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MEMORANDUM
To:

Members of the Citizens’ Advisory Committee (CAC) and Technical Advisory Committee (TAC), for the
Petaluma Station Area Master Plan (PSAP); Scott Duiven, City of Petaluma; Dan Parolek & Chris
Janson, Opticos Design

From:

Jeff Tumlin, Kevin Shively & Tom Brown, Nelson\Nygaard

Date:

January 23, 2012

Subject: Petaluma Station Area Master Plan: Task 6 – Parking Demand Analysis

This memorandum presents the methodology and findings of our analysis of parking demand in
the Downtown Petaluma and Corona Road SMART Station Areas, along with our preliminary
recommended parking policies and strategies for both. First, we summarize the findings of our
review of available information on the existing supply and regulation of on-street and off-street
parking in both station areas. The bulk of this document includes our analysis of projected
parking demand for the planned station sites and surrounding areas, including:
•
•
•

Anticipated commuter parking demand (station-generated demand)
Anticipated residential parking demand (TOD generated demand)
Anticipated employment/commercial parking demand (TOD generated demand)

Next, we review options for managing anticipated parking demand in each station area, including:
•
•
•

Potential for shared parking;
Potential for priced parking;
Feasibility of establishing parking maximum ratios and abolishing minimum parking ratios.

Finally, per the Scope of Work for the consultant team, this memorandum also recommends
potential TOD Parking Policies for these station areas, including strategies to reduce parking
demand and promote alternative means of station access. This includes recommendations for:
•
•

TOD parking ratios for residential and commercial projects
The share of parking to be built at surface and in structures in each phase of
development.

Summary of Existing Conditions
This section provides a brief summary of available information on existing parking conditions,
including on-street parking regulations in the Downtown Petaluma and Corona Road Station
Areas. For a more comprehensive review of parking patterns, including block by block on-street
parking regulations in Downtown Petaluma, and an assessment of off-street parking regulations
in effect for that area through 2008, see Existing Conditions of Access, Connectivity, and Parking
for the Petaluma Station Area Master Plan (April 27, 2011).

Downtown Petaluma Station Area
Existing conditions for vehicle parking in the downtown Petaluma Station area are different on
either side of the river. Approximately 50 off-street parking spaces are available in a surface
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parking lot immediately adjacent to the Petaluma Depot, which is currently leased by the
Petaluma Arts Council. Elsewhere within the portion of the Downtown Station Area located on the
northeast side of the river, parking is currently widely available in paved surface parking lots
associated with commercial establishments, such as the Golden Eagle Shopping Center, located
between the Station and the Turning Basin/Petaluma River, along E. Washington Street1. Onstreet parking is also unregulated and widely available in on the northeast side of the river, with
the exception of major arterial streets, such as E. Washington, Lakeville, and D Streets, where
curbside parking is restricted.
Downtown Petaluma has more formally designated on-street and off-street parking. In addition to
approximately, 700 on-street parking spaces, parking is available in several publicly available offstreet parking spaces in the downtown core area, including the:
•

Keller Street Garage (336 spaces [20 permit parking only]) at Keller and Western.

•

The “A” Street Lot (92 spaces including 47 reserved spaces).

•

The Theatre District Garage (a privately owned/operated facility, with 500+ spaces).

No current data are available on the supply or utilization of parking facilities in downtown
Petaluma, be they public or private; on-street or off-street. The best available information on
parking patterns in the area was collected in 2002, as part of the Petaluma Parking Survey
conducted for the City by Wilbur Smith and Associates. It is important to note that in the nine
years since completion of that study, significant development has occurred in the area, along with
an increased supply of public and private off-street parking; both of which have significantly
affected travel and parking behavior in the area.

Existing Parking Regulations: On-Street
Currently, the City of Petaluma does not charge for parking on-street or in the public garages
downtown (costs for the operation and maintenance of public parking are covered by general
funds, rather than user fees). Curbside parking in downtown Petaluma is managed exclusively
through the regulation of time limits for parking (time limits as of 2002, are shown in Figure 10,
below). Most curbside parking downtown is subject to two hour time limits on weekdays and
Saturdays, although selected block faces on Keller Street and B Street were subject to four hour
time limits as recently as 2005.

Corona Road Station Area
Most existing parking within the Corona Road Station area is off-street parking provided in
association with private residences and businesses, as required by code (see Figure 1) or free
and un-regulated public on-street parking located at curbside within the residential
neighborhoods. (Currently, there is no on-street parking permitted on either McDowell Boulevard
North or Corona Road.). No data are available on peak occupancy or turnover of public or private
parking within the station area; however, on-street parking appeared widely available during
weekday site visits in March 2011, and parking availability was not mentioned as a key concern of
stakeholders interviewed to date.
The largest supply of off-street parking near the planned station is at Sonoma Mountain Junior
College, located approximately one mile to the east on Sonoma Mountain Parkway. The 7,000
student College provides paid off-street parking, but no further information is available on

1

Note that parking at the Golden Eagle lot is currently restricted to customers and employees. However, the frequent
availability of parking at that site is an indicator that the supply of on-street and off-street parking in the area is
significantly greater than demand. With the right legal framework and shared parking agreements, property owners,
such as the owners of the Golden Eagle lot, may be willing to share existing, underutilized parking facilities with new
uses, in order to accommodate additional growth and development in the area.
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daily/monthly rates, supply, occupancy, or the extent of any spillover impacts on surrounding
neighborhoods.

Summary of Preliminary Recommendations
Based on this analysis of available information and City goals and policies, this memorandum
makes the following preliminary recommendations for parking and transportation demand
management in the downtown Petaluma Station Area.

1. Share Parking
All new non-residential parking in the Downtown Petaluma Station area is proposed as shared
parking — spaces that are available for public use, rather than reserved for the tenants and
visitors associated with any particular property or set of properties.
Before constructing new parking facilities, the City and SMART should pursue opportunities for
the shared use of underutilized parking spaces in existing lots nearby.

2. Design Parking For Flexible Use
To support the shared use of new off-street parking resources, parking facilities should be
designed for flexible management, with moveable gate arms and lot circulation patterns that
permit flow through the entire facility.

3. Expand Supply in Phases
Consistent with the level of parking demand found in similar mixed-use main street districts in
small cities and suburban areas, a combination of on-street parking and off-street parking can be
provided at a ratio of approximately 1.7-1.9 spaces per 1000 square feet of gross floor area for
non-residential uses and 1 space per unit for market-rate residential land uses. Parking ratios
may be reduced further for later phase development if parking occupancy surveys confirm lower
peak utilization.

4. Invest in Transportation Demand Management
Some best-practice strategies that should be considered for early adoption include:
•

Unbundle parking costs

•

Implement parking cashout

•

Provide transit benefits

•

Provide on-site carsharing service

•

Provide ample short term and long term bike parking for the Station and the TOD

5. Price off-street parking
Charging for parking is the most direct way to both reduce parking demand, and ensure that endusers carry more of the cost of providing off-street accommodations. Pricing can be used to
ensure availability and turnover of off-street spaces, as follows:
•

Permit free or reduced-price short-term parking

•

After first two hours, price all shared non-residential parking by the hour

•

Allow SMART patrons to park in available shared lots (paying standard hourly rates)
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6. Adopt an on-street parking availability target
To maintain the availability of on-street parking in both station areas and to prevent spillover
parking impacts in surrounding areas, the City can adopt a policy goal that 15% of on-street
parking spaces on each block face remain available at all times. Parking occupancy can be
monitored annually using existing Police Department equipment.

7. Manage to achieve the availability target using pricing or time limits
The City can manage on-street parking demand to achieve the desired availability target either by
implementing pricing or time limits (adjusting rates and/or regulations as necessary to ensure that
1-2 spaces per block are usually available.

8. Prevent spillover parking impacts in surrounding neighborhoods with new permit
parking zones
The City can establish a permit parking zone to prioritize curb space for local residents and/or
businesses, in areas where the availability of parking in surrounding areas is seriously impacted
by SMART patrons and/or commuters/visitors to the new land uses in the station area.

9. Establish Parking Benefit Districts
Net revenues collected from on-street parking pricing and permit revenues can be dedicated to
funding public improvements within newly designated Parking Benefit Districts, ensuring that
revenue is used to benefit the blocks where the money is collected.

Parking Demand Analysis
This section provides an analysis of projected parking demand for each station area, focusing on
the impact of two major changes expected for each station area:
1. The development of the station and introduction of passenger rail service (including the
integration of local shuttle and feeder transit services, planned by SMART), and
2. The development of new land uses as identified in associated elements of this Station
Area Master Plan.
Given the SMART Board’s decision to defer construction of the Corona Road Station until a later
phase, we have not conducted any detailed analysis of commuter and/or TOD generated parking
demand for that station site. Preliminary parking recommendations for the Corona Road Station
Area are based on our initial evaluation of SMART’s own parking demand projections for that
station area, as described in the Draft Environmental Impact Report (DEIR) for the project and
subsequent updates to the ridership forecast and station access projections prepared by SMART.
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Station-Generated Demand
Projected ridership and mode of access by station
In March of 2011, ridership forecasts for all stations were revised to account for updated
projections for future employment within the SMART District (ridership projections are generally
20% lower than as published in the DEIR). Projected ridership for the two Petaluma Stations is
shown in Table 12.
Table 1

Projected Average Daily Boardings by Station (SMART, March 2011)
Station

Avg. Daily Boardings (2015)

Avg. Daily Boardings (2035)

Downtown Petaluma

131

399

Corona Road

280

608

Given the Downtown Petaluma Station’s distance from US-101, its location adjacent to the
Copeland Transit Mall and within easy walking and bicycling distance of historic downtown
Petaluma and other urban residential neighborhoods, and City policy calling for mixed-use,
transit-oriented development of vacant parcels in the station area, SMART and the City of
Petaluma have projected minimal demand for parking at the station, and planned to primarily
accommodate patron access by walking, bicycling and public transit.
In contrast, Corona Road Station has always been envisioned as a park and ride station with the
potential for future transit-oriented development.
It is important to note that the ridership projections shown in Table 1 were developed before the
SMART Board elected to defer construction of and provision of service to the Corona Road
Station. SMART has not prepared an updated ridership projection for the Downtown Station to
take this change into account. The impact of the deferral on total boardings and access mode
share for the Downtown Station is expected to be modest, however, as it is not an attractive
location for park and ride access to SMART.
The travel impacts of deferring a planned service are very different from those created by
discontinuing an existing service. Most of the passengers accustomed to using an existing
service might reasonably be expected to look for options to closely approximate their established
travel patterns, such as accessing the next closest station on the rail line. All of the projected
ridership at the Corona Road Station, by contrast, represents the travel demand of commuters
whose current mode of travel will likely remain available after the opening of SMART service to
Downtown Petaluma (this includes travelers who currently drive-alone, carpool from origin to
destination, park and pool [e.g. carpooling from another existing park and ride lot in the US-101
corridor], park and ride transit, or ride existing local and/or regional transit routes all the way from
origin to destination [Note: Very few travelers will be expected to switch from walking and/or
bicycling to using SMART, as they serve vastly different market areas]). With the deferral of the
Corona Road station, most of these travelers can therefore be expected to continue using the
mode(s) of travel they use today.
If 10% of the daily riders projected to board at Corona Road in 2015 shift over to the Downtown
Station, it would result in an increase in projected ridership for the Downtown Petaluma Station to

2
Current ridership projections are as published in the Ridership Forecast Technical Memorandum, prepared for
SMART by Dowling & Associates on February 16, 2011, adjusted per the SMART Financial Plan Update, February
2011, p. 6.
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a total of 159 daily boardings by 2015 (Note: No shift from Corona Road to Downtown is
projected for 2035, since the Corona Road Station is expected to be developed and opened for
service prior to that date).
Although plans developed prior to the deferral of the Corona Road Station assume no parking
demand for Downtown Station users, this analysis assumes that many of the commuters who
might otherwise park and ride at Corona Road, but instead use the Downtown Station will access
that station by driving or carpooling and seek parking in the immediate area. To project the
parking demand associated with these new riders we refer to data available from Caltrans that
documents established transit access mode share patterns for stations across California3. This
data, shown in Table 2, was used to create a range of expected mode shares for the Petaluma
Downtown Station. Data from nine TODs is presented in the following table.

Berkeley
Downtown
BART

Hayward
City CenterHayward
BART

Village
GreenSylmar
Metrolink

Balboa Park
BART

Pleasant Hill
BART

40.7%

7.8%

34.0%

59.3%

10.6%

8.6%

5.0%

19.2%

15.0%

Bike

20.4%

1.0%

1.1%

4.6%

2.8%

0.0%

7.0%

0.5%

2.0%

Transit

9.8%

10.2%

35.0%

18.6%

15.7%

64.5%

16.0%

48.3%

8.0%

Drive Alone

19.5%

62.0%

9.3%

7.4%

55.2%

3.8%

51.0%

8.8%

74.0%

Carpool

8.9%

6.3%

3.1%

0.9%

3.7%

2.5%

16.0%

4.9%

0.0%

Shuttle/Other Mode

0.7%

12.7%

17.5%

9.2%

12.0%

20.6%

5.0%

18.3%

1.0%

Gateway
Plaza-Union
METRO

Fremont
BART

Walk

Mode of Access

City Center12th Street
BART

The
CrossingsSan Antonio
Caltrain

Table 2 - Mode Share for Transit Access Trips at TOD

To estimate a range of likely access mode shares for the Downtown Station, this data was used
to calculate a low-end share (15th percentile), a median share, and a high-end share (85th
percentile) for each primary mode (excluding “shuttle/ other modes,” because shuttle service was
not available at all comparable stations in the sample in Table 2), as presented in the following
table.
Table 3 - Range of Mode Shares base on Caltrans Data
Mode

3

Low (15th Percentile)

Median

High (85th Percentile)

Walk

8.0%

15.0%

39.4%

Bicycle

0.6%

2.0%

6.5%

Transit

9.9%

16.0%

45.6%

Drive Alone

7.7%

19.5%

60.6%

Carpool

1.2%

3.7%

8.4%

http://transitorienteddevelopment.dot.ca.gov/station/NewStationCompare.jsp
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Assuming conservatively that after SMART service begins and prior to TOD buildout the share of
Downtown Station riders who will access the station by driving will be near the high-end of the
drive-alone and carpool access mode shares for TOD Stations found in the Caltrans data, 69%,
or 109 of the 159 riders will access the station by car. With occupancy of 2.5 persons in the
carpool vehicles, the initial daily peak parking demand for the station under this conservative
scenario would be 101 vehicles (96 drive alone + 5 carpool vehicles).
Demand does not, however, exist in a vacuum. At any time, the degree to which commuters rely
on parking for access to the station, will depend largely on the availability and price of parking,
the availability and pricing of alternative modes of access, and the extent to which SMART, the
City of Petaluma, and Petaluma Transit encourage or accommodate other modes of access. An
effort to shift access toward non-park-and-ride modes that brings driving and carpooling down
toward the TOD average rate would result in commuter parking demand well below the current
on-site supply (see Table 4).

Table 4 - Long-Range Parking Demand Projections
Year

2015

2025* 2035*

Ridership Projections

159

265

399

Parking Demand - Low

13

21

31

Parking Demand - Medium

33

54

80

102

166

247

Parking Demand - High

*Assumes that Corona Road Station is open by 2025

As shown, reduced reliance on driving access, in line with what has been achieved in other
California station areas with TOD can reduce parking demand, even as ridership increases. Along
with the policies and regulations mentioned above, long-term park-and-ride rates will greatly
depend on the parking and station access and connectivity elements of the final Petaluma Station
Area Master Plan.

Development-Generated Demand
There are generally four factors that affect how much parking is built with a particular
development project. Each represents a distinct approach to measuring "demand".
•
•
•
•

Zoning Requirements: The parking requirements identified in the applicable zoning/ land
use development code;
Market Requirements: The minimum amount of parking needed to finance, gain approvals
for, and lease or sell the space;
Market Opportunities: How many spaces can be built before their costs exceed the value
added to the property; and
Projected Peak-Period Demand: The maximum number of cars that will actually occupy a
set of available parking spaces during a typical week, given a particular set of costs and
regulations.

Historically, the first two have shown a tendency to require more parking than is necessary,
particularly in urban, mixed-use environments. In these environments, the latter two, by contrast,
tend to indicate significantly lower parking needs and benefits — the cost of constructing spaces
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and the wider availability of driving-alternatives reduces the amount of parking that will improve a
project's "bottom line". Where the first two factors require developers to build significantly more
than is indicated by the latter two, development interest declines, and what does get built is
unnecessarily oriented toward cars.

Preliminary Land Use Plan
The consultant team is recommending a flexible, phased approach to development on the three
significant opportunity sites within walking distance of the Downtown Petaluma SMART Station,
including the:
•

‘Golden Eagle’ site, located SE of E. Washington Street, between Weller Street and the
Petaluma River

•

‘Haystack’ site, located between Copeland St., E. Washington Street, E. D Street, and
Weller Street

•

‘SMART’ site (parcel owned by SMART), located SW of the existing rail line, between
Copeland, E. Washington, and E. D Street.

In the first Phase of development, each of these opportunity sites would be partially developed,
with unbuilt land remaining available for surface parking or other public uses. With the second
phase of development, most of all three sites would be built out with residential and/or
commercial uses. Some space would remain available for surface parking on the interior of each
site, and on-street parking would continue to serve some of commercial and residential parking
demand on site. Depending on the specific land uses and observed parking demand during
Phase I, it may be necessary to provide some structured parking on the interior of one or more
blocks to provide auto access to the site(s).
Given the close proximity of all three sites to each other, to Downtown Petaluma, and to the
Downtown Petaluma SMART Station, and uncertainty about (a) what specific uses will be
developed on each site (depending on market demand and feasibility), and (b) the sequencing of
development on each site, this memorandum analyzes the potential combined parking demand at
full build-out of a hybrid scenario, with a mix of land-uses on the upper floors of transit oriented
development projects on all three sites. Under this “Evaluation Scenario,” for Phase 2, upper
floors on the SMART parcel and the Golden Eagle parcel would be all residential, while the upper
floors on the Haystack parcel would be split evenly between residential and commercial office
uses. Table 5 shows the total number of residential units and the potential floor area of
commercial uses and “flex” space (available and adaptable for either residential or commercial
use) on all three parcels under this “Evaluation Scenario.”
Table 5 – Evaluation Scenario: Potential land-uses for the SMART, Haystack and Golden
Eagle Parcels located near the Downtown Petaluma SMART Station

Phase II

Phase I

Land Use
Commercial
Flex

Square Feet/ Residential
Units
111,800
38,000

Residential

200

Commercial

125,900

Flex

58,000

Residential

485
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Following is a summary of the parking demand projected for these land uses, based on the
factors discussed above.

Zoning Requirements
Through 2007, the Smart Code applied to the Central Petaluma Specific Plan Area, including all
parcels located between the planned Downtown SMART Station and the Petaluma River required
one parking space per housing unit and three spaces for every 1,000 square feet (SF) of gross
floor area (GFA).
Per the Central Petaluma Specific Plan Smart Code (6.10.070), these requirements for off-street
parking expired on January 1, 2008. Since that time, no new development has occurred on
parcels adjacent to the Downtown Petaluma SMART Station. This current planning process
represents the City’s opportunity to update its approach to managing access and parking for new
development in Central Petaluma, balancing the needs of SMART commuters and TOD
residents, businesses and visitors with interests of residents and businesses in the surrounding
area.
The removal of parking requirements in this area does not mean that no parking will be provided
to serve new land uses in the area. Rather, it provides the City and property-owners with the
opportunity to craft a plan for land uses, parking and other modes of station access that is most
appropriate and cost-effective for each segment of the market (transit patrons have very different
access needs than will employees at station area retail establishments). This plan represents an
opportunity to evaluate demand for and plan investment in multimodal access to the station and
TOD uses, including parking on-street and off-street parking, with provisions to ensure that (a)
impacts to parking availability and traffic in surrounding neighborhoods are avoided and/or fully
mitigated, and (b) that the cost of providing excessive off-street parking is not a barrier to
achieving the City’s desired land use and transportation vision for the area.
The code requirements in effect through 2007 were much lower than contemporary norms in the
US, even for a downtown district. However, the anticipated arrival of rail transit and plans to
redevelop the area surrounding the train station as TOD creates a need to reconsider appropriate
parking ratios. This memorandum recommends that the City not establish minimum parking
requirements within the Downtown Petaluma Station area, instead leaving it up to project
applicants to determine the right amount of off-street parking for the uses they plan to build,
based on their best assessment of market demand. This approach offers the benefit of attracting
redevelopment interest, reduced development (and therefore end-user) costs, and can help
ensure that the eventual set of land uses are in fact oriented toward transit access.
Instead of requiring parking by code, the City can more directly and effectively ensure the
availability of on-street parking in the station area and surrounding neighborhoods by adopting a
target occupancy rate and managing use of the on-street parking supply using permits, timelimits, pricing, or a combination thereof.
If the City must articulate a minimum parking requirement for development sites within the
downtown SMART station area, we recommend that they be developed and framed as part of a
package of access requirements, including investments in commuter, resident and patron access
by transit, walking and bicycling. A more appropriate set of minimum parking requirements for the
station area should be based on the well-documented efficiencies created by shared parking
environments — areas where land uses share common, public parking facilities in lieu of
accessory, on-site spaces. Such arrangements have been shown in numerous studies conducted
across the county to consistently reduce cumulative, non-residential parking demand to below
two spaces per 1,000 square feet (SF) of gross floor area (GFA). A summary of this research on
actual demand is presented below.
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Projected Peak-Period Demand
Historical data indicate that where shared parking supports most land uses within mixed-use,
walkable precincts in cities of comparable size to Petaluma, aggregate peak-period parking
demand4 for non-residential uses rarely rises above two spaces per 1,000 SF of GFA, and
typically peaks much lower than that. Examples of demand measures from recent studies and
surveys of such areas include:
•

•

•

A 2007 study for the Metropolitan Transportation Commission of small city downtowns in
the San Francisco Bay region. Based on a combination of Urban Land Institute (ULI) and
Institute for Transportation Engineers (ITE) projections, existing parking requirements,
demand surveys, and shared parking models, this study estimated that non-residential
parking demand averages 1.77 spaces per 1,000 SF of GFA in the peak-hour.5
A 2005, Nelson\Nygaard study including demand surveys of four California and
Washington State downtown districts, each of which benefit from shared pools of public
parking, but lack access to rapid transit service. Surveys indicated a non-residential
parking demand rate ranging from 1.6 to 1.9 spaces per 1,000 SF of GFA.6
A 2005 study of mixed-use centers across six small cities in New England by Wesley E.
Marshall, and P.E. Norman W. Garrick, Ph.D. found that, on average, parking demand
peaked at about 1.8 spaces per 1,000 SF of non-residential building area.7

The table below presents a summary of these findings.
Table 6 – Peak-Hour Demand Estimates Summary
Source

Locations

Average Aggregate, Non-Residential Demand
(per 1000 sf of Gross Floor Area)

Nelson\Nygaard Study

California and Washington State

1.75

Marshall & Garrick Study

New England

1.84

MTC Study

San Francisco Bay Area

1.73

Average Estimated Parking Space Demand per 1000
Square Feet of Non-Residential Land Use

1.77

Providing a supply of shared off-street parking for non-residential uses that is 5% higher than
estimated peak demand is standard practice, intended to ensure that a few spaces within each
facility remain available for newly arriving users at all hours. With higher turnover of spaces and
greater traffic impacts from searching and circling for parking, the standard practice for on-street
parking is to set policy, price, and/or supply to ensure that approximately 15% of spaces are
available at all times.
Because the development scenarios under consideration for the station area all accommodate a
significant share of the short-term parking demand with on-street parking, the total parking supply
will need to be approximately 10% greater than the estimated aggregate parking demand at the

4

Peak parking demand within a typical week — also referred to as “design-day” conditions as this is the level of
demand that parking supplies are most frequently designed to accommodate.
5
“Parking Demand Model Results and Recommendations”, Wilbur Smith Associates, for Metropolitan Transportation
Commission, 2007. Cities included were Union City, Vallejo, Morgan Hill, Menlo Park, and Hercules, CA.
6
“Parking Demand in Mixed-Use Main Street Districts”, Nelson\Nygaard, 2005. Cities included were Chico, Palo Alto,
and Santa Monica in California, and Kirkland in Washington.
7
“Parking at Mixed-Use Centers in Small Cities”, Wesley E. Marshall, and P.E. Norman W. Garrick, Ph.D., 2005. Cities
included were: Brattleboro, VT; Northhampton, MA; and West Hartford, CT.
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peak hour. Based on these assumptions, and the average estimated parking demand in
comparable mixed-use districts (1.77 parking spaces per 1,000 SF GFA), the baseline scenario
for the analysis of parking supply and management options for mixed-use TOD projects near the
Downtown Petaluma Station is one space per market-rate housing unit and 1.96 parking spaces
per 1,000 SF of non-residential Gross Floor Area (GFA), permitting 10% of spaces to be available
at the peak hour. Note: As required by City policy, 15% of the residential units developed on
these key opportunity sites will be available at below market rates. A wide body of evidence
confirms that vehicle ownership and parking demand is significantly lower for low income
households than median or higher income households, and is lower for renters than for
homeowners8. Moreover, parking utilization rates are lower still for income restricted residential
units located within walking distance of transit, and those with priced parking9.
Table 8 identifies the total amount of parking that would be provided to serve TOD on the
SMART, Haystack and Golden Eagle properties, based on estimated demand under a baseline
scenario, assuming no user fees for parking, dedicated parking for all residential units, and the
10% supply cushion noted above (Note: this baseline scenario assumes shared commercial
parking and does account for the impact of transit on parking demand. It does not however
account for the impact of any transportation demand management measure specifically tailored to
the land-uses in this station area, for unassigned (shared pool parking) for residential units, nor
for any sharing of parking between residential and commercial uses.

8

For a summary of evidence, see Litman, T. (2011). Parking Requirement Impacts on Housing Affordability. Victoria
Transport Policy Institute, February, 2011.

9

Holtzclaw, J. (1994), Using Residential Patterns and Transit to Decrease Auto Dependency and Costs. Natural
Resources Defense Council (NRDC).
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Table 8

TOD Parking Demand: Baseline Scenario
Evaluation Scenario

Phase II

Phase I

Land Use
Commercial
Flex

Supply to Meet
Proposed
Development Baseline Estimated Peak Baseline Peak
(sf/units)
Period Demand 1
Demand 3
111,800
38,000

Residential2
All

200
-

Commercial
Flex

125,900
58,000

Residential2

485

All

-

198
67
185

220
75
185

450

480

223
103
448

248
114
448

774

810

(1) Assumes Commercial Demand = 1.77 spaces/1000 SF of Gross Floor Area; "Market Rate" Residential Demand = 1 space/unit, and "Below
Market Rate" Residential Demand = 0.5 spaces/ unit; (2) Assumes 15% of Residential Units on Site are "Below Market Rate," as required by
City policy., (3) Consistent with professional best practice, this memorandum recommends thatt parking associated with commercial uses on all
three sites be supplied at a level 10% higher than observed peak utilization (this is to ensure that 5% of off-street spaces and up to 15% on-street
spaces are available even during periods of peak occupancy. Given uncertainty about the balance and location of land uses on each site and the
consequent balance of on-street and off-street parking space provision during Phase II, we assume that the aggregate supply necessary to
accommodate the uses contemplated in this Evaluation Scenario should be approximately 10% greater than estimated peak period demand for
commercial uses. Becuase most of the residential parking is proposed to be dedicated to individual unit occupants, no supply cushion is necessary
to maintain availability, so proopsed supply is equivalent to estimated peak demand.

The estimates of baseline peak period demand and the combined on-street and off-street parking
supply required to accommodate such demand, shown in Figure 8, do not represent the final
parking supply proposal for this Station Area Master Plan. The next sections of this memorandum
provide (1) a review of the cost of providing off-street parking associated with, or independent of
TOD in the station area, (2) a review of existing station-area supply, including opportunities for
shared public use of existing but underutilized off-street parking facilities, (3) a review of the costs
and potential impact to parking demand (and associated supply requirements) of several parking
and transportation demand management measures, including potential cost savings from
reduction in surface parking, and (4) an assessment of the financial feasibility and marketability of
TOD with lower than conventional parking ratios.

Station-Area Supply
This section presents options for providing parking for initial years of service. Implications of
medium- and long-range demand, as presented in Table 8, are assessed further below, as part of
the demand and supply analysis for the Station Area Master Plan.

Existing - Public
Approximately 50 off-street parking spaces are available in the surface lot immediately adjacent
to the Petaluma Depot. The lack of parking restrictions on many nearby streets creates additional
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free parking opportunities for station-goers. No parking is allowed, however, on the streets
immediately adjacent to the station — Copeland, E. Washington, Lakeville, and East D Streets.
The City's interest in developing means by which to protect residential neighborhoods from
parking spillover is also likely to further restrict current on-street parking options by the time
SMART service is introduced.

Existing - Private
Parking is currently widely available within several private surface lots within a few blocks of the
station. Most of these are located within the planned development site. While awaiting build-out of
the area, however, these locations provide several options to use existing parking facilities to
provide station-access through negotiated sharing arrangements with lot owners.
The image below, for example, identifies 36 spaces (in GREEN) that could be made available to
station users on weekdays if a formal shared parking agreement can be reached between the
City, the property owners/CVS, and SMART. This could likely be done with no impact to parking
availability for the commercial uses on site, because weekday park-and-ride demand tends to
peak during the middle of the day when demand for retail goods and services is typically well
below the level to which their parking facilities are typically designed.
Figure 2 - Spaces with Sharing Potential (in GREEN): CVS Lot NW of Downtown Station

Background Aerial Image: Google Maps

The most convenient spaces for rail station users — those furthest to the north and east within
the lot — are those least likely to be used by retail customers during off-peak conditions. For the
retailers, the sacrifice of a few dozen spaces that would otherwise sit idle brings more cars and
people into their lot each day. For these reasons, designating lot-perimeter spaces as available to
transit riders has become a common strategy to expand park-and-ride opportunities without
having to develop costly new facilities. An agreement between the City or SMART and the lot
owner and retailers should, therefore, be explored.
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Another potential shared parking opportunity prior to full development of the Haystack parcel is
the existing private lot located on the NE side of Weller Street, directly across from the Grocery
Outlet — see Figure .
Figure 3 - Paved, Under-Utilized Lot: Weller Street At E. Washington Street

Rail Station

Image: Google Streetview

Planned Supply
In addition to these existing opportunities, a series of changes to station-adjacent roads and
vacant parcels are being considered as part of the overall SMART Station Design and this
Station Area Master Plan. Most of these changes would take place in the short- to medium-term,
prior to full buildout of TOD projects on all three opportunity parcels located SW of the station.
Those most relevant to parking supply and demand are presented below.
Near-Term:
• Construct a new two-way street (Station Access Road) adjacent to the Depot, in the same
alignment as the existing one-way station access lane. This street will accommodate one
travel lane in each direction, with a flexible parking/loading/access lane on each side.
• Replace existing on-site parking with:
− Parallel on-street parking on the southwest side of the new Station Access Road
− New surface parking constructed as necessary on the adjacent parcel owned by
SMART. Off-Street parking would be maintained on the SMART parcel, as needed,
until such time as its removal is necessary for transit-oriented development on the site.
• Construct a new two-way street from Weller Street through the middle of the former
Haystack parcel and the SMART-owned parcel ending in a T-intersection with the new
Station Access Road. This street will accommodate one travel lane in each direction, with
a flexible parking/loading/access lane on each side.
Medium-Term:
• Accommodate parking for the station, the Arts and Visitor Centers and new development
both on street and in shared off-street parking facilities developed as an integral part of
the Station Area Master Plan.

P a g e | 14

Long-Term:
• Develop on-street parking and/or load/unload zones along the southeast side of East
Washington Street and the northwest side of East D Street from the Station Access Road
to Copeland Street (eventually extending all the way to the River along both streets).
prioritizing curb space by proximity to the station platforms in the following order:
− SMART Shuttles
− Private Shuttles
− Petaluma Transit routes with schedules coordinated with SMART
− Taxis and Passenger Load/unload
− Other Petaluma Transit routes
− Sonoma Transit
− Golden Gate Transit
− Carpool Parking
− Single-Occupant Vehicle Parking
These and other proposed circulation and station-access changes are presented in the aerial
diagrams on the following pages.
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Figure 4 - Near-Term Downtown Petaluma Station Access, Parking and Circulation (DRAFT, Subject to Change in Final Master Plan)
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Figure 5

Long-Term Downtown Petaluma Station Access/ Circulation: Prioritize Use of Flexible Curb Space by Mode
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Conclusions and Recommendations
Existing parking supplies and planned supply expansions are sufficient to provide auto access to
the Downtown Petaluma SMART Station and the associated TOD of nearby parcels. Modest
initial ridership projections and opportunities to manage park-and-ride demand as ridership
increases — particularly as the planned TOD build-out begins — should minimize the need for
new supply, allowing the parking developed on the SMART property to eventually be replaced
with new land uses and shared parking. If some of the near-term parking-expansion
improvements outlined above are not implemented by the time service is initiated, identified
shared parking opportunities can provide ample supply until they are completed.
Nelson\Nygaard recommends that SMART, the City of Petaluma, and Petaluma Transit invest in
policies and actions that make use of these opportunities to ensure that alternatives to park and
ride access become the norm at this location. Proven, cost-effective investment options include:
•
•
•
•
•
•

Providing transit passes to area employees;
Promoting a shared-parking/ park-once parking market in the station area;
Pricing public parking resources;
Improving local pedestrian networks;
Providing quality local bike lanes and ample bike parking both at the station and
associated with new land uses in the station area; and
Promoting high-level TOD throughout the station area

Market Requirements and Opportunities
A market analysis was conducted to assess the amount of parking needed to both meet lenders'
requirements, potential retail tenant models, and to maximize the value of the project (including
avoiding eroding its marketable qualities as a true, walking-oriented TOD). Details are provided in
the Petaluma SMART Station Area Market Demand Analysis prepared by Urban Advisors, Inc10.
Highlights related to parking include the following:
•

Parking is a significant cost-factor (and potential cost-barrier) to financing and
development of TOD in the Downtown Petaluma Station Area. At an estimated cost of
$27,000 per space, it would cost up to $20 million to build structured parking for all land
uses on these opportunity sites according to conventional practice. That includes $5
million for each of four potential parking structures on the SMART and Haystack parcels.
The cost of this parking is roughly equal to the cost of current City impact fees on a per
unit or per square foot basis.

•

Market analysis confirms that lenders, developers, and retailers familiar with mixed-use,
TOD in the San Francisco Bay Area are have experience with urban development models
with little or no parking and are likely to be willing to support development of individual
projects in Petaluma with lower than conventional suburban parking ratios, in these rail
and transit served locations, provided that shared parking agreements are reached and a
comprehensive plan for access and parking management is in place.

In concert with the draft plan for phased development of the three primary opportunity sites near
the station (the Golden Eagle site, the Haystack site, and the SMART site), we recommend a
phased approach to the supply and management of parking in the immediate area.

10

Urban Advisors, Inc. (2012). City of Petaluma SMART Station Area Market Demand Analysis, pp. 2-3.
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During the first phase, with only partial development of each parcel, a significant amount of land
will remain available for surface parking located behind or in some cases to the side of new
buildings. Completion of the streetscape improvements included in the first phase of this Plan will
also allow for the supply of new on-street parking and loading zones (on curb space that is not
prioritized for buses, shuttles, or taxis). In subsequent phases of development, the supply of
parking may be more constrained, as additional buildings are developed on vacant land and on
selected surface parking lots. During this second phase, the number of parking spaces (both on
street and off-street) provided for every 1000 square feet (Gross Floor Area) and for every
residential unit developed can be lower than in the first phase. Factors reducing demand for
parking in Phase II include the following:
1. With improved transit service, and an increase in the development of new uses and activities
on each site, more residents and visitors will be able to access more goods and services locally,
without driving.
2. At the same time, the high capital cost of structured parking will encourage property owners
and tenants to economize on parking, sharing existing parking facilities where possible, and
adopting pricing, policies and regulations that encourage shared use and high turnover to ensure
parking availability.
The key to getting the supply right and ensuring the availability of parking during Phase II is to
collect comprehensive data on parking patterns on-site, on-street, and in the surrounding
neighborhoods during phase I. Survey data on observed peak period utilization rates on-street
and in off-street lots can help inform the City and property-owners’ decisions about the
appropriate supply of parking for Phase II, and the appropriate pricing and regulatory measures to
take to maintain parking availability near the station and prevent spillover parking impacts to
surrounding neighborhoods.

Preliminary Recommendations
Based on our evaluation of parking demand for commuters, visitors, and SMART patrons, and
our assessment of market requirements and opportunities, this memo makes the following
preliminary recommendations for the supply and management of parking and investment in
complementary modes of access and transportation demand management programs in
Petaluma’s SMART Station Areas.

1. Share Parking
All new non-residential parking in the Downtown Petaluma Station area is proposed as shared
parking — spaces that are available for public use, rather than reserved for the tenants and
visitors associated with any particular property or set of properties. This greatly increases the
capacity of the proposed supply in two ways:
•
•

Internal Capture: by eliminating the need to "re-park", drivers can walk between local
destinations, the total number of spaces required per trip; and
Off-Setting Peaks: shared supplies make use of the fact that parking demand tends to
peak at different times among different land uses to reduce the total supply needed to
support all area destinations.

Sharing these spaces, while providing reserved parking for residents, will reduce the amount of
parking necessary to:
•
•
•

Accommodate demand generated by land uses on these key opportunity sites;
Satisfy financial backers: and
Maintain optimal market appeal.
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Pursue shared use of underutilized spaces in existing lots
Before constructing new parking facilities, especially any parking facility that might be
contemplated to accommodate demand for commuter parking (park and ride), the City and
SMART should investigate and pursue opportunities for the shared use of underutilized parking
spaces in existing lots nearby.

2. Design Parking For Flexible Use
To support the shared use of new off-street parking resources, parking facilities should be
designed for flexible management and use to allow maximum adaptability to new conditions. This
means designing surface parking lots built during Phase I in a way that permits future conversion
of lot corners to new TOD. Additionally, both surface parking and structured parking that is initially
intended for restricted use (most likely for dedicated use by residents) should be designed so that
some or all restricted spaces may be converted to publicly available spaces in the future. This
means installing moveable gate arms that can be shifted within the facility to restrict access to
smaller or larger share of spaces, as needed by future tenants, and designing lot circulation
patterns to permit flow through the entire facility in a future shared parking scenario.

3. Expand Supply in Phases
Supply non-residential parking at 1.7-1.9 spaces/1,000 sq. ft. GFA
Consistent with the level of parking demand found in similar mixed-use main street districts in
small cities and suburban areas, a combination of on-street parking and off-street parking can be
provided at a ratio of approximately 1.7-1.9 spaces per 1000 square feet of gross floor area for
non-residential uses and 1 space per unit for market-rate residential land uses, to support the
scale and type of development envisioned in this plan. The City should not require a specific
amount of off-street parking for each use, but instead work with property-owners and developers
to identify options for sharing parking and reducing parking demand by simultaneously investing
in transportation demand management programs and improving access to the site by other
modes of transportation.

Reduce Later-Phase Supplies Even Further
As the first phases of the SAMP are implemented, close monitoring of parking demand will
provide valuable insight on how much parking should be built to support later phases. Experience
with early phases will provide valuable data on actual parking demand by different groups of
users at different price levels; this should be taken into account during detailed planning for
subsequent phases. At nearly $30,000 per space (for structured parking), reducing excess
spaces at later-phase parking facilities will provide critical costs savings; encouraging further
development of desirable land uses and reducing user-end costs for residents, businesses, and
patrons.

4. Invest in Transportation Demand Management
While the shared parking approach proposed for these facilities should allow later-phase facilities
to be built at lower ratios than those proposed in Table 8, early investment in demandmanagement strategies can, by demonstrating cost-effective parking-reduction benefits, bring
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down the ratios at which later-developed land uses are parked. Some best-practice strategies
that should be considered for early adoption include the following.

Unbundling Parking Costs
Property owners should encourage reduced parking consumption by selling and/ or leasing
parking access separately from the sale and/ or lease of building space/ dwelling units. This can,
not only help reduce the cost of housing and commercial-use space, it provides direct economic
incentives to drive less and own fewer cars. The City may adopt an ordinance requiring
unbundling of parking costs for the lease or sale of new residential and/or commercial
developments in station areas, or Citywide.

Parking Cashout
The majority of all employers provide free or reduced price parking for their employees as a fringe
benefit. Under a parking cash-out requirement, employers are allowed to continue this practice on
the condition that they offer the cash value of the parking subsidy to any employee who does not
drive to work. The primary benefit of parking cash out programs is their proven effect on reducing
auto congestion and parking demand.
Other benefits of parking cash out are numerous, and include:
•

Provides an equal transportation subsidy to employees who ride transit, carpool, vanpool,
walk or bicycle to work.

•

Provides a low-cost fringe benefit that can help individual businesses recruit and retain
employees.

•

Employers report that parking cash-out requirements are simple to administer and
enforce, typically requiring just one to two minutes per employee per month to administer.

State law currently requires all those employers that lease parking and have 50 or more
employees to offer parking cashout, but there is no state program to implement this requirement.
The City may adopt a local ordinance requiring compliance with the state law, and/or encouraging
or requiring employers with 10-50 employees to implement parking cashout.

Transit Benefits
Encourage inbound commuters to use transit by providing them with free, unlimited-ride transit
passes. This has been shown to be very effective at increase inbound commuter mode shares for
transit. As such, this strategy can provide a co-benefit in helping to support the new rail service.

Car-Share Parking
Access to car-share vehicles has been shown to reduce vehicle-ownership rates among on-site
residents, and can reduce common barriers to transit use among on-site residents.

Bike Parking
Providing ample bike parking can help increase cycling rates among commuters and visitors, and
reduce car ownership among residents.

5. Price off-street parking
Charging for parking is the most direct way to both reduce parking demand, and ensure that endusers carry more of the cost of providing off-street accommodations. Parking demand is often
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equated with demand for free parking. Adding a direct cost to parking, however, can quickly bring
demand in line with available supplies — which makes much better economic sense than trying to
bring supplies in line with demand for free parking. To support shared use of publicly accessible
off-street parking by employees, visitors, and residents of new buildings on each of the
opportunity sites in the Downtown Petaluma Station area, and by SMART patrons, parking can be
managed as follows (Note that any effort to manage the supply of off-street parking on the
Golden Eagle, Haystack and/or SMART-owned parcels of land in the vicinity of the Downtown
Petaluma Station Area should include an analysis of the impact of available parking in nearby
areas, including the Theatre District Garage. Ideally, the City will coordinate the monitoring and
management of on-street and off-street parking on both sides of the river to ensure that prices in
one area are not set so high as to push an overwhelming number of parkers to use spaces on the
opposite side of the river).

Permit free or reduced-price short-term parking
To encourage turnover of parking spaces as necessary to support local retail businesses,
property-owners should be encouraged to provide free or reduced price parking for the first two
hours.

After first two hours, price all shared non-residential parking by the hour
Ideally, parking rates for all non-residential users should be set by the hour (at rates comparable
to the cost of parking on-street, if pricing is pursued as a means of managing demand for onstreet parking), rather than by the day or month. This would travelers to consider parking as a
variable cost of access to the site, rather than a fixed cost that -- once-paid -- encourages them to
drive to the site.

Allow SMART patrons to park in available shared lots
Under this approach, SMART patrons would be treated no differently than patrons or employees
of businesses in the new transit-oriented developments. Those making a quick trip 2-4 hour trip to
Santa Rosa by train might be willing to pay the standard hourly fee for several hours for the
privilege of parking close to the station. Hourly pricing of off-street parking would discourage
many SMART patrons from regularly parking all-day in these lots, with many likely using these
lots on an occasional or as-needed basis.

6. Adopt an on-street parking availability target
To maintain the availability of on-street parking in both station areas and to prevent spillover
parking impacts in surrounding areas, the City can adopt a policy target for the availability of
parking spaces by block face and manage as follows to meet the target:

Adopt a 15% availability target
The most direct way to ensure the availability of on-street parking for people seeking to access
the district is to set a policy goal of maintaining approximately 15% vacancy of on-street parking
spaces on any given block face. Achieving the15% vacancy goal will mean that there will always
be at least one to two spaces per block face available for incoming cars and trucks to use. This
means that new arrivals to the Station area can always find a parking space within a block or two
of their destination, reducing the traffic tie-ups that can occur when people continuously search
and circle to find free, but limited on-street parking. UCLA Professor Donald Shoup, argues that
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with 15% of on-street spaces vacant, cities make the most efficient use of their on-street parking
supply11.

Monitor Occupancy
To ensure that parking availability is maintained over time the City, and/or the private property
owners should annually monitor the occupancy of on-street and off-street parking facilities, both
within the immediate station area and in surrounding neighborhoods. The City may be able to use
the License Plate Recognition (LPR) equipment that the Petaluma Police Department currently
uses to monitor compliance with on-street parking time limits in downtown Petaluma, to collect
data on parking occupancy and turnover in and around each station area.

7. Manage to achieve the availability target using pricing or
time limits
Pricing on-street parking to manage demand
As with any good or service, demand for on-street parking varies with the price charged. On block
faces within the District where occupancy consistently exceeds 85%, and where vehicle turnover
rates (the number of different vehicles parking in a given space during the course of a day) are
highest, the City may consider installing and operating adjustable rate parking meters as a means
of managing parking demand to maintain the availability of parking, consistent with adopted
vacancy goals. It is important to note that in order to achieve vacancy goals under this option,
parking meters should be installed and operated for the primary purpose of managing demand,
rather than for revenue generation. Managing for the purpose of revenue generation might result
in higher parking rates during non-peak hours, and higher or lower parking occupancy and
turnover than are acceptable to District stakeholders. One key to ensuring that parking meters do
not become utilized by the City as primarily a revenue mechanism is to establish a Parking
Benefit District (PBD), as described subsequently (Recommendation 9), with a commitment to
return all revenue to the District to fund streetscape and other access improvements and
programs on the same blocks on which the revenue was raised.

Regulate on-street parking to manage demand
As an alternative to pricing parking, the City may opt to manage parking using time limits or
permits. In the highest turnover areas – particularly in the immediate vicinity of each station – the
preferred approach to regulating on-street parking may be to establish 1-hour or 2-hour timelimited parking zones.

8. Prevent spillover parking impacts in surrounding
neighborhoods with new permit parking zones
If parking occupancy surveys on neighborhood streets are conducted as part of the parking
availability monitoring program identify areas where occupancy regularly exceeds 85% on
neighborhood streets and it is clear that many of the parkers are SMART patrons, or commuters
or visitors to the new land uses developed near the station, the City can establish a permit
parking program to prioritize curb space for local residents and/or businesses. To make paid

11

Shoup, Donald (2004). The High Cost of Free Parking, Washington, DC: APA Planners Press.
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permit parking politically feasible, the City may elect to “grandfather in” certain existing residents
and businesses, charging them lower permit fees or no fees at all. A permit parking program can
also provide a flexible tool for residents or small businesses in the district that worry about loss of
currently available on-street parking resources. Any permit program should be designed and
managed in a way that ensures that the total number of parking permits issued and sold does not
result in parking occupancy that exceeds 85% on any single block face in the District. As with the
management of meter rates, described in the previous section, the City should periodically
monitor parking occupancy and turnover throughout the permit district and adjust the supply and
price of permits, as necessary to maintain 15% vacancy on all blocks.

9. Establish Parking Benefit Districts
Net revenues from paid on-street parking should fund public improvements that benefit the blocks
where the money is collected. If parking revenues seem to disappear into the General Fund,
where they may appear to produce no direct benefit for the area where they are collected, there
may be little support for installing parking meters, or for raising rates when needed to maintain
decent vacancy rates and prevent cruising traffic. But when Station Area merchants and property
owners can clearly see that the monies collected are being spent for the benefit of their blocks, on
projects that they have chosen, they are more willing to support market rate pricing.
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