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Petaluma SMART Rail Station Areas: TOD Master Plan
Deliverable 4.a: Market Demand Study Findings Report
Prepared for the City of Petaluma, California

Introduction
This report is an overview of the market and economic characteristics that will have an effect on the
ability of the City of Petaluma to plan successful transit‐oriented development at the downtown and
Corona Road sites. The report discusses regional and local trends and projections in demographics,
income, employment and retail sales and spending.
The Opportunity Provided by SMART
In a study of over 60 rail stations and their surrounding environments completed for the Portland
metro area Westside light rail, the following factors were identified:
•
•
•
•

•

The demographics of users and residents near fixed rail transit tend to be higher income
people in professional and technical occupations.
Employers will locate near fixed rail transit because it gives them an advantage by increasing
the radius of available employees and by lowering the time and cost of commuting.
People are willing to relocate as residents near fixed rail transit, even if they only use the
service periodically, because it offers more options for travel to the central city for work,
entertainment, and other cultural events.
Developers like fixed rail transit for two reasons: fixed guide‐way transit and demographics.
When there is a fixed guide‐way, the transit improvement cannot be moved as can a bus
route, for instance. This means that the amenity being relied on is there for the foreseeable
future and creates certainty for potential residents and employers that may rely upon it. The
demographics for fixed rail transit indicate a higher end market for housing because of the
occupations of the typical ridership.
Parking can be reduced by the mode share of the transit, reducing development costs on a
site‐by‐site basis, particularly if employers engage in demand management, a cost savings not
available without the fixed investment of fixed rail transit.

For the reasons above, fixed rail transit stations can offer new opportunities to the city of Petaluma
that can enhance the local economy and add to the already livable environment.
The Transition to Transit‐Oriented Walkable Places
In the days before automobile commuting, Petaluma was a central market town and business district
for a wider agricultural area. The historic neighborhoods near downtown were within walking distance,
providing convenient locations for those who owned businesses or worked in the downtown. As in
other cities, as the automobile became the dominant transit mode, the centrality of downtown
became less important for business and residential location. Over time, retail, employment and
residential locations moved further from downtown and the connection between neighborhoods and
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services changed from a five‐minute walk to a five‐minute drive. New retail was located on high
volume streets to capture traffic and was most often built as strip centers with generous parking on
the street in front of buildings set far back.
The current model of most development is designed around the requirements of the automobile, and
is reliant on automobile travel, both for residential development and for retail development. In
contrast to historic neighborhoods, auto‐oriented subdivisions were created with a small range of unit
sizes and prices for people of similar incomes. Retail and services in this model were based on a model
of capture that relies upon passing cars rather than surrounding population. These models of
development built and shaped postwar Petaluma, pushing development outward from the core and
resulting in a loss of vitality in downtown and the older core area neighborhoods.
A different solution from auto‐only orientation is to create complete walkable neighborhoods around
transit. This model of development is not new—many cities have historic neighborhoods that grew as
a result of streetcars rather than automobile transit. It does not suggest losing the advantages of auto‐
oriented development but rather adds an extra dimension, using both the passing traffic and an
intensification of land use to achieve viability for businesses. It offers multiple modes of customer
capture, by foot or transit or automobile, and increases the potential base of customers for existing
retail services within walking distance.
The basic difference in the two models is in access. Auto‐only access requires large amounts of parking,
as much as five spaces per thousand square feet of business, and large streets with high traffic
volumes. Parking is a proxy for access and density. When all modes of transport are available, and
parking is solved on a district‐wide basis, individual sites can increase the building density and the
leasable square footage, making the land itself more valuable to investors. Street widths can be
smaller and more walkable and thus more attractive. Retail businesses can be financed and operated
with little or no parking depending upon surrounding density and the proximity to transit.
This urban development model does present a challenge for developers used to the requirements
presented by credit tenants in suburban areas. Chain retail and service companies that rely upon a
suburban model of capture will locate based upon the car trips available or the density, income, and
educational characteristics of the local area. But almost all of these chain retailers also have urban
models that they place in districts that are destinations. Retailers such as The Gap, Levi’s Store, Crate
and Barrel and others have built outlets in city neighborhoods with no on‐site parking if the area has
district parking and if surrounding density and access are sufficient. If the demographic and access can
be met, then attracting credit tenants is possible. Where these conditions have been met, banks will
also finance small businesses without parking, and will finance residential buildings with parking at
less than one car per unit.
Parking presents a chicken and egg problem for developers in that parking will be less important as a
walkable neighborhood develops, but before all of the amenities and population are there, higher
parking ratios may still be necessary. Phasing is important in order to address developer risk and
mitigate the need for parking and the cost of parking. Projects that are built to maximize walkability
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can start with surface parking, in effect banking the land used for surface parking to use later for
higher value uses as the area develops, such as residential and commercial building space.
Regional Demographic Change
Prior to the release of the new 2010 Census redistricting population data, providers of estimates and
projections for Petaluma and Sonoma County had to make assumptions based upon past trends. Past
trends yielded estimates that were both higher and lower than the actual numbers. With this in mind,
the following tables are an attempt to update the projections provided by the State of California to
correspond with the actual counts from the Census for planning purposes.
Projections for Sonoma County and Petaluma were mostly proven incorrect by the most current
Census. Past projections by ESRI showed a decline between 2010 and 2015 in Sonoma County, and an
increase in Petaluma of only 76 households for the same time period. The actual Census counts are
shown below.

County and City 2010 Census Enumeration
Population
2000 Census
2010 Census
483,878
458,614
Sonoma County
57,941
54,548
Petaluma
Petaluma Share

11.89%

Change
25,264
3,393

11.97%

0.08%

To update the state projections we looked at two scenarios. The first assumes that the rates of change
used by the state need to be adjusted downward to reflect the actual rate from the Census. The
second assumes that the forecasting rate remains the same, but the starting numbers change. These
result in lower and upper estimates that are in keeping with the state projections.

Sonoma County Population Scenarios with Adjusted State Projections
2000*
2010*
2020
2030
State Projections

461,618

495,412

546,151

606,346

State: Adjusted Rate

458,614

483,878

524,453

572,459

State: Adjusted 2010

458,614

483,878

533,436

592,229

*2000 and 2010 Adjusted estimates are from the Census
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Based upon Petaluma’s increasing share of urban population in the county, scenarios for future
population growth within the city of Petaluma for use in planning are shown in the following table.
Petaluma Population Projections Based on Adjusted State Projections
2010*
2020
2030
Change 10 to 30
Population Low
Population High
Households Low
Household High
HH Size Trend

57,941
57,941
21737
21737
2.65

63,220
64,303
24,281
24,697
2.60

69,466
71,865
27,183
28,121
2.56

11,525
13,924
5,446
6,384
(0.096)

*2010 estimate is from the Census

Based upon the foregoing, between 2010 and 2030 there should be an increase in households of
between 5,400 and 6,400 households. The importance of this is that it confirms that there will be a
market for housing in the city. How many of these households the city wishes to accommodate is a
policy question, but it is useful to understand that the market will support future development if
desired.
The Demographics of Income in Petaluma
The following map of median income by Census block groups illustrates that most area of Petaluma
are middle income to high income with two lower income block groups adjacent to Highway 101.
There are also large tracts where income is high directly adjacent to, but outside of, the city limits.
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To understand trends in household age and income, the chart “Household Change by Age and Income”
was prepared to illustrate which age and income groups are increasing or declining. The chart shows
that growth is concentrated in households making over $99,999 per year, with moderate and lower
income households in the 35 to 64 year age groups declining. While the chart makes the changes
appear dramatic, in fact Petaluma has changed relatively little in absolute terms—the chart merely
highlights that the trend for the city has been one of rising income households over time.

Information from employment suggests that this trend may have to do with the national economic
downturn and its effect on employment locally. The chart may also suggest that housing for
moderate‐income households is not as easily available as it might be, or that the housing stock has
been priced out of middle‐income ranges that now apply after the national downturn.
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Retail Market Overview
To understand the capacity for retail at fixed rail transit locations, we looked for proximity of income
and spending to the locations (see graphic).

Average Retail Spending per Household by Census Block Group
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We also looked at where money is being spent locally (seen in the following graphic).

Retail Sales by Census Block Group

What these two graphics seem to indicate is that there is sufficient retail spending to support the
downtown station location. To gain further confirmation of this we looked at aggregate income by
block group to see the total amount of income available in the region.
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The mapping of aggregate income illustrates that the highest concentration of income is located at
driving distances from the downtown area, with second highest located south along highway 101. This
raises the question of whether the city is effectively capturing retail sales; once people are already in
their cars, the ability to drive for a few more minutes to locations with higher economic utility can
negate capture through proximity.

Aggregate Income by Census Block Group

Economic utility in retail means that the shortest trip that best satisfies customer needs will have the
highest utility. Shopping centers work on a model of utility—by combining multiple businesses in one
location, utility increases capture. Wal‐Mart uses this strategy to overcome the longer time in the
vehicle. To identify capture for Petaluma in the areas near the SMART stations we evaluated spending
versus sales for the two areas. For the downtown location we looked at leakage in a five‐minute drive
time (a standard measure for local serving retail. The results are shown in the following tables.
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Five Minute Drive from Downtown SMART Station
Motor Vehicle & Parts Dealers
Automobile Dealers
Other Motor Vehicle Dealers
Auto Parts, Accessories, and Tire Stores
Furniture & Home Furnishings Stores
Furniture Stores
Home Furnishings Stores
Electronics & Appliance Stores
Bldg Materials, Garden Equip. & Supply Stores
Building Material and Supplies Dealers
Lawn and Garden Equipment and Supplies Stores
Food & Beverage Stores
Grocery Stores
Specialty Food Stores
Beer, Wine, and Liquor Stores
Health & Personal Care Stores
Gasoline Stations
Clothing and Clothing Accessories Stores
Clothing Stores
Shoe Stores
Jewelry, Luggage, and Leather Goods Stores
Sporting Goods, Hobby, Book, and Music Stores
General Merchandise Stores (NAICS 452)
Department Stores Excluding Leased Depts.
Other General Merchandise Stores
Miscellaneous Store Retailers
Florists
Office Supplies, Stationery, and Gift Stores
Used Merchandise Stores
Other Miscellaneous Store Retailers
Nonstore Retailers
Electronic Shopping and Mail‐Order Houses
Vending Machine Operators
Direct Selling Establishments
Food Services & Drinking Places
Full‐Service Restaurants
Limited‐Service Eating Places
Special Food Services
Drinking Places ‐ Alcoholic Beverages

Retail Demand
103,320,412
86,791,394
9,466,646
7,062,372
16,419,990
9,318,449
7,101,541
13,882,064
21,274,167
19,375,854
1,898,313
114,169,390
107,404,905
2,997,706
3,766,779
18,213,105
64,019,232
22,477,547
17,685,880
2,085,161
2,706,506
6,821,848
$36,836,208
$18,909,886
$17,926,322
$10,166,074
$499,314
$2,240,890
$2,174,325
$5,251,545
$14,476,141
$10,040,225
$1,524,465
$2,911,451
$69,889,988
$28,669,348
$25,796,789
$6,824,538
$8,599,313

Retail Sales
53,056,334
38,775,803
8,242,472
6,038,059
7,851,375
2,590,678
5,260,697
9,341,369
6,835,945
5,849,276
986,669
168,439,908
164,295,083
2,280,731
1,864,094
13,160,435
45,387,326
17,734,117
12,118,074
3,195,124
2,420,919
5,494,563
$5,097,354
$4,914,191
$183,163
$12,240,047
$387,613
$3,507,204
$908,920
$7,436,310
$3,057,436
$2,099,191
$80,766
$877,479
$71,025,437
$41,536,025
$22,907,398
$966,652
$5,615,362

Leakage/(Surplus)
50,264,078
48,015,591
1,224,174
1,024,313
8,568,615
6,727,771
1,840,844
4,540,695
14,438,222
13,526,578
911,644
(54,270,518)
(56,890,178)
716,975
1,902,685
5,052,670
18,631,906
4,743,430
5,567,806
(1,109,963)
285,587
1,327,285
31,738,854
13,995,695
17,743,159
(2,073,973)
111,701
(1,266,314)
1,265,405
(2,184,765)
11,418,705
7,941,034
1,443,699
2,033,972
(1,135,449)
(12,866,677)
2,889,391
5,857,886
2,983,951

This table illustrates that there is significant leakage within five minutes of the downtown SMART
Station, indicating that with careful design, at the station and connecting well to the downtown and
surrounding neighborhoods, there is potential to create an area destination if that is desired by the

Urban Advisors Ltd
Urban economic advisory services
urbanadvisors.com

10

Petaluma SMART Rail Station Areas: Market Demand Analysis

public. If done correctly this could support downtown and increase the economic utility of visiting
downtown. The Corona Road Station is somewhat different.
Corona Road Station – 1 Mile Radius
Motor Vehicle & Parts Dealers
Automobile Dealers
Other Motor Vehicle Dealers
Auto Parts, Accessories, and Tire Stores
Furniture & Home Furnishings Stores
Furniture Stores
Home Furnishings Stores
Electronics & Appliance Stores
Bldg Materials, Garden Equip. & Supply Stores
Building Material and Supplies Dealers
Lawn and Garden Equipment and Supplies Stores
Food & Beverage Stores
Grocery Stores
Specialty Food Stores
Beer, Wine, and Liquor Stores
Health & Personal Care Stores
Gasoline Stations
Clothing and Clothing Accessories Stores
Clothing Stores
Shoe Stores
Jewelry, Luggage, and Leather Goods Stores
Sporting Goods, Hobby, Book, and Music Stores
General Merchandise Stores
Department Stores Excluding Leased Depts.
Other General Merchandise Stores
Miscellaneous Store Retailers
Florists
Office Supplies, Stationery, and Gift Stores
Used Merchandise Stores
Other Miscellaneous Store Retailers
Nonstore Retailers
Electronic Shopping and Mail‐Order Houses
Vending Machine Operators
Direct Selling Establishments
Food Services & Drinking Places
Full‐Service Restaurants
Limited‐Service Eating Places
Special Food Services
Drinking Places ‐ Alcoholic Beverages (NAICS 7224)

Retail Demand
$64,848,427
$54,888,066
$5,783,139
$4,177,222
$9,926,600
$5,654,893
$4,271,707
$8,559,350
$12,339,275
$11,187,355
$1,151,920
$68,014,228
$64,027,790
$1,776,636
$2,209,802
$11,188,880
$40,089,714
$13,538,989
$10,676,437
$1,251,322
$1,611,230
$4,176,685
$22,258,839
$11,451,678
$10,807,161
$6,168,983
$302,714
$1,336,073
$1,318,753
$3,211,443
$8,431,884
$6,027,699
$907,224
$1,496,961
$41,944,630
$17,192,077
$15,555,408
$4,114,419
$5,082,726
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Retail Sales
$143,176,696
$129,214,256
$11,303,097
$2,659,343
$9,972,840
$3,877,362
$6,095,478
$2,661,325
$7,394,121
$5,571,278
$1,822,843
$80,416,233
$78,272,643
$1,790,518
$353,072
$9,673,466
$14,592,675
$11,760,728
$7,569,856
$2,809,506
$1,381,366
$1,789,105
$5,681,722
$5,681,722
$0
$6,415,337
$183,799
$1,212,890
$35,564
$4,983,084
$2,628,461
$2,606,495
$0
$21,966
$28,581,832
$13,231,188
$13,906,619
$1,335,125
$108,900

Leakage/(Surplus)
(78,328,269)
(74,326,190)
(5,519,958)
1,517,879
(46,240)
1,777,531
(1,823,771)
5,898,025
4,945,154
5,616,077
(670,923)
(12,402,005)
(14,244,853)
(13,882)
1,856,730
1,515,414
25,497,039
1,778,261
3,106,581
(1,558,184)
229,864
2,387,580
16,577,117
5,769,956
10,807,161
(246,354)
118,915
123,183
1,283,189
(1,771,641)
5,803,423
3,421,204
907,224
1,474,995
13,362,798
3,960,889
1,648,789
2,779,294
4,973,826
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In general, the leakage in the individual categories is too small to support a shop in new construction.
At the same time, however, another issue is the impact of creating a retail destination that would
ultimately be auto‐oriented and would draw sales from the downtown area that is within biking
distance and a reasonably short drive. The two categories with very large leakage are general
merchandise stores, such as a Wal‐Mart or the like. The SMART station is not an appropriate location
not because of the transit, but because the site itself is not a prime retail location.
The Impact of Future Retail Development
The data presented here is a static snapshot of retail spending and sales. As change occurs in
Petaluma, these numbers will also change. In any given area, there is only a particular amount of
disposable income available for capture by local businesses. One of the keys to ensuring success is to
consider carefully how much retail is placed into new development and where the retail will be
located. If, for instance, a large concentration of retail development were to occur between
downtown and the concentration of disposable income to the north of downtown, one would expect
the ability of downtown to capture that disposable income to decrease, depending upon the type of
retail offered in the new development versus the retail and services offered downtown. Some types of
retail are unlikely to shift from centers with “big box” retailers in limited categories, such as vendors of
big screen televisions and electronics like Best Buy. Downtown is unlikely to be the place for big box
retail due to parcel size and access limitations. At the same time, retail downtown can compete if it is
unique and local and if there is sufficient residential density in new development to assure local
spending.
Other cities have dealt with the issue of potential retail leakage by limiting retail to those areas where
it wishes to focus civic and commercial activity. The City of Walnut Creek instituted what was called
the “Little Master” plan in the early 1950’s, dictating that the bulk of new retail development should
be focused on the existing town center. This simple legislative action has been spectacularly successful
and produced a shopping hub that is not on any freeway, but still draws from as far away as Martinez,
Richmond, and Dublin, and has some of the highest per square foot sales in California. The model of
center in Walnut Creek may not be what is desired in Petaluma, but the example is offered to
illustrate that specifying where a community’s main focus for such activity will take place can be a
powerful step in actually making it happen.
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Employment Overview
Employment in Petaluma has suffered from the national downturn, as have most of the cities in
California. The trends in employment for the city are shown in the tables below.
Total Employment In Petaluma
Year
Labor Force
2006
2007
2008
2009
2010
2011

Employment

Unemployment

30,200
30,500
30,300
28,600
28,100
28,300

1,100
1,200
1,700
2,800
3,000
3,000

31,300
31,700
31,900
31,400
31,100
31,200

Source: California Labor Market Information Department, 4/2011

While Petaluma has not yet recovered from the downturn, it is on the way back up. The much‐feared
double dip recession did not materialize, but construction is still suffering in part from a paucity of
residential and commercial construction financing. When employment by sector is examined, after
manufacturing, virtually the entire drop is in sectors having to do with the financial crisis and the
housing bubble that have impacted consumer confidence and even limited travel for business.
Employment Change by Sector
Covered Payroll Employment
Manufacturing
Construction
Finance and Insurance
Admin & Support, Waste Mgmt, Remediation
Transportation and Warehousing
Wholesale Trade
Accommodation and Food Services
Educational Services
Health Care and Social Assistance
Professional, Scientific, and Technical Services
Arts, Entertainment, and Recreation
Retail Trade
Real Estate and Rental and Leasing
Mining, Quarrying, and Oil and Gas Extraction
Utilities
Information

2007

2008

2009

Change 07 to 09

3,911
2,359
967
1,135
647
1,151
2,118
1,911
2,608
1,563
527
2,758
363
‐
55
298

3,955
1,924
748
973
536
1,236
2,244
1,985
2,701
1,536
586
2,782
333
‐
51
357

2,716
1,671
645
839
400
934
1,918
1,797
2,501
1,493
506
2,750
384
25
89
363

(1,195)
(688)
(322)
(296)
(247)
(217)
(200)
(114)
(107)
(70)
(21)
(8)
21
25
34
65
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Management of Companies and Enterprises
179
162
Public Administration
483
567
Other Services (excluding Public Administration)
894
1,060
Agriculture, Forestry, Fishing and Hunting
93
68
Covered Employment Totals
24,020
23,804
All Employment (from Labor Market Information)
30,500
30,300
Non‐Covered Employment
6,480
6,496
Sources: Census Local Employment Dynamics, California Department of labor

283
643
1,246
451
21,654
28,600
6,946

104
160
352
358
(2,366)
(1,900)
466

One interesting facet of the employment market in Petaluma is that self‐employed entrepreneurs are
helping to make a difference in growth. Non‐covered employment grew by over 500 jobs between
2007 and 2009, offsetting losses elsewhere. This might suggest that the city look at policies for
encouraging new self‐employed businesses—a potential location might be at the Corona Road Station
area, for instance.1
Design Alternatives and Feasibility
To understand the potential for the preferred alternatives, Urban Advisors assembled outline pro
forma models for each alternative. Construction costs were used from local contractor cost estimates
for similar projects and infrastructure costs from Carlile and Macy. Average rental unit leasable space
is approximately 1,020 square feet. Values for units and leasing rates were taken from information on
current sales and leasing. The pro forma models assumed that pricing, leasing and costs stayed the
same over time, an assumption that renders the outcomes more conservative inasmuch as there is
uncertainty regarding the national economy. This assumption was made to ensure that what is
planned will have a reasonable chance of implementation if the economic recovery is slow.
Comparison of Alternatives
Blocks 1 & 2
Net Value*
Rental Return

Blocks 3 & 4
Net Value*
Rental Return

Phase 1 Residential
Phase 2 Residential
Total Both Phases

$(2,866,693)
$6,828,948
$3,962,255

22.4%
15.7%
18.7%

$8,246,290
$(2,019,325)
$6,226,965

11.8%
1.1%
4.9%

Phase 1 Split
Phase 2 Split
Total Both Phases

$(1,696,759)
$5,911,040
$4,214,282

18.1%
9.1%
7.0%

$6,793,880
$2,402,404
$9,196,284

12.3%
9.8%
10.8%

1

Covered Employment is employment covered by State of California Unemployment Insurance and Federal
Unemployment Insurance. Non‐covered employment includes sole proprietors, self‐employed individuals and
others, such as the officers of S‐corporations who are not subject to state or federal unemployment insurance.
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Blocks 5 & 6
Net
Value*
Rental Return

Blocks 5 & 6 Shared Parking Cost
Net
Value*
Rental Return

Phase 1 Residential

$2,895,972

9.8%

$2,895,972

9.8%

Phase 2 Residential

$(2,687,755)

3.9%

$3,353,743

9.9%

$208,217

6.5%

$6,249,715

9.8%

$5,224,576

10.8%

$5,224,576

10.8%

$(3,191,677)

1.0%

$2,848,763

7.3%

$2,032,900

5.7%

$8,073,340

9.2%

Total Both Phases

Phase 1 Split
Phase 2 Split (Parking Built)
Total Both Phases

*Net Value is value created after Costs, Developer Fees, and Profit on For‐sale units. A negative net value with a
high return is feasible. A negative net value with a low return is not feasible. A positive net value with a return over
8% is feasible

From the models, several things become apparent. On blocks 1 and 2 and blocks 5 and 6, a mix with
more residential than commercial appears to yield higher returns. Another is that as average unit size
decreases to allow small units that might cater to single person and two person households, project
permitting cost increases for the same project square feet and is therefore much higher in relation to
the unit value, essentially providing a market disincentive to the production of affordable rental and
for sale flats.
For Blocks 1 and 2, the Golden Eagle site, the current assessed value of approximately $16.8 million
hinders feasibility. For the current owner, the projects as shown can be feasible depending upon how
development is phased. The change in held value at full build‐out is far greater than the current value
for the owner and would make a reasonable strategy when the economy recovers sufficiently to make
financing more attractive and development risk lower.
Another factor is the cost of providing structured parking. This is of most concern on blocks 5 & 6
where two parking structures are proposed in Phase II that will facilitate access to the SMART station
for commuters and provide parking for residential and commercial uses. Using current sales and
leasing values it is difficult to make the projects feasible with an added parking cost exceeding $10
million. Normally, developments with such parking would be constructed in a time of higher pricing
that would justify higher development intensity. To evaluate this factor an alternative scenario in
which parking cost was shared was included.
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The current models posit for sale townhouses, and live work units, and rental property divided
between residential and commercial uses. Remaining to be done is an analysis of affordability for
rental units at 60% of median income and of the potential for flats to be sold to households with
income at 100 percent of median for the area. Preliminary analysis indicates that blocks 1 and 2 would
require subsidy in excess of tax credits to achieve affordability, but that affordable units may be
feasible on blocks 3 & 4, while the parking on blocks 5 & 6 may again make some subsidy necessary.
Creating smaller rental units to address differing household sizes could enhance affordability, but the
high permitting cost per unit, the same no matter what the size or cost of the unit, is a very positive
disincentive to this means of ensuring affordability.
Overview of Alternatives by Criteria
Value Over
Cost
Blocks 1 & 2 Residential
Blocks 1 & 2 Split
Blocks 3 & 4 Residential
Blocks 3 & 4 Split
Blocks 5 & 6 Residential
Blocks 5 & 6 Split
Blocks 5 & 6 R Parking Cost Shared

$3,962,255
$4,214,282
$6,226,965
$9,196,284
$208,217
$2,032,900
$6,249,715

Gross Unit
Density/Acre

Employment
Density/Acre

Number
of Units

27.36
21.61
27.82
23.88
36.87
21.44
36.87

33.52
113.22
19.16
28.12
20.84
41.93
20.84

200
158
113
97
172
100
172

Feasibility
High
Low
Low
High
Low
Low
High

Expected Market for Land Uses and Absorption
Evaluating the alternatives by city goals shows that any of the alternatives will add density in both
residential and employment use, but that the more feasible alternatives are for more residential on
blocks 1 and 2, more commercial on blocks 3 and 4, and more residential on blocks 5 and 6. The
projections by the Association of Bay Area Governments indicate the addition by 2020 of
approximately 1,300 households, and by 2035 of approximately 3,500 households. ABAG employment
projections for Petaluma indicate a demand in 2020 for as much as 890,000 square feet for new
employment. Given the current state of the national economy and financing, expected build‐out for
the sites is likely to be 10 years rather than a shorter five‐year timeline. The alternatives shown to be
more feasible produce 469 units at the station area and are expected to be phased over a ten‐year
period. While city projections are useful, housing markets are regional, and the station area will be
one of the few places in the region to offer the transit and amenities available to new residents and
may capture a better percentage of regional growth than is indicated by projections. The presence of
transit will offer a competitive advantage for employment by reducing commute time and cost for
anyone with access to the SMART rail service, increasing the value of this area for employers.
Retail feasibility at the site is dependent upon new spending growth by residents of the site and by
spending from those within a reasonable drive time, typically five minutes for small retail
concentrations. On‐site residential (assuming current median income for Petaluma) can support
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between approximately 9,000 square feet and 12,000 square feet at sales levels sufficient to support
new construction rents. There is also existing retail consisting of grocery, restaurants and services, so
some of the new space on site will not require new demand, but will replace existing facilities. This will
allow support of another 25,000 to 35,000 square feet of retail and services. If we posit a small
amount of capture (5% to 10%) of only new spending in five years in the five‐minute drive time
because of the public amenities offered and the use of transit, another 8,400 to 16,800 square feet
may be supportable. This would amount to a capture of only 0.7% to 1.4% of all five‐minute drive time
spending, and between 0.4% and 0.8% of spending in the ten‐minute drive time from the site. Some
spending will come from those employed in the station area, but employee spending can be highly
variable—employees normally shop for groceries near their homes after work, but often patronize
restaurants, cafes, and other small shops including apparel, jewelry and gifts, salons, dry cleaners, etc.
Spending by employees on site could contribute demand for between 2,000 and 3,500 square feet of
space. In all, a conservative estimate of retail supportable at this site is between approximately 47,000
square feet and 65,000 square feet at project build‐out. This is an amount that will add to downtown,
but not a full shopping destination that will remove demand from downtown.

Key Recommendations
Flexibility in Phasing Development
•
•
•
•

Allow initial projects of lower intensity and higher immediate feasibility.
Mixed use is desirable, but it may be that the first retail will be in stand‐alone buildings that are not
mixed use.
Allow existing retail buildings to be retained for the time being on Blocks One and Two with an
incremental build‐out of new space. Retaining some existing use increases feasibility for the first
phase of development and should be allowed.
Allow all blocks to be phased so that initial investments can be small and higher intensity can be
produced when the economy improves.
Flexibility in Mix and Type of Use

•
•
•

Because markets are likely to change it is necessary for the code to allow maximum market flexibility.
Coding for the space desired, but allowing the use to change with the market can accomplish this.
Retail cannot be supported at every building, but if the current conditions change such that more
retail can be supported, the code should be sufficiently flexible to allow that use.
A concentration of retail is not suggested for the Corona Road station area because of the planned
nature of the station as a park and ride and the ability to create sufficient employment or residential
density to support a destination that is not auto‐oriented.
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Physical Design
•
•
•
•

•
•

The market will not support Type I construction cost and thus the building heights are limited to five
or six stories. The highest quality likely to be supported within five years is Type III.
Structured parking is beyond the capability of current leasing rates and sale prices to support
It is possible to increase land use intensity with one deck of concrete parking over an asphalt ground
floor, reducing the cost of parking compared to a structure but almost doubling parking over surface‐
only lots.
The market will not currently support small units for one and two‐person households. Increasing unit
intensity by producing smaller units to match household demographics is not feasible because of the
structure of impact fee charges. To increase the feasibility of a mix and range of units, the method of
charging for impacts needs to change from a per unit charge. This is discussed in the Lisa Wise
Consulting Affordable and Workforce Housing memo of October 6, and in the memo on incentives by
Urban Advisors.
The proposed perimeter road at the Golden Eagle Site served to diminish feasibility by restricting
development area and increasing costs.
The nature of the Corona Road area lends itself to a less urban physical design that will better match
the current market in that area. Attempting to create high‐density urban living (as one can do
downtown) without the ability to also include the necessary services and amenities will fail to meet
the market for this type of development.
Development Intensity

•

•

The feasibility analysis indicates that the maximum intensity at the downtown station area is limited
to five stories over a ground floor mixed with much lower intensity town houses and live‐work units.
The limiting factor is provision of parking and physical site constraints, such as the shapes of parcels
and the inability to place parking under structures without incurring costs far beyond the ability of
current market support.
The limitation on density limits the amount of retail that can be placed on site. As such, placement of
retail should be performed according to the code to act as a conduit through the site from the station
to downtown and act as an addition to downtown rather than as competition. For this reason the
code must not specify retail or commercial use for all ground floors.
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