Mintz provided some background and context for these projects within the SPASP. Alex
Sweet then described the methodology, initial findings of, and next steps for the parking study.
Finally, Yvetteh Ortiz and Rob Rees presented complete streets project, including the purpose,
preliminary concept for San Pablo Avenue, and next steps. Both project teams returned to the
community on Oct. 11 with additional updates and recommendations.
A summary of the stakeholder discussion about the parking study with questions/comments in
italics followed by responses follows:






2
3

Blocks 8 and 13 face each other – why are there different time limits on opposite block faces?
(Ada Chan, MTC)
Currently there is only a time limit on the residential side of the block; this may be worth reevaluating.
Did the City study the origin of the cars on these blocks? It may be helpful to know who is parking
long term and whether they are residents of El Cerrito or not. (Ada Chan, MTC)
No, we collected just enough information to know which cars stay and which cars move.
Does this data indicate that the theater block is underutilized? (Lisa Martinengo, El Cerrito
Chamber of Commerce)
Street parking along the theater block was full, but within a block or two there is a lot of
availability. With the yoga studio and restaurants there, the City could consider extending the time
limit.

Katie DeLeuw provided the summary for this outreach meeting
Katie DeLeuw provided the summary for this outreach meeting.
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o

Lisa suggested speaking with Tom at Noodles Fresh about potential changes to the
parking on this block.

Stakeholder Meeting #4: Residential Stakeholders
The Residential Stakeholder’s Meeting took place on Thursday, September 20 from 7:00-8:30
p.m. at El Cerrito City Hall, Council Chambers. Postcards were mailed the week of September 3rd
to 741 Residential Parking Permit households notifying them of the meetings date including a link
to the City’s website.
City staff included Yvetteh Ortiz and Aissia Ashoori. Consultant staff included Alex Sweet and
Brian Manford (Nelson\Nygaard). Fifteen members of the public attended. Aissia Ashoori
provided background and context for these projects within the SPASP. Alex Sweet described the
methodology and initial findings of the existing residential parking conditions, and then
facilitated a Q&A session. Following the presentations, the meeting broke into an open house
format. Below is a summary of the questions and comments from this meeting.
Questions:


Does the City verify that households do not exceed the 4-permit limit? Yes, that is
verified in the permit application or renewal process. The average permit amount for
households with a parking permit is 1.6.



Did we count things blocking spaces/inability to reach curb – i.e. residents that leave
trash cans out beyond the collection timeframe, cones in front of homes? Obstructions or
objects in the parking area were noted during data collection.



Can neighbors become volunteer parking enforcement officers? The City does not have a
program in place to train and manage volunteer officers.



What’s the City’s – specifically police department’s– budget to enforce parking? One full
time officer and two part time.



What ever happened to the measure at the Plaza for new garage/shuttle? The measure
was years ago and has long been spent. BART has moved away from prioritizing
expanding parking at existing stations.



Why do we allow cars to remain parked during street sweeping? See the City’s Trash
Management Plan.



Why didn’t we count resident permit program (RPP) streets? RPP streets were included
in both parking count study areas. Downtown parking counts focused on commercial
parking areas and the San Pablo Avenue Specific Plan boundary.

Comments:


Key Street becomes gridlocked when I-80 is backed up



Tenants in apartment complexes typically park on surrounding streets (Lexington)



Housing architecture in some neighborhoods prevent households from parking in the
garage and sometimes the driveway (garage is too small, or driveway is too short)



With RPP parking on both sides of the street, there is only room for one moving vehicle
and others must pullover and wait their turn (Norvell and Liberty)



Some residents admit that walking up Cutting is hard since there is not a bus to get back,
so they will use their RPP to park near the station
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Residents would like to see shuttle service such as those in Emeryville and Sacramento



Residents admit that when guests come to visit in the daytime (M-F), they will save a
street space and then move their car when their company arrives “merry go round”



El Cerrito should not subsidize commuters



Guest pass policy is a hassle, instead can we have parking “tags” instead of stickers that
can be displayed in the rear-view mirror



The public knows that parking is not enforced, so they will often risk the ticket realizing
that although they parked at 7 a.m., the police may not begin enforcement until 11 a.m. so
the 4-hour designation cannot be enforced until after 2 p.m.



City will study parking and shelve the results with no action

Public Workshop Community Meeting
The Public Workshop Community Meeting took place on Thursday, Oct. 11th from 7:00–8:30 p.m.
at El Cerrito City Hall, Council Chambers.
City staff included Melanie Mintz, Yvetteh Ortiz, and Aissia Ashoori. Alex Sweet, David Fields,
and Brian Manford (Nelson\Nygaard) attended to represent the parking study, and Rob Rees
(Fehr & Peers) and Katie DeLeuw 4 (EnviroIssues) represented the complete streets project.
Approximately 15-20 members of the public participated in the meeting.
The project team presented on each project. Melanie Mintz provided background and context for
these projects within the SPASP. Alex Sweet then described the methodology, initial findings of,
and recommendations for the parking study, and then facilitated a Q&A session. Yvetteh Ortiz
and Rob Rees presented on the complete streets project, including the purpose, preliminary
concept for San Pablo Ave, and next steps, and also facilitated a Q&A. Following both
presentations, the meeting broke into an open house format, where participants discussed the
projects one-on-one with project team members.
Meeting participants and the project team engaged in a discussion throughout the presentation.
This section summarizes questions and key discussion items. Presentations are available on the
City’s Transportation Studies webpage: www.el-cerrito.org/transportationstudies.

4



Consider changing the nomenclature of time when describing distances, as different
people walk at different speeds. So, a 5-minute walk from the BART station might be
different distances depending on the person. Related, 5 minutes could mean different
things based on the location within the BART station from which someone starts their
walk. The parking zones for BART uses the ½ street network distance from the BART
Station entrance. 5-minute walk was intended as an easy to understand reference point.



The parking garage for the El Cerrito Plaza station was supposed to be built 10-15 years
ago, and more recently there was discussion of a shuttle. What happened to these ideas?
BART is rethinking their right-of-way use and have adopted different models for different
stations based on how multimodal or car dependent they are. Instead of investing in new
parking, BART is investing in ridership. Regarding shuttles, these can be expensive and
often need sponsorship.



During the study of parking occupancy, did the team take into consideration the usage
of the BART parking lot at El Cerrito Del Norte, to see how full they are during the day

Katie DeLeuw provided the summary for this outreach meeting
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compared to residential street parking? Is there a concern of BART riders using the El
Cerrito Plaza shopping center to park?
The team did not count BART parking lot occupancy, and it is important to note that
there were some BART parking lot closures at the time that likely resulted in higher
demand for on-street parking. BART riders may be using the shopping center parking lot.
It is the responsibility of the shopping center to enforce this.


Did the parking study identify a priority one way or the other for preserving on-street
parking availability for residents vs. BART riders? Are there measures that could make
it easier to accommodate residential parking near the BART station?
BART is interested in reassessing parking around the station. There may be an
opportunity to charge commuters for street parking to produce revenue in areas impacted
by BART parking demand.



Is the finding out of the parking study that there is too much parking around BART
stations?
The parking permit area is too big. Because of the parking permit program, people from
other neighborhoods of El Cerrito seem to be driving closer to the BART station and
parking for free. It seems like the permit program was not intended to allow residents to
access BART parking, and the City needs to address this.



What are the parking requirements for new developments?
The city sets parking requirements based upon financial feasibility and the goal of
providing much-needed housing near transit, transit-oriented development best practices
seen in other similar environments (e.g. near fixed transit), and the policy goal to
promote mode-shift. The City sets a maximum amount for residential development and
allows a developer to determine their amount, within a range.



The city is not adequately valuing the parking spaces. Charging $7 per year for a
residential parking permit is not enough, and the city should evaluate increasing this.
Also, through this study, the city is not taking other uses of the space into consideration,
such as active transportation modes. Safety should not be compromised to
accommodate parking.
This is being evaluated in this study, and the Complete Streets Plan identifies the need to
use ROW to support other modes, including active transportation.



Does the city have a formal process to evaluate whether or not parking is the best use of
that public space? Not at this time



I love all the suggestions!



Raise the residential permit fee to accurately reflect that value of that space. Changes to
permit fees are being considered as part of the parking strategies.



If you cap permits by curb space, how would you decide who gets how many permits?
Permit distribution would be addressed if that strategy is developed further. Capping
permits by curb space is not recommended in the final report.



We understand “adjust” to mean raise, to cover the actual cost of the program.
Adjusting the permit price to cover the cost of the program would result in raising the
permit cost.
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4. EXISTING CONDITIONS ANALYSIS
This study looked at on-street parking conditions in the Uptown Area near the Del Norte BART
station area and Downtown Area near the Plaza BART station area, along with the City’s existing
residential permit parking program. Each area is described below.

4.1. UPTOWN AREA EXISTING CONDITIONS
Although on-street and off-street parking occupancy data were collected around the El Cerrito Del
Norte BART Station in 2011 (El Cerrito Parking Study 5) and again for areas south of Potrero
Avenue in 2018 (San Pablo Avenue Corridor Project 6), additional data collection is necessary to
better understand current parking conditions around the El Cerrito Del Norte BART Station 7.
These findings will inform recommendations for effective management of on- and off-street
parking near El Cerrito del Norte Station and along the San Pablo Avenue corridor. They will also
help understand current access and parking utilization patterns associated with new residential
and transit-oriented development in the area. The recommendations will support SPASP goals as
they pertain to both desired commercial activity and residential parking targets. Key findings
from both this memo and the San Pablo Avenue Corridor Project can be found in the Key
Findings section below.
The Nelson\Nygaard team collected a limited sample of on-street parking data Uptown to
understand on-street parking behavior and its implications for access to new and existing
development within the Specific Plan Area. This data included occupancy and duration of stay
surveys of 22 block faces in total (Figure 5). These block faces were selected in collaboration with
City of El Cerrito staff, with a focus on collection of new data in areas that will experience
increased development or commercial activity since the 2011 parking occupancy study. 8 Data
collection took place every two hours on Saturday, May 19th and Wednesday, May 23rd, 2018
between the hours 10 a.m. and 6 p.m. These dates were chosen due to their “typical” nature,
meaning that there were no special events or activities that occurred in the vicinity on those dates.
The only activity that may have affected parking behavior along the observed blocks was the
ongoing El Cerrito del Norte Station Modernization Project, which may have temporarily
removed some spaces from the station’s West Parking Lot. The station modernization will not
permanently affect parking supplies.

El Cerrito Parking Study Final Report, CHS Consulting Group, November 28 2011
San Pablo Avenue Corridor Project Existing Conditions Report, Alameda County Transportation Commission, January 5
2018
7 There was construction at the Del Norte BART Station during data collection and there may have been parking
restrictions and unavailability within and around the station during data collection.
8 El Cerrito Parking Study Final Report, CHS Consulting Group, November 28 2011
5
6
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Figure 5

Uptown Parking Utilization Study Area 9

The majority of the parking data collection area is within the Uptown section of the 2014 San
Pablo Avenue Specific Plan, which describes the area as, “A mixed-use commercial area that
serves as the northern gateway to the City. Positioned within ½ mile of the del Norte BART
Station, a regional multi-modal center, this district is characterized by larger lots and building
footprints. The area has potential to be humanized to be a stronger neighborhood that is more
walkable and bikeable, while still serving as a transportation hub.”
The results of the data collection are presented below.

4.1.1.

Key Findings

Results from the data collection effort indicate that there is an overall surplus of on-street parking
in the study area, and that any localized shortages at key locations can be improved through
parking management strategies. Additional key findings from the parking analysis include:
1.

9

Overall, a significant parking surplus exists, with a few hot spots of high
demand. The overall peak occupancy in the study area occurred at noon on both
Wednesday and Saturday, when 60% and 47% of on-street spaces were occupied,
respectively. A few hot spots of high occupancy do exist, including several block faces
around the El Cerrito Del Norte Station (Blocks 5, 8, 12, 13, 14, 15, and 16) and some
blocks of on-street parking immediately in front of commercial uses (Blocks 2 and 3).

Base map from San Pablo Avenue Specific Plan (2014)
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However, even at peak hour, these high-demand block faces sat next to underutilized
ones.
2. The study area’s on-street parking supply is underutilized. Even during the
busiest hour on Wednesday, 40% of the parking supply in the study area was vacant. That
is, 122 parking spaces within the study area sat unused at even the busiest time of day. On
Saturday, these numbers are even starker, with 53% or 161 parking spaces unoccupied in
the peak hour.
3. There is a high non-compliance rate among parked vehicles in time-limited
spaces. On Wednesday, over a quarter (27%) of parked vehicles violated parking time
limits. Among vehicles parked in time-limited parking spaces, that number was even
higher, at 41 percent. The number of parking violations on Saturday was lower than
Wednesday but still high, with 21% of vehicles parked in time-limited parking spaces
violating those limits.
4. There is a wide variety of time limits for the on-street spaces. On-street spaces
within the studied area are governed by at least four different time limit lengths,
including passenger loading, two hour limits, four hour limits, and unlimited. The variety
of time limits may create confusion and lead to staying past the designated limit.
Simplifying these time limits and rationalizing their locations may help to improve
compliance and could better distribute short- and longer-term parking throughout the
area.
5.

There is a lack of clear parking signage along block faces. Parking signage along
block faces in the study area often contains cryptic or faded text, and the signage itself is
sporadically placed or entirely absent. Installing clear and consistent signage may help to
improve compliance and avoid confusion among system users.

The Alameda County Transportation Commission conducted a separate evaluation of parking
supply and demand in the fall of 2017, titled the San Pablo Avenue Corridor Project. 10 In this
study, parking data were collected for an eight-mile segment of the corridor between 36th Street in
Oakland and Potrero Avenue in El Cerrito, of which 1.75 miles fall within El Cerrito’s city limits.
Relevant findings from the San Pablo Avenue Corridor Project are summarized below.


San Pablo Avenue’s parking supply is metered in downtown Oakland and
Berkeley, time limited everywhere else along the corridor. Twenty one percent
of parking spaces along the corridor are metered. Metered spaces are concentrated
exclusively in Berkeley and Downtown Oakland. Parking spaces along San Pablo Avenue
in El Cerrito and other parts of the corridor outside of Berkeley and Oakland are free with
some restrictions. In total, around 40% of spaces have time restrictions, 4% are
designated as loading zones, and less than 1% are reserved for specific users.



Parking utilization is low overall, with several hot spots around commercial
destinations. On-street parking utilization on San Pablo Avenue is low to moderate
overall. During each time period observed, most blocks were less than 60% full. Parking
occupancy tended to be higher in commercial areas of the corridor, and during peak
periods on weekdays and Saturday evening. In a few select locations, parking was more
than 90% full during peak periods. Even in areas where parking occupancy was high,
open spaces were always available within three blocks or on the other side of the street.

10 San Pablo Avenue Corridor Project Existing Conditions Report, Alameda County Transportation Commission, January 5
2018
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The only segment of San Pablo Avenue in El Cerrito that showed on-street parking
occupancies greater than 90 percent during peak periods was in the vicinity of El Cerrito
Plaza Station. This is consistent with results from the Nelson\Nygaard team’s data
collection effort.


Truck loading activity is highest during the morning peak, and often does not
occur at designated loading zones. The parking study found truck loading activity
highest between 7:00 and 9:00 a.m. Although several on-street parking spaces are
designated as loading zones throughout San Pablo Avenue, truck loading often did not
occur in the designated loading spaces. Trucks opted for proximity to their destinations,
regardless of the designation or on-street parking prohibitions. When convenient curb
space was not available on San Pablo Avenue, trucks double parked and blocked a travel
lane. Loading activities tended to cluster around major intersections in commercials
areas.

4.2. DOWNTOWN AREA EXISTING CONDITIONS
To understand who is using on-street parking and for how long, as well as the access and parking
needs of existing office, retail establishments and new development within the Specific Plan Area,
the Nelson\Nygaard team collected a limited sample of parking data. This data included
occupancy and duration of stay surveys of 18 block faces located across the Specific Plan Area.
These block faces were selected in collaboration with City of El Cerrito staff, with a focus on
collection of new data in areas that have experienced increased development or commercial
activity since the 2011 parking occupancy study. Data collection took place every two hours on
Thursday September 29th and Saturday October 1st, 2016 between the hours of 10 a.m. and 8 p.m.
The majority of the parking data collection area is within the Downtown section of the Specific
Plan Area, which describes the area as “an entertainment/theater and shopping district that
serves as the southern gateway to the City. Positioned within a ½ mile of El Cerrito Plaza BART
Station walkshed this district is characterized by constrained lots, the El Cerrito Plaza shopping
center and adjoining residential areas. New development potential primarily includes smaller
infill projects with ‘fine grain’ character, as well as the El Cerrito Plaza BART surface parking lot
or eventual redevelopment of the El Cerrito Plaza shopping center.” The results of the data
collection are presented below.
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Figure 6

Parking Utilization Study Area 11

4.2.1.

Key Findings

The key findings of the parking analysis follow:
1.

Overall, a parking surplus exists, with a few hot spots of high demand. The
peak occupancy in the study area occurred at 4 p.m. on Thursday and noon on Saturday
when 54% and 49% of on street spaces were occupied, respectively. A few hot spots of
high occupancy do exist, including the parking on Block 12 (a residential block without
time limits) and some blocks of on-street parking immediately in front of commercial
uses. However, even at the busiest hour, these highly utilized facilities sat next to
underutilized ones.

2. Parking facilities are underutilized. Even during the busiest hour on Thursday, 46%
of the parking supply in the study area was vacant. That is, approximately 100 parking
spaces sat unused at even the busiest times of day.
3. Parking time limits do not guarantee availability. Approximately 12%-14% of
parked cars violated the parking time limits on Thursday and Saturday. This is likely a
low estimate because counts were conducted every two hours and thus did not identify
cars that violated one-hour parking spaces.
4. There is a large variety of time limits for the on-street spaces, which may be
confusing to motorists. On-street spaces within the studied area are governed by at
least four different time limit lengths, including 90 minutes, 1 hour, 2 hours, and 4 hours;
the remainder have no time limit. Simplifying these time limits and rationalizing their

11

Base map from San Pablo Avenue Specific Plan (2014)
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locations may help to improve compliance and could better distribute short- and longterm parking throughout the area.
These results indicate a surplus of parking in the study area. Any shortages at key locations can be
improved through parking management strategies.

4.3. RESIDENTIAL PERMIT PARKING EXISTING CONDITIONS
The current Residential Parking Permit (RPP) Program, last revised in 2001, covers residential
streets that experience commuter parking for the El Cerrito Plaza BART Station and El Cerrito
Del Norte BART Station and in West El Cerrito, due to proximity to I-80. Streets near both
stations have a four-hour time limit; residents living on a permitted block can apply for a parking
permit that exempts them from this time limit.

4.3.1.

Existing Program Summary

El Cerrito’s RPP program contains the following elements:


Approximately 100 block faces are covered



Most blocks have a single permitted side with no restrictions on the opposite side; this
allows for some commuter parking



Residents can petition to permit both sides of a block with support from 60% of
households on both sides of the block

Figure 7

Existing Residential Parking Permit (RPP) Program Elements

Program
Element
Zonal Structure

Existing Program
Three zones:
− ½ mile radius from El Cerrito Plaza BART Station
− ½ mile radius from El Cerrito Del Norte BART Station
− West El Cerrito
About 100 block faces are currently permitted

When is permit
required?

7 a.m. to 6 p.m. Monday-Friday during which permit & visitor pass holders are exempt from
posted time-limits; others may park up to four hours

Cost of permit as
of FY 2018-19

$21 for a three year permit, the three existing zones are staggered to reduce administrative
costs

Permit cap

Four permits per household

Eligibility

Applicants must provide local car registration or proof of residency with non-local registration
Any resident on a permitted block can obtain a permit; residents may obtain visitor passes for
their guests. (See Visitors below.)

How to initiate a
permit zone

60% of residents on a street must approve commencement of RPP (via petition)
Must be within the ½ mile radius from a BART station

Visitors

Guest passes are valid for 2-weeks and are purchased in person at City Hall

Permit Type

Sticker placed on the permitted vehicle’s left bumper
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4.3.2.

Program Challenges and Opportunities

The RPP program has room for improvement. A summary of the challenges and opportunities are
listed below.


A challenge identified in the on-street parking evaluation and public outreach is the size
of the permitted areas. The two BART-adjacent permit zones have permitted blocks
within the ½ mile walk along the street network from BART. The current policy allows
residents within a ½-mile radius of a station to petition to join the RPP without regard
for walking connections to the station. Permit zones that are too large allow permit
holders who live farther out from the station but still on a permitted block to drive and
park closer to the BART station. The City has received some complaints about this
practice, which undermines the intent of the RPP program. Permit holder cross
commuting is likely to increase with the addition of more RPP block faces farther out
from the BART stations.



The current RPP program restricts parking with time limits on only one side of the street,
with a few exceptions where residents have petitioned to include both sides of their street.
BART riders typically park on the unrestricted side of each street. BART riders benefit
from this free parking (compared to BART parking lots, which cost $3 a day and fill up
early in the morning). There is an opportunity for the City to charge a fee to BART
parkers to help fund the parking program and potentially other multi-modal
transportation benefits near BART stations.



The City last revised its RPP program in 2001. The current RPP fee ($7 per year) does not
cover administrative and enforcement costs of the program.



Information on the petition process for adding a new block to the permit program is not
fully available on the permit parking website, making the process more challenging for
residents experiencing parking challenges.



The permit application could manage expectations, for example, by adding information
on the permit application informing that a permit does not guarantee a parking space.



Additionally, the household parking permit cap of four permits should be revisited to
account for increased density and available on-street parking.



Visitor parking permits should be easy to obtain and use.



Parking requirements and residential permit policies need to be reexamined to ensure
that new developments—from multi-family residential and mixed-use buildings to back
yard cottages—have access to on-street parking while ensuring that residents can still find
spaces to park.
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5. PARKING DEMAND MODEL
This study addresses the potential parking impacts from development in the Specific Plan Area. A
critical step in this analysis is understanding the City’s future parking needs relative to supply.
The goal is to answer the following kinds of questions: Will there be enough parking for current
development projects? Will there be enough parking for future development? How will new
development affect access to commercial districts and surrounding residential neighborhoods? As
the mix of land uses evolves, how much parking will be needed depending on current projections
of future commercial and residential uses?
Nelson\Nygaard used a shared parking model to analyze future parking demand resulting from
development. The detailed parking model memorandum methodology and results are shown in
Appendix D Parking Demand Model. The analysis indicates the overall on-street and offstreet parking supply will accommodate future parking demand. This validates the flexible
approach to off-street parking requirements in the SPASP. New developments can include less
than the maximum parking and still accommodate parking demand. Further, developments that
include the maximum parking will not create too much parking supply. Implementation of
additional transportation demand management (TDM) measures and assumptions regarding
transportation mode shift are not included in this iteration of the model.
Parking demand would be even lower with implementation of TDM measures and a series of
active transportation improvements associated with new pedestrian-friendly developments
envisioned in the SPASP.
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6. ON-STREET PARKING STRATEGIES
This section provides recommendations for on-street and residential permit parking for the
Specific Plan Area and nearby neighborhoods. It includes parking goals as well as short
descriptions for each recommendation. These recommendations were presented and have been
refined based on public feedback received at the project meeting on October 11th.

6.1. COMMERCIAL PARKING
The following on-street parking strategy recommendations meet the objective of supporting
commercial activity on blocks with commercial land use and mitigating commuter parking
impacts near the two BART stations. The short-term approach begins with updating time limits to
make them consistent across all blocks in the Specific Plan Area to ensure that BART commuters
do not park on the street, while providing parking spaces for people who visit, shop, live, or work
in El Cerrito. As new development comes online, the strategy recommends regularly monitoring
parking occupancy and implementing a set of longer-term strategies as needed.

6.1.1.

Short-Term Strategies

Short-term strategies are intended for immediate implementation. A proposed implementation
schedule is provided on Page 43.

1. Adopt a Formal Parking Policy and Program Parameters with On-Street
Availability Target
The City should adopt a formal on-street parking policy or ordinance describing the parking
program’s goals, objectives, and key parameters. The parking policy should include parking zones
as proposed in Figure 9 on Page 32. Ordinance language should be simple and concise, yet clear
in describing the key elements:


Set specific targets for the availability of on-street parking, such as “no more than 80% of
on-street spaces should be occupied at any given time.”



Grant staff, including the Community Development Director and Public Works Director,
the authority to adjust on-street parking regulations, as necessary to meet adopted
occupancy/availability targets, without further City Council action.



Establish program funding through parking fees, or other mechanisms.

Intended Impacts: Provides clear objectives for the public and staff; Gives staff authority to
make changes to be more adaptive;
Side Effects/Other Impacts: Will require additional staff resources to establish and manage
the parking program.
1.1.

Establish Parking Data Collection Program

To ensure the desired occupancy levels are maintained and to measure commuter parking
impacts in residential neighborhoods, the City should monitor on-street parking occupancy. This
can be done with an annual count report to collection area-wide counts and trends, along with
smaller, more frequent counts in the areas around the del Norte and Plaza BART stations and
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busier commercial areas that rely on on-street parking. Data will allow the City to effectively
manage on-street parking and make decisions about parking time limits or enforcement efforts.
Annual Counts
The data collection program should:
•

Count utilization of on-street parking every 2 hours from 10 a.m. to 6 p.m. on a typical
weekday (Tues, Wed, Thurs) and a typical Saturday during the school year

•

Track duration of stay for each vehicle

•

Note whether vehicles have permits

•

Identify any parking violations (if a car stays past the time limit)

The data results should categorize each block into one of three parking occupancy categories:


<65% occupied



65-80% occupied



>80% occupied

Assuming two days of counts, approximately 18 block faces, and a summary memorandum, all
conducted by a private consultant, the cost of data collection was approximately $10,000 in 2018.
We anticipate subsequent efforts to be less expensive. The City can reuse templates for counts,
data analysis, and memoranda for each recount. The City can consider collaborating with local
university students or non-profits to conduct the data collection and produce the memo.
Periodic Counts
The City should partner with parking enforcement officers to conduct periodic counts on the
blocks with the highest parking demand, as listed in Appendix B and Appendix C. The most
efficient means of conducting counts would be for the officer to use a license plate reader to scan
vehicle license plates during peak parking hours to identify occupancy at the blocks (or how many
cars are parked at one time) and any time limit violations (how many cars have exceed the time
limit). This smaller and more regular data collection will help the City make changes more quickly
than waiting for an annual count report. It will also help officers target their enforcement on
blocks that are regularly over 80% utilization.
Intended Impacts: Use data to inform parking policies and enforcement activities.
Side Effects/Other Impacts: Data can be costly to collect and detailed and cumbersome to
process. Should the City eventually implement parking meters in certain locations, the meter data
would become a source of utilization information.
1.2.

Establish Management Thresholds

The City should use the data collection program results from Strategy 1.1 to inform their policy
decisions and management practices. This includes targeted enforcement, adjustment of time
limits, and potential installation of parking meters when the data collection shows the following:
1.

When a commercial block face exceeds 80% occupancy, the City should target
enforcement on that block face. See Strategy 2.2 for more about this recommendation.

2. When three or more contiguous non-residential blocks (which could include both sides of
the street) exceed 80% average occupancy for two hours or more, the City should
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consider establishing a paid parking program to better manage the parking on these
blocks to improve access, promote commercial activity, and discourage long-term car
storage. [Note: this is expected to be a long-term strategy. It is discussed further in
Strategy7]
Intended Impacts: Creates goals the City can use to manage parking policy and make
decisions.
Side Effects/Other Impacts: These goals should to be context sensitive.

2. Establish Parking Enforcement Protocols
The Community Development and Public Works Departments should work with the Police
Department to establish a parking enforcement program based on the data collection from
Strategy 1.1, and include fines and enforcement practices tied to occupancy.
2.1.

Implement Performance-Based Fine Rates

To mitigate parking regulation abuse, while avoiding harsh penalties for isolated (and often
unintentional) violations, some cities use incremental fine schedules. First-time violations incur a
modest fine, or even a “courtesy ticket” with no fine, while fines are multiplied for repeat offenses.
For example, Claremont, CA implemented an incremental fine schedule. The first ticket for
overtime parking in a calendar year is $35, the second $70, and the third $105. For illegally using
a disabled parking space, the first ticket is $325, the second $650, and the third $975.
During rollout of any parking changes, the City should provide a “grace” period and warnings.
Violations for first infractions should offer education with repeat offenses escalating to monetary
fines.
Intended Impacts: Reduce repeat parking regulation abuse and increase parking compliance.
Side Effects/Other Impacts: Potentially reduced ticket revenue.
2.2.

Enforce Commercial and Residential Permit Blocks with 80% Occupancy

When data collection reveals blocks with occupancy rates of 80% or more for two or more hours,
the City should target enforcement resources to monitor said block(s) and enforce the established
time limit. Enforcement should occur during the time(s) the block exceeds 80% occupancy. For
example, if a block exceeds 80% occupancy on weekdays at noon – the enforcement officers
should target their enforcement for the noon hour, which means chalking tires around 8:30 a.m.,
and monitoring vehicles at 12:30 p. m. (assuming a 4-hour parking time limit). For a two-hour
enforcement period that peaks at noon, the officers should chalk the tires at 10:00 a.m. and
monitor the vehicles soon after noon.

3. Establish Default 4-hour Parking Time Limit Across Specific Plan Area
In the near-term, the City should implement a default four-hour time-limit for on-street parking
in the Specific Plan Area to provide enough time for people to park once and attend to errands,
eat a meal, attend a yoga class, see a movie, or a combination thereof. At the same time, four
hours will dissuade people from parking on street all-day to commute on BART. Ideally, this will
provide enough time for visitors to complete their business without exceeding the time limit, and
thus avoid getting a ticket.
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A consistent parking time limit across the Specific Plan Area will also be easy to communicate
through consistent signage, and be simple for the public to understand.
The City should enforce the time limit Monday through Friday 9:00 a.m. to 6:00 p.m. If 80%
occupancy extends into weekends, the City should consider extending the policy to Saturdays,
particularly in commercial areas.
This policy should be applied in the near-term, until parking occupancy thresholds are met (i.e.,
three contiguous blocks exceed 80% occupancy as referenced in Section 1.2), and paid parking is
implemented. The exception to this is on the blocks where the City implements paid parking for
BART patrons, which is discussed in Section 14 on Page 38.
Intended Impacts: Improves compliance with parking limits; reduces confusion about varying
parking time-limits; provides enough time for visitors to park once and shop, eat, and run
errands; prevents BART commuters from using on-street spaces all-day.
Side Effects/Other Impacts: May reduce parking availability if people stay parked for longer,
particularly for certain blocks. Relies on enforcement for turnover where people typically park for
longer than four hours.
3.1.

Allow Time-Limit Variances

The City should implement a parking time-limit variance with shorter time limits on designated
blocks to encourage more turnover. A good candidate for this variance is the block of San Pablo
Avenue between Fairmont Avenue and Central Avenue (Downtown Block 15), which has a 1-hour
parking time limit and where 90% of people parked for 2 hours or less (as described in the
Existing Conditions in Appendix C). This suggests a 2-hour parking limit is appropriate for this
block of retail, services, and restaurants. The City should determine these variances based on data
collection from the counts conducted as part of Strategy 1.1 and enforcement data as part of
Strategy 2.2.
Intended Impacts: Encourages parking turnover for blocks that serve customers with shorter
(but longer than one-hour) parking needs.
Side Effects/Other Impacts: May create confusion for public compared to 4-hour time limit
across study area. Relies on enforcement for turnover. Requires additional City resources,
including staff time, to consider and implement variances.
3.2.

Consider Employee Parking

The four-hour time limit supports parking for visitors. However, it doesn’t provide enough time
for someone who works in the Specific Plan Area to park on-street all day. Employees should be
encouraged to walk, bike, carpool or take transit to work. However, if an employee has to drive,
the City should consider the following options.
1.

Employees can move their vehicles every 4-hour period to another block to avoid a ticket.

2. The City can sell employee on-street parking permits for a fee at locations where
thresholds are below the 80% limit. Employees with permits would be allowed to park on
select blocks (with low parking occupancy) for longer than the established time limits
between designated hours (e.g., 9 AM to 6 PM, Monday through Friday). Permits would
not be offered on certain blocks, such as any with parking meters or those with over 80%
parking occupancy. Employers would petition the City for permits. The City would
require applicants to describe their TDM benefits and all other actions they take to

Nelson\Nygaard Consulting Associates Inc. | 25 | On-Street Parking Strategies

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

encourage their employees to walk, bicycle, take transit and carpool to work. The number
of revocable permits each employer receives would be subject to City review. The City
might start with one to two permits per qualifying business. Any on-street permits would
become void if paid parking is implemented in the City. All employers would be notified
in advance of changes to the employee parking permit program.
Intended Impacts: Supports business owners and employees who have to drive to work and
may reduce overflow into residential neighborhoods.
Side Effects/Other Impacts: Does not guarantee parking for employees. May encourage more
employees to drive. May reduce parking availability for visitors/customers. Creates more
administrative work for the City.

4. Create a Parking Communications Package
The City should communicate parking management strategies to the public and business
community.
4.1.

Develop Clear and Consistent Parking Signage

Inconsistent signage can undermine communication and create confusion about where to park
legally. The current parking violation rate may be partly due to unclear parking regulations. The
City should develop clear and consistent signage that communicates the parking program and is
easy for the public to understand. In the short-term, the City should update signs based on new
established parking time limits, and include parking restrictions during designated street
sweeping days & times in areas identified as medium- to very-high-trash-generation areas in the
City’s Trash Management Plan.
If metered parking is implemented, the City may consider some more sophisticated parking signs
to communicate different parking regulations for different times and days. The City of Los
Angeles conducted a parking sign pilot program, posting easy-to-read and understand parking
signs to reduce parking citations due to misunderstandings of posted parking regulations.
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Figure 8

Easy-to-decipher parking signs can improve parking compliance. Source: LADOT

Intended Impacts: Improve parking compliance with clear signage.
Side Effects/Other Impacts: Will require staff time and financial resources to develop and
install new signs.
4.2.

Conduct Outreach Program to Public

The City should develop an outreach program to communicate parking changes to the public,
including posted signs, press releases, a designated parking website, and distribution of materials
at City and community events and meetings.
Intended Impacts: Helps improve parking compliance when people understand the rules, and
helps the public feel more comfortable with changes to their routines.
Side Effects/Other Impacts: Will require staff time and budget to develop materials, attend
City and community meetings and events, and conduct outreach.

5. Create a Curbside Management Policy
With many competing demands for curbside space (e.g. bike lanes, loading zones, transit lanes,
outdoor seating, disabled parking, green and electric vehicle infrastructure, etc.), streets can be
prioritized based on City goals, context, and need. As development increases, the City should
work with businesses and residents to ensure they can receive deliveries or load and unload from
taxis and ride-hailing vehicles without blocking traffic lanes, bike lanes or the sidewalk. A sample,
high-level curbside policy scope of work is listed below. The El Cerrito Municipal Code includes
some curbside management policies, such as for commercial and passenger loading zones and
short-term parking, in Chapter 11.40 – Stopping, Standing and Parking. The cost of the study will
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depend on the size of the study area and amount of outreach. The cost to hire a consultant to
develop a curbside management policy may range from $40,000 to $85,000, depending on data
collection efforts and other factors.
A. Outreach: Conduct surveys and interviews with businesses to determine curbside
loading needs; Conduct intercept surveys; Hold outreach meetings to gather input from
the public; Conduct site reconnaissance to observe curbside use in key areas.
B. Existing Conditions: Document existing curbside uses (including blue, green, red,
yellow, white zones), policies and procedures in designated area (e.g., San Pablo Avenue
in Specific Plan area). Summarize any existing policies governing curbside allocation.
C. Provide Curbside Policy Recommendations and Decision-Making
Framework: Recommend policy considerations for curbside management; Create
decision-making goals and objectives for when to implement curbside changes. The
policy recommendations should consider the following uses: access for commerce, access
for people, activation, greening, mobility, and storage.
Intended Impacts: Prioritizes curbside needs by type of street and land uses served; helps to
make decisions based on a framework; makes efficient use of space and promotes multimodal
access.
Side Effects/Other Impacts: Need to balance competing curbside demands, including
loading, bike lanes, bus stops and transit priority lanes, disabled parking, etc.; potential loss of
parking supply by reallocating space for loading, bike share, or other use.

6.1.2.

Long-Term Strategies

Long-term strategies should be considered in the future as development increases and once onstreet parking in the Specific Plan area meets thresholds defined in Strategy 1.2. A proposed
implementation schedule is provided on page 43.

6. Establish Parking Benefit District
To support the management, operation, and financing of parking management, access, and
transportation demand management (TDM) programs within the Specific Plan area, the City may
wish to establish a Parking Benefit District. A Parking Benefit District (PBD) is a defined area
within which the City would manage on-street parking to maintain parking availability and
generate funding for program management, enforcement and desired improvements within the
area, such as enhanced security and improved streetscapes (plantings, furniture, etc.). Ideally, the
City should establish a PBD plan before implementing paid parking, as described in Strategy 07.
A PBD advisory board can provide guidance to the City on how to best use the funds. A key
premise of establishing a PBD is that income (fees from parking meter or permit revenue and/or
enforcement measures less administrative costs) is dedicated to public improvements and
services that benefit the blocks where the revenue is collected. A PBD is important to consider as
parking demand increases, which may occur with increased development in the Specific Plan
Area. A suggested map of the parking benefit districts is shown in Figure 9 on page 32.
A PBD can help address stakeholder interests in the planning and management process and build
political support for implementing key management practices, including parking pricing. The
commitment to keep parking revenues within the PBD offers a strong incentive for all
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stakeholders to support district formation and management practices. Potential uses of PBD
revenues that have been popular elsewhere include:


Landscaping and streetscape greening



Increased frequency of trash collection



Additional street cleaning, power washing of sidewalks, and graffiti removal



Pedestrian-scale lighting



Transit, pedestrian, and bicycle infrastructure and amenities



Additional police patrols or “Downtown Ambassadors” to increase security



Marketing and promotion of downtown

Implementation steps for a PBD include:
3. Begin process when the City is ready to implement paid parking
4. Adopt City ordinance
5.

Create governing/oversight body

6. Implement paid parking/demand-based pricing
7.

Adopt list of PBD revenue expenditures

8. Develop coordinated public relations plan
9. Evaluate and manage on an ongoing basis
Intended Impacts: Provides mechanism for reinvesting revenue back into commercial and
nearby residential areas.
Side Effects/Other Impacts: Requires additional staff time and resources. Revenue can
fluctuate depending on seasonal demand and overall health of local economy. The City would
need to identify budget to cover start-up costs.

7. Design and Implement a Performance-Based Paid Parking Management
Program
When three or more contiguous non-residential blocks exceed 80% average occupancy for two
hours or more, the City should consider implementing a paid parking program using demandresponsive pricing.
Demand-responsive pricing ensures that a few spaces are consistently available on most blocks.
The “right price” is always the lowest price that will achieve an availability target (e.g., 80%). By
adjusting rates periodically—up when and where demand is high and down when and where
demand is low—it is possible to better distribute demand and maximize use of parking facilities.
7.1.

Establish boundaries, rates, and regulations by location and time, reflecting
patterns of demand. Evaluate a transition away from use of time limits.

First, define geographic boundaries as well as the initial rates. One potential long-term option for
El Cerrito is to define “zones” or specific blocks and facilities corresponding to convenience and
demand – “Premium,” “Value,” and “Discount.” The boundaries would be subject to change on a
periodic basis. Initial rates would be established by location, and could be calibrated by day of the
week or time of day. Special peak rates for major events would also be established.
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To encourage more turnover in prime spaces, rates could also allow for progressive pricing,
allowing people to stay longer, but pay a higher hourly rate for that privilege.
7.2.

Remove curb parking time limits.

As demand for curb space increases, the City could also evaluate transitioning from time limits for
on-street spaces. While meant to encourage turnover, time limits effectively tell customers to
leave, thus potentially preventing visitors from spending extra time and money in retail
establishments. Enforcement of time limits is also labor intensive, and as the collected data
showed, many motorists did not adhere to them. Instead, pricing spaces appropriate to their
relative value would allow people to buy exactly the amount and type of parking time that they
need.
7.3.

Communicate the program through effective outreach and messaging.

The City could create a parking communications package to communicate changes to the public
and business community, similar to what’s proposed in Recommendation 4 Create a
Parking Communications Package. The City should develop an outreach program to
communicate parking changes to the public, including public workshops, posted signs, press
releases, and a designated parking website.
7.4.

Ensure signage, wayfinding, and information technology systems are in
place to effectively operate the program and serve the customer.

Payment and technology systems are essential in performance-based management as they direct
motorists to available spaces and facilitate data collection, rate adjustments, convenient payment
via credit cards and mobile phone, proper enforcement, and distribution of program information
on multiple platforms. A coordinated wayfinding program is also critical to reducing visual clutter
and improving the overall streetscape aesthetic in downtown.
As program specifics are developed, the City would need to work with its vendors to calibrate
these systems to the requirements of the performance-based program.
7.5.

Monitor and evaluate parking availability on a regular basis. Adjust rates
and regulations on a periodic basis to meet adopted availability targets.

To most effectively manage on-street parking, the City would need to regularly monitor utilization
data (every month for the first two years; quarterly thereafter) to adjust rates by parking demand.
If the City pursues off-street shared parking policies, these parking availability evaluations should
consider those spaces.
Intended Impacts: Extending time span to match demand, charging higher prices in busy
areas, and having longer time limits for outskirt areas all make it easier for customers and visitors
to find on-street parking.
Side Effects/Other Impacts: Must avoid making zones too complicated; Must ensure
information is up to date on meter displays and online, will take at least six months for behavior
to calibrate – there is a large behavior change once parking goes from free to even 25 cents per
hour.
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6.2. RESIDENTIAL PARKING STRATEGIES
The following residential parking strategy recommendations meet the objective of mitigating
parking impacts from commuter and commercial parking. The approach begins with establishing
smaller permit zones, updating the permit cap and visitor permit policies, and ensuring BART
commuters do not park on-street all day through a paid BART parking effort.

8. Create Smaller, Context-Sensitive Residential Permit Zones
The large size of the existing permit parking zones has led to complaints that permit holders cross
commute to park as close as possible to the BART station. Smaller permit zones would prevent
some cross commuting.
The City should consider implementing three types of residential permit parking zones:


San Pablo Activity zones – residential streets within the Specific Plan Area broken into
Uptown, Midtown, and Downtown



BART zones – use the existing permitted blocks near both BART stations but do not
expand them any farther. This is equivalent to approximately a half-mile walk from the
BART stations.



Neighborhood zones – residential census tracts outside of the other zones. Census tracts
are an area roughly equivalent to a neighborhood and in El Cerrito have a population
between 1,500 and 3,500 people.

The City can use local context, such as the pedestrian network and topography, to shape new
permit zones. In general, smaller zones are most important the closer to parking demand
generators (such as BART). While the City has received a few complaints about cross commuting
within the BART parking zones, public feedback during outreach indicated that it was not a
significant barrier to finding parking. In the future, if cross commuting worsens and residents
with parking permits are unable to find parking, the City can implement additional residential onstreet parking recommendations, permit the second side of the street to expand the supply of
permitted parking spaces, and/or reduce the size of permit zones. Reducing the size of permit
zones involves significant outreach and data collections.
The new zone types would cover the entire city as shown in Figure 9 below, but streets would not
immediately be permitted. Existing permitted streets would remain and are located in the BART
Zones, Uptown, Downtown, and West El Cerrito Neighborhood Zones. The Midtown Zone and
Neighborhood Zones would only be implemented when there is a demonstrated need and support
via community petition. The zone system puts into place a plan the City can use to add new streets
and neighborhoods to the parking permit program as on-street parking behavior changes. If
residents of a block want to join a permit zone, they are still required to follow the petition
process. The petition process confirms local support and uses collected data to determine parking
occupancy and any commuter parking issues.
Existing residential permits near BART remain mostly the same as they are today. Some
permitted streets near BART would be in one of the San Pablo Activity Zones all within the
Specific Plan Area. Differentiating the Activity Zones from BART zones addresses some spillover
parking concerns as more residential development is built in accordance with the SPASP. As an
area with multiple land uses and street types, the Activity Zones would only be permitted on
neighborhood street types as identified in the SPASP. Creating Activity Zones also enables the
City to implement land use-sensitive strategies in mixed-use and commercial areas such as
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merchant parking, evening and weekend enforcement hours, and paid parking, without changing
the structure of the entire permit parking program.
Schools, indicated in Figure 10, also create employee and visitor parking demand in residential
neighborhoods. Most schools in El Cerrito do not have sufficient off-street parking and some staff
and volunteers park on nearby streets, none of which are currently in a permit zone, which has led
to complaints. Were some block faces converted to RPP zones, some conflicts could arise. A
balance of neighborhood access and accommodating school employee parking is required. This
can be achieved by excluding block faces along school property from permit zones and, when
necessary, issuing a limited number of employee permits using the criteria from the strategy
above: 3.2 Consider Employee Parking.
Figure 9

Conceptual Parking Permit Zones
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Figure 10

San Pablo Area Specific Plan with Proposed Permit Zones
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Intended Impacts: Maintain on-street parking for residents who live on the street by
preventing all-day commuter parking. Build flexibility into the program to accommodate changes
in parking.
Side Effect/Other Impacts: Administrative burden, need to make the zones simple to
understand and enforce. Reinforces sense that on-street parking “belongs” to a specific use.
8.1.

Modify Multifamily Housing On-Street Permit Parking

The SPASP allows multifamily and mixed-use development that, when built out, would increase
the density of El Cerrito in the Specific Plan Area. While the SPASP builds on the strengths of the
area’s transit access, multi-use path network, and commercial land uses, there remains potential
for parking impacts from new development. The SPASP requires unbundled parking, when the
cost of parking is separate from the cost of renting or owning a residence. If lower-cost or free onstreet parking is available, there could be less incentive for residents of multi-unit buildings who
own a vehicle to pay for an off-street space. Additionally, most SPASP projects will be built with
fewer than one space per residential unit. During the public outreach, some residents raised
concerns that future residents of planned multifamily housing would park on residential streets
surrounding the development. Although on-street parking does not belong to existing residents
any more than to new residents, the goal of maintaining access (i.e. 80% occupancy), could also
apply to these neighborhoods.
The San Pablo Activity Permit Zones address potential parking spillover into adjacent parking
permit areas from new developments located within a San Pablo Activity Zone. Given the limited
neighborhood street curb space in the San Pablo Activity Zones, there is not enough room for
every future resident to park on street, depending on future car ownership levels and the supply
of off-street parking. The following potential strategies allow access to on-street parking while
reducing demand for limited curb space; they could be considered during the SPASP update.
A. To ensure that new development projects adequately plan for parking demand, only allow
on-street permits to developments that build within the parking range of the plan (0.5-1
spaces per unit in Uptown and Downtown, which are zoned TOHIMU and 1-1.5 per unit
in Midtown, which is zoned TOMIMU).
•

Consider during the SPASP update whether developments that receive approval
to build less parking than their “by right” required amount become ineligible for
the on-street permits

B. Limit the number of allowable permits to one per unit in new multifamily housing.
Availability of on-street parking permits may not distinguish between residents based on
type of dwelling unit (i.e. single-family compared multi-family dwelling unit) 12, however,
it is possible that the total number of permits provided to each new and/or multifamily
may be limited in number. Reducing permits per household for existing households
would likely be controversial and should be implemented when parking availability
becomes too challenging (blocks are consistently over 80% occupied) and other parking
management strategies have been implemented.
Only streets designated by the SPASP as Neighborhood Streets are currently eligible for
permitting. For residents who live in buildings that are ineligible for a parking permit under the

12

California Attorney General Opinion No. 14-304, April 2016.
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above rules, other street typologies such as San Pablo Avenue allow overnight parking, however,
parking would be time restricted during the day.
Intended Impacts: Balance on street parking demand from new development with available
curb space and mode shift goals of the SPASP.
Side Effect/Other Impacts: Potential resistance from residents or developers who want to be
able to use on-street parking without restrictions. Households in single-family homes may
particularly feel impacted as households in other parking zones would have fewer restrictions on
parking permits.

9. Allow Residential Permit Program Beyond a Half Mile from BART Stations
While transit planning practice identifies ½-mile as the longest distance most people will walk to
a station, some people will walk longer distances and distance depends upon the pedestrian
experience. As demand for parking increases, commuters may be willing to park farther than ½mile from BART to find an available on-street parking space. For example, public comment
during an outreach meeting identified areas where casual carpool commuters park more than ½
mile from BART. Extending the BART RPP beyond a half mile would allow the City to more
quickly and flexibly respond to on-street parking changes.
Intended Impacts: Allow additional residential neighborhoods to participate in the RPP
program if they meet the program requirements. Maintain a reasonable level of on-street parking
availability—one to two spaces per block—for residents who live on the street by preventing
excessive spillover from BART or other commercial or public uses. Accommodate short-term
visitor parking.
Side Effect/Other Impacts: Need for increased enforcement if RPP zones expand.

10. Add a Parking Occupancy Requirement to the Parking Permit Petition
Process
Currently, for eligible blocks that are within a half-mile radius of a BART station, 60% affirmative
support of the households on a block is required to add the block to the existing RPP zones.
Community support is the most common threshold for establishing or expanding a residential
permit area, but additional thresholds include parking space demand measured through regular
parking occupancy collection and level of non-resident parking occupancy measured by checking
the registration of vehicles. Figure 11 shows how various cities determine when to implement
permit parking.
Figure 11

Thresholds for Implementing Permit Parking

Municipality

Community Support

Parking Occupancy

Commuter Percentage

Berkeley, CA

51%

75%

No set %

Unincorporated Alameda
County, CA

66%

75%

No set %

Walnut Creek, CA

80%

80%

25%

Emeryville, CA

66%

75%

No set %

San Francisco, CA

250 households and 50%

80%

50%
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El Cerrito’s threshold of 60% is in line with other cities. Coupling the community support
measure with parking occupancy or percentage of commuter vehicles would allow for a more
nuanced assessment of parking need, but entail additional program costs. The City can collect
data as described in Strategy 1.1.
Intended Impacts: Supports parking access and availability goals, e.g. 80% occupancy and
demonstrates commitment to preventing spillover parking from commuters.
Side Effects/Other Impacts: Additional petitioning criteria requires administrative effort for
data collection and analysis, so consider adding only the parking occupancy count in the shortterm. The petitioning process could include a fee to offset the cost of data collection. If Strategy 11
(set permit prices to fully recover program costs) is implemented then the cost of data collection
performed by the City could be included in the price of the permit.

11. Set Permit Prices to Fully Recover Program Costs
As discussed in Section 4.3.2 Program Challenges and Opportunities, residential parking
permit prices were set in 2001 to recover some program costs, such as the original sign
installation and administrative time. The cost has increased since 2001 from $4 per year to the
current $7 per year in Fiscal Year 2018-19 , . Increased enforcement and other changes under
consideration for the parking permit program will necessitate a change in permit pricing to match
the increased costs. The City should evaluate program costs and permit prices annually or adjust
prices with inflation.
Intended Impacts: Benefit of the program is reflected in the cost of the permit.
Side Effects/Other Impacts: Cost may limit interest in the program, and in turn, also
encourage more use of driveways and garages for parking.

12. Update Residential Permit Cap
Parking permits are a resource to manage the limited on-street spaces available. While all
households should have access to permits for their areas, multiple permits for the same
household limits the effectiveness of the program if there are more vehicles with permits than
curb space available.
12.1.

Establish Graduated Cost for Multiple Permits

To manage parking demand for households looking to obtain multiple permits, increase the cost
for each additional permit per household. For example, if the first permit is $10, the second is
$20, the third is $30, and the fourth is $40.
Intended Impacts: Encourages residents to use their garages and driveways, reducing their
demand for on-street space. Mild transportation demand management strategy.
Side Effects/Other Impacts: Non-family households (e.g. multiple roommates in one house)
may have a higher cost burden and may have more cars needing permits.
12.2.

Consider Reducing Residential Parking Permit Cap and Allow Cap to be
Appealed

Currently, households are permitted to have four permits. The average is 1.6. Given the average is
much lower than the cap, consider reducing the cap to allow for flexibility in the program. While
curb space is a resource that should be managed to the benefit of all, there may be particular cases
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where the permit cap is burdensome for a household. As is the case for most other programs,
allowing households applying for permits to appeal the cap gives the program flexibility to meet
the needs of residents. Criteria for the appeal would need to be developed. Factors to consider in
the criteria:


Number of vehicles registered at the address



Use of vehicles for work



On-street occupancy



Availability and cost of off-street parking



Household income (can be self-reported)

Intended Impacts: Provide flexibility to the program.
Side Effects/Other Impacts: Potential processing time and administrative burden if many
households appeal the permit cap.
12.3.

Create a Policy to Address Parking Permits for ADUs

The City recently amended its ordinance, to be consistent with state law and to encourage
development of Accessory Dwelling Units (ADUs.) There is no requirement for off-street parking
for ADUs. To mitigate impacts of new ADUs to on-street parking, permits for ADUs should be
capped with the primary property. Therefore a single-family home with an ADU on the property
would be eligible for four on-street parking permits, the same number as a single-family home
without an ADU. If the permit cap is not sufficient for a household with an ADU, an appeal to the
permit cap is available (Strategy 12.2).
Intended Impacts: Accommodate potential ADU parking
Side Effects/Other Impacts: ADU and primary property owner must work together to
determine the number of permits needed.

13. Update Visitor Permits
The current 14-day visitor permit sold at City Hall does not provide flexibility for short term
guests nor does it work for regular visitors such as health workers or childcare givers that come
every day or week. Public feedback indicated that the permit was challenging to obtain as it
required going down to City Hall in person.
13.1.

Offer Single Day Permits

To provide flexibility for visitors, affordable single day guest permits ($1 a day) that can be
purchased in advance would address most guest parking needs. The City would sell permits to
residents whose block face is in an RPP zone. The visitor would write the date of the each use on
the permit. If no date is written, then this represents a parking violation. The City could include 15
permits with resident permits in the permit renewal every three years. Visitor permits would also
benefit residents who do not own a car, but rent one occasionally or residents who normally use
off-street parking but need on-street parking for a short time period. If abuse of visitor permits
becomes a concern (someone reserving excessive parking for an event, etc.) residents can be
limited in the number of permits issued per household per year.
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Since the cost of the visitor permit would still be less than BART parking, those requesting a
visitor permit but who don’t own a vehicle would be required to prove residency on a block that is
currently part of a RPP zone.
Intended Impacts: Make parking easier for guests of people who live on permit parking blocks.
Side Effects/Other Impacts: Visitor passes may be challenging to regulate and more likely to
be misused than sticker or license plate passes.
13.2.

Offer Caregiver Permits

With this program, households in RPP zones with a documented need for an outside caregiver
could request a caregiver permit. Documentation could include a contract for full-time care or
healthcare professional’s note. The permit would cost the same as a resident permit, but be in the
form of a transferrable hang tag shared among different caregivers. However, since the intent of
the program is to allocate use of curbspace, a caregiver permit would still need to be within the
household’s four-permit cap. If the permit cap is not sufficient for a household that needs a
caregiver permit, an appeal to the permit cap is available (Strategy 12.2).
Intended Impacts: Allow caregivers to park on time-limited blocks without having to move
their vehicle.
Side Effects/Other Impacts: Add some administrative burden and complexity to the program
that can make it more challenging for people to use.

14. Charge BART Commuters for On-Street Parking
Currently, on-street parking exists immediately adjacent to BART property at both stations is free
and has no time limit. Within a half-mile walk of both BART stations, most streets have 4-hour
time RPP restrictions on one side of the street while the opposite side is free and unlimited. Public
participants stated and parking observations showed the unrestricted parking is heavily used on
weekdays. People living near BART also commented during outreach sessions that since on-street
parking is free, many people taking the first BART trains, starting at 4 a.m., choose to park on the
street rather than in a BART parking lot, saving themselves $3 per day. Figure 12 shows ten
blocks with parking adjacent to BART where approximately 150 spaces are provided.
Implementing paid parking in these locations is a potential source of revenue and a way to
manage demand. Charging $3-$4 a day to park in those locations would generate $100,000$150,000 per year, enough to pay for administration and enforcement of the permits and
potentially other elements of the parking program.
The on-street parking adjacent to BART does not share an immediate land use besides off-street
BART parking. The land use across the street from El Cerrito del Norte BART Station is
residential, primarily single family with some small two-four unit buildings. This land use does
not generate significant parking demand that is not already met by garages, driveways, and the
permitted on-street parking.
The land use across the street from El Cerrito Plaza BART Station is primarily residential on all
blocks besides block 1 and the southern part of block 2. Blocks 1 and 2 may be used by employees
and customers of the nearby businesses and therefore may not be appropriate for BART permits.
The on-street parking across from block 1 is limited to 30 minutes, ensuring regular turnover for
those businesses. Along block 2 is residential land use and an auto-service shop with its own offstreet parking. Given the early arrival times of BART commuters, blocks 1 and 2 are likely used by
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BART commuters as long as there is no time limit. Therefore permitting the blocks may have no
impact on nearby commercial land use. Additional outreach and data collection for potential
BART commuter permits can inform how to best manage the on-street parking for streets near
BART and identify which blocks are ideal for paid commuter parking.
Paid on-street parking for BART riders on the block adjacent to BART stations or parking would
not require an expansion of the residential permit parking area given the relatively small number
of spaces across two stations. Only if additional blocks that are not adjacent to BART are included
in a paid parking program would additional unpermitted residential blocks need permitting. By
implement Strategy 8, Create Smaller, Context-Sensitive Residential Permit Zones,
additional blocks can petition to join their permit zone as needed.
There are multiple ways to implement paid parking: permits, parking meters, pay-by-phone, or a
combination of all three. Pricing for all of these strategies likely cannot go above $4-5 a day
without decreasing demand. Some drivers will respond to the pricing of previously unregulated
parking spaces by parking on free streets farther away from BART, however, there is
demonstrated demand for parking at BART where both El Cerrito Station parking lots are full by
8 a.m. on weekdays. Each strategy is discussed below.
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Figure 12

Potential Blocks for Paid BART Commuter Parking
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14.1.

Create a BART Commuter Permit

One way to regulate the curbside parking in a manner than maintains access for residents and
visitors (e.g. customers of local businesses) while providing excess parking for commuters who
take BART is through permits. A permit program requires purchasing and installing signs and
posts, establishing a website, and implementing a method to process transactions. Permits are
familiar to residents living near BART and commuter permits would be the least intrusive option
along residential blocks.
There are different ways that a commuter permit system can overlap with a residential permit
system: people with either type of permit can park on a permitted block or each side of the street
has a different permit types. Given the high demand for parking from BART riders, restricting
BART permits to one side of the street would ensure that residents still have access to on-street
parking. To improve the perception of the program by residents, allowing residents with parking
permits to park in the BART permit area is recommended. Given residential parking demand is
lowest in the daytime as people drive to work, most spots would free up for BART parking permit
holders. The permit option would be the least costly, at least at the outset, of the three options.
14.2.

Install Parking Meters

Parking meters come in two types: single space meters and kiosk meters that can serve a block
face or parking lot. Single space meters cost about $1,000 to install while kiosks cost $8,00012,000. Meters are able to integrate with smartphone apps and accept credit cards, although this
requires processing fees, increased maintenance costs, and potentially higher prices. After initial
outreach and installation, parking meters do not have the same ongoing operational costs as
permits since there is no permit processing or distribution with meters. Meters have separate
costs from permits such as cash collection costs, security, and fraud prevention requirements as
well as maintenance of the physical meter. Enforcement for meters is easier than time-based
permits as violations are apparent on the first pass. In addition, the extra infrastructure involved
serves as a stronger visual reminder of the parking regulations than signs alone
A preliminary cost estimate shows that if meters were installed along streets adjacent to BART
and charged between $2-$4 a day and were 95% utilized, the initial installation cost could be
recovered in 2-4 years, depending on enforcement and other operation costs.
14.3.

Use Pay-by-Phone to Charge for Parking

Pay-by-phone allows people to pay for parking without purchasing a permit in advance or
requiring the installation of parking meters. Enforcement of pay-by-phone systems typically
requires License Plate Reader (LPR). Were the City to switch to LPRs for all parking enforcement,
then pay-by-phone would be the best option in terms of up front and operational costs of
operating a paid parking program. However, given the high cost of LPRs, pay-by-phone for BART
parking is not sufficient to warrant purchase of an LPR.
Another issue with pay-by-phone is ensuring equal access. To ensure equal access, pay-by-phone
systems are required to have some spaces that are accessible to people who do not have mobile
phones, smart phones, or credit cards. This typically means at least one space per block has a
meter, although the case could be made that nearby on-street parking or the BART parking lot are
alternatives f0r people without phones.
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Figure 13

Paid Parking Comparison Table
One-time Costs

Operational Costs

Enforcement

Residential Impact

Permits

Signs,
enforcement
technology

Enforcement, processing
permits, appeals, data
collection

Requires daily
enforcement

Lightest touch that
would be easiest to
expand

Meters

Signs, meters,
enforcement
technology

Enforcement, meter
maintenance, appeals, data
collection, credit card
processing fees

Requires daily
enforcement, potentially
higher compliance due
to visibility of meters

Requires
infrastructure,
unlikely to be
supported in front of
residences

Pay-byphone or
App

Signs, License
Plate Readers
(LPRs)

Enforcement, credit card
processing fees, online
platform fees

Typically uses LPR to
enforce

Less infrastructure
intensive than meters
but potentially
challenging to put on
residential streets

For El Cerrito to implement a program in the near term, permits have the lowest cost.
Enforcement and administration would be ongoing challenges of a permit program. Other options
to consider are financing meters to avoid ongoing administrative burdens or contracting pay-byphone to a vendor who would manage the entire operation from installation to enforcement and
receive a portion of the revenue.
Intended Impacts: Regulate BART parking and raise revenue to fund transportation demand
management programs, and pedestrian, bicycle, or other improvements.
Side Effects/Other Impacts: Potential reaction that parking is being “given away,” especially
if paid parking goes into the residential neighborhood. Challenge of implementing a new
program, especially upfront capital costs, financing, and ongoing administrative burden.

6.3. IMPLEMENTATION SCHEDULE
This section proposes an implementation schedule and anticipated staffing needs for the
recommended parking strategies. The general approach is that strategies and programs are
implemented sequentially over time, as changing conditions warrant. This allows existing staff to
lead parking rollout in a coordinated fashion and additional staff to be added as programs grow.
The intention is not to overwhelm City staff or the public with too many initiatives at once, and to
tailor roll-out to coincide with need. Figure 14 on the following page outlines the implementation
schedule.
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LEGEND
1E

Existing staff (if funding is identified for additional FTE, implementation for Year 2-3 efforts could move up 6 months or more)

1E

Existing PFT and 2 PT parking enforcement officers

1 FTE

Additional parking enforcement officer (when payment is introduced)

1 FTE

PBD Staff (Future)

C

Council adoption process

*

Work with consultant (funding dependent)

Figure 14

Parking Recommendations Implementation Schedule
YEAR 1 (and months)

Policy #

Policy

1

2

YEAR 2 (and months)

3

4

5

6

7

8

9

10

11

12

13

14

YEAR 3 or Later

15

16

17

18

19

20

21

22

23

24

25

26

Commercial On-Street Parking Strategies - Timing and Staffing
1.0

Adopt Parking Policy and Program Parameters with On-Street Availability
Target

1.1

Establish Parking Data Collection Program*

Within Year 1

C

manage program/analyze data
collect data

1.2

Establish Management Thresholds

2.0

Establish parking enforcement protocols

2.1

Implement Performance-Based Fines

2.2

Manage to achieve Commercial and Residential Permit Blocks with 80%
Occupancy

Within Year 1
Within Year 1

C
manage program/analyze data
enforce parking

3.0

Establish new timed and user parking regulations across the plan area

3.0

Establish Default 4-Hour Parking Limit Across Plan Area

C

3.1

Identify and establish areas with Time-Limit Variances

C

3.2

Consider Employee Parking Alternatives

4.0

Create a Parking Communications Package

4.1

Develop clear and consistent parking signage*

4.2

Conduct outreach program to public

5.0

Create a Curbside Management Policy

5.1

Identify curbside needs for all users and develop strategies to address.*

5.2

Implement curbside policies incrementally as funding becomes available.

C
*

*

*

*

*

C

manage program
Enforce

5.3

Continue to monitor and revise strategies as needed.

6.0

Establish a Parking Benefits District (establish when paid parking is needed)

6.1

Develop PBD district structure and identify improvements to be funded.

6.2

Manage and operate PBD - including operations oversite and financials

7.0

Design and implement a performance-based paid parking management
program

7.1

Design and implement - this would become the full time job

7.2

Manage/operate performance-based parking management program

ongoing

Enforcement
FTE #2

Staff – runs PBD
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YEAR 1 (and months)
Policy #

Policy

1

2

3

YEAR 2 (and months)
4

5

6

7

8

9

10

11

12

13

14

15

YEAR 3 or Later
16

17

18

19

20

21

22

23

24

25

26

Residential Parking Strategies - Timing and Staffing
8.0

Revise residential permit zones

8.1

Create smaller, context sensitive residential permit zones

8.2

Modify multifamily housing on-street permit parking requirements

9.0

Revise RPP

9.1

Allow RPPs beyond a half mile from BART

10.0

Add parking occupancy requirement to parking permit petition process

10.0

Add parking occupancy requirement to parking permit petition process

11.0

Set Permit Prices to Recover Program Costs

11.0

Set permit prices to fully recover program costs

12.0

Update residential permit cap

12.1

Establish graduated cost for multiple permits

12.2

Consider reducing permit cap and allow residential parking permit cap to be
appealed

12.3

Create a policy to address parking permits for ADUs

13.0

Update visitor permits

13.1

Offer single day permits (develop policy for Council consideration/approval,
then manage)

C
C
C
C
C
C
Policy development

C

Monitor
Enforce

13.2

Offer caregiver permits (develop policy for Council consideration/approval,
then manage)

C

Monitor
Enforce

14.0

BART Commuter Permit Fees

14.1

Create a BART Commuter Permit, or

14.1

Install Parking Payment System (e.g. meters, kiosks)

Program development and
outreach

C
Program development

Manage
program/analy
ze data
Enforce - FTSE
#2

14.3

Use Pay-by-phone to charge for parking

Initiate
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Appendix A Best Practices in On-Street
Parking
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MEMORANDUM
To:

Aissia Ashoori and Melanie Mintz

From:

Nelson\Nygaard Project Team

Date:

December 17, 2018

Subject:

Best Practices in Parking Management

BEST PRACTICES
This memorandum presents best practices and relevant case studies from a variety of cities and
towns, which may have experiences and lessons applicable to the development of future parking
management strategies in El Cerrito. Topics include on-street parking targets, shared district
parking, municipal facilitation of shared parking, parking district expansion and reform, and offstreet parking requirements. Case study research included a review of relevant documents and
interviews with staff from business improvement districts or merchant’s associations.

ON-STREET PARKING TARGETS
Demand-responsive pricing involves altering the cost of parking according to the level of demand.
During times of higher demand, higher priced parking encourages both a higher rate of turnover
and the use of other modes; during times of lower demand, lower priced encourages drivers to use
those underutilized spaces. 13
The primary goal of demand-based parking pricing is not to generate revenue, but
rather to make it as easy as possible to find a parking space. By setting specific
availability targets and adjusting pricing, demand can be effectively managed so that when a
motorist chooses to park, they can do so without extensively circling the block or searching
aimlessly. Demand-based pricing can result in the following benefits:


Consistent availability and ease in finding a parking space;



Reduced search time for parking, resulting in less local congestion and vehicle emissions;



Reduced illegal parking and improved safety and street operations; and



A more equitable and efficient way to account for the real costs to a city for providing
parking.

Based on UCLA Urban Planning Professor Donald Shoup’s research, an ideal occupancy rate for
on-street, curb spaces is approximately 85% at even the busiest hour - a rate that leaves about one
out of every seven spaces available, or approximately one empty space on each block face. These
rates provide enough vacancies that visitors can easily find a spot near their destination when
they first arrive. For a given block, the “right price” is the price that will achieve this goal. This
means that pricing should not be uniform: the most desirable spaces need higher prices, while

13 In some contexts, such as at high-capacity transit stations and residential neighborhoods, pricing strategies may
include permit parking, which is a parking strategy that gives preferential treatment for permit holders in exchange for
a monthly or annual payment.
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less convenient lots are cheap or may even be free. Prices could also vary by season, day of week,
or time of day.
The cities with the most effective parking pricing programs also monitor on-street supply with
regular occupancy counts and grant city staff discretion to adjust hours/pricing in response to
changes in demand. Below are three case studies in best practices of demand-based pricing
implementation.

Berkeley, CA
The goBerkeley program began in 2013 as a two-year pilot in the City of Berkeley designed to
improve the ease of travel within core areas of the city. The objectives of the federally funded pilot
program were to explore and test methods of reducing local traffic congestion, improving parking
options, and promoting alternatives to private automobiles in Berkeley’s commercial areas. In
summer of 2013, the City Council authorized adjusting parking rates and time limits at meters,
surface lots, and garages to achieve parking occupancy rates of 65-85% per block. Changes were
made based on existing utilization as presented below:


Utilization Under 65%: Lower rates and extend time limits to incentivize use of parking



Utilization 65-85%:

No adjustments required



Utilization over 85%:

Increase rates to increase turnover and/or shift demand

The three neighborhoods (Downtown, Southside, and Elmwood) selected for the parking pilot
program are highlighted in Figure 15.
Figure 15

goBerkeley Pilot Project Areas

With the knowledge of the complexities of the SFpark program in neighboring San Francisco, the
City of Berkeley set out to craft a variable-priced parking scheme that met similar goals of
providing more transportation options, less traffic congestion, cleaner air, and easier and more
efficient parking. However, the City wanted to do it in a more streamlined manner that was
administratively and financially feasible for a city of its size. In addition, the City wanted to make
the system as easy as possible for users to understand, which could more effectively change travel
behavior and maximize benefits to local residents and businesses. To do this, the decision was
made to forgo the use of sensors, which were deemed too expensive to implement and maintain
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for the level of accuracy and reliability that they currently offer. The City also chose to set prices
based on zones, instead of more complex prices that differentiate by blockface. 14

Public Outreach
To conduct thorough public outreach, the City’s Office of Economic Development and Public
Information Officer were enlisted to convey messages to key business groups and stakeholders.
The respective Business Improvement Districts of the three neighborhoods as well as
neighborhood associations played a key role in the planning and implementation phases. As
variably priced parking is just one element of the goBerkeley program, the outreach and
marketing aspects of the program were coupled with other initiatives to promote transportation
alternatives. City staff highlighted that door-knocking efforts provided invaluable face time with
the public, helped City staff dissuade concerns about the parking aspects of the program, and
increased name recognition of the goBerkeley program. 15

Program Monitoring and Pricing Adjustments
The program was originally implemented by collecting parking occupancy data manually.
However, City staff switched to estimating curb parking occupancy data by analyzing transaction
data from the area's smart parking meters. To estimate parking occupancy rates on each
blockface, transaction data from the meters on each blockface is fed into a software program
developed by Xerox. The software estimates parking occupancy rates on each blockface based
upon the number of transactions and amount of revenue collected at each parking meter on the
blockface. The software then recommends rate changes based on the estimated parking
occupancy rates, and the City’s adopted policies for the pilot project area.
To assess the long-term feasibility of demand-responsive parking, the City also tested a variety of
other automated data collection and enforcement technologies. This included testing License
Plate Recognition (LPR) systems, similar to those already in use by cities such as Petaluma and
San Francisco, which aid in the collection of parking data, and are also used by many public
agencies to identify parking violations, stolen vehicles, and vehicles with multiple outstanding
parking violations (which are subject to being towed).
The program currently uses occupancy data collected through LPR surveys to calibrate the Xerox
software's algorithms for estimating parking occupancy rates based upon parking meter
transaction data. Relying solely on transaction data from meters to establish occupancy can be
problematic as drivers with disabled placards, as well as a variety of other exempt vehicles (e.g.,
police and utility company vehicles) can legally park for free. Although the sunk costs of new
smart meters and LPR technology are not insignificant, the City expects to save a significant
amount of money and time annually on data collection versus manual counts while generating an
additional $1 million per year in citation revenue through improved enforcement. 16
On the basis of the utilization targets set by the pilot program, parking rates and time limits were
adjusted within the study area in fall 2013 and spring 2014. Figure 16 presents the price and time
limit changes that occurred throughout the course of the pilot program.

14

Ng, Willa, and Nichols, Matthew. Interview with City of Berkeley, February 12, 2015

15

Ng, Willa, and Nichols, Matthew. Interview with City of Berkeley, February 12, 2015.

16

Ibid.
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Figure 16 - GoBerkeley Pilot Project Pricing Adjustments
Neighborhood/
Facility

Adjustment
Rate
(September
2015)

Adjustment
Rate (May
2016)

Same as
Launch

No Change

1st hr - $2.00
2nd hr - $2.50
3rd hr - $3.00

3 hrs

Same as
Launch

No Change

No Change

$1.50/hr

Premium $2.25/hr
Value $1.00/hr

Premium $2.75/hr
Value $1.50/hr

No Change

Premium $3.25/hr
Value $2.00/hr

Time Limits

30 min – 2
hr

Premium – 2
hr
Value – 8 hr

Same as
Launch

No Change

No Change

Parking Rates

$1.50/hr
$1.75/hr
(Premium)

Premium $2.25/hr
Value $1.25/hr

Premium $2.75/hr
Value $1.50/hr

No Change

Premium $3.25/hr
Value $1.50/hr

Time Limits

30 min – 2
hr

Premium – 2
hr
Value – 4 hr

Premium – 2
hr
Value – 8 hr

No Change

Premium –
No Change
Value – 4 hr

Parking Rates

$1.50/hr

$1.50/hr

Same as
Launch

Same as
Launch

$2.00/hr

Time Limits

2 hr

3 hr

Same as
Launch

Same as
Launch

Same as
Launch

Hourly $3/hr
4+ hrs - $18
Early Bird $8
Monthly $150

First hour
free
Hourly - $1/hr
4+ hrs - $15
Early Bird $9
Monthly $150

Same as
Launch

First hour –
Same
Up to 2-4 hrs
- $2/hr
4+ hrs - $16
Early Bird Same
Monthly Same

No Change

Baseline
Rate

Launch Rate
(December
2013)

Adjustment
Rate (June
2014)

Parking Rates

$1.50/hr

1st hr - $1.50
2nd hr - $2.00
3rd hr - $2.50

Time Limits

1 hr

Parking Rates

Regulations

On-Street Meters

Elmwood

Southside

Downtown

Off-Street Facilities
Elmwood Lot (in
the Elmwood
neighborhood)

Telegraph
Channing
Garage (in the
Southside
neighborhood)

Parking Rates
(nonvalidated)
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Neighborhood/
Facility

Center Street
Garage
(located in the
Downtown area)

Oxford Garage
(located in the
Downtown area)

Berkeley Way
Lot (located in
the Downtown
area)

Regulations

Baseline
Rate

Launch Rate
(December
2013)

Adjustment
Rate (June
2014)

Adjustment
Rate
(September
2015)

Adjustment
Rate (May
2016)

Parking Rates

Hourly $2.50/hr
4+ hrs - $15
Early Bird $8
Monthly $150

Hourly $2.50/hr
4+ hrs - $17
Early Bird $9
Monthly $170

Hourly - $2/hr
4+ hrs - $20
Early Bird $10
Monthly $190

Hourly - No
Change
4+ hrs - No
Change
Early Bird $11
Monthly - No
Change

Hourly - No
Change
4+ hrs - No
Change
Early Bird $12
Monthly - No
Change

Parking Rates

Hourly $2.50/hr
4+ hrs - $15
Monthly $150

Hourly - $2/hr
4+ hrs - $17
Monthly $170

Same as
Launch

Same as
Launch

Same as
Launch

Parking Rates

First 2 hrs $1.50/hr
Next 4 hrs $2.50/hr

No change

$1.50/hr

Same

$2.00/hr

Time Limits

6 hr

No change

8 hr

Same

4 hr

Source: City of Berkeley

Redwood City, CA
Located 26 miles south of San Francisco, Redwood City was incorporated in 1856 and is the oldest
city on the Peninsula. The downtown core has long been the economic and social heart of the city.
In 2005, the City prioritized a comprehensive revitalization plan as a means to reshape downtown
as a local and regional retail, shopping, dining, and entertainment destination. As part of this
plan, it adopted the Downtown Redwood City Parking Management Plan 17, which served as a
tool to support and encourage the initial and ongoing success of several new downtown projects.
The plan was guided by a number of key principles. First, downtown is intended to foster a “parkonce” environment, in which parking resources are “pooled” and shared among different uses.
Shared parking allows for greater cost-efficiencies and helps to promote a walkable downtown.
Second, the parking supply is a valuable public resource that should be actively managed through
demand-based pricing to cost-effectively ensure adequate availability and turnover. Prices should
not be too high or too low, but set at a rate that ensures one to two spaces are available per block.
Third, the plan makes it as convenient to park as possible by eliminating time limits and offering
multiple payment methods. Finally, parking revenues are reinvested back into the downtown.

Program Management and Implementation
With these principles in mind, the City adopted six primary actions as part of the management
plan. These actions are summarized below.

17

http://shoup.bol.ucla.edu/Downtown%20Redwood%20City%20Parking%20Plan.pdf
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Implement performance-based pricing for all curb spaces. With an adopted target
occupancy rate of 85% for on-street spaces, the City established an initial pricing structure that
varied prices based on existing occupancy data. The most popular spaces, along Broadway, were
set at $.75 per hour, with hourly rates decreasing the farther from the downtown core. The spaces
were enforced from 10 a.m. to 10 p.m., Monday through Saturday.
The hourly rates and hours of enforcement have been decreased since the initial implementation.
It was determined that the initial rates were too high to meet the target occupancy rates and the
hours of enforcement were impacting evening visitation to downtown. Meter rates have not been
adjusted for a few years and the City is currently evaluating its next meter rate adjustment. Figure
17 provides an overview of the current pricing structure in downtown Redwood City.
Figure 17 - Current Pricing Structure in Redwood City

Source: City of Redwood City

Eliminate time limits. Time limits for all on-street spaces were eliminated for three primary
reasons. First, time limits encouraged long-term parkers to “game” the system by moving their
vehicles to avoid the restrictions. This created increased congestion on downtown streets. Second,
time limits create ticket anxiety and discourage people from staying in downtown. Third, time
limits are costly to enforce and require ongoing chalking and checking of tires. Instead, the 2005
Plan advocated that people be allowed to park as long as they wanted, as long as they paid for it.

Nelson\Nygaard Consulting Associates Inc. | 51 | Appendix A: Best Practices in On-Street Parking

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

Long-term parkers were also incentivized to park in off-street lots and garages by establishing less
expensive rates in those facilities.
Utilize new meter technology to make parking convenient. Advancements in parking
meter technology were essential to implementing Redwood City’s parking plan. The traditional
parking meter that only accepted coins would not have facilitated the type of demand-based
pricing the City wanted to implement. Redwood City ultimately purchased multi-space, pay-byspace meters for the curb spaces in the downtown core (traditional meters were kept in place on
the periphery), as well as new payment/gate infrastructure for the parking lots/garages. The costs
for purchase and installation were approximately $1.5 million.
The multi-space meters offered several advantages to motorists. First, and foremost, they made it
easier to pay. The meters accepted credit cards and allowed motorists to purchase additional time
at any meter, thereby reducing ticket anxiety. For the City, the new meters reduced enforcement
costs, improved urban design and aesthetics by reducing sidewalk space designated for parking
meters, and allowed for enhanced parking data collection.
Designate downtown as a Parking Benefit District. To maximize value of the parking
program and ensure that it had as much support as possible, Redwood City adopted a specific
policy to reinvest all net parking revenue back into the downtown. Known as a Parking Benefit
District (PBD), the ultimate goal of the Downtown Core Meter Zone is to leverage parking
resources for additional investment in the downtown area. Revenue can be spent on
improvements to the parking system, as well as pedestrian infrastructure, streetscape
improvements, and additional street cleaning.
Implement a monthly permit program. Recognizing the different parking needs of
downtown employees, a key recommendation of the 2005 plan was to create a monthly permit
program for downtown. The permits would allow long-term parking at designated lots and
garages, encouraging use of lower demand spaces. Permits were generally valid Monday-Friday
until 7 p.m. Prices were set at $30-60 per month depending on the lot/garage, but included a
slight discount if purchased on a yearly basis.
Formalize parking policy as part of the municipal code. Perhaps one of the most
important steps taken by Redwood City in 2005 was to codify its parking management policies as
part of the municipal code. By adopting specific language in the municipal code, Redwood City
established a framework by which to guide future parking management decisions. While
implementing a policy is often more difficult than signing it into law, codifying the policy
language is a crucial piece of effective parking management.

Community Outreach
In addition to the specific actions included in the 2005 Plan, the City undertook a substantial
community outreach and education effort. City staff knew that making such changes to the
parking system would cause concern, particularly from merchants concerned that any sort of
pricing increase would hurt business. The City held three formal workshops with the community
and downtown stakeholders. The meetings offered an opportunity to present existing conditions
data, better understand community concerns, identify potential solutions, and solicit feedback.
Beyond the formal meetings, City staff members spent numerous hours working with merchants
and the Downtown Business Group to create a shared understanding of the inefficiencies of the
current system. Significant time was also spent on education of best practices in parking
management, and how such strategies have been proven to improve, not hurt, local business. For
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example, effort went into explaining the concepts behind demand-based pricing and how time
limits can exacerbate parking problems.
Finally, the City spent resources marketing and communicating the rationale and outcomes of the
program to the general public through the City website and user-friendly signage and
information.
It should be noted that the 2005 Plan did not introduce pricing for the first time to downtown.
Prior to the 2005 plan, Broadway had free parking, but the side streets and garages charged $.25
per hour. While this pricing structure was inefficient in that it created a financial disincentive to
park off-street, it also meant the Redwood City did not have to overcome political hurdles
associated with installing meters for the first time.

Ventura, CA
The City of San Buenaventura (commonly known as Ventura), a community of 109,000 residents,
is located on the southern California coast, 66 miles northwest of downtown Los Angeles. In
March 2007, the City Council approved the Downtown Specific Plan 18, which included plans for a
parking management program. The program set a goal of using parking pricing, rather than time
limits, to achieve a curb parking utilization rate of approximately 85% on each block. In January
2009, the City Council adopted an ordinance to establish a Downtown Parking District (DPD),
which allows the City Transportation Manager to adjust parking rates based on occupancy to
achieve the district’s parking occupancy goals. In addition, the ordinance specifies that all
revenues generated from the program are to be devoted to funding public facilities and services
benefiting the district.

Program Development and Implementation
The program was adopted to address what elected officials, City staff, and downtown business
leaders agreed was a long-standing parking shortage in downtown. The City had limited funding
available for parking enforcement, as well as what City staff and business leaders described as the
adeptness of some downtown employees at evading time limits and routinely parking all day long
in premium parking spaces at the curb. However, data from the City’s parking occupancy surveys
showed that at even the busiest hours, ample parking was available. Premium curb parking spaces
were often fully occupied, while simultaneously, free public parking lots and garages a block or
two away remained underused.
Previously, all curb parking and almost all off-street parking within the downtown was free, with
time limits and parking citations for those who overstayed the limits used to regulate curb
parking. In September 2010, the City installed new parking meters and wirelessly-networked
multi-space meters (pay stations) and began charging for parking on the downtown district’s two
main retail arteries, Main Street and California Street, as well as on the adjacent blocks of several
side streets. 19 318 on-street meters were placed on “high-demand” blockfaces, or about 11% of
downtown’s parking supply, where turnover is key for downtown businesses. Time limits for the
newly metered spaces were eliminated, with the City relying instead solely upon pricing to meet
its parking availability goals for each block. Within the DPD, all off-street parking remains free.

18

http://www.cityofventura.net/files/file/comm-develop/Downtown/DTSP%20Book%202012.pdf

19

“Parking | City of Ventura.” http://www.cityofventura.net/pw/transportation/parking.
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All meters and pay stations are able to securely transmit parking meter transaction data to the
City, which they can in turn use for data collection and analysis.
Figure 18 - Ventura Downtown Parking District

Within the DPD, the City also changed its policy on private parking to allow any on-site parking to
be shared between land uses with different periods of peak parking demand, by ordinance. Shared
parking is thus allowed to satisfy 100% of the minimum parking requirement for each land use,
providing a degree of flexibility in code-mandated minimum parking requirements. Under each
shared-use agreement, the ordinance requires that the lot or part of the lot on which the parking
is provided be identified in the lease between the affected property owners, and approved by the
County’s Planning Director. 20
In its first year of operation, the DPD generated $530,000 from monthly structured parking
permits and on-street metered spaces. Program revenue has been used to provide free outdoor
wireless internet service within the Downtown Parking District, as well as streetscape,
landscaping, and lighting improvements in Downtown Ventura and a full-time police officer
dedicated to Downtown.

Public Outreach
Implementation of Ventura’s parking management program was contentious. Some residents
complained that the pricing of parking was akin to a tax to fill budget gaps, while some store
owners complained that it would hurt business. 21 In 2011, a ballot initiative to remove meters was
struck down in court. 22 To counter these concerns, the City and downtown business leaders
responded with a robust public outreach effort with the assistance of the Downtown Ventura
20

Ventura County Coastal Zoning Ordinance (07-01-17 edition), page 174. https://docs.vcrma.org/images/pdf/planning/zoning/coastal_zone_ord.pdf

“Ventura’s Parking Meters a Success, or a Pain — Depends Who You Ask - Gallery.” http://www.vcstar.com/news/venturas-parking-meterssuccess-or-pain-depends.

21

22

“Judge Rejects Initiative to Banish Ventura Parking Meters | California Planning & Development Report.” http://www.cp-dr.com/node/3014.
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Organization and Downtown Ventura Partners, two non-profit groups made up of downtown
business and property owners. In the next City Council election, Council candidates supporting
the meters won election or reelection by a substantial margin over a slate of anti-meter
opponents, a development that appeared to end most debate over the program.

Key Lessons
Not all parking programs are implemented in the same manner. There are important lessons to
learn from the various ways in which cities have transitioned to an on-street targets model of
pricing parking. Highlighted below are several lessons that have emerged from the
aforementioned case studies.
Start with a small project area. This will allow for the program to be implemented effectively
and for errors to be ironed out before scaling the project up. Labeling the initial project as a “pilot
project” will also protect the project politically, as it acknowledges the project’s potential for both
success and failure and frames its implementation as an iterative process rather than a flawless
model.
Expect growing pains. The initial rollout of any such parking program is not without difficulty.
While efforts can be made to engage the community during the planning process and reach
consensus about the strategies, opposition can always emerge. Project managers should continue
to work with the community to respond to complaints and issues. Ongoing partnerships with the
community will be crucial to the program’s early success.
Pricing parking should be about meeting parking performance goals, not increasing
revenues. In addition to pricing, time limits are a core aspect of parking management that
should be considered in the implementation of such a program. Eliminating arbitrary time limits
and relying more on pricing to ensure availability can be significantly benefit the program, since
short time limits do not match many people’s needs and activities.
Parking management is an ongoing and resource-intensive effort. To ensure success of
a demand-based pricing program, parking behavior must be consistently monitored and rates
periodically adjusted to meet target occupancy. Installing meters and then setting the rates is just
the first of many steps. Many cities struggle to consistently evaluate and adjust pricing, with very
limited rate adjustments after program implementation. This can be attributed to the large
amount of staff resources required and the difficulty of sustaining political and community
support for demand-based pricing.
Council, staff, and merchant turnover can be difficult to manage. City staff, council
members, merchants, and active community members are never permanent fixtures of a
community. Occasionally, key supporters of the program will move, staff members will change
jobs, and elected officials will be replaced. Maintaining the momentum of any such program can
be difficult, especially after the initial education efforts have ended. As the program moves beyond
its implementation stage, fewer people will remember the inefficiencies of the previous system
and will be able to articulate and advocate for consistent demand-based pricing adjustments.
Ongoing community outreach and marketing is essential. To mitigate the loss of
program momentum, it is important that marketing and education of the parking management
strategies be maintained. In Redwood City, education was a lower priority while the program was
evolving, and as a result, fewer members of the business community were aware of the benefits of
the program, especially in comparison to the status quo.
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Pricing does not necessarily equal revenue generation. While benefit districts allow cities
to reinvest net meter revenue, these revenues do not always cover the costs of a parking program.
Using these revenues to fund ongoing street maintenance, parking meter enforcement, or a
fulltime police presence can be costly. Political decisions made early on to reduce the enforcement
hours, lower the hourly rates, and offer a validation program are also contributing factors. Thus, it
is important to emphasize that the goal of demand-based pricing is not always to generate
revenue. This is especially important if a city is counting on meter revenue to underwrite
financing for a new parking garage or other infrastructure improvements.
Plan for technology to evolve. Parking meter technology continues to develop and new
generations of meters can solve many of the problems previous technologies could not. New
technologies are constantly emerging, such as smartphone applications, and cities should
continue to experiment and adopt such platforms. Moving forward, cities will need to evaluate
and develop replacement strategies for any adopted technology, evaluating the data collection
capabilities of current meter technology and preparing a transition plan and strategy for
upgrading the system using a life cycle replacement model.
Data is plentiful, but requires staff resources. New parking technologies provide a
tremendous amount of data on parking behavior. However, finding the staff resources to
effectively use that data can be challenging. A city can have an immense amount of real-time
program data available, but without the staff capability to analyze that data and turn it into
rational policy recommendations, it is useless.

SHARED DISTRICT PARKING
Shared parking refers to the use of a parking space to serve two or more individual land uses
without conflict or encroachment. Successful shared parking strategies can be implemented
under a variety of scenarios. One such scenario is that of shared district parking. Shared district
parking is municipally-constructed parking financed by parking in-lieu fees (in total or in part)
and shared among several businesses within a particular area.
An in-lieu parking fee gives developers the option to pay a fee “in-lieu” of providing a portion of
the number of parking spaces ordinarily required by a city’s zoning ordinance. The purpose of a
voluntary in-lieu program is not to impose an additional fee or burden on development but to
provide an alternative for projects having difficulty meeting on-site requirements. Programs are
typically one-time fees, often related to the cost of constructing public parking, and are intended
to help pay for building shared public parking. In some cities, the use of in-lieu fee revenue has
been expanded to fund enhanced “parking management” and other mobility improvements. Inlieu parking fees have many benefits for both cities and developers. Above all, the fees provide
flexibility for developers. If providing all of the parking on-site would be prohibitively expensive
or difficult given a parcel’s design characteristics, then developers have the option to pay the fee
instead. In addition, since the fees can be used to pay for parking spaces in public facilities, in-lieu
fees are one of the best mechanisms to facilitate shared parking between uses, thereby
maximizing use of existing parking supply and avoiding decentralized surface lots or garages
which can limit walkability. The following case study details the City of Santa Monica’s shared
district parking program, which has existed since the mid-1980s.
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Santa Monica, CA
Santa Monica is a coastal southern California city with a population of 89,000 situated in a
compact, walkable area of roughly 8.3 square miles just north of Venice Beach in Los Angeles. Its
parking policies, particularly in regards to its enactment of a parking cash-out law and Park-Once
strategy, make it one of the most progressive planning communities in California.

Parking Developer Fee
One of the City of Santa Monica’s most forward-thinking policies is its Parking Developer Fee
(PDF), which was established concurrently with the 1980s-era Mall Assessment District, largely
to finance the public improvements recommended in the Mall Specific Plan These public
improvements transformed what was formerly known as the Santa Monica Mall or “The Old Mall”
into the Third Street Promenade and the surrounding Bayside District. To establish and
implement the financing plan, the City adopted enabling legislation that allowed the City to form
assessment districts and levy fees to secure bond financing, which subsequently led to the
formation of the Third Street Mall District. The PDF is applicable to any new development or
change of use within the Third Street Mall District boundaries that provides a net increase in
square footage and parking demand. 23 Parcels can be “exempted” from a $1.50 per square foot
parking fee if all of the parking spaces required by code are provided. The funds collected in the
Parking Developer Fee program are used to finance additional parking and related improvements
in the District with the goal of maintaining adequate parking facilities to accommodate
anticipated future growth in the area. As of 2012, the in-lieu fee program had accumulated a
balance of approximately $7 million, with current annual revenue from the fee totaling roughly
$605,000. 24
In addition to funding shared parking facilities, the in-lieu fee has led to several other community
benefits. First, it has facilitated new commercial uses to enter the Bayside District more quickly
and inexpensively than they previously could, as it reduced new parking that needed to be built as
part of those projects’ approval processes. It has also supported adaptive reuse of existing
buildings and a more pedestrian friendly design. Finally, it has provided additional flexibility to
developers, enabling them to meet parking requirements in an alternative manner.

Bergamot Station Parking Management Strategy
In 2013, the City approved another assessment district in the area surrounding the impending
Expo light rail line’s Bergamot Station at the intersection of Olympic Boulevard and 26th Street. 25
The plan calls for shared parking facilities for businesses within easy walking distance (1,000 feet
or 4 minutes) of each other. Because there is no publicly available funding to construct new
parking facilities and because the City does not own land in the Plan area with the exception of
the Bergamot Art Center, the plan calls for private development to provide the area’s parking
supply. Under the plan, all new parking facilities will be constructed only after coordination
between developers and City staff to ensure that parking facilities are built in convenient locations
and are efficiently shared between adjacent land uses and available to the public. 26

23

Ordinance No. 7255 (1986)

24

Source: City of Santa Monica

25

http://smdp.com/bergamot-plan-finally-approved-by-city-council/126838

26

http://www.smgov.net/uploadedFiles/Departments/PCD/Plans/Bergamot-Area-Plan/Bergamot-Area-Plan-Draft-June-2013.pdf
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Key Lessons
Clearly communicate how money generated from the developer fee will be spent. In
Santa Monica, none of the developers effected by the Parking Developer Fee voiced opposition to
the fee or its extension/revision. Even when the fee was eventually raised, developers remained
vocally unopposed. This was in large part due to the fact that the designation of these fees was
clearly communicated to be going toward the construction of new shared parking vehicles, as well
as parking management strategies. Stakeholders understood the need to have a fee level that
could support new parking construction and were willing to pay into it for this purpose. While
developers were generally supportive of the fee, many believed that any revenue generated by the
fund should be allocated exclusively to parking, rather than divided between parking facilities and
transportation demand management (TDM) programs.
Make requirements flexible. In the Mall Assessment District, developers were given the
choice to either construct parking per the city’s minimum requirements, pay into the Parking
Developer Fee to fund city-owned shared parking facilities, or some combination of the two.
Developers generally opted to provide only an amount of parking they believed would make their
project financially feasible and attractive to future tenants. This allowed developers to “right-size”
their parking for market demand and then pay into the fee for the remainder of required spaces.
This flexibility was generally looked upon favorably by developers, and still resulted in a
significant amount of shared parking spaces throughout the assessment district.
Start with a small project area. Initially, the Mall Assessment District covered only a handful
of blocks in downtown Santa Monica. After the successful implementation of the assessment
district and developer fee, there was strong support for an expansion of the parking in-lieu fee
district’s boundaries. Starting with a small Mall Assessment District allowed for a manageable
program roll-out, through which issues could be addressed at smaller scale, which only served to
strengthen the program in the long term.

MUNICIPAL FACILITATION OF SHARED PARKING
Another shared parking strategy is to facilitate the public use of private parking during a given
building’s off-peak hours (i.e. the evening in a parking lot associated with an office building), also
known as municipal facilitation of shared parking. Increasing the share of parking in a given area
that is open to public use can help justify reduced accessory parking requirements, which can in
turn ensure that more land is reserved for active uses. Below are three examples of municipalities
that have successfully implemented municipal facilitation of shared parking in their communities.

Arlington County, VA
Arlington County’s efforts to facilitate the creation of shared parking has focused on incentives via
the development process. The private sector provides most of the public, off-street parking in
Arlington County, and County planners have been reluctant to develop stand-alone public parking
facilities, in part because minimum parking requirements have created a consistent surplus of
parking in most of its transit and mixed-use commercial corridors. In most cases, the "market" for
parking has independently led the owners of underutilized facilities to find ways to open up their
parking to the public — either during off-peak hours, or even during peak hours when there has
still been capacity. County planning staff has further encouraged, incentivized, or even required
such practices as a means of generating well-distributed public parking across its key commercial
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corridors without investing in new facilities. More than 60 private garages are open to public use
in the Rosslyn-Ballston Corridor, the county’s most densely developed area. 27
As part of site plan agreements for new development within its Metrorail corridors, the County
often requires that some or most on-site parking be shared and open to the general public during
specified times. The County has also used parking development agreements, in conjunction with
joint-development projects, to ensure public parking is included within facilities providing
accessory parking to private development. The Columbia Pike District form-based zoning code
goes as far as to outline minimum requirements for shared-parking for all private development. 28
The County encourages the following types of shared parking: 29


Complementary hours: Allow access to parking spaces by different users with
different usage hours. Residential and office users are an example of user types with
complementary hours.



Off-site agreements: Garages or parking lots with consistently unused spaces or more
spaces built than required can enter shared parking agreement contracts that open
portions of the supply up to a set of users with similar peaking characteristics.



Public parking: A garage or parking lot with excess spaces can open access to the public
during all hours.



Unreserved spaces: A parking lot avoids reserved spaces to ensure wider use of
individual stalls.

In each case, the County’s parking manager must try to ensure that as many management issues
(including pricing and physical and operational issues) are addressed as early as possible in order
for shared public parking to properly function. Facility access issues, including operating hours,
staffing, configuration, and access management, are challenges the County tries to overcome by
encouraging adequate use of wayfinding and security strategies. The county itself has invested in
a number of wayfinding systems, including on-street signage and online maps showing parking
locations and rates. The county “accommodates restrictions on parking necessitated by unusual
security needs,” and the county’s Master Transportation Plan notes that the potential for these
restrictions is “part of the reason for encouraging public parking in many alternative locations.”

Sacramento, CA
The City of Sacramento has actively sought shared parking agreements with private lot owners,
with the support of the city managers and elected officials. The City offers parking management
services and offers to partner with private owners to “maximize parking accessibility, minimize
some of the challenges that may exist, and maximize revenues.” 30 As of November 2012, the City
had agreements with seven parking lots. Each shared parking agreement was designed for the
specific situation, and covers revenue sharing, time restrictions, and the portion of a given private
supply that the City will help manage.

27

County of Arlington, VA. “Arlington Master Transportation Plan: Parking and Curb Space Management Element.” November 2009.

From the form-based code: For residential sites larger than 20,000 square feet in land area, “A minimum of 1/8 of a parking space per unit must be
provided as shared parking.” There is no parking minimum for sites under 20,000 square feet. For commercial sites, one space per 1,000 square feet
of gross floor area must be shared parking. Source: “Columbia Pike Neighborhoods Special Revitalization District Form Based Code,” Page 7.17.

28

29

County of Arlington (2009).

City of Sacramento. “Parking Management Services.” Retrieved from http://www.cityofsacramento.org/Public-Works/ParkingServices/Parking%20Management%20Services on 9/11/15.

30
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These shared parking agreements offer the City several advantages. They help improve parking
management by making more existing parking supplies publicly accessible. This can be
particularly helpful in areas with high levels of on-street demand or low levels of publicly
accessible off-street supply. The City also sees several financial advantages to shared parking
arrangements. Although the agreements vary from one lot owner to another, they generally
involve the City assuming the enforcement and liability aspects of parking with the understanding
that the majority or all of the spaces are then publicly available (some 24/7, others during nonpeak hours). Initially, the City may take on the cost of upgrading the facility to meet regulations.
As soon as the lot becomes profitable, the City begins paying itself back for the up-front
investments, and once the lot has broken even financially, the City may share the profits with the
lot owner (depending on the agreement). The City typically also pays labor costs over the life of
the agreement.
Revenue for these types of programs typically come from parking fees and enforcement. The City
sets parking rates based on demand in a given area. With the exception of the City’s popular
Midtown neighborhood, current demand is not high enough to support fees in excess of the point
at which the City breaks even from an agreement.
As part of its shared parking policy, 31 the City generally discourages (but does not prohibit)
developers from building stand-alone parking in certain areas. However, if proposed parking is in
an area with good current and future commercial activity, the Parking Services Department is
often brought into the discussion early in the process. The City is willing to share the cost of
parking in exchange for public use, and is actively discussing this with projects that are still in the
planning phase.

Walnut Creek, CA
The City of Walnut Creek enables shared public-private parking operations, but is not directly
involved in the management or contracting of operations. Shared public-private parking has been
driven by the private sector: 70% of the downtown parking supply across 25 city-certified
downtown lots is private parking, all managed by one operator. The operator, Regional Parking,
was the catalyst for opening up underutilized supply after hours to public use for a fee, identifying
the potential for private owners and operators to capitalize on underutilized supply after business
hours.
The after-hours operations, enforcement, and collection of revenue are contracted to the private
operator. Many of the lots are metered to set time limits, and enforced by the operator. The
operator may issue invoices for overdue fees or parking without payment. Mail-in invoices are
limited by the ordinance to $20. One example is the Bank of America parking lot, which is
available to customers only and free of charge during the day, and open to the public for a fee in
the evenings.
The City’s role in enabling the operation of this public-private supply is simply to establish and
enforce codes to ensure the site has proper signage before it is used by the public for a fee. The
Private Parking Lots Ordinance requires all private lots to be certified by the City and defines
signage requirements. The City takes no part in management, enforcement, or collection, and as
such has no liability and insurance responsibilities.
Sacramento Zoning Code, Section 17.608.060, “Alternatives to standard parking requirements; other modifications.” Section A(1)(d): “Shared
parking. Required off-street parking facilities may be shared between two separate land uses upon demonstrating that the uses utilize the parking
spaces at different times.”

31
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The City does not actively approach private owners to increase the supply, although they do rely
on the private sector to provide much of the downtown parking, both through this type of shared
public parking and through in-lieu fees. The City has found more and more businesses are seeking
to capitalize on their parking, adding a few certified public-private lots each year.
The City had to establish a policy on who has the right to provide public-private shared parking
for a fee, as well as to set the standard for adequate signage so customers could be clear on what
service they were using, when they could use it, and how much it would cost, as well as set a limit
to the maximum cost per day. There have been complaints from the public, but according to the
Public Services Parking Garages Manager, the shared public parking practice is working well.

Key Lessons
Streamline Management. Bring shared parking under one operator (public or private) and
increase oversight of private supplies. Doing so could help bring consistency to parking
information, enforcement activities, and parking prices, while ensuring prices are more directly
tied to policy goals and to parking demand in a given area.
Install unified wayfinding and branding. Any shared parking operator should coordinate a
consistent look and feel for parking-related wayfinding and branding. Parking wayfinding can
include more than just directional signage—it can include smartphone apps and dynamic parkingavailability signs, as well as landscape and design cues.
Incentivize shared parking during the development process. This will help to ensure
that as many management issues are addressed as early as possible in order for shared public
parking to properly function. Forging shared parking agreements early in the process also allows
developers to build only as much parking as they will need and gets both the city and developers
thinking about complimentary land uses so that adjacent land uses can share parking during
periods of lower demand.

PARKING DISTRICT EXPANSION AND REFORM
On-street parking policies designed to encourage turnover tend to be unpopular with drivers
because they charge for a service that has traditionally been provided for free. This displeasure is
exacerbated by the fact that revenues rarely fund tangible benefits. Parking benefit districts make
it easier to implement pro-turnover parking policies because they allow the impacted area to use
the revenue generated from these policies (such as parking meters or permits) for neighborhood
improvements and other services. This creates a dedicated, continuous revenue stream for
neighborhood projects, which in turn increases the likelihood of local resident and business
support. Examples of three successful parking districts in US cities are detailed below.

Ann Arbor, Michigan
Ann Arbor’s parking policies have significantly improved its parking management system and
subsequently led to a thriving downtown. Two parking approaches in particular have bolstered
downtown Ann Arbor’s success: (1) the Downtown Development Authority (DDA) has been given
exclusive authority over parking prices, and (2) the DDA invests the revenue generated from its
parking policies back into the City’s downtown.
The DDA operates six parking structures and four parking lots within the downtown area and,
since 2011, has exclusive authority over the price of parking without the risk of City Council veto.
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This type of non-political autonomy allowed the DDA to implement the Public Parking &
Transportation Demand Management Strategies Plan, 32 which called for a demand management
parking strategy where the price of parking is dependent on geography, time of day, and other
factors. As part of the transfer of authority over the price of parking was the agreement by the
DDA to transfer 17 percent of all parking revenue to the City through 2022. In 2012, the DDA
governing board authorized a series of rate changes, including an increase in hourly rates, daily
rates, and permit prices. By 2014, the DDA generated a $4.3 million profit. 33
The revenue generated from these meter rates and permit prices are then reinvested back into the
system. Parking fees help maintain the existing infrastructure and cover the costs of running
several parking structures throughout downtown. The profits also fund alternative transportation
programs, such as commuter bus passes, supplemental transit service, bike parking, electric carcharging stations, and a late-night shared cab program.
Transferring parking management to the DDA and raising parking rates was not always
supported by the community and the downtown businesses. However, as downtown visitor rates
rise, parking revenue is able to fund more programs, and visitors to downtown Ann Arbor no
longer perceive there to be a lack of parking.

Boulder, Colorado
Boulder’s downtown business district, having recovered from near death in the 1970’s, now
comprises over 1,200 businesses and roughly 10,000 employees. 34 Faced with both a shortage of
parking for customers and citizens' aversion to additional traffic, the City developed a program
that combined reduced subsidies for downtown parking with aggressive transportation demand
management. These initiatives were introduced with the establishment of the Central Area
General Improvement District (CAGID) in the 1970s. The Downtown Management Commission
(DMC), which is made up of local businesses and property owners, spearheads major decisions
such as the price of parking. Final decisions are made by the CAGID Board, which is comprised of
the City Council.
At the same time, neighborhood permit parking initiatives were introduced to prevent overspill
parking from commuters trying to avoid parking restrictions and charges downtown. Commuters
are eligible, however, to buy on-street parking permits for $60 per quarter – an example of the
integration of on-street and off- street management. Commuter permits are limited to four per
block face, and only on blocks where average occupancy is lower than 75%. Sophisticated
technology is used to enforce the program, ensuring that motorists cannot evade the restrictions
by simply moving their cars every few hours.
The ultimate goal of public parking charges in Downtown Boulder is to maximize use, not
revenue. But for any revenue that is ultimately generated from parking meters within the CAGID
district, the proceeds go toward a variety of beneficial programs within Boulder, including historic
preservation, bicycle share, streetscape improvements, public Wi-Fi, and a free transit program
for Downtown Boulder employers (Eco Pass).

http://www.a2dda.org/wp-content/uploads/About/NelsonNygaardParkingStudy/5.4.1-2010-Parking-Plan.pdf
http://www.mlive.com/news/ann-arbor/index.ssf/2014/01/ann_arbor_parking.html
34 https://www.boulderdowntown.com/business/business-resources
32
33
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According to the Downtown Management Commission, the implementation of the City’s parking
strategies has led to an increase in available parking and a decrease in single occupancy driving. 35
Since the downtown baseline figures were established in 1995, the drive-alone rate fell from 56%
to 36% in 2005, while the transit rate more than doubled during the same time from 15% to 34%.

Pasadena, CA
In the early 1990s, the City of Pasadena’s efforts to revive Old Pasadena were being hindered by a
lack of convenient and available parking spots for customers. 36 At that time, Old Pasadena had no
parking meters, and proposals to install them were opposed by local merchants, who feared
charges would further drive customers away. In 1993, the Old Pasadena Parking Meter Zone was
created and meters were installed. Borrowing against future meter revenues, the City was able to
fund substantial streetscape, maintenance, beautification, safety projects, as well as new parking
supply.
With revenues generated from parking meters, the City’s garages are now wrapped in ground
floor retail and restaurants, to minimize their impact on the pedestrian environment. In addition,
parking meter revenue from the downtown area has funded the beautification of many downtown
alleys. These are often used for loading in the early morning and provide space for outdoor cafes
during the day. The alleys also provide pedestrian access and light wells for many garages. In
sum, these investments helped to reverse the decline in the district, and an increase in sales tax
revenue has created a cycle of reinvestment and additional development making Old Pasadena a
popular destination. Today, the district is managed by the Old Pasadena Management District
(OPMD), a non-profit management entity. The OPMD is managed by professional staff, but led by
a variety of stakeholders including merchants, tenants, property owners, residents, and City staff.

Key Lessons
Designate parking meter revenues toward tangible projects. Parking reform strategies
tend to have a higher success rate when the revenues generated from the program go toward a
clear and tangible purpose. When businesses and customers see their parking meter dollars going
toward streetscape improvements, bicycle share, public Wi-Fi, new parking construction, or any
other such neighborhood improvement, they are more inclined to support such a program.
Complement parking district policies with transportation demand management
strategies. While parking revenues and the projects they fund are a major asset to parking
benefit districts, these policies can be further complemented by thoughtful transportation
demand management strategies. By implementing concepts such as providing designated
carshare parking, implementing a downtown shuttle service, and instituting a guaranteed ride
home program, parking managers can increase accessibility and parking availability, reduce
traffic congestion, and achieve tangential goals such as reducing greenhouse gas emissions all at
the same time.
Consolidate parking management. By assigning on-street parking management to a single
operator, that operator will be able to look at the district’s parking supply holistically and

35

http://ww2.cityofpasadena.net/councilagendas/2007%20agendas/Feb_26_07/Appendix_A_Case%20Studies%201
2-1-2006%20DRAFT.PDF
36

http://www.uctc.net/access/23/Access%2023%20-%2002%20-%20Small%20Change%20into%20Big%20Change.pdf

Nelson\Nygaard Consulting Associates Inc. | 63 | Appendix A: Best Practices in On-Street Parking

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

determine the best strategy to manage parking demand as it pertains to the entire district, rather
than just a simple lot, garage or block. This will in turn bring more consistency to parking
policies, and ensure that prices are more directly tied to the parking district’s overall policy goals.
This strategy even more effective when the parking management operator is given complete
political autonomy by exempting its decisions from city council interference, as exemplified in the
Ann Arbor case study.

OFF-STREET PARKING REQUIREMENTS
There are several off-street parking requirement strategies that can serve to complement the onstreet strategies such as demand-based pricing and shared parking concepts. These strategies
include but are not limited to establishing parking in-lieu fees, instituting parking maximums (or
simply eliminating parking minimums), and unbundling parking. These reform measures are
detailed in Figure 19, along with a list of cities where each reform has been successfully
implemented.
Figure 19 - Alternative Strategies for Off-Street Parking Requirements

Reform

Description

Cities Where
Reform Has Been
Implemented

In-lieu fees 37

The purpose of a parking in-lieu fees is two-fold. First, it provides an
alternative method for development projects, or new uses within
existing buildings, to meet on-site parking requirements, which can be
difficult due to site constraints, financial feasibility, or both. Second, it
is another method by which cities can support transportation policies,
projects, and programs that improve public health, economic and
community development, equity of access, and environmental
sustainability.

Berkeley, CA
Beverly Hills, CA
Concord, CA

Parking maximums 38

Cities have traditionally used minimum parking requirements as a
means to account for a given land use’s parking demand to ensure
that an adequate parking supply is available. Unfortunately, they have
become a major obstacle to many cities’ efforts to encourage new
residential and commercial development in downtown areas, and
ultimately undermine many cities’ efforts to create attractive, vibrant,
and walkable communities. Parking maximums seek to reverse this
trend.

Eugene, OR
Portland, OR
San Francisco, CA

Unbundled parking 39

Parking costs are generally incorporated into the sale or rental cost of
offices and housing for the sake of simplicity, and because residential
and commercial leasers often assume that the lessee will want
parking spaces included as part of their lease. Unbundling parking
means the cost of the facility and parking are separate, allowing
lessees to make an educated decision on whether it is worth it for
them to pay for the true cost of the parking space. This policy also
lowers the cost of the property for rent or sale by removing the parking

Bellevue, WA
San Francisco, CA
St. Louis, MO 40

http://mrsc.org/getmedia/ADF5FFDC-BCC3-4A41-909F-F51980D68874/Shoup.aspx
http://www.mapc.org/resources/parking-toolkit/strategies-topic/parking-allowances
39 http://www.mapc.org/resources/parking-toolkit/strategies-topic/unbundled-parking
40 http://www.urbanreviewstl.com/2006/11/downtown-still-going-strong-neighborhoods-and-inner-suburbs-needleadership/
37
38
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Reform

Cities Where
Reform Has Been
Implemented

Description
cost from the total cost.

Disable placard
abuse 41

Research shows that drivers with disabled placards comprise a
significant share of curb parking. Although pricing parking has been
proven to be an effective tool at increasing parking availability, it is
less effective when drivers with placards are unaffected by the price of
parking. Research also indicates that disabled placards are often
used by individuals without a disability. This means that when curb
parking is full, people with genuine disabilities cannot find convenient
parking near their destination. Strategies such as designating more
accessible parking spaces at the curb, improving enforcement of
placard misuse, and directing a share of meter revenue to
accessibility improvements can help to combat this abuse.

Baltimore, MD
Hagerstown, MD
Portland, OR

The San Pablo Avenue Specific Plan
Prior to El Cerrito’s San Pablo Avenue Specific Plan, the City required new developments to
provide a specific number of minimum parking spaces, depending on the land use of the parcel.
Residential land uses were categorized into nine different types of residential uses, each with a
different number of minimum parking spaces, while commercial uses were broken down into 40
different types with unique parking minimums for each use (Figure 20). Under this code, parking
requirements could be reduced by up to 25 percent if any part of the development was built within
a quarter mile of a BART station. The code also contained provisions allowing for shared parking
arrangements between land uses. 42
In contrast, El Cerrito’s San Pablo Avenue Specific Plan 43 only establishes parking requirements
for two types of residential and commercial land uses, respectively. For both residential and
commercial uses, these uses are classified as “transit oriented mid-intensity” and “transit oriented
high-intensity.” For both of these classifications, commercial land uses under 3,000 square feet
do not have any parking requirements whatsoever, while residential properties and commercial
land uses of over 3,000 square feet have maximum parking requirements, which cap the total
number of parking spaces that can be built on the premises (Figure 21). These changes to the
zoning code make it easier to implement the parking management strategies laid out in this
memo.
Figure 20 - Parking Minimums Stipulated in El Cerrito's Municipal Zoning Codes
Use Classification

Required Off-Street Parking Spaces

Additional Regulations

Residential
Single Family Dwelling

2 spaces per dwelling unit for each unit of two
or more bedrooms.

19.06.030(N), Limitations on
Parking and Garage Frontage.

1 space per studio or 1-bedroom unit.

All required spaces must be
located in a garage or carport.

http://www.parking.org/2016/01/27/tpp-2015-08-solutions-to-disabled-parking-placard-usage/
http://www.el-cerrito.org/DocumentCenter/View/3700 (page 28)
43 http://www.el-cerrito.org/DocumentCenter/View/4411
41
42
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Use Classification

Required Off-Street Parking Spaces

Additional Regulations

Second Unit

1 space for the Second Unit in addition to the
spaces required for the primary dwelling unit.

19.20.190(D), Second Units.

Two-Family Dwelling

1 space per unit for each studio or 1-bedroom
unit.

19.06.030(N), Limitations on
Parking and Garage Frontage

Multiple Family Residential

RD, RM & CC Zones:
2 spaces per dwelling unit for each unit of two
or more bedrooms.
TOM Zones:
1.5 spaces per dwelling unit for each unit of
two or more bedrooms.

At least one space per unit must
be located in a garage or carport.

Small Family Day Care

No additional spaces required (besides the
required spaces for the residential dwelling).

Large Family Day Care

1 space per employee, with a minimum of 3
spaces provided.

19.20.110

Group Housing

0.5 per unit

19.06.030(N), Limitations on
Parking and Garage Frontage.

Senior Citizen Housing

0.5 per unit

19.06.030(N), Limitations on
Parking and Garage Frontage.

Transitional Housing

0.5 per unit

19.06.030(N), Limitations on
Parking and Garage Frontage.

Commercial
Adult Business Establishments

Retail establishments: 1 space per 300 sq. ft.

Bars/nightclubs or other live
entertainment:

1 space per 100 sq. ft.

Animal Sales and Services

1 space per 300 sq. ft.

Animal Kennel

1 space per 1,000 sq. ft.

Artists' Studios

1 space per studio.

Automobile Rentals

1 per 300 sq. ft. of office area in addition to 1
space per vehicle for rent.

Automobile/Vehicle Sales and
Leasing

1 per 300 sq. ft. of office area in addition to 1
space per vehicle for sale or lease.

Automobile/Vehicle Service and
Repair, Major

1 space per service bay (not including areas
for auto service or auto storage), plus parking
for any towing vehicles used in the operation,
and 1 space per 300 sq. ft. of office area.

Automobile/Vehicle Service and
Repair, Minor

1 space per 300 sq. ft. of any convenience
store and/or office space plus 1 space per
service bay if repair occurs on-site (in addition
to spaces at pumps, queuing areas for
pumps, and self-service water and air areas).

Automobile Washing

1 per 300 sq. ft. of any indoor sales, office, or

Automobile/Vehicle Sales and
Services
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Use Classification

Required Off-Street Parking Spaces

Additional Regulations

lounge areas.
Large Vehicle Sales, Services
and Rental

1 per 300 sq. ft. of office area in addition to 1
space per vehicle for rent.

Banks and Other Financial
Institutions

1 space per 300 sq. ft.

With Drive-Through Facilities

1 space per 300 sq. ft. of floor area. No
additional spaces required for drive-through
facility.

Automated Teller Machines
(ATMs)

1 spaces per ATM.

Bed and Breakfasts

1 space per guest room, in addition to spaces
required for dwelling.

Building Materials and Services

1 space per 500 sq. ft. of building area plus 1
space per 600 sq. ft. of outdoor sales/display
area.

Business Services

1 per 300 sq. ft.

Commercial Recreation

Gyms and fitness studios: 1 space per 300
sq. ft. Other specific uses: to be determined
by Zoning Administrator, who may require
parking demand analysis.

19.20.050

Eating and Drinking Establishments
Bars/Night Clubs/Lounges

1 space per 100 sq. ft.

Restaurants, Fast Food

1 space per 100 sq. ft.

Restaurants, Full Service

1 space per 100 sq. ft.

Restaurants, Limited Service

1 space per 100 sq. ft.

Restaurants, Take Out Only

1 space per 300 sq. ft.

With Drive-Through Facilities

1 space per 100 sq. ft.

With Outdoor Eating Areas

1 space per 100 sq. ft., including outdoor
dining areas.

Food and Beverage Sales
Catering Services

1 per 1,000 sq. ft., plus parking for any
vehicles used in the business.

Convenience Market

1 per 300 sq. ft.

General Market

1 per 300 sq. ft.

Liquor Stores

1 per 300 sq. ft.

Funeral Parlors and Mortuaries

To be determined by the Zoning
Administrator, who may require a parking
demand analysis.

Handicraft Shop

1 space per 300 square feet
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Use Classification

Required Off-Street Parking Spaces

Home Improvement Sales and
Services

1 space per 400 sq. ft. of floor area or outdoor
sales display.

Hotels and Motels

1 space per unit; plus 2 spaces adjacent to
registration office; 1 space per 20% person
fire code capacity of any conference or
banquet rooms.

Laboratories

1 space per 400 sq. ft.

Live/Work Unit

1 space per unit for each unit smaller than
1,000 sq. ft. 1.5 spaces per unit for each unit
containing 1,000 square feet or greater floor
area or 2 or more bedrooms.

Maintenance and Repair
Services

1 space per 500 sq. ft.

Offices, Business, Medical and
Professional

1 space per 300 sq. ft.

Parking Facilities, Commercial

1 space per attendant station (in addition to
parking spaces for customers).

Personal Improvement Services

1 per 300 sq. ft.

Personal Services

1 per 300 sq. ft.

Retail Sales

1 per 300 sq. ft.

Tattoo Establishments

1 per 300 sq. ft.

Theaters

1 per 5 seats

Additional Regulations
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Figure 21 - Parking Minimums Stipulated in El Cerrito's San Pablo Avenue Specific Plan
Use

Less Than 3000 Sq Ft

Larger Than 3000 Sq Ft

Bicycle Parking

Up to 1 auto space/500 sf
For projects proposing 00.5, the Zoning
Administrator may require
a parking study and
additional TDM measures

Min. 1.5 short-term
bicycle spaces/3000 sf
(min. 2 short-term
spaces per
establishment) Min. 1
long-term bicycle
space/10,000 sf

Transit Oriented Mid-Intensity
Commercial

No off-street auto parking
required

Residential

Up to 1.5 parking spaces/unit
All projects include basic TDM
For projects proposing 0-1, the Zoning Administrator may
require a parking study and additional TDM measures

Min. 1 short-term
bicycle space/20 units
(Min. 2 short-term
spaces)
Min. 1.5 long-term
bicycle spaces/unit

Transit Oriented Higher Intensity
Commercial

No off-street auto parking
required

Up to 1 auto space/1,000
sf
For projects proposing 00.5, the Zoning
Administrator may require
a parking study and
additional TDM measures

Residential

Up to 1 parking space/unit
All projects include basic TDM
For projects proposing 0-0.5 parking spaces, the Zoning
Administrator may require a parking study and additional TDM
measures

Min. 1.5 short-term
bicycle spaces/3000 sf
(min. 2 short-term
spaces per
establishment)
Min. 1 long-term bicycle
space/10,000 sf
Min. 1 short-term
bicycle space/10 units
(Min. 2 short-term
spaces)
Min. 1.5 long-term
bicycle spaces/unit

Parking Areas
Auto Parking shall be located behind habitable space, underground, or on the interior of the building.
Long-term bicycle parking shall be located in a secure, weather-protected place on-site.
Short-term bicycle parking shall be located inside or outside the building. It will need to be visible to pedestrians and
bicyclists and serve the main entrance of a building.
Types of Parking (automobile and bicycle)
Shared, Stacked, Unbundled
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MEMORANDUM
To:

Aissia Ashoori and Melanie Mintz, City of El Cerrito

From:

Nelson\Nygaard Project Team

Date:

December 17, 2018

Subject:

Del Norte Station Area Parking Data Collection Memorandum

INTRODUCTION
The San Pablo Avenue Specific Plan (2014) identified off-street parking requirements for land
uses and activities within El Cerrito’s San Pablo Avenue Priority Development Area (PDA).
However, the City does not have an adopted plan or policy to guide management of on-street
parking within the PDA as the Specific Plan is implemented and area land uses and travel and
parking patterns change.
Although on-street and off-street parking occupancy data were collected around the El Cerrito Del
Norte BART Station in 2011 (El Cerrito Parking Study 44) and again for areas south of Potrero
Avenue in 2018 (San Pablo Avenue Corridor Project 45), additional data collection is necessary to
get a better understanding of current parking conditions in and around the El Cerrito Del Norte
BART Station 46. These findings will inform strategies for effective management of on- and offstreet parking near the BART Station and along the San Pablo Avenue corridor. They will also
help us understand current access and parking utilization patterns associated with new
residential and transit-oriented development in the area. The strategies will support PDA goals as
they pertain to both desired commercial activity and residential parking targets. Key findings
from both this memo and the San Pablo Avenue Corridor Project can be found in the Key
Findings section below.
The Nelson\Nygaard team collected a limited sample of on-street parking data within the Uptown
section of the PDA to understand on-street parking behavior and its implications for access to
new and existing development within the PDA. This data included occupancy and duration of stay
surveys of 22 block faces in total (Figure 5). These block faces were selected in collaboration with
City of El Cerrito staff, with a focus on collection of new data in areas that will experience
increased development or commercial activity since the 2011 parking occupancy study. 47 Data
collection took place every two hours on Saturday, May 19th and Wednesday, May 23rd, 2018
between the hours 10 a.m. and 6 p.m. These dates were chosen due to their “typical” nature,
meaning that there were no special events or activities that occurred in the vicinity on those dates.
The only activity that may have affected parking behavior along the observed blocks was the
ongoing El Cerrito del Norte Station Modernization Project, which may have temporarily
removed some spaces from the BART Station’s West Parking Lot.

El Cerrito Parking Study Final Report, CHS Consulting Group, November 28 2011
San Pablo Avenue Corridor Project Existing Conditions Report, Alameda County Transportation Commission, January 5
2018
46 There was construction at the Del Norte BART Station during data collection and there may have been parking
restrictions and unavailability within and around the BART Station during data collection.
47 El Cerrito Parking Study Final Report, CHS Consulting Group, November 28 2011
44
45
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Figure 22

Uptown Parking Utilization Study Area 48

The majority of the parking data collection area is within the Uptown section of the 2013 San
Pablo Avenue Specific Plan, which describes the area as, “A mixed-use commercial area that
serves as the northern gateway to the City. Positioned within ½ mile of the del Norte BART
Station, a regional multi-modal center, this district is characterized by larger lots and building
footprints. The area has potential to be humanized to be a stronger neighborhood that is more
walkable and bikeable, while still serving as a transportation hub.”
The results of the data collection are presented below.

KEY FINDINGS
Results from the data collection effort indicate that there is an overall surplus of on-parking in the
study area, and that any localized shortages at key locations can be improved through parking
management strategies. Additional key findings from the parking analysis include:
10. Overall, a significant parking surplus exists, with a few hot spots of high
demand. The overall peak occupancy in the study area occurred at noon on both
Wednesday and Saturday, when 60% and 47% of on-street spaces were occupied,
respectively. A few hot spots of high occupancy do exist, including several block faces
around the El Cerrito Del Norte BART Station (Blocks 5, 8, 12, 13, 14, 15, and 16) and
some blocks of on-street parking immediately in front of commercial uses (Blocks 2 and

48

Base map from San Pablo Avenue Specific Plan (2014)
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3). However, even at peak hour, these high-demand block faces sat next to underutilized
ones.
11. The study area’s on-street parking supply is underutilized. Even during the
busiest hour on Wednesday, 40% of the parking supply in the study area was vacant. That
is, 122 parking spaces within the study area sat unused at even the busiest time of day. On
Saturday, these numbers are even starker, with 53% or 161 parking spaces unoccupied in
the peak hour.
12. There is a high non-compliance rate among parked vehicles in time-limited
spaces. On Wednesday, over a quarter (27%) of parked vehicles violated parking time
limits. Among vehicles parked in time-limited parking spaces, that number was even
higher, at 41 percent. The number of parking violations on Saturday was lower than
Wednesday but still high, with 21% of vehicles parked in time-limited parking spaces
violating those limits.
13. There is a wide variety of time limits for the on-street spaces. On-street spaces
within the studied area are governed by at least four different time limit lengths,
including passenger loading, two hour limits, four hour limits, and unlimited. The variety
of time limits may create confusion and lead to staying past the designated limit.
Simplifying these time limits and rationalizing their locations may help to improve
compliance and could better distribute short- and longer-term parking throughout the
area.
14. There is a lack of clear parking signage along block faces. Parking signage along
block faces in the study area often contains cryptic or faded text, and the signage itself is
sporadically placed or entirely absent. Installing clear and consistent signage may help to
improve compliance and avoid confusion among system users.
The Alameda County Transportation Commission conducted a separate evaluation of parking
supply and demand in the fall of 2017, titled the San Pablo Avenue Corridor Project. 49 In this
study, parking data were collected for an eight mile segment of the corridor between 36th Street in
Oakland and Potrero Avenue in El Cerrito, of which 1.75 miles fall within El Cerrito’s city limits.
Relevant findings from the San Pablo Avenue Corridor Project are summarized below.


San Pablo Avenue’s parking supply is metered in downtown Oakland and
Berkeley, time limited everywhere else along the corridor. Twenty one percent
of parking spaces along the corridor are metered. Metered spaces are concentrated
exclusively in Berkeley and Downtown Oakland. Parking spaces along San Pablo Avenue
in El Cerrito and other parts of the corridor outside of Berkeley and Oakland are free with
some restrictions. In total, around 40% of spaces have time restrictions, 4% are
designated as loading zones, and less than 1% are reserved for specific users.



Parking utilization is low overall, with several hot spots around commercial
destinations. On-street parking utilization on San Pablo Avenue is low to moderate
overall. During each time period observed, most blocks were less than 60% full. Parking
occupancy tended to be higher in commercial areas of the corridor, and during peak
periods on weekdays and Saturday evening. In a few select locations, parking was more
than 90% full during peak periods. Even in areas where parking occupancy was high,

49 San Pablo Avenue Corridor Project Existing Conditions Report, Alameda County Transportation Commission, January 5
2018
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open spaces were always available within three blocks or on the other side of the street.
The only segment of San Pablo Avenue in El Cerrito that showed on-street parking
occupancies greater than 90 percent during peak periods was in the vicinity of El Cerrito
Plaza BART Station. This is consistent with results from the Nelson\Nygaard team’s data
collection effort.


Truck loading activity is highest during the morning peak, and often does not
occur at designated loading zones. The parking study found truck loading activity
highest between 7:00am – 9:00am. Although several on-street parking spaces are
designated as loading zones throughout San Pablo Avenue, truck loading often did not
occur in the designated loading spaces. Trucks opted for proximity to their destinations,
regardless of the designation or on-street parking prohibitions. If curb space was not
available on San Pablo Avenue, trucks would double park and block a travel lane. Loading
activities tended to cluster around major intersections in commercials areas.

PARKING SUPPLY
The data collection surveyed 22 block faces. The parking data collection area offers a total of 304
on-street parking spaces and seven passenger loading spaces (see Figure 23). Parking spaces were
counted by measuring the length of the curb of each block face excluding all curb cuts, and
dividing that number by twenty feet, the minimal recommended length of a parallel parking space
in El Cerrito. 50
Figure 23

Parking Supply
Time Limit

Number of Spaces

Passenger loading

7

2-hour

61

Unlimited

91

4-hour

145

TOTAL

304

The blocks and the parking types on each are listed in the Figure 24 and are shown on the earlier
Figure 5.

50

Chapter 2.05.07.07, San Pablo Avenue Specific Plan (2014)
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Figure 24
Facility

Uptown Block Face and Parking Inventory
Street Name

Block Boundaries

Side of
Street

Total
Spaces

1-hour

2-hour

4-hour

Unlimited

Block 1

San Pablo

Conlon and Wall

West

17

Block 2

San Pablo

Wall and Knott

West

13

13

Block 3

San Pablo

Knott and Cutting

West

7

7

Block 4

Cutting

Ohlone Greenway and Key

South

0

Block 5

Key

Cutting and Liberty

West

9

Block 6

Key

Liberty and Hill

West

18

18

Block 7

Key

Hill and Cutting

East

27

27

Block 8

Key

Cutting and Knott

East

16

16

Block 9

Junction

Knott and Morris

East

5

5

Block 10

Junction

Morris and Hagen

East

21

21

Block 11

Junction

Hagen and Knott

West

35

35

Block 12

Knott

Ohlone Greenway and Key

South

6

6

Block 13

Key

Knott and Cutting

West

16

16

Block 14

Cutting

Key and Ohlone Greenway

North

12

5

Block 15

Kearney

Cutting and Knott

West

5

Block 16

Knott

Kearney and San Pablo

South

4

4

Block 17

San Pablo

Knott and Wall

East

16

16

Block 18

San Pablo

Wall and Conlon

East

24

24

Block 19

Conlon

Key and Junction

South

17

Block 20

Conlon

Mono and Key

North

6

Block 21

Humboldt

Key and Macdonald

East

13

Block 22

Humboldt

Macdonald and Key

West

17

TOTAL

304

Comm.
Load Zone

30 Min.
Parking

Pass. Load
Zone

17

9

7

5

5

12
6

13
17
0

61

145

91

0
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UTILIZATION FINDINGS
Weekday Utilization Results
Parking occupancy data was collected on Wednesday, May 23, 2018. Occupancy counts were
tallied every two hours from 10 a.m. to 6 p.m.
Weekday peak parking demand was observed at 12 p.m. with an average occupancy of 60%. The
three blocks with the highest average occupancy were:
Figure 25
Block face

Blocks with Highest Average Occupancy
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 16

Knott Avenue between
Kearney and San Pablo
(south side)

4 two-hour spaces

Neighborhood street adjacent to
closed lot with convenient access
to BART station

110%

Block 13

Key Boulevard between
Knott and Cutting (west
side)

16 unlimited spaces

Neighborhood street adjacent to
BART parking lot with convenient
access to BART station

91%

Block 12

Knott Avenue between
the Ohlone Greenway
and Key Street

6 unlimited spaces

Neighborhood street adjacent to
BART parking lot with convenient
access to BART station

90%

The three blocks with the lowest average occupancy were:
Figure 26
Block face

Blocks with Lowest Average Occupancy
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 11

Junction Avenue
between Hagen and
Knott (west side)

35 four-hour spaces

Neighborhood street with
convenient access to BART
station

33%

Block 6

Key Boulevard between
Liberty and Hill (west
side)

19 four-hour spaces

Neighborhood street adjacent to
BART parking garage with
convenient access to BART
station

31%

Block 21

Humboldt Street
between Key and
Macdonald (east side)

13 four-hour spaces

Neighborhood street 0.5 mile
walk from BART station

6%

Knott Avenue (Block 16), the block face with the highest average occupancy (110%), has four
parking spaces with 2-hour time limits. During the weekday counts, parking was at or above
100% occupancy from 10 a.m. until 6 p.m., with the exception of 12:00pm, when it dipped to 75%
Nelson\Nygaard Consulting Associates Inc. | 76 | Appendix B: Existing Conditions: Updtown Del Norte BART Station
Area

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

occupancy. 51 This block is adjacent to an empty lot and a residential and commercial development
(Del Norte Place), and two blocks from the El Cerrito Del Norte BART Station. Turnover was high
throughout the day, signifying that visitors are parking there for quick errands, rather than as
spillover BART parking. This block was unique among observed blocks in the general vicinity of
the BART station. While block faces around the station had similarly high occupancy rates,
turnover rates were much lower. For instance, the two block faces with the second and third
highest occupancy rates (Blocks 12 and 13) experienced average turnover rates about three times
lower than Block 16. This was likely a result of the fact that parking spaces along these blocks had
no parking restrictions. The utilization findings for each block are shown in the three tables below
and in the maps in Figure 51. Average parking durations are discussed in detail in the final section
of this memo.

51 Occupancy was above 100% in several cases due to illegal parking in front of driveways and along red painted
curbs.
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Figure 27
Block

Wednesday Occupancy Rate by Block Face, Time of Day
Street Name

Block Extents

Occupancy Rate

Parking Type*

Side of
Street

10 a.m.

12 p.m.

2 p.m.

4 p.m.

6 p.m.

Avg. Occupancy
Rate

Block 1

San Pablo

Conlon and Wall

West

2-hr (17)

29%

35%

41%

35%

35%

35%

Block 2

San Pablo

Wall and Knott

West

Unlimited (13)

92%

85%

92%

69%

15%

71%

Block 3

San Pablo

Knott and Cutting

West

Unlimited (7)

86%

86%

86%

57%

29%

69%

Block 4

Cutting

Ohlone Greenway and Key

South

(0)

N/A

N/A

N/A

N/A

N/A

N/A

Block 5

Key

Cutting and Liberty

West

Unlimited (9)

89%

89%

89%

89%

56%

82%

Block 6

Key

Liberty and Hill

West

4-hr (18)

33%

39%

39%

28%

17%

31%

Block 7

Key

Hill and Cutting

East

4-hr (27)

67%

74%

81%

67%

48%

67%

Block 8

Key

Cutting and Knott

East

4-hr (16)

88%

88%

81%

75%

69%

80%

Block 9

Junction

Knott and Morris

East

4-hr (4)

0%

0%

0%

0%

0%

0%

Block 10

Junction

Morris and Hagen

East

4-hr (19)

38%

38%

33%

33%

38%

36%

Block 11

Junction

Hagen and Knott

West

4-hr (29)

29%

29%

37%

29%

43%

33%

Block 12

Knott

Ohlone Greenway and Key

South

Unlimited (6)

100%

100%

100%

67%

83%

90%

Block 13

Key

Knott and Cutting

West

Unlimited (16)

106%

106%

94%

81%

69%

91%

Block 14 52

Cutting

Key and Ohlone Greenway

North

Unlimited (5), pass
(7)

75%

75%

83%

92%

75%

80%

Block 15

Kearney

Cutting and Knott

West

4-hr (5)

80%

120%

80%

80%

40%

80%

Block 16

Knott

Kearney and San Pablo

South

2-hr (4)

100%

75%

100%

125%

150%

110%

Block 17

San Pablo

Knott and Wall

East

2-hr (16)

56%

69%

56%

38%

31%

50%

Block 18

San Pablo

Wall and Conlon

East

2-hour (24)

71%

58%

67%

71%

58%

65%

52 Unlimited space occupancy = 100% (10am), 100% (12pm), 100% (2pm), 100% (4pm), 100% (6pm); passenger loading space occupancy = 57% (10am), 57% (12pm),
71% (2pm), 86% (4pm), 57% (6pm)

Nelson\Nygaard Consulting Associates Inc. | 78 | Appendix B: Existing Conditions: Updtown Del Norte BART Station Area

ON-STREET PARKING STUDY| REPORT
City of El Cerrito, CA

Block

Street Name

Block Extents

Side of

Parking Type*

Avg. Occupancy
Rate

Occupancy Rate

Block 19 53

Conlon

Key and Junction

South

4-hour (5), unlimited
(12)

41%

47%

29%

41%

47%

41%

Block 20

Conlon

Mono and Key

North

Unlimited (6)

83%

83%

67%

83%

83%

80%

Block 21

Humboldt

Key and Macdonald

East

4-hour (13)

8%

0%

0%

8%

15%

6%

Block 22

Humboldt

Macdonald and Key

West

Unlimited (17)

71%

71%

65%

71%

47%

65%

* Parking type (Number of parking spaces), pass = Passenger Loading Zone

Figure 28

Wednesday Average Occupancy Rate by Time of Day
Average Occupancy Rate

Average Occupancy Rate by Time of Day
Figure 29

10 a.m.

12 p.m.

2 p.m.

4 p.m.

6 p.m.

59%

60%

59%

54%

46%

Wednesday Average Occupancy Rate

Average Daily Occupancy Rate

55.4%

4-hour space occupancy = 40% (10am), 40% (12pm), 40% (2pm), 60% (4pm), 60% (6pm); unlimited space occupancy = 33% (10am), 42% (12pm), 17% (2pm), 25%
(4pm), 25% (6pm)

53
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Figure 30

54

Wednesday Parking Utilization 54

Base map from San Pablo Avenue Specific Plan (2014)
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Saturday Utilization Results
Parking occupancy data was collected on Saturday, May 19, 2018. Occupancy counts were tallied
every two hours from 10 a.m. to 6 p.m. Peak parking demand was observed at 12 p.m. with an
average occupancy of 47%. The blocks with the highest average occupancy were:
Figure 31
Block face

Blocks with Highest Average Occupancy on Saturday
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 20

Conlon Avenue
between Mono and Key
(north side)

6 unlimited spaces

Neighborhood street 0.5 mile walk
from BART station

63%

Block 18

San Pablo Avenue
between Wall and
Conlon

24 two-hour spaces

Commercial mixed-use street 0.3
mile walk from BART station

58%

Block 19

Conlon Avenue
between Key and
Junction (south side)

5 four-hour spaces

Neighborhood street 0.5 mile walk
from BART station

58%

The three blocks with the lowest average occupancy were:
Figure 32
Block face

Blocks with Lowest Average Occupancy on Saturday
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 21

Humboldt Street
between Key and
Macdonald (east side)

13 four-hour spaces

Neighborhood street 0.5 mile
walk from BART station

25%

Block 3

San Pablo Avenue
between Knott and
Cutting (west side)

7 unlimited spaces

Commercial street across the
street from closed lot with
convenient access to BART
station

23%

Block 9

Junction Avenue
between Knott and
Morris (east side)

5 four-hour spaces

Neighborhood street with
convenient access to BART
station

8%

Over the course of the day, not a single block face in the study area exceeded 80 percent capacity.
Only two block faces reached 70 percent capacity - Block 21 at 10 a.m. and Block 19 at 12 p.m.
Block 9’s occupancy was 0 percent for the majority of the day (between 2 p.m. and 6 p.m.). The
occupancy rates are shown in the three tables below and in the maps in Figure 57.
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Figure 33 Saturday Occupancy Rate by Block Face, Time of Day
Occupancy Rate
Block

Street Name
Block Boundaries

Side of
Street

Parking Type*

10 a.m.

12 p.m.

2 p.m.

4 p.m.

6 p.m.

Avg.
Occupanc
y Rate

Block 1

San Pablo

Conlon and Wall

West

2-hr (17)

59%

65%

65%

47%

35%

54%

Block 2

San Pablo

Wall and Knott

West

Unlimited (13)

54%

31%

31%

23%

15%

31%

Block 3

San Pablo

Knott and Cutting

West

Unlimited (7)

29%

29%

29%

14%

14%

23%

Block 4

Cutting

Ohlone Greenway and Key

South

(0)

N/A

N/A

N/A

N/A

N/A

N/A

Block 5

Key

Cutting and Liberty

West

Unlimited (9)

56%

56%

56%

44%

44%

51%

Block 6

Key

Liberty and Hill

West

4-hr (18)

28%

33%

33%

17%

22%

27%

Block 7

Key

Hill and Cutting

East

4-hr (27)

33%

30%

26%

33%

37%

32%

Block 8

Key

Cutting and Knott

East

4-hr (16)

56%

63%

56%

38%

38%

50%

Block 9

Junction

Knott and Morris

East

4-hr (4)

20%

20%

0%

0%

0%

8%

Block 10

Junction

Morris and Hagen

East

4-hr (19)

43%

43%

48%

48%

48%

46%

Block 11

Junction

Hagen and Knott

West

4-hr (29)

31%

34%

40%

34%

31%

34%

Block 12

Knott

Ohlone Greenway and Key

South

Unlimited (6)

17%

33%

33%

33%

50%

33%

Block 13

Key

Knott and Cutting

West

Unlimited (16)

44%

56%

50%

31%

31%

43%

Block
14 55

Cutting

Key and Ohlone Greenway

North

Unlimited (5), pass
(7)

17%

50%

42%

50%

33%

38%

Block 15

Kearney

Cutting and Knott

West

4-hr (5)

40%

40%

60%

40%

40%

44%

Block 16

Knott

Kearney and San Pablo

South

2-hr (4)

50%

50%

50%

50%

0%

40%

Unlimited space occupancy = 0% (10am), 20% (12pm), 40% (2pm), 20% (4pm), 40% (6pm); passenger loading space occupancy = 28% (10am), 71% (12pm), 43%
(2pm), 71% (4pm), 28% (6pm)

55
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Block

Street Name

Parking Type*

Occupancy Rate

Block 17

San Pablo

Knott and Wall

East

2-hr (16)

6%

63%

50%

13%

56%

Block 18

San Pablo

Wall and Conlon

East

2-hour (24)

58%

63%

58%

54%

54%

58%

Block
19 56

Conlon

Key and Junction

South

4-hour (5), unlimited
(12)

65%

71%

53%

35%

65%

58%

Block 20

Conlon

Mono and Key

North

Unlimited (6)

67%

67%

50%

50%

83%

63%

Block 21

Humboldt

Key and Macdonald

East

4-hour (13)

31%

23%

23%

31%

15%

25%

Block 22

Humboldt

Macdonald and Key

West

Unlimited (17)

76%

65%

35%

29%

35%

48%

O

Avg.
38%

* Parking type (Number of parking spaces), pass = Passenger Loading Zone

Figure 34

Saturday Average Occupancy Rate by Time of Day
Average Occupancy Rate
10 a.m.

Average Occupancy Rate by Time of Day

Figure 35

42%

12 p.m.

2 p.m.

4 p.m.

6 p.m.

47%

43%

35%

38%

Saturday Average Occupancy Rate

Average Daily Occupancy Rate

41.1%

4-hour space occupancy = 80% (10am), 60% (12pm), 40% (2pm), 40% (4pm), 60% (6pm); unlimited space occupancy = 58% (10am), 75% (12pm), 50% (2pm), 33%
(4pm), 67% (6pm)

56
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Figure 36 Saturday Parking Utilization 57

57

Base map from San Pablo Avenue Specific Plan (2014)
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PARKING DURATION
Parking duration was calculated by recording the last four digits of vehicle license plate numbers
at 8 a.m., 10 a.m., 12 p.m., 2 p.m., 4 p.m., and 6 p.m. The results of the weekday parking duration
survey are summarized in Figure 58.

Wednesday Parking Duration Results
Among the 295 vehicles that parked in the study area between 10 a.m. and 6 p.m. on Wednesday,
the average parking duration was 3.9 hours. Around 27 percent (80) of these 295 vehicles
exceeded the parking time limits, either by staying parked in the same space or by moving to a
new space within the same block during consecutive hours.
Around a third (34 percent) of cars were parked for less than two hours in the study area, 17
percent were parked for over two hours, 10 percent were parked over four hours, 15 percent over
six hours, and 23 percent over eight hours. Figure 58 shows the duration of vehicles and Figure
38 shows the number of vehicles that exceeded their parking time limit along each block face.
Figure 37 Wednesday Parking Durations
Occupancy Rate
Block

Parking Type*

2 hours
(or less)

2+ hours

4+ hours

6+ hours

8+ hours

Avg.
Duration
(Hours)**

Block 1

2-hr (17)

6

2

2

1

2

3.1

Block 2

Unlimited (13)

1

0

3

7

1

5.3

Block 3

Unlimited (7)

0

0

2

2

2

6.0

Block 4

(0)

0

0

0

0

0

N/A

Block 5

Unlimited (9)

3

2

0

5

2

4.4

Block 6

4-hr (18)

3

5

2

2

4

4.1

Block 7

4-hr (27)

8

5

4

5

6

4.0

Block 8

4-hr (16)

7

3

0

4

6

4.3

Block 9

4-hr (4)

0

0

0

0

0

N/A

Block 10

4-hr (19)

2

1

0

0

3

4.7

Block 11

4-hr (29)

10

2

1

2

6

3.7

Block 12

Unlimited (6)

2

1

3

1

2

4.2

Block 13

Unlimited (16)

3

7

4

4

5

4.2

Block 14

Unlimited (5), pass (7)

7

3

4

2

3

3.4

Block 15

4-hr (5)

7

1

2

0

1

2.3

Block 16

2-hr (4)

10

6

0

0

0

1.4

Block 17

2-hr (16)

9

6

1

4

0

2.5

Block 18

2-hour (24)

17

2

1

1

10

3.6

Block 19

4-hour (5), unlimited (12)

4

3

0

0

5

4.2
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Block

Parking Type*

Occupancy Rate

D

Avg.
ti
7.6

Block 20

Unlimited (6)

0

0

0

1

4

Block 21

4-hour (13)

1

0

1

0

0

2.5

Block 22

Unlimited (17)

0

2

0

4

7

6.5

100

51

30

45

69

3.9

Totals

* Parking type (number of parking spaces), pass = passenger loading zone
** Average duration assumes that all cars parked for 2 hours or less were parked for 1 hour

Figure 38

Wednesday Parking Time Limit Violations
Block

Parking Type

Number of Parking Time Limit Violations

Block 1

2-hr (17)

8

Block 2

Unlimited (13)

0

Block 3

Unlimited (7)

0

Block 4

(0)

0

Block 5

Unlimited (9)

0

Block 6

4-hr (18)

4

Block 7

4-hr (27)

10

Block 8

4-hr (16)

9

Block 9

4-hr (4)

0

Block 10

4-hr (19)

0

Block 11

4-hr (29)

2

Block 12

Unlimited (6)

0

Block 13

Unlimited (16)

0

Block 14

Unlimited (5), pass (7)

5

Block 15

4-hr (5)

2

Block 16

2-hr (4)

6

Block 17

2-hr (16)

12

Block 18

2-hour (24)

22

Block 19

4-hour (5), unlimited (12)

0

Block 20

Unlimited (6)

0

Block 21

4-hour (13)

0

Block 22

Unlimited (17)

0

Total

80
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Figure 39

Wednesday Parking Time Limit Violations by Space Type

Parking Space Type

Number of Spaces

Number of Parking Time Limit Violations

Passenger loading

7

5

2-hour

61

48

Unlimited

91

0

4-hour

145

27

Saturday Parking Duration Results
Saturday had similar parking duration results as Wednesday, with an average parking duration of
3.3 hours throughout all block faces. Of the 251 vehicles that parked in the study area between 10
a.m. and 6 p.m. on Saturday, about 7 percent (17) exceeded the parking time limits, either by
staying parked in the same space or by moving to a new space within the same block in
consecutive hours. About half the vehicles observed in the study area (45 percent) were parked for
less than two hours, 14 percent were parked for over two hours, 14 percent were parked over four
hours, 24 percent over six hours, and 18 percent over eight hours. Figure 59 shows the duration of
vehicles along each block face and Figure 38 shows the number of vehicles along these block faces
that exceeded their parking time limit.
Figure 40

Saturday Parking Durations
Occupancy Rate

Block

Parking Type*

2 hours
(or less)

2+ hours

4+ hours

6+ hours

8+ hours

Avg. Duration
(Hours)**

Block 1

2-hr (17)

8

3

2

0

0

1.7

Block 2

Unlimited (13)

1

0

3

4

4

5.8

Block 3

Unlimited (7)

0

0

1

0

1

6.0

Block 4

(0)

0

0

0

0

0

N/A

Block 5

Unlimited (9)

0

2

3

0

2

4.6

Block 6

4-hr (18)

5

1

3

1

1

3.0

Block 7

4-hr (27)

4

3

2

3

3

4.0

Block 8

4-hr (16)

1

0

2

2

5

6.1

Block 9

4-hr (4)

0

1

0

0

0

2.0

Block 10

4-hr (19)

1

2

2

2

5

5.4

Block 11

4-hr (29)

6

5

2

2

6

4.0

Block 12

Unlimited (6)

5

1

1

0

0

1.6

Block 13

Unlimited (16)

3

5

4

1

1

3.1

Block 14

Unlimited (5), pass
(7)

13

4

0

0

0

1.2

Block 15

4-hr (5)

1

1

1

0

1

3.8

Block 16

2-hr (4)

2

0

2

0

0

2.5

Block 17

2-hr (16)

25

1

1

0

0

1.1
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Block

Parking Type*

Occupancy Rate

Avg. Duration
(H

Block 18

2-hour (24)

26

1

1

3

4

Block 19

4-hour (5),
unlimited (12)

7

2

1

1

6

4.1

Block 20

Unlimited (6)

2

1

0

0

3

4.7

Block 21

4-hour (13)

2

0

0

1

2

4.8

Block 22

Unlimited (17)

2

2

3

4

0

3.8

114

35

34

24

44

3.3

Totals

2.3

)**

* Parking type (number of parking spaces), pass = passenger loading zone
** Average duration assumes that all cars parked for 2 hours or less were parked for 1 hour

Figure 41

Saturday Parking Time Limit Violations
Block

Parking Type

Number of Parking Time Limit Violations

Block 1

2-hr (17)

3

Block 2

Unlimited (13)

0

Block 3

Unlimited (7)

0

Block 4

(0)

0

Block 5

Unlimited (9)

0

Block 6

4-hr (18)

0

Block 7

4-hr (27)

0

Block 8

4-hr (16)

0

Block 9

4-hr (4)

0

Block 10

4-hr (19)

0

Block 11

4-hr (29)

0

Block 12

Unlimited (6)

0

Block 13

Unlimited (16)

0

Block 14

Unlimited (5), pass (7)

0

Block 15

4-hr (5)

0

Block 16

2-hr (4)

2

Block 17

2-hr (16)

1

Block 18

2-hour (24)

11

Block 19

4-hour (5), unlimited (12)

0

Block 20

Unlimited (6)

0

Block 21

4-hour (13)

0

Block 22

Unlimited (17)

0

Total

17
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Figure 42

Saturday Parking Time Limit Violations by Space Type

Parking Space Type

Number of Spaces

Number of Parking Time Limit Violations

Passenger loading

7

0

2-hour

61

17

Unlimited

91

0

4-hour

145

0
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Appendix C Existing Conditions:
Downtown Plaza BART
Station Area
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MEMORANDUM
To:

Aissia Ashoori and Melanie Mintz

From:

Nelson\Nygaard Project Team

Date:

December 17, 2018

Subject:

Downtown Parking Data Collection Memorandum

The San Pablo Avenue Specific Plan (2013) identified specific off-street parking requirements for
different land uses and activities within El Cerrito’s San Pablo Avenue Priority Development Area
(PDA). However, the City does not have an adopted plan or policy to guide management of onstreet parking within the PDA as the Specific Plan is implemented and area land uses and travel
and parking patterns change accordingly.
Although on-street and off-street parking occupancy data were collected in 2011 (El Cerrito
Parking Study 58), additional data collection is necessary to inform strategies for effective
management of on-street parking near the El Cerrito Plaza BART station and along the San Pablo
Avenue corridor, and to better understand the access and parking utilization patterns associated
with new residential and transit-oriented development in the area. This information will help
inform strategies to manage on-street parking on San Pablo Avenue to support PDA goals.
To understand who is using on-street parking and for how long, as well as the access and parking
needs of existing office, retail establishments and new development within the PDA, the
Nelson\Nygaard team collected a limited sample of parking data. This data included occupancy
and duration of stay surveys of 18 block faces located across the El Cerrito San Pablo Avenue
PDA. These block faces were selected in collaboration with City of El Cerrito staff, with a focus on
collection of new data in areas that have experienced increased development or commercial
activity since the 2011 parking occupancy study. Data collection took place every two hours on
Thursday September 29th and Saturday October 1st, 2016 between the hours 10 a.m. and 8 p.m..
The majority of the parking data collection area is within the Downtown section of the Specific
Area Plan, which describes the area as “an entertainment/theater and shopping district that
serves as the southern gateway to the City. Positioned within a ½ mile of El Cerrito Plaza BART
Station walkshed this district is characterized by constrained lots, the El Cerrito Plaza shopping
center and adjoining residential areas. New development potential primarily includes smaller
infill projects with ‘fine grain’ character, as well as the El Cerrito Plaza BART surface parking lot
or eventual redevelopment of the El Cerrito Plaza shopping center.”
The results of the data collection are presented below.

KEY FINDINGS
The key findings of the parking analysis are summarized below:
15. Overall, a parking surplus exists, with a few hot spots of high demand. The
overall peak occupancy in the study area occurred at 4 p.m. on Thursday and noon on
Saturday when 54% and 49% of on street spaces were occupied, respectively. A few hot
58

El Cerrito Parking Study Final Report, CHS Consulting Group, November 28 2011
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spots of high occupancy do exist, including the parking on Block 12 (a residential block
without time limits) and some blocks of on-street parking immediately in front of
commercial uses. However, even at the busiest hour, these highly utilized facilities sat
next to underutilized ones.
16. Parking facilities are underutilized. Even during the busiest hour on Thursday, 46%
of the parking supply in the study area was vacant. That is, approximately 100 parking
spaces sat unused at even the busiest times of day.
17. Parking limits do not guarantee availability. Approximately 12%-14% of parked
cars violated the parking time limits on Thursday and Saturday. This is likely an
underestimate because counts were conducted every two hours and did not include cars
that violated one-hour parking spaces.
18. There is a large variety of time limits for the on-street spaces, which may be
confusing to motorists. On-street spaces within the studied area are governed by at
least five different time limit lengths, including 90 minutes, 1 hour, 2 hours, 4 hours, and
unlimited. Simplifying these time limits and rationalizing their locations may help to
improve compliance and could better distribute short- and longer-term parking
throughout the area.
Overall, these results indicate that in general there is a surplus of parking in the study area, and
that any shortages at key locations can be improved through parking management strategies of
the existing supply.

PARKING SUPPLY
The data collection surveyed 18 block faces. The parking collection area offers a total of 218 onstreet parking spaces, three commercial loading spaces, and two passenger loading spaces.
Parking spaces were counted by measuring the length of the curb of each unmarked block face
excluding all curb cuts, and dividing that number by twenty feet, the minimal recommended
length of a parallel parking space in El Cerrito. 59 Marked spaces and spaces with striped curbs
were counted based on their markings rather than the length of the space.
Figure 43 Parking Supply
Time Limit

Number of Spaces

Commercial loading

3

Passenger loading

2

30-minutes

15

1-hour

95

2-hour

70

4-hour

15

Unlimited

23

TOTAL

223

59

Chapter 2.05.07.07, San Pablo Avenue Specific Plan (2014)
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Figure 44 Parking Utilization Study Area 60

The blocks and the parking types on each are listed in the table below.

60

Base map from San Pablo Avenue Specific Plan (2014)
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Figure 45 Downtown Block Face and Parking Inventory
Street Name

Block Boundaries

Side of
Street

Total
Spaces

1-hour

Block 1

San Pablo

Sacramento to Fresno

West

5

4

Block 2

San Pablo

Fresno to Columbia

West

6

6

Block 3

San Pablo

San Jose to El Dorado

West

4

Block 4

San Pablo

El Dorado to Avila

West

4

3

Block 5

San Pablo

Avila to Central

West

10

10

Block 6

San Pablo

Central to San Diego

West

3

3

Block 7

San Pablo

San Diego to Fairmount

West

13

13

Block 8

San Pablo

Fairmount to El Cerrito Plaza

West

17

17

Block 9

San Pablo

Fairmount to El Cerrito Plaza

East

8

Block 10

Fairmount

San Pablo to El Cerrito Plaza

South

21

Block 11

Richmond

Central to Fairmount

East

15

Block 12

Richmond

Central to Fairmount

West

23

Block 13

Fairmount

Lexington to Liberty

North

4

4

Block 14

Fairmount

Kearney to Lexington

North

4

4

Block 15

San Pablo

Central to Fairmount

East

22

18

Block 16

San Pablo

Lincoln to Central

East

23

23

Block 17

San Pablo

Eureka to Lincoln

East

22

22

Block 18

San Pablo

Stockton to Eureka

East

19

19

223

95

Facility

TOTAL

2-hour

4-hour

Unlimited

Comm. Load
Zone

30 Min.
Parking

Pass. Load
Zone

1
4
1

8
7

13

1

15
23

70

15

23

2

2

3

15
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UTILIZATION FINDINGS
Weekday Utilization Results
Parking occupancy data was collected on Thursday September 1, 2016. Occupancy counts were
tallied every two hours from 10 a.m. to 8 p.m.
Weekday peak parking demand was observed at 4 p.m. with an average occupancy of 54%. The
blocks with the highest average occupancy were:
Figure 46
Block face

Blocks with Highest Average Occupancy
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 12

Richmond Street
between Central and
Fairmount (west side)

23 unlimited parking
spaces

Residential street with convenient
access to BART station

90%

Block 11

Richmond Street
between Central and
Fairmount (east side)

15 4-hour parking
spaces

Residential street with convenient
access to BART station

84%

Block 8

San Pablo Avenue
between Fairmount and
El Cerrito Plaza (west
side)

17 1-hour parking
spaces

Commercial block with retail and
restaurants

78%

The three blocks with the lowest average occupancy were:
Figure 47
Block face

Blocks with Lowest Average Occupancy
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 4

San Pablo Avenue
between El Dorado and
Avila (west side)

3 2-hour spaces, 1
passenger loading
space

Commercial block in front of KFC
and oil change center

0%

Block 5

San Pablo Avenue
between Avila and
Central (west side)

10 2-hour spaces

Vacant parcels and a Burger
King

3%

Block 17

San Pablo Avenue
between Eureka and
Lincoln (east side)

22 2-hour spaces

Commercial block with retail and
vacant parcels

8%

Richmond Avenue (Block 12) has 23 parking spaces without time limits. During the weekday
counts, parking was at 100% occupancy from 10 a.m. until 6 p.m. when it decreased to 81%. This
block is adjacent to the El Cerrito Plaza BART Station and likely fills up with BART riders in the
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morning, then starts to empty towards the end of the work day. The other side of the street (Block
11) has 15 parking spaces with 4-hour time limits. As such, BART commuters are less likely to
park (84% average occupancy) on this side unless their trip will take less than four hours.
The utilization findings for each block are shown in the tables below and in Figure 51.
Figure 48 Thursday Occupancy Rate by Block face, Time of Day
Occupancy Rate
10 a.m.

12 p.m.

2 p.m.

4 p.m.

6 p.m.

8 p.m.

Avg.
Occupancy
Rate

Block

Parking Type*

Block 1

1 hr (4), Comm
(1)

0%

50%

17%

50%

50%

0%

28%

Block 2

1 hr (6)

13%

25%

50%

0%

38%

63%

31%

Block 3

2 hr (4)

50%

50%

75%

100%

25%

0%

50%

Block 4

2 hr (3), Pass (1)

0%

0%

0%

0%

0%

0%

0%

Block 5

2 hr (10)

0%

10%

0%

0%

0%

10%

3%

Block 6

1 hr (3)

25%

25%

0%

75%

75%

100%

50%

Block 7

1 hr (13)

69%

62%

69%

69%

62%

8%

56%

Block 8

1 hr (17)

88%

65%

76%

82%

88%

71%

78%

Block 9

2 hr (8)

0%

40%

0%

10%

20%

0%

12%

Block 10

1 hr (7), 30 min
(13), Pass (1)

50%

55%

55%

55%

50%

10%

46%

Block 11

4 hr (15)

81%

100%

81%

81%

75%

88%

84%

Block 12

Unlimited (23)

100%

95%

100%

100%

81%

67%

90%

Block 13

1 hr (4)

100%

100%

100%

75%

0%

0%

63%

Block 14

1 hr (4)

75%

50%

75%

75%

100%

25%

67%

Block 15

1 hr (18), Comm
(2), 30 min (2)

32%

77%

50%

86%

82%

82%

68%

Block 16

2 hr (23)

35%

39%

39%

43%

52%

43%

42%

Block 17

2 hr (22)

0%

5%

14%

14%

0%

14%

8%

Block 18

1 hr (19)

32%

63%

68%

53%

42%

58%

53%

* Parking type (Number of parking spaces), Comm = Commercial Loading Zone, Pass = Passenger Loading Zone
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Figure 49 Thursday Average Occupancy Rate by Time of Day
Average Occupancy Rate
10
a.m.
Average Occupancy Rate
by Time of Day

42%

12 p.m.
51%

2 p.m.
48%

4 p.m.
54%

6 p.m.
47%

8 p.m.
35%

Figure 50 Thursday Average Occupancy Rate
Average Daily Occupancy Rate

51.2%
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Figure 51 Thursday Parking Utilization 61

61

Base map from San Pablo Avenue Specific Plan (2014)
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Saturday Utilization Results
Parking occupancy data was collected on Saturday October 1, 2016. Occupancy counts were tallied
every two hours from 10 a.m. to 8 p.m. Peak parking demand was observed at 12 p.m. with an
average occupancy of 49%. The blocks with the highest average occupancy were:
Figure 52
Block face

Blocks with Highest Average Occupancy on Saturday
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 8

San Pablo Avenue
between Fairmount and
El Cerrito Plaza (west
side)

17 1-hour parking
spaces

Commercial block with retail and
restaurants

76%

Block 15

San Pablo Avenue
between Central and
Fairmount (east side)

1 1-hour, 2
commercial-loading,
2 30-minute parking
spaces

Commercial block with retail and
restaurants

70%

Block 11

Richmond between
Central and Fairmount
(east side)

15 4-hour parking
spaces

Residential street with convenient
access to BART station

69%

The blocks with the lowest average occupancy were:
Figure 53
Block face

Blocks with Lowest Average Occupancy on Saturday
Street name, block
boundaries, side of
street

Parking type(s)

Street description

Average
occupancy

Block 4

San Pablo Avenue
between El Dorado and
Avila
(west side)

3 2-hour spaces, 1
passenger loading
space

Commercial block in front of KFC
and oil change center

0%

Block 5

San Pablo between
Avila and Central (west
side)

10 2-hour spaces

Vacant parcels and a Burger
King

10%

Block 13

Fairmount
Lexington to
Liberty North

4 1-hour spaces

One block in front of an
automotive service

13%

Block 8 sustained parking occupancy above 80% up until 8 p.m., when it dropped to 24%. Only
two blocks reached 100% capacity, Block 1 at 6 p.m. and Block 14 at 8 p.m.
The occupancy rates are shown in the tables below and in Figure 57.
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Figure 54 Saturday Occupancy Rate by Block face, Time of Day
Occupancy Rate
2 p.m.

4 p.m.

6 p.m.

8 p.m.

Avg
Occupancy
Rate

Block

Parking Type*

10 a.m.

12 p.m.

Block 1

1 hr (4), Comm
(1)

17%

50%

33%

67%

100%

0%

44%

Block 2

1 hr (6)

63%

50%

50%

38%

38%

38%

46%

Block 3

2 hr (4)

50%

25%

25%

50%

25%

25%

33%

Block 4

2 hr (3), Pass (1)

0%

0%

0%

0%

0%

0%

0%

Block 5

2 hr (10)

0%

0%

20%

0%

0%

40%

10%

Block 6

1 hr (3)

25%

75%

0%

75%

25%

75%

46%

Block 7

1 hr (13)

69%

77%

54%

54%

0%

38%

49%

Block 8

1 hr (17)

88%

88%

82%

88%

88%

24%

76%

Block 9

2 hr (8)

20%

40%

20%

0%

10%

20%

18%

Block 10

1 hr (7), 30 min
(13), Pass (1)

60%

50%

55%

40%

35%

20%

43%

Block 11

4 hr (15)

56%

63%

63%

81%

81%

69%

69%

Block 12

Unlimited (23)

52%

67%

86%

81%

67%

57%

68%

Block 13

1 hr (4)

0%

25%

0%

0%

25%

25%

13%

Block 14

1 hr (4)

75%

50%

25%

75%

50%

100%

63%

Block 15

1 hr (18), Comm
(2), 30 min (2)

68%

73%

50%

59%

82%

91%

70%

Block 16

2 hr (23)

48%

65%

35%

65%

48%

52%

52%

Block 17

2 hr (22)

9%

32%

23%

5%

14%

23%

17%

Block 18

1 hr (19)

32%

53%

63%

58%

42%

47%

49%

* Parking type (Number of parking spaces), Comm = Commercial Loading Zone, Pass = Passenger Loading Zone
Figure 55 Saturday Average Occupancy Rate by Time of Day
Average Occupancy Rate
10 a.m.

Average
Occupancy
Rate by Time
of Day

41%

12 p.m.
49%

2 p.m.
38%

4 p.m.
46%

6 p.m.
41%

8 p.m.
41%
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Figure 56 Saturday Average Occupancy Rate

Average Daily Occupancy Rate

49.5%
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Figure 57 Saturday Parking Utilization 62

62

Base map from San Pablo Avenue Specific Plan (2014)
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PARKING DURATION
Parking duration was calculated by recording the last four digits of vehicle license plate numbers
at 8 a.m., 10 a.m., 12 p.m., 2 p.m., 4 p.m., 6 p.m. and 8 p.m.. The results of the weekday parking
duration survey are summarized in Figure 58.
Of the 467 cars that parked in the study area between 10 a.m. and 8 a.m. on Thursday, about 12%
(54) exceeded the parking time limits, either by staying parked in the same space or by moving to
a new space within the same block during consecutive hours. The number of violations is likely
underestimated because counts were taken every two hours, which did not track cars parked for
more than one hour (but less than two hours) in the one-hour parking zones.
The majority (81%) of cars were parked for less than two hours in the study area, 7% parked for
over two hours, 3% parked over four hours, 4% over six hours, 2% over eight hours, and 2% over
ten hours. Figure 58 shows the number of vehicles that exceed their parking time limit in red.
These survey results suggest that there is a demand for long-term parking on particular blocks
within the area (which may or may not be the best use of on-street spaces) and that time limits do
not ensure parking turnover. As a result, several blocks are at 100% occupancy with cars that have
exceeded their time limits, including Block 3, Block 6, Block 11, Block 13, and Block 14. For
example, Block 13 has a one-hour time limit with four parking stalls in front of an automotive
service, and was at 100% occupancy from 10 a.m. to 2 p.m. with the same four vehicles.
Figure 58 Thursday Parking Time Limit Violations
Average Duration Rate
2 hours
(or less)

2+ hours

1 hr (4), Comm
(1)

9

1

Block 2

1 hr (6)

15

Block 3

2 hr (4)

2

Block 4

2 hr (3), Pass
(1)

Block 5

2 hr (10)

2

Block 6

1 hr (3)

6

Block 7

1 hr (13)

44

Block 8

1 hr (17)

53

Block 9

2 hr (8)

5

Block 10

1 hr (7), 30 min
(13), Pass (1)

49

3

Block 11

4 hr (15)

13

5

1

5

3

3

3.7

Block 12

Unlimited (23)

7

7

6

8

1

6

4.6

Block 13

1 hr (4)

1

0

3

2

0

0

3

Block 14

1 hr (4)

9

1

Block

Parking Type*

Block 1

4+ hours

6+ hours

8+ hours

10+
hours

Avg
Duration
(Hours)**
1.1
<2

1

2

3.2
n/a
<2

3

1.3

2

2

3

1.5
<2
1.05

1

1.7
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Average Duration Rate
2 hours
(or less)

2+ hours

4+ hours

Block 15

1 hr (18),
Comm (2), 30
min (2)

73

7

1

Block 16

2 hr (23)

41

2

2

Block 17

2 hr (22)

10

Block 18

1 hr (19)

41

Block

Parking Type*

6+ hours

8+ hours

10+
hours

Avg
Duration
(Hours)**
1.12

1

1.3
<2

2

2

1

1.4

* Parking type (Number of parking spaces), Comm = Commercial Loading Zone, Pass = Passenger Loading Zone
** Average duration assumes that all cars parked for 2 hours or less were parked for 1 hour

Saturday had similar duration statistics, which are summarized in Figure 59. Of the 448 cars that
parked in the study area between 10 a.m. and 8 a.m. on Thursday, about 14% (63) exceeded the
parking time limits, either by staying parked in the same space or by moving to a new space
within the same block in consecutive hours. The majority (81%) of cars were parked for less than
two hours in the study area, 7% parked for over two hours, 5% parked over four hours, 2% over
six hours, 2% over eight hours, and 3% over ten hours. Figure 59 shows the number of vehicles
that exceed their parking time limit in red cells.
These survey results suggest similar implications as the results of Thursday’s duration analysis;
there is a demand for longer parking and time limits do not ensure turnover. On Saturday, only
two blocks experienced 100% occupancy (Block 1 at 6 p.m. and Block 14 at 8 p.m.).
Figure 59 Saturday Parking Time Limit Violations
Average Duration Rate
2 hours
(or less)

2+ hours

1 hr (4), Comm
(1)

12

1

1.07

Block 2

1 hr (6)

16

3

1.1

Block 3

2 hr (4)

2

Block 4

2 hr (3), Pass
(1)

-

-

Block 5

2 hr (10)

6

<2

Block 6

1 hr (3)

9

Block 7

1 hr (13)

38

Block 8

1 hr (17)

49

2

Block 9

2 hr (8)

9

1

Block 10

1 hr (7), 30 min

45

2

Block

Parking Type*

Block 1

4+ hours

6+ hours

8+ hours

10+
hours

Avg
Duration
(Hours)**

1

1

4

1.1
<2
2

1

3

1.5
1.1

1

1.04
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Average Duration Rate
Block

Parking Type*

2 hours
(or less)

2+ hours

4+ hours

6+ hours

8+ hours

10+
hours

Avg
Duration
(Hours)**

(13), Pass (1)
Block 11

4 hr (15)

4

1

4

3

Block 12

Unlimited (23)

4

3

6

2

Block 13

1 hr (4)

3

Block 14

1 hr (4)

10

Block 15

1 hr (18),
Comm (2), 30
min (2)

61

10

4

Block 16

2 hr (23)

45

4

1

Block 17

2 hr (22)

20

Block 18

1 hr (19)

31

4

6

5.5

5

5.3
<2

1

1.4
1.3

1

2

1
2

4

1.5
1.1

1

1

1.6

* Parking type (Number of parking spaces), Comm = Commercial Loading Zone, Pass = Passenger Loading Zone
** Average duration assumes that all cars parked for 2 hours or less were parked for 1 hour
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MEMORANDUM
To:

Melanie Mintz and Aissia Ashoori

From:

Nelson\Nygaard Project Team

Date:

December 17, 2018

Subject:

City of El Cerrito Parking Demand Model

SUMMARY
Following a separately documented evaluation of on-street parking in the San Pablo Avenue
Specific Plan Area (Plan Area), Nelson\Nygaard used a parking model to analyze future parking
demand resulting from development. The analysis indicates the overall on-street and off-street
parking supply will accommodate future parking demand. This validates the flexible approach to
off-street parking requirements in the Specific Plan. New developments can include less than the
maximum parking and still accommodate parking demand. Further, developments that include
the maximum parking will not create too much parking supply. Implementation of additional
transportation demand management (TDM) measures and assumptions regarding transportation
mode shift are not included in this iteration of the model. Were additional TDM measures
successfully implemented, parking demand would be even lower.

INTRODUCTION
The parking demand model applied to the San Pablo Avenue Specific Plan Area (Plan Area)
reflects changes in parking demand for different types of land uses over the course of the day. The
model assumes those driving to the mixed-use developments proposed in the Plan Area park for
more than one purpose. We calibrate the model to match actual parking demand observed in El
Cerrito and to more accurately determine potential parking demand for future developments.

BACKGROUND
Understanding the relationship between land
use patterns and parking demand is critical.
Uptown and Downtown El Cerrito both function
to a degree as a mixed-use parking district with
a unique user behavior profile that poses
challenges in managing parking resources.
Traditional development expectations often
assume that parking is provided for each unique
development on site, with little or no
consideration of shared parking or access
among different uses. Such an approach does
not support the mixed-use environment
envisioned in the Plan Area.

Figure 60 Demand Temporal Distribution

In a proven principle often referred to as
“staggered peaks,” the actual demand for
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parking varies by use throughout the hours of a day and days of a week: office space generates
parking demand during traditional weekday business hours; residential parking is often highest
overnight as many residents use their cars during the day; and the parking demand generated by
bars and restaurants is highest during meal times and in the evening (Figure 60). If parking is
shared between multiple uses, the aggregated parking demand by time of day is less than the total
that would be programmed separately for each use.
A second principle of shared parking in a mixed-use area is often referred to as “internal capture,”
whereby a single parking space that normally serves one land use at a time may serve another
land use at the same time simply by the virtue of someone walking to a second destination after
parking at their first destination. In the example shown in Figure 61, an individual may park in
the garage, attend class in the morning, walk to a pizza shop in a mixed-use building for lunch,
and pick up clothing at a dry cleaner before leaving the area. This eliminates demand for a
separate parking space at the pizza shop and another space at the dry cleaner. Mixed-use areas
naturally promote this type of shared parking that eliminates the need for many redundant
parking spaces.
Figure 61 Reduced Parking Demand in Park Once Districts

Mixed-use areas typically experience reductions compared to traditional parking demand
assumptions as a result of both staggered peaks and internal capture, depending on how well uses
are mixed together and the quality of the walking environment among them. There are several
ways El Cerrito already supports shared parking patterns. For example, the following groups
make use of only a single parking space (on- or off-site):


Commercial workers who patronize nearby restaurants at lunchtime
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Commercial workers who shop at lunch or on their way home from work



Downtown visitors who dine at a restaurant before watching a movie or who visit multiple
shops without re-parking their car



Residents who own vehicles but instead park at home and walk or bike to services

MODELING PARKING DEMAND
The parking model differs from a traditional parking generation exercise by accounting for
staggered peaks and internal capture principles. Most often, parking generation analyses rely on
the Institute of Transportation Engineers (ITE) Parking Generation report, the prevailing
national standard in forecasting future parking demand. The parking requirements in Parking
Generation are derived from observed parking at individual land uses. Counts are often from
suburban sites with isolated, single land uses that provide free parking. 63 To calculate the
estimated parking demand generated by a development, an analyst multiplies a peak parking
demand factor for each land use type by the physical size of each use type and assumes that the
peak amount of parking is required all day every day and exclusively for that use (Figure 62).
The 2010 version of Parking Generation (4th edition) is a comparative starting point to determine
baseline assumptions. However, to more accurately model urban mixed-use parking patterns,
Nelson\Nygaard’s parking model uses inputs from the Urban Land Institute's (ULI) Shared
Parking Manual (2nd Edition, 2005) and El Cerrito land use and parking data. This approach
accounts for actual staggered peaks and internal capture behavior. Both the ITE and ULI manuals
report demand by time of day for most land uses. By layering this information with peak parking
ratios, we produce a more realistic peak parking demand for land uses in a given area.
Figure 62 Example: Traditional Expected Parking Demand v. Real Demand Profile

The step-by-step modeling process is as follows:

63

Institute of Transportation Engineers, Parking Generation 4th Edition, 2010, page 2
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1.

Existing Land Use: Categorize and aggregate existing land uses to determine the built
square footage that attracts parking demand and adjust for known vacancies. This
involves reviewing parcel data from the Contra Costa County Assessor and verifying the
current use of parcels within the study area.

2. Traditional Parking Demand Model: Calculate and compare how much parking
would be “required” if each existing land use had its own, dedicated supply of parking
based on Parking Generation.
3. Parking Model Calibration to Context: Calibrate by approximating the captive
market effect, transit access, resident car ownership, and other factors specific to the
study area.
4. Adapted Parking Model: Apply an adapted parking model derived from ULI’s Shared
Parking Manual to show the expected parking demand throughout the course of an
average weekday, adjusted for staggered peaks and internal capture.
5.

Observed Parking Demand: Compare the adapted model-generated parking demand
to parking utilization data collected in July 2018 and calibrate the model if necessary to
match observations.

6. Future Land Use: Add future development to the existing land uses and model the new
expected parking demand.

Study Areas
Study areas in Downtown and Uptown El Cerrito were chosen using the same blocks that were
studied in the Existing Conditions Reports and for which on-street parking data was collected The
closed Orchard Supply Hardware and closed Taco Bell sites in the Uptown study area were
included in the future model. The land use is currently vacant and therefore not generating
parking demand or supply for the existing parking model.
Mid-Town, an area of San Pablo Avenue with significant development activity in recent years, was
not included in the parking model; parking data was not collected for the existing conditions
analysis and therefore could not inform the parking model. The Mid-Town part of the Plan Area is
mostly Transit-Oriented Mid-Intensity Mixed Use (TOMIMU), which has an off-street residential
parking requirement range of 1-1.5 per unit. The area is narrower geographically than Uptown of
Downtown and has fewer mixed uses, resulting in less potential for shared parking, but also less
land use intensity resulting in less parking demand. Additionally, the area is farther from either
BART station, reducing the potential for some trips via regional rail.
Residential areas with predominantly single-family housing were excluded from the parking
model as they are typically unable to share parking. Several blocks of current BART parking are
included in the study area but excluded from the existing conditions shared parking model as the
parking is reserved for a single use—for transit users. The future scenario shared parking models
incorporate developments of surface parking lots currently used as parking for BART riders. The
impact of the loss of surface lots on BART parking demand is not included in the model as it
distorts the parking model; this be extensively studied as part of BART’s access planning process.
Figure 63 and Figure 64 show the study areas for Uptown and Downtown respectively. The blue
and yellow blocks were included in the parking model, with the yellow parcels updated for the
future scenario.
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Figure 63

Uptown Parking Model study area
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Figure 64

Downtown Parking Model Study Area

Future Scenario
Future scenario projects were included in the parking model if they were in one of the study
areas 64 and were currently planned, entitled, or under construction. Additional priority projects,
identified in the Specific Plan and Specific Plan EIR were also included.
Figure 66 and
Figure 67 show Uptown and Downtown 2040 projects respectively. It is noted that the build out
included in the EIR is close to being achieved, however, additional sites and projects are were
identified to include in the 2040 time horizon of the future scenarios modeled. Parking supply for
projects that have not been entitled were estimated as the minimum amount under the San Pablo
Specific Plan, shown in Figure 65. Parking minimums were used to estimate a constrained
parking supply scenario to determine if more TDM measures or off-street parking should be
considered.

64 Two exceptions are the currently vacant Orchard Supply Hardware and Taco Bell sites that are both in planning for
residential development.
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Figure 65

San Pablo Avenue Specific Plan Development Standards 65
Land Use

Max Height

Off-Street Parking
Minimum

Off-Street Parking
Maximum

Transit-Oriented HigherIntensity Mixed Use (TOHIMU)

Commercial,
residential,
mixed use

65’ (85’ with
affordable
housing)

 0.5 spaces per
unit00¹
 0.5 spaces per
1000 square feet
of commercial²

 1 space per unit
 1 space per 1000
square feet of
commercial

Transit-Oriented Mid-Intensity
Mixed Use (TOMIMU)

Commercial,
residential,
mixed use

55’ (65’ with
affordable
housing)

 1 space per unit³

 1.5 spaces per unit
 1 space per 500
square feet of
commercial

Projects proposing less than .5 spaces per residential unit are required to provide additional TDM Measures and
may be required to perform a parking study.
2 No off-street auto parking required for commercial land use below 3,000 square feet.
3 Projects proposing less than 1 space per residential unit are required to provide additional TDM Measures and
may be required to perform a parking study.
1

Figure 66

Uptown Future Scenario (2040) Projects
Status

Residential
Units

Commercial
Space (SF)

Parking

Mayfair

Approved

223

8,894

150

Former OSH

Active

631

0

319*

Baxter Creek
Apartments

Proposed

146

Cutting Hotel

Proposed

128 (rms)

Name

Commercial Land
Use 66
General shopping
center

90

EIR/
Planning
EIR

75
2,500

Source

Planning
Office, cafe

Planning

San Pablo Avenue Specific Plan, page 01-31, December 2014.
Land use mix assumptions are based on local context. They are not meant to be precise but to more accurately reflect
a future scenario than a single general commercial land use type.

65
66
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Name

Status

Total

Residential
Units

Commercial
Space (SF)

Parking

1,245

12,044

634

Commercial Land
Use 66

Source

* Indicates parking amount if built to the minimum allowed in the Specific Plan without additional TDM measures/parking
study

Figure 67

Downtown Future Scenario (2040) Projects

Name

Status

Residential
Units

Commercial
Space (SF)

Parking

Commercial
Land Use 67

Metro 510/
Creekside

Under
Construction

147

BART B1

PreProposal

320

60,000

380*

Library,
Bakery/Cafe

EIR

Corner of San
Pablo and
Fairmont Aves.

PreProposal

150

17,000

167*

General
Shopping
Center

EIR

10135 San
Pablo Ave.

Entitled

72

4,455

45

Restaurant

EIR/
Planning

10167 San
Pablo Ave.

Entitled

62

31

EIR/
Planning

10300 San
Pablo Ave.

Entitled

32

32

Planning

10290 San
Pablo Ave.

Entitled

14

15

Planning

10192 San
Pablo Ave.

Entitled

21

22

Planning

Total

933

158

Source

81,435

EIR

616

* Indicates parking amount if built to the minimum required in the Specific Plan without additional TDM measures/parking study

Uptown Parking Models
Uptown Existing Parking Demand
The base year Uptown parking model (Figure 68) shows the existing combined on-street and offstreet parking supply dotted line (651) and the modeled peak demand dotted line (349). Parking
for the model does not distinguish between on and off-street parking. The model estimates that
current peak parking demand (which occurs at noon) is about half of the parking supply and there
is more than enough parking for the existing land use. The current low Uptown Parking demand
is partially due to three of the blocks having vacant or no buildings. The observed demand bar
(the number 315 shown in the white box) shows that the model is within a 10% margin of error of
67

See footnote 2.
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what was observed. The observed demand of 315 vehicles was determined using the best data
available, which included this study’s weekday noon on-street parking counts added to the 2011
parking study mid-day, off-street parking counts.
The shared parking model assumptions for the existing conditions uses a below average captive
parking effect, meaning the parking demand is reduced somewhat by mixed land uses. No TDM
program was included. The residential vehicle ownership rate is also included in the model. For
Uptown 7% of households own no vehicles.
Figure 68

Uptown Existing Parking Demand Model

Weekday Modeled and Observed Demand
700
600

Existing
Parking Supply:
651

Retail

500
400
300
200
100

Service
Modeled Peak Demand: 349
Office

315

Residential

-

Observed
Demand

Uptown Future Parking Demand
The future (2040) parking model in Figure 70 includes four large developments (100 or more
units) See Figure 66. Each project is at a different phase of development. Given several of the
modeled projects are not entitled and will likely change, potentially significantly, this effort
models a scenario of 1,245 new residential units being built at a ratio of 0.5 parking spaces per
unit, the minimum required for TOHIMU zoning.
The significant increase in land use intensity, particularly residential, shifts the peak demand
hour from mid-day to evening. The dotted white line shows the 2018 modeled demand compared
to the future scenario. The estimated parking supply combines both on-street and off-street
spaces. No new on-street parking is assumed, but new off-street parking is assumed to be built as
shown in Figure 69.
Figure 69

Uptown Study Area Parking Supply
Existing Spaces

Proposed Net New Spaces

Total for 2040
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Existing Spaces

Proposed Net New Spaces

Total for 2040

On-Street

126

0

126

Off-Street

525

640

1,165

Total

651

640

1,291

The shared parking model assumptions for the Future Scenario uses a below average captive
parking effect, that the parking demand is reduced somewhat by mixed land uses. Since the San
Pablo Avenue Specific Plan already requires unbundled parking for all new developments
(associated with an 8-30% reduction in vehicle ownership 68), the model has been adjusted to
reflect a 15% TDM reduction in parking demand that was not included in the model of existing
demand. The residential vehicle ownership rate is also included in the model; for Uptown 7% of
households own no vehicles.
Figure 70

Uptown Future (2040) Parking Demand Model

Weekday Modeled Parking Demand
1,400
1,200
1,000

[CELLREF]
Modeled Peak Demand: 1097

Retail
Service

800

Institutional

600

Office
Residential

400
200

2018
Modeled
Demand

-

The Uptown future parking model shows that with TDM efforts for new residents, there will
continue be sufficient parking supply (1,291 spaces) in the study area as a whole to meet peak
demands (1,097). Since the San Pablo Avenue Specific Plan already requires unbundled parking
for all new developments (associated with an 8-30% reduction in vehicle ownership 69), the model
has been adjusted to reflect a 15% TDM reduction in parking demand that was not included in the
model of existing demand. When planning for parking, maintaining a 10% buffer between
demand and supply is recommended to accommodate irregular peaks in parking demand that

68
69

VTPI Parking Management (2009).
VTPI Parking Management (2009).
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sometimes occur from special events or other non-typical circumstances. The Uptown Future
scenario has sufficient buffer between demand and supply that can be increased through
additional TDM measures. Another consideration for using the future parking model for scenario
planning is that the model does not distinguish between market rate and below market rate
multifamily housing. The California Air Pollution Control Officer Association’s publication:
Quantifying Greenhouse Gas Mitigation Measures quantifies the impact to vehicle miles traveled
of including affordable and below market rate housing. Assuming a correlation between VMT and
vehicle ownership, a building with 30% affordable housing would have an estimated VMT
reduction of 1.2%; a 100% affordable housing development would have a 4% reduction 70.

Downtown Parking Models
Downtown Existing Parking Demand
Similar to the existing conditions for the Uptown model, the Downtown parking model shows that
parking supply is nearly double what is needed for peak parking demand. The observed demand
bar shows that the model is within a 10% margin of error of what was observed. The 1,316 parking
demand number is the sum of noon, weekday, on-street parking counts added to the 2011 parking
study of off-street parking.
The shared parking model assumptions for existing conditions uses an average captive parking
effect, meaning the parking demand is reduced somewhat by mixed land uses. No TDM program
is included. The residential vehicle ownership rate is also included in the model, for Downtown
where 12% of households own no vehicles, although there is limited effect on the model given few
multifamily units are present in the existing study area.
Figure 71

Downtown Existing Parking Demand Model

Weekday Modeled and Observed Demand
3,000
2,500
2,000
1,500
1,000
500

Existing
Parking
Supply: 2556

Recreation
al
Retail

Modeled Peak Demand: 1446

Service

1316

Office
Residential

-

Observed
Demand

70

Quantifying Greenhouse Gas Mitigation Measures, CAPCOA, 2010, page 177.
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Downtown Future Parking Demand
The future (2040) parking model in Figure 73 includes multiple planned and proposed
developments. Given several of the modeled projects are not entitled and will likely change,
potentially significantly, this effort models a scenario of 1,245 new residential units being built at
a ratio of 0.5 parking spaces per unit, the minimum required for TOHIMU zoning. The increased
land use from service, retail, and residential, shifts the peak demand hour from mid-day to
evening, although the mid-day peak is still significant. The dotted white line shows the existing
2018 modeled demand to compare with the future scenario. Parking generation is based on finer
grained land uses than in the San Pablo Avenue Specific Plan, which allows for a variety of uses.
Therefore determining the exact future land uses requires some assumptions about the mix of
retail, service, and other of land uses. See Figure 66 for the land use assumptions in the model.
The estimated parking supply combines both on-street and off-street spaces. No new on-street
parking is assumed, but new off-street parking is assumed to be built as shown in Figure 69.
Figure 72

Downtown Study Area Parking Supply
Existing Spaces

Proposed Net New Spaces

Total for 2040

On-Street

185

0

185

Off-Street

2,371

444

2,815

Total

2,556

444

3,000

The shared parking model assumptions for the Future Scenario uses an average captive parking
effect, meaning the parking demand is reduced somewhat by mixed land uses. A TDM program
was included, in contrast to the existing conditions, with an assumed parking reduction rate of
15%. The residential vehicle ownership rate is also included in the model, for Uptown 7% of
households own no vehicles.
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Figure 73

Downtown Future (2040) Parking Demand Model

Weekday Modeled Parking Demand
Existing
3,000
Parking Supply:
3000
2,500

1,000

Retail
Service

2,000
1,500

Recreational

[SERIES NAME]

Office
Residential

500
-

2018
Modeled
Demand

The Downtown future parking model shows that there would still be sufficient parking supply
(3,000 spaces) in the study area as a whole to meet peak demand (1,655 spaces), including
demand from planned and potential future developments. Downtown has a much higher parking
demand than Uptown, but the much higher existing supply of parking combined with the mix of
land uses, transit accessibility, and fewer large sites for new development results in the Future
Scenario for Downtown having significant parking capacity.
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