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Chapter 1. Introduction 
Project Overview 
In 2009, the City Council directed City staff to develop a Specific Plan for the Mission Boulevard 
Corridor. To fulfill the Council's direction, the City contracted with a consultant team led by Hall 
Alminana Inc., and including Nelson\Nygaard Consulting Associates, to work with City staff to 
develop the Mission Boulevard Corridor Specific Plan and its form-based code component1. As 
part of this effort, Nelson\Nygaard was tasked with developing a coherent parking and 
transportation demand management strategy to complement and support the vision of the new 
plan.  

Planning Approach 
Nelson\Nygaard's approach in undertaking this work was as follows: 

 We analyzed existing transportation and parking challenges and opportunities in the 
Specific Plan area, including a thorough review of existing documents, plans, data, and 
policies, combined with stakeholder interviews and site visits.  

 We participated in an extensive community outreach process in partnership with the 
project team and City staff, including a multi-day design charrette. Throughout the 
process, the project team sought to hear which transportation and parking management 
issues were most pressing from the perspective of policymakers and City staff, local 
residents, and property owners; and to get feedback on preliminary recommendations. 
Among others, the team met with: 

 City Council & Planning Commission members 

 Property owners & developers 

 Area residents & neighborhood association leaders 

 Bay Area Rapid Transit and AC Transit staff 

 Public Works & Development Services staff 

Purpose of This Document 
The Mission Boulevard Corridor Specific Plan establishes a clear vision for the future of the 
corridor. This report is designed to support the plan, and presents Nelson\Nygaard's 
recommendations for the most cost-effective parking and transportation strategies to support and 
advance the plan’s overall goals. 

                                            
1 References to "Code" within the text of this report are references to the form-based code component of the Mission 
Boulevard Corridor Specific Plan unless the context clearly indicates otherwise (e.g., references to the "Municipal 
Code" mean the Hayward Municipal Code). 
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Chapter 2. Existing Conditions 
On-Street Parking 
Current Regulations: The majority of on-street parking within the study area is free and 
unrestricted. There are some no-parking zones, notably along Mission Boulevard between 
Foothill Boulevard and Carlos Bee Boulevard, and on several of the narrower local streets, such 
as Simon and Pierce, parking is restricted to one side of the street. In addition, there are time-
limited parking zones on a few commercial blocks, such as the 2-hour parking time limits along 
Mission Boulevard in the blocks north of A Street.2 

Parking Occupancy: No occupancy surveys for the area are available.  

Hayward's Existing Parking Meter Ordinance & Residential Permit Parking Zones: The City 
Traffic Code allows for the establishment of metered parking on City streets, though no parking 
meters are currently in place3. The existing ordinance is stated in terms general enough to allow 
for the introduction of multi-space parking pay stations, as well as conventional single space 
meters. Hayward currently has two residential permit parking zones, which were established to 
protect residents from spillover parking problems, in the vicinity of the following major 
destinations: 

 Chabot College 

 Post Office and County Courthouse 

On neighborhood streets within these zones, parking permits are issued to qualified residents and 
businesses in return for a nominal annual fee4. To illustrate how the current residential permit 
parking process works, Appendix C provides some sample documents: (a) a copy of the City’s 
residential permit parking application form, and (b) an example of a public hearing notice 
regarding the establishment of one of the City’s current residential permit parking zones. 

Off-Street Parking 
Most of Hayward has conventional auto-oriented suburban parking standards, with relatively high 
minimum parking requirements5. These standards currently apply within the Mission Boulevard 
Corridor plan area. 

However, it is worth noting that in 2006, the South Hayward BART/Mission Boulevard Concept 
Design Plan (which addressed the southern half of the Mission Boulevard corridor, to the south of 
area addressed by this Specific Plan) established new, more transit-oriented parking standards 
for several zones within that planning area: minimum parking requirements for residential land 
uses were eliminated, and replaced by maximum parking limits6. These new standards appear to 

                                            
2 Chapter 4 of the Existing Conditions Analysis & Synoptic Survey for the Mission Boulevard Corridor Specific Plan & 
Form-Based Code, April 7, 2010, provides additional details on parking locations and restrictions. For brevity’s sake, 
the existing conditions section of this report briefly summarizes the most relevant information from prior reports, rather 
than reproducing them. 
3 Hayward Traffic Code, Article 7: Parking Meter Zones – See Appendix B. 
4 City of Hayward Master Fee Schedule, 2010 
5 Hayward Municipal Code, Off-Street Parking Regulations, SEC. 10.2-300 – 10.2.350 
6 Hayward Municipal Code, Off-Street Parking Regulations, SEC. 10.2.419 
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have allowed developers of infill projects in these zones to provide an amount of parking which 
they find appropriate to meet the demands of their particular target market. They have not, as is 
sometimes feared by those unfamiliar with maximum parking requirements, resulted in the 
provision of no parking at all. For example, the Wittek/Montana mixed-use development at the 
South Hayward BART Station, which proposes approximately 788 multi-family residential units, 
proposes to build approximately 898 parking spaces for the residential units (although no parking 
spaces for these residents are required by the current zoning). 
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Chapter 3. Recommendations 
Introduction 
This chapter presents eight fundamental recommendations. They are based on the premise that 
parking and transportation demand management policy must be planned with a clear view of the 
Specific Plan’s overall goals, in order for these policies to contribute to the community’s vision 
rather than detract from it. The recommendations that follow are aimed at achieving the overall 
goals of the Specific Plan, which can be described in a nutshell as ensuring that the plan's 
neighborhoods and new transit-oriented developments are compact, pedestrian-oriented and 
mixed-use. It is important to note that the parking and transportation demand management 
recommendations which follow are intended to permit flexibility. They are designed to provide a 
long-range strategy: that is, an overall policy framework that can remain useful and viable, even 
as new buildings are added, blocks are redeveloped, new streets are introduced, and land uses 
change over time. 

Why does parking policy matter so much for transit-oriented 
development? 
Perhaps the most fundamental difference between transit-oriented development and conventional 
auto-oriented development is in the way that parking (both on-street and off-street) is developed 
and managed. For Hayward, parking policy is important for three key reasons. First, unlike 
decisions about the provision of transit, parking policy decisions lie squarely in the hands of the 
City of Hayward. Second, parking policy is perhaps the single most important lever within 
Hayward's grasp for affecting the quantity of traffic on Hayward city streets. Third, as one 
Southern California real estate developer put it, "Parking is destiny." Parking requirements, as 
written into the zoning codes of most every California city, dominate architecture, powerfully 
shaping the form of our buildings and dictating what is financially feasible to build. 

In the years immediately after World War II, most communities in California, including Hayward, 
adopted minimum parking requirements. Minimum parking requirements are government 
regulations that specify the minimum number of parking spaces that must be provided for every 
land use. They are intended to ensure that cities have more parking spaces than they would if the 
matter was left up to the free market.  

When did Hayward first adopt minimum parking requirements, and why? While we are not 
absolutely certain, it appears from the Municipal Code that Hayward first adopted minimum 
parking requirements in 1959. According to the Code, Hayward's minimum parking requirements 
were adopted "to relieve congestion on streets”.  

Why was it believed that setting minimum parking requirements would alleviate traffic 
congestion? By the 1920s, the new problem of "spillover parking" had already arrived in many 
downtowns. Automobiles filled up all of the curb parking in front of shops and apartments, and 
any nearby private parking, and then sometimes spilled over into nearby neighborhoods, 
crowding the streets there. In search of free parking near their destination, motorists often took to 
circling about, waiting for a space to open up. For example, Figure 3-1 shows the observed 
patterns of various motorists circling in search of parking spaces in Chicago, as observed in a 
1939 study. Many motorists simply double-parked, clogging traffic lanes. 
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Figure 3-1 Observed Routes of Cruising Vehicles, Chicago, 1939 

  

To reinforce its minimum parking requirements, Hayward also enacted a prohibition against 
charging separately for parking at apartment buildings.7 (Of course, requiring that parking be 
given away free of charge does not mean that the cost of parking goes away: the cost is instead 
hidden in the price of all the other goods and services that we use, from apartment rents to 
groceries.) 

Minimum parking requirements, however, had unintended consequences for traffic. So did 
requirements that parking be given away for free. As described later in this chapter, dozens of 
studies have now demonstrated that when parking is given away free of charge, people drive 
more. The amount of driving induced is substantial, as is the increase in parking demand. 
Moreover, minimum parking requirements have also had many other unintended consequences, 

                                            
7 Hayward Municipal Code, Off-Street Parking Regulations, SEC. 10-2.310 
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including increasing housing costs, decreasing transit ridership, and decreasing the financial 
feasibility of transit-oriented development. 

Transitioning from auto-oriented development to transit-oriented 
development 
In a nutshell, truly transit-oriented development -- that is, development which actually lives up to 
the promise of delivering high transit ridership and low traffic -- can be distinguished from auto-
oriented development by just a few key factors. 

 In conventional auto-oriented development, minimum parking requirements are 
introduced, so that on-street parking need not be managed. In transit-oriented 
development, actively managing on-street parking, using tools such as parking pricing and 
residential parking permits, is an essential first step. 

 In conventional auto-oriented development, the cost of parking is always hidden in the 
cost of other goods and services. In transit-oriented development, the cost of parking is 
revealed, so that citizens can save money by using less of it. 

 In conventional auto-oriented development, parking is free and abundant, and transit 
service is expensive and scarce. In the best transit-oriented developments, transit service 
is frequent and (for many users) free, and parking, while readily available, is not 
subsidized. 

The recommendations which follow are designed to provide a practical, cost-effective, step-by-
step approach to transitioning the study area from auto-oriented development to transit-oriented 
development. As noted earlier in the Existing Conditions chapter, the 2006 South Hayward 
BART/Mission Boulevard Concept Design Plan began that process in the southern portion of the 
Mission Boulevard corridor by, for example, eliminating minimum parking requirements for certain 
residential categories, and instituting maximum parking requirements. These recommendations, 
which are illustrated by numerous examples of success from comparable cities, are intended to 
take the next step. 

Recommendation 1:  
Create a Commercial Parking Benefit District 

Goals: 
1. Efficiently manage demand for parking while accommodating customer, employee, 

resident, and commuter parking needs. 

2. Put customers first by creating vacancies and turnover of the most convenient “front door” 
curb parking spaces to ensure availability for customers and visitors. 

3. Generate revenues for desired improvements such as upgraded security and enhanced 
streetscapes in commercial areas. 

Recommendation: Install modern, credit-card and debit-card-accepting parking meters on any 
block face in commercial areas where parking occupancy routinely exceeds an 85% occupancy 
rate. Set parking prices at rates that create a 15% vacancy rate on each block, and eliminate time 
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limits. Dedicate parking revenues to the cost of establishing, operating and managing such a 
district, and to public improvements and public services that benefit the blocks where the revenue 
was raised. Create a "Commercial Parking Benefit District" to implement these recommendations. 

Discussion: 
Over time, as individual blocks in the Specific Plan area transition from conventional strip 
development (i.e., the familiar roadside landscape of strip malls, diners, convenience stores and 
other isolated buildings, each set back from the highway and surrounded by parking) to compact 
transit-oriented development, where buildings move closer to the street, and shops rely more, as 
in the classic American Main street pattern, on curb parking for shoppers, it will become essential 
to more actively manage curb parking. 

To understand how to do that properly, it is helpful to review the issues encountered in many of 
California's existing downtowns (i.e., in California's oldest transit-oriented developments). In many 
California downtowns, there is no lack of parking space overall, but the new visitor driving down 
Main Street may perceive a parking shortage, while lots and garages just a block away remain 
underused. To quote a typical Main Street business leader, "Parking is a problem for businesses 
because employees park on Main St. and side streets and prevent customers from parking…We 
need parking management and enforcement strategies to prevent employees from doing the 
‘2-hour shuffle’ downtown [that is, employees moving their cars every two hours to evade time 
limits].” To avoid this, pricing incentives and good wayfinding signs are essential to steer 
employees and commuters to long-term spots, and dissuade them taking the front-door spots. 

Always available, convenient, on-street customer parking is of primary importance for ground-
level retail to succeed. To create vacancies and rapid turnover in the best, most convenient, front 
door parking spaces, it is crucial to have price incentives to persuade some drivers to park in the 
less convenient spaces (on upper garage floors or a block or two away): higher prices for the best 
spots, cheaper for the less convenient, frequently underused lots. 

Motorists can be thought of as falling into two primary categories: bargain hunters and 
convenience seekers. Convenience seekers are more willing to pay for an available front door 
spot. Many shoppers and diners are convenience seekers: they are typically less sensitive to 
parking charges because they stay for relatively short periods of time, meaning that they will 
accumulate less of a fee than an employee or other all-day visitor. By contrast, many long-stay 
parkers, such as employees, find it more worthwhile to walk a block to save on eight hours worth 
of parking fees. With proper pricing, the bargain hunters will choose currently underutilized lots, 
leaving the prime spots free for those convenience seekers who are willing to spend a bit more. 
For merchants, it is important to make prime spots available for these people: those who are 
willing to pay a small fee to park are also those who are willing to spend money in stores and 
restaurants. 

What are the alternatives to charging for parking? 
The primary alternative that cities can use to create vacancies in prime parking spaces is to set 
time limits and give tickets to violators. Time limits, however, bring several disadvantages: 
enforcement of time limits is labor-intensive and difficult, and employees, who quickly become 
familiar with enforcement patterns, often become adept at the "two hour shuffle", moving their 
cars regularly or swapping spaces with a coworker several times during the workday. Even with 
strictly enforced time limits, if there is no price incentive to persuade employees to seek out less 
convenient, bargain-priced spots, employees will probably still park in prime spaces.  
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For customers, strict enforcement can bring “ticket anxiety", the fear of getting a ticket if one 
lingers a minute too long (for example, in order to have dessert after lunch). As Dan Zack, 
Downtown Development Manager for Redwood City, CA, puts it, “Even if a visitor is quick enough 
to avoid a ticket, they don't want to spend the evening watching the clock and moving their car 
around. If a customer is having a good time in a restaurant, and they are happy to pay the market 
price for their parking spot, do we want them to wrap up their evening early because their time 
limit wasn't long enough? Do we want them to skip dessert or that last cappuccino in order to 
avoid a ticket?" 

A recent Redwood City staff report summarizes the results found in Burlingame, California: 

In a recent "intercept" survey, shoppers in downtown Burlingame were asked which factor 
made their parking experience less pleasant recently... The number one response was 
"difficulty in finding a space" followed by "chance of getting a ticket." "Need to carry 
change" was third, and the factor that least concerned the respondents was "cost of 
parking." It is interesting to note that Burlingame has the most expensive on-street parking 
on the [San Francisco] Peninsula ($.75 per hour) and yet cost was the least troubling 
factor for most people. 

This is not an isolated result. Repeatedly, surveys of shoppers have shown that the availability of 
parking, rather than price, is of prime importance. 

What is the right price for parking? 
If prices are used to create vacancies and turnover in the prime parking spots, then what is the 
right price? An ideal occupancy rate is approximately 85% at even the busiest hour, a rate which 
leaves about one out of every seven spaces available, or approximately one empty space on 
each block face. This provides enough vacancies that visitors can easily find a spot near their 
destination when they first arrive. For each block and each parking lot, the right price is the price 
that will achieve this goal. This means that pricing should not be uniform: the most desirable 
blocks need higher prices, while less convenient lots and block faces are cheaper. Prices should 
also vary by time of day and day of week: for example, higher at noon, and lower at midnight. 

Ideally, parking occupancy for each block and lot should be monitored carefully, and prices 
adjusted regularly to keep enough spaces available. In short, prices should be set at market rate, 
according to demand, so that just enough spaces are always available. Professor Donald Shoup 
of UCLA advocates setting prices for parking according to the "Goldilocks Principle": 

The price is too high if many spaces are vacant, and too low if no spaces are vacant. 
Children learn that porridge shouldn't be too hot or too cold, and that beds shouldn't be 
too soft or too firm. Likewise, the price of curb parking shouldn't be too high or too low. 
When about 15 percent of curb spaces are vacant, the price is just right. What alternative 
price could be better? 

If this principle is followed, then there need be no fear that pricing parking will drive customers 
away. After all, when the front-door parking spots at the curb are entirely full, under-pricing 
parking cannot create more curb parking spaces for customers, because it cannot create more 
spaces. And, if the initial parking meter rate on a block is accidentally set too high, so that there 
are too many vacancies, then a policy goal of achieving an 85% occupancy rate will result in 
lowering the parking rate until the parking is once again well used (including making parking free, 
if need be). 
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Eliminating Time limits 
Once a policy of market rate pricing is adopted, with the goal of achieving an 85% occupancy rate 
on each block, even at the busiest hours, then time limits can actually be eliminated. With their 
elimination, much of the worry and "ticket anxiety" for customers disappears. In Redwood City, 
where this policy was recently adopted, Dan Zack describes the thinking behind the City's 
decision in this way: 

 Market-rate prices are the only known way to consistently create available parking 
spaces in popular areas. If we institute market-rate prices, and adequate spaces are 
made available, then what purpose do time limits serve? None, other than to 
inconvenience customers. If there is a space or two available on all blocks, then who 
cares how long each individual car is there? The reality is that it doesn't matter. 

The recommendations for pricing parking, eliminating time limits, and the creation of a 
Commercial Parking Benefit District are discussed in greater detail below. 

Boundaries of the metered parking in the Commercial Parking Benefit District 
Given a primary goal of creating vacancies on the blocks where parking becomes overused, and 
shifting some parking demand to underused parking lots, meters should be installed on blocks 
and in parking lots where occupancy routinely reaches 85% or greater during the peak hours of 
demand. In addition, meters should be installed on immediately adjacent blocks, where demand 
is likely to shift and parking will become overcrowded if the blocks remain entirely free. Similarly, 
on blocks in the vicinity of a major new development, where it is clearly foreseeable that curb 
parking will fill up if left unmanaged, meters should be installed, and turned on as soon as the 
development opens for business. Parking meter prices should be set to maintain a 15% vacancy 
rate, according to the “Goldilocks Rule”: if occupancy rates are consistently above 85%, the 
parking rates are too low and if occupancy rates are consistently below 85%, the parking rates 
are too high. 

All blocks with substantial commercial activity should be considered candidates for inclusion in 
the Commercial Parking Benefit District.8 In predominantly residential districts, such as many 
blocks immediately adjacent to the Specific Plan area, Residential Parking Benefit Districts (as 
described later in this report) or residential permit parking districts are more appropriate for 
managing on-street parking. For example, blocks with ground floor shops and residences above 
are appropriate for inclusion in a Commercial Parking Benefit District; blocks consisting primarily 
of single-family homes are generally not. Therefore, all blocks within the mixed-use T-4 General 
Urban and T-5 Urban Center Transect Zones should be considered for inclusion. However, 
blocks within these Zones which are (or which become) predominantly residential are candidates 
for inclusion in a Residential Parking Benefit District. 

The boundaries for the Commercial Parking Benefit District and adjacent Residential Parking 
Benefit Districts should be viewed as flexible and subject to change over time, since the built 
fabric and land uses will change over time as the area is built out. The precise boundary drawn 

                                            
8 Given the large area covered by the Mission Boulevard Corridor Specific Plan, the City could also establish two or 
more different commercial parking benefit districts within the Specific Plan area. The primary advantage of this 
approach would be to give property owners and merchants greater assurance that meter revenues will be spent "close 
to home" in ways that definitely benefit their property or business. However, the larger the number of districts 
established, the greater the administrative burden. To simplify the discussion in this report, we assume that only one 
Commercial Parking Benefit District would be created for the Specific Plan area. Note that it is not necessary for the 
blocks within the Commercial Parking Benefit District to be contiguous. 
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for the initial Parking Benefit District should reflect the land uses and levels of parking demand at 
the time that the District is initiated. Therefore, an important next step for establishing the initial 
parking district boundaries (which is beyond the scope of this report) will be to conduct parking 
occupancy surveys. 

Over time, as additional projects are constructed, additional blocks should be added to the 
Commercial Parking Benefit District. Since changes in on-street parking demand will be driven 
primarily by the arrival of new development, the timing of these additions cannot be determined 
now. Instead, City policy should authorize the Public Works Director to recommend the addition of 
additional blocks to the Commercial Parking Benefit District when either: (a) approved building 
projects will foreseeably add additional parking demand to a block, or (b) occupancy surveys 
demonstrate that free parking spaces on the block adjacent to the District are routinely more than 
85% full. 

Note that the city has previously required major new developments (such as the Wittek/Montana 
development at the South Hayward BART station) to fund neighborhood parking occupancy 
surveys and to fund the implementation of measures to prevent spillover parking problems, such 
as managing the nearby curb parking with metered parking and/or residential parking permit 
programs.9 For future developments in the Specific Plan area (especially larger ones), it may be 
useful to implement similar conditions of approval, so that new developments help to carry the 
burden of establishing the on-street parking management systems that will be needed to 
successfully integrate these new developments into the neighborhood, and needed to help the 
developments function well and prosper in the future. 

Adjusting meter rates and hours of operation 
Meters should operate on days and at hours when demand is high enough to make parking 
occupancy exceeded 85%. Initial meter rates should be set using the parking manager's best 
judgment: for example, curb parking rates typically need to be higher than in adjacent garages to 
create any availability, but it is often best to initially err on the side of lower rates, to avoid driving 
customers away. After an initial trial period, occupancy rates for each block in each parking 
should be reviewed and then adjusted down or up to achieve the 85% occupancy goal, as 
described earlier. To ensure that this happens on a regular schedule, promptly, and with clear 
assurance to policymakers, citizens and the community that the goal of parking prices is to 
achieve the desired vacancy rate, the following procedure for adjusting parking meter rates and 
hours is recommended: 

1. Set Policy: By ordinance, City Council should establish that the primary goal in setting 
parking meter rates and hours for each block and each lot is to achieve an 85% 
occupancy rate. Additionally, the ordinance should both require and authorize City staff to 
raise or lower parking prices to meet this goal, without requiring further action by the City 
Council. Appendix E provides the full text of two adopted ordinances which take this 
approach (Redwood City and Ventura’s downtown parking ordinances). A Parking & 
Transportation Manager should be hired (unless there are already sufficient staff within 
the Public Works Department to handle these duties), and charged with the responsibility 
of running the District, including monitoring occupancy rates and adjusting meter rates. It 
is assumed that parking revenues will fund this position. 

                                            
9 Conditions of Approval, South Hayward BART Station Development, 28601 Dixon Street, Zone Change Application 
No. PL-2008-0547 PD, Wittek Development LLC (Applicant), pp. 13, 28, 29. 
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2. Monitor occupancy: Modern, wirelessly-networked credit-card-accepting parking meters 
are capable of instantly transmitting current information on the number of spaces that 
have been paid for on each block where the meters are installed, giving the Parking & 
Transportation Manager the ability to better monitor parking usage in the system. To 
supplement this information, periodic occupancy counts should be conducted (either 
manually, or using vehicles equipped with license plate recognition systems), in order to 
track total occupancy, which will include not only the vehicles of drivers who have paid for 
their parking space, but also "exceptions" (parked vehicles for which no payment has 
been received, such as vehicles with disabled placards and illegally parked vehicles). 
Alternatively, wirelessly-networked parking occupancy sensors can be installed. 
Occupancy sensors allow parking managers and enforcement officers to continuously 
monitor occupancy of each parking space in real time.10 

3. Adjust rates: Armed with good information on recent parking occupancy rates, the Parking 
& Transportation Manager should adjust the rates (and hours of operation) up or down on 
each block, to achieve the policy goal (an 85% occupancy rate) set by City Council. 
Typically, rates should be adjusted quarterly (four times two year), but in the case of major 
changes in the Specific Plan area, such as the opening of a new development, it may be 
advisable to adjust rates in response to particular events. To provide additional input to 
the process, an advisory board (as described below) may be desirable to review the 
proposed rate changes and provide feedback to the Parking & Transportation Manager. 

Legal basis for setting fair market parking rates 
The California Vehicle Code (CVC Sec. 200258) allows local jurisdictions to set parking meter 
prices at fair market rates necessary to achieve 85% occupancy. California case law authorizes 
local jurisdictions to enact parking meter ordinances with fair market rates that “may…justify a fee 
system intended and calculated to hasten the departure of parked vehicles in congested areas, 
as well as to defray the cost of installation and supervision.”11 California case law also recognizes 
that parking meters ordinances are for the purpose of regulating and mitigating traffic and parking 
congestion in public streets, and not a tax for revenue purposes.12 

Recommended Payment System and Metering Technology 
There are several meter technologies and payment systems that Hayward could use, but a 
review of best practices in cities comparable to Hayward and a review of the capabilities of 
existing metering technologies found that the preferred approach would balance the following 
goals: 

 Maximize ease of use in order to increase customer convenience and reduce uncertainty 
and anxiety 

                                            
10 In cities such as San Francisco and Los Angeles, wirelessly networked occupancy sensors, parking meters, and 
smart phones carried by each enforcement officer are now linked together. These integrated systems allow 
enforcement officers to immediately see which blocks contain the largest number of vehicles which have parked, but 
which have not paid for parking, allowing enforcement officers to focus their time on blocks with the largest number of 
potential violators. This can substantially increase enforcement efficiency (i.e., allowing the same level of enforcement 
with fewer officers, or a greater level of enforcement) and is perhaps the single most important reason why cities are 
currently installing parking occupancy sensors. 
11 DeAryan v. City of San Diego, 75 CA2d pp 292, 296, 1946. 
12 Ibid., p293. For more information, on California Vehicle Code statutes and case law that provide the legal basis for 
charging market rate parking prices and creating Parking Benefit Districts see Appendix E, Redwood City Ordinance. 
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 Minimize capital and operations costs (administration, maintenance, and enforcement) 

 Promote turnover of curb parking spaces (so that visitors can always find a space) 

 Achieve other revitalization goals (good urban design, cleanliness, etc.) 

These goals and a review of available technology suggest that Hayward should: 

 Install modern parking meters (either single-space or multi-space13) that accept multiple 
forms of payment (coins, credit cards, debit cards) and allow the user to extend time by 
cell phone, to provide ease of use 

 Are solar powered with battery back-up (so no need for electrical hook-ups or electricity 
costs) and centrally networked with wireless technology, to reduce operations costs and 
improve parking management and pricing decisions 

Examples of modern meters with pay-by-space systems are illustrated in Figure 3-2. 

Figure 3-2 Examples of modern meters  

 

                                            
13 If multi-space meters are chosen, it is preferable to implement a “pay-by-space” payment system which allows 
motorists to park, pay, and go (not pay-and-display, which requires customer to return to vehicle to display a receipt, 
can contribute to litter problems, and increases the difficulty of monitoring parking occupancy) 
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Source: The Wall Street Journal Online. 

Compared to previous generations of meter technology, credit-card-accepting meters using a 
pay-by-space payment system (along with pricing parking at fair market rates and eliminating 
time limits) confer multiple benefits. As detailed below, they minimize operations costs for 
administration, maintenance, and enforcement, and provide better customer service: 

 Automated audit trail, reduced revenue loss: Fully automated audit trail of all service 
actions, cash transactions, and parking purchases helps reduce operations costs and 
revenue loss 

 Reduced downtime: Harder to vandalize; if failure occurs, service alerts sent wirelessly by 
e-mail, cell phone, or text message to multiple responsible parties (maintenance worker, 
parking enforcement dispatcher, etc) to reduce downtime and help resolve customer 
service issues 

 Demand-responsive pricing: Prices can be easily adjusted from a central terminal, using 
the wireless network features; unlike older meters, allows rate structures that vary by hour 
of day or day of week, including programming changes for special events. 

 Better user interface: Interactive display screens can convey more info (instructions, etc) 

Establish Parking Benefit District: Dedicate parking revenues to public improvements 
and services that benefit the blocks where the revenue is collected. 
Net revenues from paid parking in the Commercial Parking Benefit District should fund public 
improvements that benefit the blocks where the revenue is collected ("net revenues" means total 
parking revenues from the area, less revenue collection costs, such as purchase and operation of 
the meters, enforcement and the administration of the District). If parking revenues seem to 
disappear into the General Fund, where they may appear to produce no direct benefit for the 
Specific Plan area, there will be little support for installing parking meters, or for raising rates 
when needed to maintain decent vacancy rates. But when local 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 become willing to support market rate pricing -- and if 
experience from other cities is any guide, many will become active advocates for the concept.  

To ensure such continuing support for a Parking Benefit District, and for continuing to charge fair 
market rates for parking, it is crucial to give local stakeholders a strong voice in deciding how 
parking revenues should be spent, and overseeing the operation of District to ensure that the 
monies collected from their customers are spent wisely.  

To accomplish this, the City Council should consider establishing an advisory board, similar to 
examples such as the City of Pasadena's Old Pasadena Parking Meter Revenue Advisory Board, 
which advises the City on policies, rates and expenditures of meter revenue in the Old Pasadena 
Parking Meter Zone. City Council would appoint the members of the advisory board, with the 
recommended composition including local business and property owners). In particular, the 
Advisory Board should advise City Council how the community would like the meter revenue 
spent. City Council should retain final approval over all expenditures. Bonding against future 
revenue (i.e. issuing revenue bonds) will enable to fund larger capital projects (including the cost 
of the meters) in the early stages of implementing the Parking Benefit District. 
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Potential uses of meter revenue from Parking Benefit District 
Estimating potential revenue from the Parking Benefit District is beyond the scope of this report. 
To accomplish this will require additional study of the timing, location and quantity of future 
development; current and estimated future parking occupancy rates; and information on various 
other factors. However, the Best Practices Appendix (see Appendix A) provides examples of 
revenues generated in several transit-oriented districts. 

Potential uses for Parking Benefit District revenues include: 

 Additional police patrols to provide additional security 

 Landscaping and streetscape improvements 

 Street cleaning, power-washing of sidewalks, and graffiti removal 

 Pedestrian-scaled lighting 

 Transit, pedestrian, and bicycle infrastructure and amenities 

 Oversight and management of District infrastructure and amenities 

 Additional parking enforcement 

 Marketing and promotion of local businesses 

 Purchase and installation costs of meters (e.g., through revenue bonds or a “build-
operate-transfer” financing agreement with a vendor) 

 Additional programs and projects as recommended by community via an advisory board 
and approved by City Council 

For the Mission Boulevard Corridor, both the perception and the reality of crime has emerged as 
a key issue. In order to address this, meter revenues can be spent on having an active on-street 
security presence in the form of additional police patrols and/or “District Ambassadors.” These 
latter individuals can serve multiple purposes by escorting motorists to their vehicles at night, 
patrolling the commercial areas, and acting as information resources to visitors who need 
assistance in getting directions. Other cities, such as Pasadena, San Francisco, Washington, DC 
and others have implemented similar programs with great success in making customers feel 
welcome and secure.  

Organizational structure for the Parking Benefit District 
A number of different organizational structures can be used to establish a Parking Benefit District. 
The District can be a public or quasi-public entity, such as a Business Improvement District. 
Alternatively, the District can be established as simply a financial entity (somewhat like an 
assessment district), which would require by ordinance that meter revenues raised within the 
District be spent to benefit the District. In this latter case, establishing the District would serve 
primarily to reassure the community that it would benefit the blocks where the revenue is 
collected. Under this arrangement, the District would be managed and housed within an existing 
City agency such as the Development Services Department or Public Works Department.  

Regardless of the ultimate organizational structure implemented, a focused effort, with dedicated 
and well-trained staff, will be needed to refine and implement the recommendations made within 
this report, and to then manage the ongoing operation of the system. The most important 
recommendations would likely include: 
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 Establishing the Parking Benefit District, and managing it thereafter. This would include 
responsibility for installing and operating the parking meter system, monitoring parking 
occupancy and proposing rate adjustments, overseeing collection and expenditure 
parking revenues, and in general, operating the parking system in a customer-friendly 
way. 

 Establishing and managing any public parking facilities that may be developed in the 
future. This would likely include both everyday operations and negotiating purchase 
and/or lease of existing private parking, as well as the leasing of public spaces to new 
development when necessary. 

 Establishing and managing alternative transportation programs for the District (as 
recommended elsewhere in this report) to ensure that the District invests in the most cost-
effective mix of parking, transit, rideshare, bicycle and pedestrian improvements. 

 Explaining and assisting in enforcing the transportation demand management 
requirements (such as "unbundling" parking costs from office leases and residential rents) 
recommended elsewhere in this report. 

Additional recommendations for implementing the Commercial Parking Benefit District 
The City should pursue the following additional strategies when implementing the Commercial 
Parking Benefit District: 

 Conduct extensive community outreach & education prior to launch of meters 

 Install user-friendly signage to explain meter operation, rates, and hours/days of operation 

 Use “Mobility Ambassadors” to assist with meters during first few weeks/months of 
implementation & during peak visitor demand periods 

 Create mechanisms (such as regular advisory board meetings, surveys, etc.) for soliciting 
ongoing input from local businesses, visitors, and other key stakeholders and for resolving 
customer service issues and stakeholder concerns 

Summary of benefits from all Parking Benefit District recommendations 
The recommendations for metered parking and the creation of a Commercial Parking Benefit 
District will result in the following benefits: 

 Ensure that there is always a short-term parking space available in high demand areas – 
approximately one in 7 spaces will always be available for customers and visitors 

 Prevent “cruising” for parking, thereby preventing traffic congestion 

 Encourage long-term parkers and daily commuters to park in off-street garages and lots 

 Avoid the “2-hour shuffle” of employees moving cars from one curb parking space to 
another every few hours 

 Eliminate “ticket anxiety” of short-term parkers worried about overstaying time limits 

 Reduce capital, operations, maintenance, and enforcement costs compared to old-
fashioned coin-only meters or time limits 

 Generate significant revenue to help pay for District improvements (for cleaning, security, 
pedestrian /bicycle infrastructure, lighting, etc.)   
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Recommendation 2: 
Invest Meter Revenues in Transportation 
Demand Management Programs 
Goal: Invest in the most cost-effective mix of transportation modes for access to the Specific Plan 
area, including both parking and transportation demand management strategies. 

Recommendation: Invest a portion of meter revenues in a full spectrum of transportation 
demand management strategies for employees and residents, including transit, carpool, vanpool, 
bicycle and pedestrian programs. 

Discussion: The cost to construct new parking garages in Hayward can be expected to be in the 
range of $22,000 to $45,000 per space, judging from recent cost estimates for garages in 
Hayward.14 This results in a total cost to build, operate and maintain new spaces ranging from 
approximately $140 to $250 per month per space, every month for the expected 35-year lifetime 
of the typical garage. These dismal economics for parking garages lead to a simple principle: it 
can often be cheaper to reduce parking demand than to construct new parking. Therefore, 
Hayward should invest in the most cost-effective mix of transportation modes for access to the 
Specific Plan area, including both parking and transportation demand management strategies. 

By investing in the following types of demand reduction strategies, other cities have cost-
effectively reduced parking demand (and the resulting traffic loads). The Commercial Parking 
Benefit District should invest a portion of parking revenues (and other fees, grants, and/or 
transportation funds, when available) to establish a full menu of transportation programs for the 
benefit of residents and employees. These programs should include: 

 Deep-discount Group Transit Passes. As described more fully in Recommendation 3, a 
deep-discount group transit pass program would provide free transit passes for 
employees and residents of the Specific Plan area. The annual passes would be 
purchased at a deeply-discounted bulk rate by the Parking Benefit District from transit 
operators.  

 Carpool & Vanpool Incentives. Provide ride-sharing services, such as carpool and 
vanpool incentives, customized ride-matching services, a Guaranteed Ride Home 
program (offering a limited number of emergency taxi rides home per employee), and an 
active marketing program to advertise the services to employees and residents. 

 Bicycle/Pedestrian Facilities. Provision of bicycle facilities, such as secure bike parking, 
clothes lockers, and shower facilities. 

 Transportation Demand Management Staff. A Parking & Transportation Manager (and 
this person’s staff, if revenues permit more than one position) can provide personalized 
information on transit routes and schedules, carpool and vanpool programs, bicycle routes 
and facilities and other transportation options. The Parking & Transportation Manager 
should also take responsibility for administering and actively marketing all demand 

                                            
14 According to the South Hayward BART Proposition 1C Infill Infrastructure Grant Application, the cost for a 910-space 
parking structure for BART commuters was estimated at $19,893,240, or $21,861 per space, while the cost for a 190-
space subterranean garage for retail parking was estimated at $8,479,789, or $44,630 per space. The cost figure for 
the 910-space garage does not include land value, so it is a conservative figure.  
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management programs. Parking District operations and administration could be housed 
here as well. 

Case Study: Boulder, Colorado 
An excellent example of a Parking Benefit District that funds transportation alternatives is the City 
of Boulder (Colorado) Downtown Management Commission & Central Area General Improvement 
District (CAGID), which is profiled in Appendix A. Since the downtown baseline figures were 
established in 1995, the drive-alone rate has fallen 20 percentage points, from 56% in 1995 to 
36% in 2005, while the transit mode share has more than doubled from 15% to 34% (see Figure 
3-3). The resulting ridership is estimated at a parking equivalent of 4,390 spaces. Overall, 
Boulder has found that in many cases, it is cheaper to provide free transit and strong ridesharing 
programs to all employees than to provide them with parking.  

Figure 3-3 Downtown Boulder Mode Split 
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Recommendation 3: 
Provide Deep-discount Group Transit Passes 
Goal: Increase transit ridership and reduce parking demand by providing free transit passes to 
residents and employees. 

Recommendation: Using deep-discount group transit pass programs (a.k.a. universal transit 
passes), provide free transit passes to employees and residents. For employees and residents of 
existing land uses, fund this program using Parking Benefit District revenues and other sources 
as available. For employees and residents of new developments, require, as a condition of 
development approval, that the development pay the cost of enrolling employees and residents of 
the development in the transit pass program.  

Discussion: In recent years, growing numbers of transit agencies, including the Alameda/Contra 
Costa Transit District (AC Transit), have teamed with universities, employers, districts and 
residential neighborhoods to establish deep-discount group transit pass programs. These 
programs provide all of the members of a group with unlimited-use transit passes, at a per-person 
rate which is deeply discounted from the ordinary retail price that an individual would pay for a 
monthly transit pass. A significant example of a multi-employer deep-discount group pass 
program funded by parking meter revenues is the Eco Pass program in downtown Boulder, which 
provides free transit on Denver's Regional Transportation District (RTD) light rail and buses to 
more than 8,300 employees employed by 1,200 different businesses in downtown Boulder. To 
fund this program, Boulder's downtown parking benefit district pays a flat fee for each employee 
enrolled in the program, regardless of whether the employee actually rides transit. Because every 
full-time employee in the downtown is enrolled in the program, the Regional Transportation 
District in turn provides the transit passes at a deep bulk discount.  

A review of existing deep-discount group pass programs found that the annual per person fees 
are between 1% and 17% of the retail price for an equivalent annual transit pass. The principle of 
deep-discount group transit passes is similar to that of group insurance plans – transit agencies 
can offer deep bulk discounts when selling passes to a large group, with universal enrollment of 
all members of the group, on the basis that not all those offered the pass will actually use them 
regularly. 

In the case of Hayward residents and employees, the cost savings would be considerable. AC 
Transit’s deep-discount group transit pass program, known as the “EasyPass” program, is 
available to employers, educational institutions and residential developments for an annual fee of 
between $41 – 155 per person enrolled, with the fee depending on the size of the group and the 
level of transit service provided within one-quarter mile of the employer’s location.15 EasyPass 
holders are entitled to unlimited rides on all AC Transit vehicles, including AC Transit’s Transbay 
service to San Francisco. By comparison, to get the same level of transit service, an individual 
purchasing a year's worth of monthly transit passes at the regular retail price would have to pay 
$1,590 per year.16 

 

                                            
15 http://www.actransit.org/riderinfo/easypass/ (accessed April 4, 2011). 
16 AC Transit’s regular price for a 31-day Transbay pass is $132.50. The price for a year’s worth of passes would 
therefore be $1590 (12 x $132.50 = $1590). See http://www.actransit.org/rider-info/bus-fares/ (accessed April 4, 2011). 
AC Transit also offers a Local Pass to individuals for $80 per month, but this pass is not valid for Transbay service. 
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Some of the employee, student and residential community groups currently enrolled in AC 
Transit’s EasyPass program include17: 

 City of Alameda: all full-time City employees. 

 City of Berkeley: all fully-benefited City of Berkeley staff. 

 Mills College: all Mills College undergraduates paying the ASMC student fee. 

 Peralta Community Colleges: all students who maintain nine or more units at all four 
campuses, including Laney and Merritt Colleges, Berkeley City College, and the College 
of Alameda. 

 UC Berkeley: all UC Berkeley undergraduate and graduate students. 

 Bridge Housing’s Ironhorse Apartments in Oakland: Each residential unit is entitled to 
one free EasyPass for one named individual, and additional passes may be purchased for 
other verifiable Ironhorse residents in the unit for a $77 annual fee.18 

 Fourth & U Apartments in Berkeley: Each residential unit is entitled to one free 
EasyPass for one named individual, and additional passes may be purchased for other 
verifiable Fourth & U residents in the unit for an $89 annual fee.19 

For the City of Hayward, some key advantages of partnering with AC Transit to establish a deep-
discount group transit pass program for all of the employees and residents of the specific plan 
area are: 

 AC Transit is likely to be a willing partner: Unlike BART and some other transit providers, 
AC Transit has already established a deep discount group transit pass program and is 
actively seeking new customers. 

 Established service: AC Transit already provides significant transit service along the 
Mission Boulevard corridor, with buses running seven days a week, 24 hours a day. AC 
Transit routes traveling along Mission Boulevard through the Specific Plan area in the 
portion north of A Street include route 93 (Bayfair BART Station in San Leandro to South 
Hayward BART and serving Cherryland and San Lorenzo), route 99 (Bayfair BART 
Station to Fremont BART) and route 801 (the All-Nighter service from Downtown Oakland 
to Fremont BART). In the portion south of A Street, AC Transit service includes routes 22 
(Hayward BART Station to South Hayward BART and serving west Hayward), 99 and 
801. 

 Regional reach: An AC Transit EasyPass would provide residents and employees with 
fare-free service on all of AC Transit's 78 local lines and 27 Transbay lines, including 
destinations as far north as Richmond and San Pablo, as far south as Fremont and 
Newark, and Transbay service reaching west to San Francisco, Foster City and San 
Mateo. 

                                            
17 http://www.actransit.org/rider-info/easypass/easypass-client-information/ (accessed April 4, 2011). 
18 http://www.actransit.org/wp-content/uploads/0214-09_EasyPass_Ironhorse_User_WEB.pdf (accessed April 4, 2011) 
and http://www.bridgehousing.com/Ironhorse (accessed April 4, 2011). 
19 http://www.actransit.org/wp-content/uploads/Fourth-U-User-Guide-Web-1210.pdf and http://www.fourthandu.com/ 
(accessed April 8, 2011). 
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 Leveraging existing investment: Hayward residents and employees already pay sales 
taxes, property taxes and bridge tolls to help support AC Transit. An EasyPass program 
would help Hayward residents and employees realize greater benefit from that existing 
investment. 

Disadvantages of partnering with AC Transit include the following:  

 AC Transit bus service is sometimes criticized as slow and unreliable, compared with 
services such as BART (which has the advantage of an exclusive guideway, instead of 
running buses on congested streets in mixed traffic). 

 AC Transit’s operating costs per hour of bus service are higher than those of some other 
public and private transit operators, suggesting that Hayward may be able to operate its 
own shuttles more cost-effectively. 

Considering both pros and cons, we recommend that the City work with AC Transit to establish a 
district-wide EasyPass program for the Specific Plan area. As a future step, the City should work 
with other Hayward-serving transit agencies (such as BART) to establish similar deep-discount 
group pass programs, and should further  explore the option of developing the City’s own shuttle 
system to supplement AC Transit’s existing service. 

Benefits from deep-discount group transit pass programs 
Deep-discount group transit passes provide multiple benefits, as discussed below. 

For transit riders 
 Free access to transit (e.g., eliminating the current $2 per ride or $80-$132.50 per month 

AC Transit pass price)  

 Rewards existing riders, attracts new ones 

 For employees who drive, making existing transit free can effectively create convenient 
park-and-ride shuttles to existing underused remote parking areas  

For transit operators 
 Provides a stable source of income 

 Increases transit ridership, helping to meet agency ridership goals 

 Can help improve cost recovery, reduce agency subsidy, and/or fund service 
improvements 

For commercial districts 
 Reduces traffic congestion and increases transit ridership 

 Reduces existing parking demand: Santa Clara County’s (CA) Eco Pass program resulted 
in a 19% reduction in parking demand 

 Reduces unmet parking demand: UCLA’s BruinGo! program resulted in 1,300 fewer 
vehicle trips which resulted 1,331 fewer students on the wait list for parking permits (a 
36% reduction) 

 Reduces future growth in parking demand: University of Washington’s U-Pass program 
helped avoid construction of 3,600 new spaces, saving $100 million (since 1983 the 
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university has increased its population by 8,000, but has actually reduced the number of 
parking spaces on campus). 

For developers 
 Deep-discount group pass programs can benefit developers if implemented concurrently 

with reduced parking requirements, which consequently lower construction costs 

 Providing free transit passes at new developments provides an amenity that can help 
attract renters or home buyers as part of lifestyle marketing campaign appealing to those 
seeking a “transit-oriented lifestyle” 

For employees/employers 
 Reduces demand for parking on-site 

 Provides a tax-advantaged transportation benefit that can help recruit and retain 
employees 

As Figure 3-5 illustrates, free transit passes are usually extremely effective means to reduce the 
number of car trips in an area. Reductions in car mode share of 4% to 22% have been 
documented, with an average reduction of 11%. By removing any cost barrier to using transit, 
including the need to search for spare change for each trip, people become much more likely to 
take transit to work or for non-work trips.  
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Figure 3-4 Mode shifts achieved with free transit passes 

Location Drive to work Transit to work 

Municipalities Before After Before After 

Santa Clara (VTA) 20  76% 60% 11% 27% 

Bellevue, Washington21 81% 57% 13% 18% 

Ann Arbor, Michigan22 N/A (4%) 20% 25% 

Universities 

UCLA23 (faculty and staff) 46% 42% 8% 13% 

Univ. of Washington, Seattle24 33% 24% 21% 36% 

Univ. of British Colombia25 68% 57% 26% 38% 

Univ. of Wisconsin, Milwaukee26 54% 41% 12% 26% 

Colorado Univ. Boulder 
(students)27 

43% 33% 4% 7% 

Case Studies 

General deep-discount group transit pass programs 
Silicon Valley (CA): Silicon Valley’s Valley Transportation Authority (VTA) Eco Pass program 
charges employers between $7.50 and $120 per year per employee, instead of the usual $990 
per year for a transit pass. The result has been a 19% decrease in parking demand at employers 
participating in the program. Neighborhood Eco Pass programs apply the same principle to 
residential developments.28 

Boulder (CO): In Boulder the Eco Pass is an annual bus pass purchased by employers for all full-
time employees. The annual cost for a normal pass varies between $540 and $1,620 whereas the 

                                            
20 Santa Clara Valley Transportation Authority, 1997. 
21 1990 to 2000; http://www.commuterchallenge.org/cc/newsmar01_flexpass.html. 
22 White et. al. “Impacts of an Employer-Based Transit Pass Program: The Go Pass in Ann Arbor, Michigan.” 
23 Jeffrey Brown, et. al. “Fare-Free Public Transit at Universities.” Journal of Planning Education and Research 23: 69-
82, 2003. 
24 1989 to 2002, weighted average of students, faculty, and staff; From Will Toor, et. al. Transportation and Sustainable 
Campus Communities, 2004. 
25 2002 to 2003, the effect one year after U-Pass implementation; From Wu et. al, “Transportation Demand 
Management: UBC’s U-P ass – a Case Study”, April 2004. 
26 Mode shift one year after implementation in 1994; James Meyer et. al., “An Analysis of the Usage, Impacts and 
Benefits of an Innovative Transit Pass Program”, January 14, 1998. 
27 Six years after program implementation; Francois Poinsatte et. al. “Finding a New Way: Campus Transportation for 
the 21st Century”, April, 1999. 
28 VTA Eco Pass website. Accessed at http://www.vta.org/ecopass/ecopass_corp/index.html. 
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annual per employee fee for the Eco Pass ranges from $31 to $279. Six years after the program 
implementation the Eco Pass has reduced the drive-to-work mode share by 10%. The Eco Pass 
program alone has also reduced commuter parking demand by 850 spaces, according to 
Boulder's Downtown Management Commission.29  

King County (WA): A King County Metro FlexPass costs $65 per year per employee for 
employers compared to the normal annual cost of $396-1584. King County Metro notes that in 
downtown Bellevue, FlexPass is responsible in part for a 24% drop in drive alone commutes from 
1990 to 2000 (81% to 57%).30 

Residential transit pass programs 
Transit subsidies can also be used for a wide range of residential developments. Under AC 
Transit’s EasyPass program for residential communities, and also in Santa Clara County, CA 
(under the Valley Transportation Authority's Eco Pass program) and Portland, OR, property 
managers can bulk-purchase transit passes for their residents at deeply discounted rates. In 
Portland, transit use among residents increased by between 79% and 250% in two different 
developments after transit passes were offered there.31 

In Boulder, both residential developments (e.g., apartment complexes) and entire neighborhoods 
(even typical single-family areas) can purchase Eco Passes for their residents. In the latter case, 
neighborhood volunteers collect contributions on an annual basis, and once the minimum 
financial threshold is met, everyone living in the neighborhood is eligible for the transit pass. At 
least one Boulder neighborhood has used a yet another funding approach, electing to increase 
property taxes to purchase its neighborhood-wide Eco Passes. 

A cost-effective transportation investment 
Many cities and institutions have found that providing additional parking spaces costs much more 
than reducing parking demand by providing groups with free transit. For example, a study of 
UCLA’s deep-discount group transit pass program found that building and operating a new 
parking space cost more than three times as much reducing demand by one parking space by 
providing free transit passes ($223/month versus $71/month).32 

In addition, reducing resident and employee demand for parking can free up more spaces for 
short-term parkers. This can provide additional parking revenue to pay for improvements in the 
Commercial Parking Benefit District. For example, the same study of UCLA’s deep-discount 
group transit pass program mentioned above found that an hourly space on-campus generates 
30% more revenue than a monthly space if used 50% of the time and 149% more revenue than a 
monthly space if used 100% of the time, because UCLA’s short-term (hourly) parking rates are 
substantially higher than its monthly parking rates.33 

                                            
29 Interviews and e-mail correspondence with local developers, planners, and CAGID staff. 
30 Accessed at http://www.commuterchallenge.org/cc/newsmar01_flexpass.html. 
31 Caltrans. “Parking and TOD: Challenges and Opportunities,” 2002. 
32 Jeffrey Brown, et. al. “Fare-Free Public Transit at Universities: An Evaluation.” Journal of Planning and Education 
Research, 2003: Vol 28, No. 1, pp 69-82. 
33 Ibid. 
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Implementation Details 
Given the long-term goal of providing universal coverage for all employees and residents, but a 
short-term reality of limited City staff time and funding, implementation of this program will require 
phasing in coverage over time, as new development projects go forward and transportation 
revenues permit.  

Existing employees and residents 
Deep-discount group transit passes for existing employees and residents should be funded 
primarily by parking meter revenues (supplemented by, as available, other federal, state and local 
transportation funding and/or other new local revenues, such as could be provided by a new 
assessment district for the Specific Plan area). Development and implementation of this program 
should be managed by the staff of the Parking Benefit District (see Recommendation 2). 

Employees and residents of new development 
For employees and residents of new developments, require, as a condition of development 
approval, that the development pay the cost of enrolling employees and residents of the 
development in the deep-discount group transit pass program. To ensure that all new 
developments, even ones whose population would ordinarily be too small to qualify for AC 
Transit’s EasyPass program, can obtain transit passes at the deep-discount rate, it will be 
important for the City to work with AC Transit to negotiate a District-wide rate, similar to 
Downtown Boulder’s District-wide Eco Pass plan, so that each new development is treated as 
part of a larger group. The key for AC Transit will be to receive assurance that all new 
developments will be participating (rather than only employers and residences with high transit-
use rates), so that AC Transit can be reassured that it will not lose revenue from the program.  

Goals 
In implementing a deep-discount group transit pass program, the City should emphasize: 

 Universal coverage for all residents and employees, which allows lower per rider costs 
and allows the transit agency to offer a deeper discount. 

 Automatic opt-in, which lowers sign-up barriers and encourages greater participation and 
ridership gains. 

 Plan for targeted service improvements to further encourage usage of the deep-discount 
group transit pass and/or to respond to increased ridership after the program is launched. 
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Recommendation 4: 
Require Parking Cash Out 
Goal: Subsidize all employee commute modes equally and create incentives for commuters to 
carpool, take transit, and bike or walk to work. 

Recommendation: Require all new and existing employers that provide subsidized employee 
parking to offer their employees the option to cash out their parking subsidy. 

Discussion: Many employers in Hayward provide free or reduced price parking for their 
employees as a fringe benefit. Under a parking cash-out requirement, employers will be able 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 cash value of the parking subsidy should be offered in the following forms: 

 A transit/vanpool subsidy equal to the value of the parking subsidy (of which up to $230 is 
tax-free for both employer and employee)34 

 A bicycle subsidy equal to the value of the parking subsidy (of which up to $20 per month 
is tax-free for both employer and employee) 

 A taxable carpool/walk subsidy equal to the value of the parking subsidy 

Employees who opt to cash out their parking subsidies would not be eligible to receive free 
parking from their employer, and would be responsible for their parking charges on days when 
they drive to work. 

Benefits of Parking Cash Out 
The 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. The benefit is particularly valuable to low-income employees, who 
are less likely to drive to work alone. 

 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. 

In addition to these benefits, the primary benefit of parking cash-out programs is their proven 
effect on reducing auto congestion and parking demand. Figure 3-5 illustrates the effect of 
parking cash out at seven different employers located in and around Los Angeles. It should be 
noted most of the case study employers are located in areas that do not have good access to 
transit service, so that a large part of the reduced parking demand that occurred with these 
parking cash-out programs resulted when former solo drivers began carpooling.  

                                            
34 Under the federal “Commuter Choice” law. More info at the Federal Transit Administrations’ Commuter Choice 
website http://www.fta.dot.gov/initiatives_tech_assistance/customer_service/2172_ENG_HTML.htm. 
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Figure 3-5  Effects of parking cash out on parking demand 

 
Source: Derived from Donald Shoup, “Evaluating the Effects of Parking Cash Out: Eight Case Studies,” 1997. Based 
on the cost in 2005 dollars. 

Figure 3-6 outlines key research on commuter responsiveness to financial incentive programs 
implemented throughout the United States. The studies illustrate programs implemented in cities, 
colleges, and by individual employers, covering tens of thousands of employees and hundreds of 
firms. The findings show that, even in suburban locations with little or no transit, financial 
incentives can substantially reduce parking demand. On average, a financial incentive of $70 per 
month reduced parking demand by over one-quarter. 

Implementation Details 
Additional details on implementing a parking cash-out program – including how this could be 
implemented for different types of employers and how the program could be enforced – are 
discussed below. 

Firms that lease employee parking 
If the City requires the unbundling of parking costs from commercial lease costs for all new 
commercial development (as recommended elsewhere in this plan), parking cash out will already 
be required under state law for those employers with 50 or more employees who lease their 
parking under California’s existing parking cash-out law.35 

  

                                            
35 “California’s Parking Cash Out Law: An Informational Guide for Employers.” California Air Resource Board, 2002. 
Accessed at http://www.arb.ca.gov/planning/tsaq/cashout/cashout_0502.pdf. 
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Figure 3-6 Effect of financial incentives on parking demand 

Location Scope of Study 

Financial 
Incentive  
per Month  
(1995 $) 

Decrease in 
Parking 
Demand 

Group A: Areas with little public transportation 

Century City, CA1 3500 employees at 100+ firms $81 15% 

Cornell Universitzy, NY2 9000 faculty and staff $34 26% 

San Fernando Valley, CA1 1 large employer (850 employees) $37 30% 

Bellevue, WA3 1 medium-size firm (430 empl) $54 39% 

Costa Mesa, CA4 State Farm Insurance employees $37 22% 

Average   $49 26% 

Group B: Areas with fair public transportation 

Los Angeles Civic Center1 10,000+ employees, several firms $125 36% 

Mid-Wilshire Blvd, LA1 1 mid-sized firm $89 38% 

Washington DC suburbs5 5500 employees at 3 worksites $68 26% 

Downtown Los Angeles6 5000 employees at 118 firms $126 25% 

Average   $102 31% 

Group C: Areas with good public transportation 

University of Washington7 50,000 faculty, staff and students $18 24% 

Downtown Ottawa1 3500+ government staff $72 18% 

Average   $102 31% 

Overall Average   $67 27% 

Sources: 
1 Willson, Richard W. and Donald C. Shoup. “Parking Subsidies and Travel Choices: Assessing the Evidence.” 
Transportation, 1990, Vol. 17b, 141-157 (p145). 
2 Cornell University Office of Transportation Services. “Summary of Transportation Demand Management Program.” 
Unpublished, 1992. 
3 United States Department of Transportation. “Proceedings of the Commuter Parking Symposium,” USDOT Report 
No. DOT-T-91-14, 1990. 
4 Employers Manage Transportation. State Farm Insurance Company and Surface Transportation Policy Project, 1994. 
5 Miller, Gerald K. "The Impacts of Parking Prices on Commuter Travel," Metropolitan Washington Council of 
Governments, 1991. 
6 Shoup, Donald and Richard W. Wilson. "Employer-paid Parking: The Problem and Proposed Solutions," 
Transportation Quarterly, 1992, Vol. 46, No. 2, pp169-192 (p189). 
7 Williams, Michael E. and Kathleen L Petrait. "U-PASS: A Model Transportation Management Program That Works," 
Transportation Research Record, 1994, No.1404, p73-81. 
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To achieve the full potential of parking cash out, Hayward should adopt local legislation that 
extends parking cash-out requirements to all employers in the Specific Plan area who provide 
free/reduced price parking to their employees, including both those who own or lease their 
parking. Such an ordinance would simply require that any employers that provide subsidized 
parking to one or more of their employees must provide all their employees with the option to 
cash out their employee parking by taking the cash value of the parking subsidy. To establish the 
value of parking, the ordinance should define the market value of parking using the most recent 
estimate of the cost to add additional parking spaces, including both the opportunity costs of land, 
and the cost to build operate and maintain parking itself. 

Local enforcement measures to ensure compliance 
Several local jurisdictions have developed enforcement mechanisms to enforce parking cash-out 
requirements. For example, Santa Monica requires proof of compliance with the State's parking 
cash-out law before issuing occupancy permits for new commercial development. Another 
enforcement mechanism that has been considered in San Francisco is to require employers to 
provide proof of compliance (via an affidavit signed by a company officer) at the same time that 
they receive/renew their business license or pay their annual business taxes. This method 
ensures that all employers are in compliance with parking cash-out requirements on an ongoing 
basis, rather than limiting proof of compliance to a one-time enforcement for employers occupying 
new or renovated commercial buildings. 
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Recommendation 5:  
Create Residential Parking Benefit Districts 
Goal: Prevent spillover parking in neighborhoods adjacent to commercial uses. 

Recommendation: At the same time as parking meters are implemented for curb parking in 
commercial areas, implement Residential Parking Benefit Districts in adjacent residential areas. 
Residential Parking Benefit Districts are similar to residential permit parking districts, but allow a 
limited number of commuters to pay to use surplus on-street parking spaces in residential areas, 
and return the resulting revenues to the neighborhood to fund public improvements. These 
Districts should be implemented as necessary once a parking evaluation has taken place.  

Discussion: In order to prevent spillover parking in residential neighborhoods, many cities, 
including Hayward, implement residential permit parking districts (also known as preferential 
parking districts) by issuing a certain number of parking permits to residents, usually for free or a 
nominal fee. These permits allow the residents to park within the district while all others are 
prohibited from parking there for more than a few hours, if at all. At least 130 other cities and 
counties currently have such residential parking permit programs in effect in the US and 
Canada.36 

Residential permit parking districts are typically implemented in residential districts near large 
traffic generators such as central business districts, educational, medical, and recreational 
facilities but have several limitations. 

Most notably, conventional residential permit districts often issue an unlimited number of permits 
to residents without regard to the actual number of curb parking spaces available in the district. 
This often leads to a situation in which on-street parking is seriously congested, and the permit 
functions solely as a “hunting license”, simply giving residents the right to hunt for a parking 
space with no guarantee that they will actually find one. (An example of this is Boston’s Beacon 
Hill neighborhood, where the City’s Department of Transportation has issued residents 3,933 
permits for the 983 available curb spaces in Beacon Hill’s residential parking permit district, a four 
to one ratio.)37 

An opposite problem occurs with conventional residential permit districts in situations where there 
actually are surplus parking spaces (especially during the day, when many residents are away), 
but the permit district prevents any commuters from parking in these spaces even if demand is 
high and many motorists would be willing to pay to park in one of the surplus spaces. 

In both cases, conventional residential parking permit districts prevent curb parking spaces from 
being efficiently used (promoting overuse in the former example and underuse in the latter). 

To avoid these problems, Hayward should implement Residential Parking Benefit Districts in 
residential areas adjacent to commercial uses at the same time that parking meters are 
implemented for curb parking in commercial areas. This will prevent excessive spillover parking 
from commuters trying to avoid parking charges and further Hayward’s community revitalization 
goals. 

                                            
36 “Residential Permit Parking: Informational Report.” Institute of Transportation Engineers, 2000, p1. 
37 Shoup, Donald. The High Cost of Free Parking. APA Planners Press, 2005, p516. 
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Implementation details 
The following steps are recommended to implement each Residential Parking Benefit District. 

1) Count the number of available curb parking spaces in the area where the Residential 
Parking Benefit District is being considered. Counting the number of curb parking spaces 
available in an area where a Residential Parking Benefit District is being considered is an 
essential first step for any parking manager. It is the equivalent of knowing how many 
seats are in a movie theater, for the manager of the movie theater. Just as the manager of 
a movie theater cannot know how many tickets to sell without knowing how many seats 
exist, a parking manager cannot know how many parking permits to issue, unless he or 
she knows how many parking spaces exist. 

2) Make a map showing the results of the count. On blocks where individual parking stalls 
are not marked, assume that one parking space exists for every 20 feet of available curb 
space.38 (By "available" curb space, we mean curb space where parking is legal, so curb 
space where parking is prohibited, such as red painted curbs near fire hydrants, should be 
excluded.) Usually, "left over" fragments of curb space will exist, after all of the segments 
that are at least 20 feet long have been counted. For example, if there is a 96-foot long 
segment of curb space where it is legal to park, then the segment contains four 20-foot 
long parking spaces, plus a leftover 16-foot long fragment. Similarly, it is common to find 
“fragments” of legally available curb space (i.e., sections of curb space that are less than 
20 feet long) between driveways, or between a driveway and a fire hydrant. Count any 
leftover fragment that is at least 16 feet long as a parking space. Disregard fragments that 
are less than 16 feet long. (One may consider these longer fragments to be the equivalent 
of compact parking spaces: while not all cars fit in a space of this length, many cars will.) 
On the map, delineate clearly the number of curb parking spaces on each block face. 
Count the number of residential units on each parcel within the same area. Add this 
information to the map of curb parking spaces completed in Step #1. As a base map for 
this effort, an Assessor's Parcel Map is often very useful. The Assessor's Parcel Map can 
be combined with Assessor’s Parcel Data on the ownership of each parcel to help identify 
how many properties exist in an area, the legal boundaries of those properties, the 
homeowners and/or landlords for each residential unit, and in turn, this information can 
help clarify the number of residential units on each property, and the tenants who reside in 
those units. 

3) Compare the existing number of residential units in the area to the number of available 
curb parking spaces in the area. Usually, the best visual presentation is to prepare a map 
showing (a) the total number of residential units on each block, and (b) the number of 
available curb parking spaces on each block face. For the entire area, it is important to 
determine the ratio of curb parking spaces to residential units. (For example, if there are 
1000 curb parking spaces and 500 residential units, then the ratio is 2.0 curb parking 
spaces per unit.)  

4) Decide how many curb parking permits to issue to residents. This step determines what 
percentage of spaces will be left available at all times for visitors. For example, issuing 

                                            
38 In areas where parking is tight, so that drivers park close together, or in neighborhoods where the average vehicle 
size is smaller than average, this figure may be adjusted downward: one method is to count the number of cars actually 
parked on blocks where the parking is full, in order to estimate the average curb length required for each parked car. 
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eight permits for every 10 curb spaces leaves 20% of spaces available for visitors, even 
when all resident permit holders are present.  

5) Resident permits should be priced to balance multiple considerations, including: (a) the 
need to win acceptance for the program from existing residents (which is often best 
achieved by "grandfathering in” existing residents by providing them with free or nominally 
priced permits); (b) the need to fund the program's ongoing administrative costs; (c) the 
desire of local residents to raise funds for neighborhood improvements; and (d) the need 
for prices to balance supply and demand for the limited number of curb parking spaces. 
To reduce the price for residents, funding from non-resident sources, such as Commercial 
Parking Benefit District revenues, fees charged for commuter parking, and fees on new 
development can also be used. 

6) Rather than entirely prohibit non-resident parking as is done in many conventional 
residential parking permit districts, the City should rent any surplus parking capacity to 
non-residents at fair market rates. 

7) Finally, the rates for non-resident parking should be set at the price which maintains an 
85% occupancy rate, as determined by periodic City surveys, and all net revenues above 
and beyond the cost of administering the program should be dedicated to pay for public 
improvements in the neighborhood where the revenue was generated. 

8) Implement appropriate technology for charging non-residents for parking: for Residential 
Parking Benefit Districts in Hayward, the most efficient and least capital-intensive 
technology is likely to be to follow the lead of the Borough of Westminster in London. In 
Westminster’s residential parking permit districts, visitors may pay by cell phone for 
parking (the number to call is posted on the residential parking signs); or by purchasing 
books of parking cards from local libraries.39 In Pasadena, CA, pay stations for purchasing 
visitor parking permits are located at each neighborhood fire station, and may also be 
purchased online and printed out at home. 

Community Participation & Local Control 
As with Hayward's existing residential permit parking ordinance, Residential Parking Benefit 
Districts should only be implemented if a majority (55% threshold) of property owners on a block 
supports formation of the District. 

Once implemented, residents, property owners, and business owners in the District should 
continue to have a voice in recommending to City Council how they would suggest new parking 
revenue be spent in their neighborhood. This could occur via City staff attendance at existing 
neighborhood association meetings, mail-in surveys or public workshops. Another option is to 
appoint advisory committees in each Parking Benefit District, tasked with recommending to City 
Council how the revenue should be spent in their neighborhood. 

Benefits of Residential Parking Benefit Districts 
Residential Parking Benefit Districts have been described as “a compromise between free curb 
parking that leads to overcrowding and [conventional residential] permit districts that lead to 
underuse…[parking] benefit districts are better for both residents and non-residents: residents get 

                                            
39 See: http://www.westminster.gov.uk/services/transportandstreets/parking/permits/visitorsparkingfaq/  
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public services paid for by non-residents, and non-residents get to park at a fair-market price 
rather than not at all.”40 

Benefits of implementation of Residential Parking Benefit Districts in Hayward include the 
following: 

 Excessive parking spillover into commercial-adjacent neighborhoods will be prevented. 

 Scarce curb parking spaces are used as efficiently as possible. 

 Need for construction of additional costly parking structures is reduced 

 Residents will be more likely to find a convenient parking space at the curb. 

Examples of Residential Parking Benefit Districts 
Residential Parking Benefit Districts have been implemented in various forms in the following 
jurisdictions: 

 Aspen, CO (non-resident permits: $5/day) 

 Boulder, CO (resident permits $12/year; non-resident permits $312/year) 

 Santa Cruz, CA (resident permits $20/year; non-resident permits $240/year) 

 Tucson, AZ (resident permits $2.50/year; non-resident permits $200-$400/year, declining 
with increased distance from University of Arizona campus) 

 West Hollywood, CA (resident permits $9/year; non-resident permits $360/year) 

  

                                            
40 Shoup, Donald. The High Cost of Free Parking (Chicago: APA Planners Press), 435. 
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“Permitless” Parking (a.k.a. "Virtual Parking Permits") 
License Plate Recognition (LPR) technology eliminates the need for paper parking permits by 
utilizing a camera and laptop computer that uses software to interpret or read images of license 
plates and then verifies the read image against a list of authorized plates from an online 
database. If a license plate is not found in the database, the owner is issued a citation. 

LPR technology is connected to a computer database, where the license plates of all vehicles 
permitted to park in a garage, lot or neighborhood are entered. This data is then loaded into the 
LPR system which is mounted on a parking patrol vehicle. As the patrol vehicle is patrolling 
through the given area, the system will issue an alert whenever it identifies a vehicle that is not 
authorized to park in the area. The system can also issue an alert when an authorized vehicle 
has exceeded the time limit for the area.  

There a number of advantages to using the “permitless” parking system. By eliminating the need 
for paper permits, the staff time needed to manage parking permits is reduced, issues 
surrounding lost or forgotten permits greatly decrease, unwarranted citations are also reduced 
when compared to traditional parking systems, and the time needed to verify a vehicle takes only 
a few seconds rather than the minutes it may take for a thorough search if a permit is not 
immediately visible. Additionally, an online interface can be set up allowing permit holders 
manage their accounts through the web-based system.  

For example, in the fall of 2007, UC Irvine introduced a new Parking Management System 
utilizing LPR technology at two on-campus housing complexes. A web-based application allows 
residents to manage their parking options online while the administrators overseeing the 
database still retains ultimate control over the system and user accounts. As a result of the 
implementation of this new system, citation complaints have decreased by 75%, the number of 
steps in the permit process has been reduced from 18 to three, staff time devoted to entering 
license plates has been eliminated since residents now enter their license plate information 
online, and there has been a significant reduction in the number of citations that were cancelled 
because vehicle operators forgot to display a parking permit, patrol error, or due to ambiguity of 
the prior license plate registration system.41 

Many cities, including Antioch, Concord, Los Angeles, Oakland, Petaluma, Pittsburg, Pleasant 
Hill, San Francisco and Sacramento, now use license plate recognition systems for various other 
enforcement tasks, such as spotting stolen vehicles and vehicles with multiple outstanding 
parking citations, and more efficiently enforcing parking time limits. (Using license plate 
recognition makes it possible for parking enforcement officers to enforce time limits without 
physically chalking tires, meaning that motorists can no longer evade time limits by rubbing off the 
chalk.) The District of Columbia has pioneered the use of license plate recognition for automating 
parking occupancy and turnover surveys. 

The implementation of a “permitless” parking system would enable the City to eliminate paper 
permits, reduce the staff time required to process permits, and increase the efficiency of parking 
enforcement. While a License Plate Recognition system, including cameras and software, costs 
roughly $70,000, the subsequent savings in staff time and improved enforcement is likely to make 
this system highly cost-effective in the long run.  

 

                                            
41 Kyle Tanabe, “Permitless Parking,” UC Irvine Parking & Transportation Services, 
www.ucop.edu/irc/itlc/sautter/documents/ir_permitlesspark.pdf (accessed April 3, 2011). 
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Recommendation 6: 
“Unbundle” Parking Costs 
Goal: Increase housing affordability and choice, reduce parking demand and motor vehicle trips. 

Recommendation: Require new office and residential development to “unbundle” the full cost of 
parking from the cost of the housing or commercial space itself, by creating a separate parking 
charge for employee and resident spaces. 

Discussion: Parking costs are generally subsumed into the sale or rental price of offices and 
housing for the sake of simplicity, and because that is the more traditional practice in real estate. 
But although the cost of parking is often hidden in this way, parking is never free. Each space in a 
parking structure can cost upwards of $30,000, while in Hayward, given land values, surface 
spaces can be similarly costly. 

Looking at parking as a tool to achieve revitalization goals requires some changes to status quo 
practices, since providing anything for free or at highly subsidized rates encourages use and 
means that more parking spaces have to be provided to achieve the same rate of availability. 

Unbundling parking costs from commercial leases 
New office developments in the Specific Plan area should be required to unbundle parking costs 
by identifying parking costs as a separate line item in the lease, and should be required to allow 
employers to lease as few parking spaces as they wish. 

Example: Bellevue's ordinance requiring the unbundling of parking costs in office leases 
Bellevue, Washington, requires downtown office buildings of more than 50,000 square feet to 
identify the cost of parking as a separate line item in all leases, with the minimum monthly rate 
per space not less than the price of a two-zone bus pass. For example, since the price of a 
monthly bus pass was $72 in 2003, the minimum price of a leased parking space was $72 a 
month. This requirement for "unbundling" parking costs does not increase the overall cost of 
occupying office space in a building because the payment for the office space itself declines as a 
result. In other words, unbundling separates the rent for offices and parking, but does not 
increase their sum. Bellevue is perhaps unique in routinely requiring the unbundling of parking 
costs from office leases. This innovative policy has several advantages. It makes it easy for 
employers to cash out parking for employees (that is, to offer employees the value of their parking 
space as a cash subsidy if they do not drive to work), since employers can save money by 
leasing fewer spaces when fewer employees drive. It also makes it easier for shared parking 
arrangements to occur, since building owners can more easily lease surplus parking spaces to 
other users. Appendix E provides the text of Bellevue’s ordinance requiring the unbundling of 
parking costs. 

Unbundling parking costs from housing costs 
For both rental and for-sale housing, the full cost of parking should be unbundled from the cost of 
the housing itself, by creating a separate parking charge. The exception to this policy should be in 
the residences with individual garages (such as detached single-family homes and townhouses) 
rather than common, shared parking areas. This provides a financial reward to households who 
decide to dispense with one of their cars, and helps attract that niche market of households, who 
wish to live in a transit-oriented neighborhood where it is possible to live well with only one car, or 
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even no car, per household. Unbundling parking costs changes parking from a required purchase 
to an optional amenity, so that households can freely choose how many spaces they wish to 
lease. Among households with below average vehicle ownership rates (e.g., low income people, 
singles and single parents, seniors on fixed incomes, and college students), allowing this choice 
can provide a substantial financial benefit. Unbundling parking costs means that these 
households no longer have to pay for parking spaces that they may not be able to use or afford. 

It is important to note that construction costs for residential parking spaces can substantially 
increase the sale/rental price of housing. This is because the space needs of residential parking 
spaces can restrict how many housing units can be built within allowable zoning and building 
envelope. For example, a study of Oakland’s 1961 decision to require one parking space per 
apartment (where none had been required before) found that construction cost increased 18% 
per unit, units per acre decreased by 30% and land values fell 33%.42 

As a result, bundled residential parking can significantly increase “per-unit housing costs” for 
individual renters or buyers. Two studies of San Francisco housing found that units with off-street 
parking bundled with the unit sell for 11% to 12% more than comparable units without included 
parking.43 One study of San Francisco housing found the increased affordability of units without 
off-street parking on-site can increase their absorption rate and make home ownership a reality 
for more people.44 In that study, units without off-street parking: 

 Sold on average 41 days faster than comparable units with off-street parking 

 Allowed 20% more San Francisco households to afford a condominium (compared to 
units with bundled off-street parking) 

 Allowed 24% more San Francisco households to afford a single-family house (compared 
to units with bundled off-street parking) 

Charging separately for parking is also the single most effective strategy to encourage 
households to own fewer cars, and rely more on walking, cycling and transit. According to one 
study, unbundling residential parking can significantly reduce household vehicle ownership and 
parking demand.45. These effects are presented in Figure 3-7. 

It is critical that residents and tenants are made aware that rents, sale prices and lease fees are 
reduced because parking is charged for separately. Rather than paying “extra” for parking, the 
cost is simply separated out – allowing residents and businesses to choose how much they wish 
to purchase. No tenant, resident, employer or employee should be required to lease any 
minimum amount of parking. 

                                            
42 Bertha, Brian. “Appendix A” in The Low-Rise Speculative Apartment by Wallace Smith UC Berkeley Center for Real 
Estate and Urban Economics, Institute of Urban and Regional Development, 1964. 
43 Wenyu Jia and Martin Wachs. “Parking Requirements and Housing Affordability: A Case Study of San Francisco.” 
University of California Transportation Center Paper No. 380,1998 and Amy Herman, “Study Findings Regarding 
Condominium Parking Ratios,” Sedway Group, 2001. 
44 Ibid. 
45 Litman, Todd. “Parking Requirement Impacts on Housing Affordability.” Victoria Transport Policy Institute, 2004. 
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Figure 3-7 Reduced vehicle ownership with unbundled residential parking 

 

Source: Litman, Todd. “Parking Requirement Impacts on Housing Affordability.” Victoria Transport Policy Institute, 
2004. 

San Francisco's “unbundling” ordinance for new residential units 
San Francisco's citywide unbundling ordinance for residential developments, the full text of which 
is included below, provides a model for Hayward. This language has the advantage of having 
been reviewed by the City Attorney of a major California jurisdiction, and tested by numerous 
development projects.46  

On June 24, 2008, the City and County of San Francisco adopted Ordinance No. 112-08, which 
(among other provisions) requires that parking spaces in new or converted residential buildings of 
10 units or more must be leased or sold separately from the housing units themselves, so that 
renters or buyers are not forced to purchase more parking than they need.47 The ordinance 
amended San Francisco Planning Code Section 167 to read as follows: 

Sec. 167. PARKING COSTS SEPARATED FROM HOUSING COSTS IN NEW 
RESIDENTIAL BUILDINGS. 

 (a) AIl off-street parking spaces accessory to residential uses in new structures of 10 
dwelling units or more, or in new conversations of non-residential buildings to residential 
use of 10 dwelling units or more, shall be leased or sold separately from the rental or 
purchase fees for dwelling units for the life of the dwelling units, such that potential renters 
or buyers have the option of renting or buying a residential unit at a price lower than would 

                                            
46 Regarding legal precedence, it is worth noting that there is a long history in California of regulating parking prices. In 
both Hayward and the cities of Glendale, Novato, and portions of Los Angeles, for example, it has long been illegal to 
charge any fee for residential parking in certain zones (presumably, to try to deter parking spillover problems on nearby 
streets). Requiring the unbundling of parking costs similarly regulates parking prices – but in the opposite direction. The 
fact that some cities prohibit parking fees, to prevent spillover parking problems in nearby curb parking, highlights the 
reality that effective curb parking management is an important companion to requiring that a development charge for 
parking. 
47 http://www.sfbos.org/ftp/uploadedfiles/bdsupvrs/ordinances08/o0112-08.pdf (accessed October 31, 2010). 

Reduction in Vehicle Ownership from Unbundling Parking Costs

0%

5%

10%

15%

20%

25%

30%

35%

40%

$25 $50 $75 $100 $125

Monthly Parking Fee

R
ed

u
ct

io
n

 in
 V

eh
ic

le
 

O
w

n
er

sh
ip

-0.4 Elasticity -0.7 Elasticity -1.0 Elasticity



M i s s i o n  B l v d .  C o r r i d o r  S p e c i f i c  P l a n  P a r k i n g  &  T D M  S t r a t e g y  

C I T Y  O F  H A Y W A R D  
 
 

Page 3-34  Nelson\Nygaard Consulting Associates 

be the case if there were a single price for both the residential unit and the parking space. 
Renters or buyers of on-site inclusionary affordable units provided pursuant to Section 
315 shall have an equal opportunity to rent or buy a parking space. Renters or buyers of 
on-site inclusionary affordable units provided pursuant to Section 315 shall have an equal 
opportunity to rent or buy a parking space on the same terms and conditions as offered to 
renters or buyers of other dwelling units. 

(b) Exception. The Planning Commission may grant an exception from this requirement 
for projects which include financing for affordable housing that requires that costs for 
parking and housing be bundled together. 

San Francisco's experience with requiring the unbundling of parking costs from 
housing costs  
San Francisco's experience with requiring the unbundling of parking costs from housing costs 
dates back to approximately 2002, when the Planning Commission began requiring it for large 
individual projects as a condition of approval.  

In 2005, the Rincon Hill plan, the first neighborhood plan to require that all residential spaces be 
unbundled, was adopted. The Rincon Hill plan was also the first San Francisco neighborhood 
plan to eliminate minimum parking requirements for all land uses, and the first to require the 
provision of carsharing spaces and secure bicycle parking for new residential developments. 
These provisions formed a mutually supportive package. Eliminating minimum parking 
requirements is particularly important when requiring unbundling. Since unbundling parking costs 
ordinarily leads to lower parking demand, eliminating minimum parking requirements allows 
developers to respond by building only as many spaces as will be needed, and if the parking 
supply is accidentally overbuilt, allows building owners (e.g., condominium owners’ associations) 
to rent excess spaces to occupants of other nearby buildings. The result is to reduce housing 
costs (since parking need not be overbuilt) and to encourage efficient sharing of parking between 
buildings.  

In 2006, the downtown parking reform ordinance48 extended unbundling requirements and the 
elimination of all minimum parking requirements to the DTR (Downtown Residential) Districts and 
C-3 (Downtown Commercial) Districts. The same ordinance refined the language of the DTR 
District requirements for carsharing spaces and secure bicycle parking, and extended those 
requirements citywide. Finally, the ordinance adopted on June 24, 2008, took the unbundling 
language applied to the DTR and C-3 Districts and extended it citywide. 

San Francisco planning staffers have been informally tracking how the ordinances requiring 
unbundling are working. They have observed that some condominium developers appear to be 
gaming the system by advertising units with parking for a single (bundled) price, and only 
explaining that the parking space is optional on one of the many forms that the buyer signs in the 
disclosure packet. However, in the main, compliance with the unbundling requirement appears to 
be widely observed, and many condominium and rental apartment buildings which are not subject 
to the ordinance unbundle parking voluntarily.  

In San Francisco condominium buildings, parking spaces are sometimes sold to individual unit 
owners, as parking condominiums. However, it is also common for the condominium association 

                                            
48 Ordinance 129-06, adopted June 23, 2006. http://www.sfbos.org/ftp/uploadedfiles/bdsupvrs/ordinances06/o0129-
06.pdf (accessed October 31, 2010). See also: http://www.livablecity.org/campaigns/c3.html (accessed October 31, 
2010). 
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to retain ownership of the parking as common property. Parking rental fees (typically $150 to 
$300 per month) are then charged by the condominium association. The rent from the parking 
spaces reduces the association fees that residents would otherwise pay to maintain their building. 
Under this arrangement, each apartment owner typically has the right (but not the obligation), 
enshrined in the deed for the apartment, to rent a parking space. Frequently, any excess spaces 
are rented to residents desiring additional parking spaces or to occupants of other nearby 
buildings.  

Many San Francisco condominium buildings, particularly recent conversions of historic office 
buildings to residential space, have less than one parking space per apartment (or no on-site 
parking at all). In these cases, the typical arrangement is that only some of the apartments come 
with the right to lease an on-site parking space established in the title deed. If any purchasers 
decline to lease the space that they are entitled to, the condominium association then leases the 
excess space on a month-to-month basis to residents of other units, or to an outside party. 

It may seem surprising that some San Francisco condominium purchasers, and in particular 
some purchasers of luxury condominiums with prices in excess of $500,000, would be interested 
in purchasing a unit without a parking space. However, a number of common buyer profiles for 
this niche market have emerged. This includes: 

 first-time homebuyers, such as young professionals, who rely on carsharing, transit, 
bicycling and walking to meet their transportation needs 

 students (often buying with help from their parents) who anticipate living in the units 
themselves throughout their educational experience and then keeping the unit as an 
investment property 

 professionals who own a car, but who buy or lease an off-site parking space nearby, 
or who leave it parked in the garage of their nearby office building 

 members of the blind community and others who are unable to drive 

 middle and working-class buyers who cannot afford both home ownership and car 
ownership, and who prioritize the former 
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Recommendation 7: 
Encourage Carsharing Programs 
Goal: Encourage carsharing operators to establish operations within the Specific Plan area, 
thereby allowing residents and employees to have access to shared cars when needed. 

Recommendation: The City should encourage the establishment of a carsharing service with 
one or more shared vehicle “pods” strategically located within the Specific Plan area. In order to 
help establish carsharing in the area, the City should consider the following strategies: 

1. Require developers of large projects to offer carsharing operators a limited number of 
parking spaces free of charge. 

2. Require new developments to pay into a carshare start-up fund. 

3. Partially or fully subsidize operations costs for a specified term. 

4. Provide other incentives, such as offering convenient and visible curb spaces to 
carsharing providers for locating carsharing “pods”. 

Discussion: National and Bay Area carsharing operators such as City CarShare and ZipCar, 
using telephone and Internet-based reservation systems, allow their members a hassle-free way 
to rent cars by the hour, with members receiving a single bill at the end of the month for all their 
usage. The shared cars are located at convenient neighborhood “pods”. 

This strategy has proven successful in reducing both household vehicle ownership and the 
percentage of employees who drive alone because of the need to have a car for errands during 
the workday. As a result, carsharing can be an important tool to reduce parking demand. 

For residents, carsharing reduces the need to own a vehicle, particularly a second or third car. 
Recent surveys have shown that more than half of carshare users have sold at least one vehicle 
since joining the program in the San Francisco Bay Area.49 For employees, carsharing allows 
them to take transit to work, since they will have a vehicle available for errands during the day. 

While a carsharing operation may not be immediately implementable in the District, with the 
development and redevelopment over time of new transit-oriented projects and the 
implementation of other strategies recommended in this plan (such as requiring that parking costs 
be unbundled from housing costs and that employers offer the option to employees to cash out 
parking at work), carsharing will become much more viable over time. If parking costs remain 
bundled into housing costs, or employee parking remains free with no cash-out program, then the 
prospects for successful carsharing programs will be considerably diminished. 

  

                                            
49 April 2002 survey by Nelson\Nygaard Consulting Associates for City CarShare. 
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Recommendation 8:  
Remove Minimum Parking Requirements 
Goal: Remove barriers to new development in the Specific Plan area, and create a healthy 
market for parking, where parking spaces are bought, sold, rented and leased like any normal 
commodity.  

Recommendation: Remove all remaining minimum parking requirements in the Specific Plan 
area. 

Discussion: In order for Hayward to realize its goals for the ongoing revitalization of the area, the 
City’s parking policies must support those goals.  

Minimum parking requirements, however, have emerged as one of the biggest obstacles to many 
cities’ efforts to encourage new residential and commercial development in their proposed transit-
oriented districts. Moreover, minimum parking requirements work at cross purposes to virtually all 
of Hayward's other adopted goals for the Specific Plan area. As UCLA professor Don Shoup 
describes it, "Parking requirements cause great harm: they subsidize cars, distort transportation 
choices, warp urban form, increase housing costs, burden low-income households, debase urban 
design, damage the economy, and degrade the environment… [O]ff-street parking requirements 
also cost a lot of money, although this cost is hidden in higher prices for everything except 
parking itself." 

The one useful purpose that minimum parking requirements do currently serve is to prevent 
spillover parking, the phenomenon of commuters filling up all of the parking spaces on a 
destination's streets, and then spilling over into adjacent areas. However, as the 
recommendations of this plan come into effect, market rate prices for the on-street parking in the 
commercial areas will ensure that ample vacancies exist on the street. In the adjacent residential 
neighborhoods, the mechanism of Residential Parking Benefit Districts will ensure that unwanted 
spillover parking is prevented there as well. Once these two key policies have been implemented, 
imposing minimum parking requirements becomes superfluous.  

Once on-street parking is properly managed, so that spillover problems are solved, it will become 
possible for Hayward to join the many communities and places (see list), such as the entire nation 
of Great Britain, that have removed minimum parking requirements. Doing so will provide 
numerous rewards, allowing Hayward to achieve its goals of a more walkable and transit-oriented 
district, a healthier economy and environment, lower housing costs and better urban design. 

Communities that have eliminated parking requirements 
Examples of communities that have partially (in particular neighborhoods and districts) or 
entirely eliminated minimum parking requirements include: 

 Coral Gables, FL  Olympia, WA 
 Eugene, OR  Portland, OR 
 Fort Myers, FL  San Francisco, CA 
 Fort Pierce, FL  Stuart, FL 
 Great Britain (entire nation)  Seattle, WA 
 Los Angeles, CA  Spokane, WA 
 Milwaukee, WI 
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Next Steps  
These recommendations are intended to further the values and vision of the Mission Boulevard 
Corridor Specific Plan. They are intended for implementation over time. The redevelopment of the 
Specific Plan area is likely to unfold over many years, at a pace which depends highly on the 
vagaries of the economy. Therefore, the recommendations in this report have been designed to 
provide a flexible, lasting strategy which is capable of accommodating substantial change over 
the coming years.  

The recommendations are designed to be largely self-funding, implementable in phases as new 
development arrives, and are designed as lasting principles (e.g., the goal of an 85% occupancy 
rate for curb parking), rather than fixed quantities (a $1 per day parking fee). Clearly, a key next 
step is the adoption of the Specific Plan itself. Once the plan is adopted, the next moves (for 
example, working to establish the Commercial Parking Benefit District) must depend upon the 
progress of particular redevelopment projects. As these projects move forward, implementation of 
the parking management steps outlined herein should proceed in tandem.  



 

 

APPENDIX A 
BEST PRACTICES IN PARKING MANAGEMENT 
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Appendix A:  
Best Practices in Parking Management 
This appendix reviews the parking and transportation policies of four highly successful mixed-use, 
transit-oriented communities, in order to inform the development of parking strategies for the 
Mission Boulevard Corridor Specific Plan. It includes two elements: 

• Four case studies, which showcase some of the best management techniques available for 
parking and transportation 

• Some lessons that can be drawn from these models (and some fundamental choices to be 
made) about parking and transportation policies for Hayward. 

Peer Review 
The four communities considered in this appendix provide glimpses of Hayward’s potential future. 
All are now known as vibrant, walkable and mixed-use districts, which deliver powerful economic 
benefits to their communities. It is less well known that several of them only relatively recently 
emerged from economic decline. Moreover, several have transformed themselves from low-
density, auto-oriented places with no serious transit, to communities where driving is a choice, 
rather than a necessity. 

This appendix considers these places not because Hayward is currently identical to them, but 
because they are models of transition: from decline to lively and enjoyable places to live, work 
and play. Some are undoubtedly now taller and more urban than Hayward will ever wish to be. 
However, in part because they have been the site of major revival and transit-oriented 
development, they have also developed some of the nation’s most sophisticated techniques for 
handling the challenges of parking, traffic and preserving quality of life for nearby single-family 
neighborhoods. The four communities are: 

 Arlington County, Virginia: In the 1960’s and 1970’s, Arlington’s Rosslyn-Ballston 
corridor consisted largely of tired strip malls with ubiquitous free parking, a surrounding 
fabric of single-family homes with a required minimum lot size of one-quarter acre, and 
sharply declining population and retail sales. Arlington transformed itself by choosing to 
surround its new Metro stations with intense, high-density transit-oriented development 
and market-rate parking, rather than the more usual swathes of free park-and-ride lots 
and parking structures. Today, the Metrorail corridors generate 50% of the County’s tax 
base on just 7% of its land, making it possible for the County to give its residents the best 
levels of government services in the region, with the lowest tax rates. 

 Boulder, Colorado: In the 1970’s, the downtown of this university community was dying, 
saddled (among other problems) with a shortage of convenient customer parking and very 
little transit. Its economic revival has been catalyzed on the transportation side by several 
key policies: the complete abolition of parking requirements for all non-residential uses; 
charging for parking, with all revenues used to benefit the downtown; and a policy of 
funding the most cost-effective mix of transportation modes, instead of only parking 
structures. Recognizing that “the economics of parking structures are dismal”, as one 
planner put it, the business led downtown district now uses parking meter revenues to 
fund a range of demand reduction alternatives, including free transit passes for every 
downtown employee. 

 Santa Monica, California: Santa Monica is known for the lively pedestrian mall that 
anchors its downtown. Less known is the “Park Once” philosophy that allows the theaters, 
restaurants, offices and residences gathered along it to thrive with far less parking than 
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conventional manuals predict is required for its constituent uses. Shared public lots and 
structures, strategically located, allow the downtown to function well with just 2.1 spaces 
per 1000 square feet of building space. 

 Old Pasadena, California: In recent years, Old Pasadena has reemerged from its decline 
into Skid Row status. In 1993, the district’s nascent revival was being hindered, as in 
Boulder, by a serious lack of convenient, available, front door parking spots for customers. 
Old Pasadena then had no parking meters, and proposals to install them were opposed 
by local merchants, who feared charges would drive customers away. Today, the parking 
meters have funded the district’s beautified alleys, street furniture, trees, tree grates and 
historic lighting fixtures, and fund its marketing, mounted police patrols, daily street 
sweeping and steam cleaning of sidewalks. Sales tax revenues quadrupled from 1992 to 
1999, showing, perhaps counter-intuitively, that charging for parking can go hand-in-hand 
with remarkable revenue increases for local retailers. 

These jurisdictions’ parking policies support vibrant, mixed-use walkable environments. At the 
same time, they have also reduced traffic impacts, furthered economic development objectives, 
and increased transit ridership. Hayward is a less urban community than some of these peers, 
and may wish to choose a strategy that is less aggressive than those employed in, say, Arlington. 
However, Boulder in particular provides a good example of how parking policy is used to help 
promote the growth of a mixed-use, successful center. Its assessment district was introduced in 
the 1970s, when downtown Boulder was moribund. In addition, all the peers began with surface 
parking. They gradually transitioned to structured parking as development intensified, in order to 
free up surface lots for new development; cater to greater parking demand; and improve urban 
design. 

Eleven Key Insights 
These four examples – Boulder, Arlington, and Pasadena and Santa Monica – are each 
discussed in detail in the following sections. The overall conclusion from these case studies, 
however, is that well-designed parking policies are an absolutely essential prerequisite for a 
developer- and business-friendly environment: without powerful reform of parking policies, mixed-
use and transit-oriented development is often financially infeasible. Ten key lessons from these 
case studies are: 

1. Involve the business community. The case studies demonstrate significant involvement 
from businesses (e.g., Boulder’s Downtown Management Commission and Pasadena's 
Old Pasadena Parking Meter Zone Advisory Commission). 

2. Put customers first. Business owners and employees in these districts recognize that 
they must relinquish the best spaces to customers, accept (if grudgingly) higher prices for 
these spaces, and park instead in upper structure floors (if they are willing to bear the 
cost) or in all-day spots at the periphery, where spaces can be less expensively provided. 

3. Focus on parking availability, not supply. These case studies have substantially lower 
parking provisions than the norms shown in the Institute of Transportation Engineers’ 
Parking Generation manual and other standard references. However, demand 
management and allocation policies have meant that convenient, front door, short-term 
parking availability for shoppers and visitors has been maintained. The case studies show 
that parking availability, not supply, is the crucial factor in determining economic success. 
Most of the downtowns profiled here aim to set parking prices at the “Goldilocks price”: 
that is, the prices that leave about 15% of the spaces on a block vacant even at the 
busiest hours, so that visitors can easily find a space. If the prices result in more empty 
spaces than this, they are too high, and if all spaces are full at the busiest hours, they are 
too low: these downtowns then adjust prices until the desired level of parking availability is 
reached. 
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4. Abolish minimum parking requirements. Developers in these case studies are 
generally able to build as little parking as they choose (or to “buy their way out” of parking 
requirements by paying small nominal fees), making it possible, both financially and 
physically, to build pedestrian-friendly buildings on small lots. If they choose to build little 
or no on-site parking, they are able to purchase permits for public lots from the district for 
resale to their tenants’ employees. 

5. Establish a market for parking. In the districts studied, businesses and residents now 
choose how much (or how little) parking to buy or rent. As a result, parking is efficiently 
used and shared, making compact development possible; housing and development costs 
are lower; transit use is higher; and parking revenues provide critical support for parking 
construction and other public improvements. 

6. Create a “Park Once” environment. Santa Monica and Boulder are particularly good 
examples of successful Park Once districts, where a centralized, shared parking supply 
serves a number of different uses. Parking in compact districts, these communities 
recognize, is frequently best managed like a public utility, like water, gas or electricity 
supplies, with available-to-the-public parking provided in strategically placed municipal lots 
and structures. This approach generates more pedestrian activity, and reduces the 
impacts of parking facilities on the built environment. 

7. Pay attention to a place’s strengths. All of the communities profiled here recognize their 
unique strengths, whether transit resources, historic buildings, or a pedestrian-friendly 
environment. They have been careful not to jeopardize these strengths through 
oversupply and poor management of parking. 

8. Prevent spillover parking with Residential Parking Permits or Parking Benefit 
Districts, not minimum parking requirements. The presence of major generators of 
parking demand, and/or demand management strategies such as pricing, does not mean 
that adjacent neighborhoods need to be impacted by overspill parking. These problems 
can be addressed through careful design of Residential Permit Parking or Parking Benefit 
District programs, and pricing and/or time limits to manage commuter demand. This is true 
regardless of whether the parking demand is generated by a rail station or a commercial 
district. 

9. Invest in all transportation modes. The cost to build, operate and maintain a new 
downtown parking space often exceeds $125 per month per space, every month for the 
expected 35-year lifespan of the typical structure. This leads to a simple principle: it is 
often cheaper to reduce parking demand than to construct new parking. Successful 
districts invest heavily in all strategies – from free transit passes to bicycle improvements 
to rideshare incentives – that get employees out of their cars for less than the cost to build 
a new space. 

10. Choose your town’s future deliberately. The districts studied here charted a deliberate 
course. Rather than attempting to out-compete K-Mart and shopping malls by providing 
more and better parking, they focused on their own strengths, as compact and walkable 
districts. They envisioned their transit stations not as acres of park-and-ride lots, but as 
the centerpiece of transit villages, where the streets and plazas would bustle with 
pedestrians. Each of the places confronted difficult decisions head-on: because of both 
financial realities, and sheer physical space requirements, they could be either energetic, 
pedestrian-filled town centers, or they could be primarily park-and-ride lots with ample free 
parking, but they could not be both.  

For Hayward, this last choice is fundamental. Few if any districts have succeeded in financing 
both parking structures, with unlimited free parking for visitors, commuters and residents (at a 
typical cost exceeding $1500 per space per year), and a lively town center. To make real the 
City’s vision of vibrant, livable neighborhoods, with many residents and businesses upstairs 
providing lively street life, and customers for local merchants, free parking for all will need to 
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transition, over time, to market-rate parking, so that those who do choose to drive provide the 
funds needed to support their parking. Of course, not all cities wish to put pedestrians first: some 
seek to become more like a suburban shopping mall. For Hayward, the important thing is to 
choose deliberately: if the future is chosen by passively responding to each month’s demand for 
free parking, the district may become mediocre, functioning well neither as conventional suburban 
development nor as pedestrian-friendly downtown. 
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Case Study 1 - Boulder, Colorado (Downtown) 

Introduction 
Boulder’s downtown business district, having recovered from near death in the 1970’s, today 
comprises over 1,200 businesses and roughly 10,000 employees. Faced with both a shortage of 
parking for customers and citizens' aversion to additional traffic, the city developed a program 
that combines reduced subsidies for downtown parking with aggressive transportation demand 
management. These initiatives have been introduced through a special district – the Central Area 
General Improvement District (CAGID), which was established in the 1970s. The Board of 
CAGID, which makes the final decisions on issues such as new parking construction, is 
comprised of the City Council. However, considerable power over decisions such as parking 
charges is held by the Downtown Management Commission (DMC), which is made up of local 
businesses and property owners, although its actions are subject to City Council review. 

The program was set up in conjunction with the creation of the Pearl Street pedestrian mall. The 
intention was to provide parking on a district-wide basis on the periphery of the mall, avoiding the 
need to provide on-site parking for each business. It was seen as a tool for economic 
revitalization and promoting a good pedestrian environment, with the two going hand in hand. 

Boulder is useful as an example of a community that has been steadily evolving from a relatively 
low density, auto-oriented suburban city, to a community focused on parking management and 
transit-oriented development. Key characteristics include a desire to create a walkable, vibrant 
community, with a focus on a high quality of life. In addition, Boulder (at least at present) is 
dependent on bus transit to meet its public transportation needs. It should be noted that Boulder 
had very little transit at the time that CAGID was established; bus service improvements have 
arrived subsequently.  

Transportation Policies  
Boulder is most notable for its integrated approach, which allows CAGID to invest in the optimum 
mix of transit, demand management and parking supply to improve downtown access. These 
measures are designed to reduce auto dependence and promote alternate modes of 
transportation. The following specific transportation strategies have been employed in Boulder. 

Transit 
Boulder’s only mode of transit is the bus. Instead of operating services by number, however, the 
city has chosen to name each of its local services in its Community Transit Network – HOP, 
SKIP, JUMP, BOUND, DASH, STAMPEDE, and BOLT (which connects Boulder to Longmont). 
All of these lines are accessible for free to holders of the Eco Pass described below. The first of 
these lines, HOP, was intended as, “the first fully-packaged community transit service to meet the 
specific needs and requests of the Boulder community.” HOP now provides 1.1 million annual 
rides and was a major catalyst to the downtown’s revitalization.  

The Central Area General Improvement District in downtown Boulder, provides free transit 
passes (the Eco Pass program) on Denver's Regional Transportation District (RTD) light rail and 
buses to more than 8,300 employees, employed by 1,200 different businesses in downtown 
Boulder. To fund this program, Boulder's downtown parking benefit district pays a flat fee for each 
employee who is enrolled in the program, regardless of whether the employee actually rides 
transit. Because every full-time employee in the downtown is enrolled in the program, the 
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Regional Transportation District in turn provides the transit passes at a deep bulk discount. Due 
to its large size, CAGID purchases passes at the rate of $83 per person per year. 

Bicycling 
Bicycling is a strongly encouraged mode of transportation. The City of Boulder offers over 350 
miles of bicycle facilities, which include on-street lanes, designated routes, and multi-use paths. 
The downtown Boulder Transit station provides free bicycle storage lockers and all local Boulder 
and RTD regional buses are equipped with bike racks. Maps covering city, university, mountain, 
and regional trails and paths are available through the City. 

Parking & Transportation Demand 
Management 
 No parking requirements. The City has no minimum parking requirements for non-

residential uses within the CAGID area. Developers are allowed to build as much or as little 
parking as they choose, subject to design standards in the zoning code, and to manage it as 
they see fit. If they choose to build little or no parking on-site, they can purchase permits for 
public lots and garages for resale to their employees. This is usually a much cheaper strategy 
than building parking onsite. 

Public structure permits cost $213 per quarter ($852 per year), and surface lot permits (for 
which there is a waiting list) $134 ($536 per year). Residential minimum parking requirements 
are set at one space per unit, although these have had little impact since developers have 
tended to provide two spaces per unit given perceived market demands. 

 

 Funding of public parking. Shared public parking facilities are constructed and operated by 
CAGID, and funded through CAGID’s general obligation bonds. This debt is supported 
primarily by revenue from parking charges (including meters), and secondarily by property 
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and other taxes paid by property owners (providing 16% of revenue). Thus, compared to 
many downtowns, where parking is heavily subsidized by public contributions of both dollars 
and land, much of the cost of the parking system is paid for by those who park, resulting in 
lower drive alone rates. In Boulder, while the parking permit prices for public structures and 
lots would not be able to fund the full cost of constructing and operating a parking space, the 
rates nonetheless cover a substantial portion of the cost. The DMC currently manages 202 
spaces in non-metered surface lots, 2,209 spaces in five structures, and 871 metered spaces, 
61 of which are in a surface lot (2004 figures). 

 Demand management. On-street meter revenue is used to provide employees with benefits 
such as free deep-discount group transit passes; Guaranteed Ride Home; ride-matching 
services; bicycle parking; and a number of other benefits. In 2002, these programs cost just 
under $325,000. This focus was prompted by the reality of limited street capacity to handle 
more traffic, and simple economics. “CAGID realized that the economics of parking structures 
are dismal,” according to James Bailey, a former planner who helped establish the system. 
The DMC determined that demand management was a cheaper strategy than building new 
parking alone. These TDM programs are not directly managed by CAGID, but through the 
City’s Downtown and University Hill Management Division. 

 Curb parking. All downtown parking meter revenue – more than $1 million per year – is 
transferred to CAGID from the City’s General Fund. This responsibility, together with the fact 
that local businesses and property owners comprise the DMC, gives it a strong incentive to 
create new curb parking. One of its first moves was to create more curbside, metered parking 
through converting parallel spaces to diagonal. 

 Reduced parking requirements. Outside of the CAGID area, the City has also experimented 
with lower, more flexible parking requirements in mixed-use districts. A single parking 
requirement for all non-residential uses allows the use to change freely. For example, an 
office use can be converted into a restaurant, without the barrier of having to add new 
parking. There are also low parking requirements for residential uses in many parts of the city. 

 Residential Parking Benefit Districts. Neighborhood Permit Parking initiatives have been 
introduced to prevent overspill parking from commuters trying to avoid parking restrictions and 
charges downtown. Commuters are eligible, however, to buy on-street parking permits in 
these residential parking permit areas for $60 per quarter – another example of the integration 
of on-street and off-street management. Commuter permits are limited to four per block face, 
on blocks where average occupancy is lower than 75%. This RPP program is designed to be 
revenue neutral, and so commuter fees cross-subsidize low annual resident fees of $12 per 
year. Sophisticated enforcement is used, with license plates entered into a handheld 
commuter, meaning that motorists cannot evade the restrictions by simply moving their cars 
every few hours. 

 Discounted validated parking. Downtown businesses can bulk-purchase meter tokens or 
validated stamps, in order to offer free parking to their customers. A common practice in many 
downtowns with parking charges, it avoids the risk of customers turning to other retail 
destinations in order to avoid parking charges. 
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Figure 0-1 CAGID Revenue and Expenditure, 2002 

 

Figure 0-2 Boulder Neighborhood Permit Parking Program Revenue and Expenditure, 
2002 
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Impacts of Transportation Policies 

Development Feasibility 
Initially, developers and property owners were skeptical of the proposals to create CAGID, but 
according to local planners and developers, they have been convinced by its success in 
catalyzing economic development. According to James Bailey: “In the 1970s, downtown was 
dying. They had to do something. This was a pretty pragmatic approach.” 

 

Already, rapid growth has brought Boulder close to the population and employment levels that in 
1996 were projected for 2020. The downtown pedestrian-oriented “Pearl Street Mall” has tripled 
in length in the past decade, as automobile-oriented parcels at either end have been 
redeveloped. There are numerous examples of new developments that have taken place in 
recent years, such as the 300,000 square foot One Boulder Plaza. Pearl Street is one of the only 
examples of a successful pedestrian mall in the United States. According to local planners, a 
small mixed-use zone on East Pearl Street, close to the city’s downtown, was established in the 
1980s but barely used for more than a decade, at least partly due to high parking requirements. A 
reduction in requirements adopted in 1997 to one space per 400 square feet of non-residential 
development (one space per 500 square feet if commercial makes up less than 50% of the 
development) has been a key to encouraging recent development. 
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Traffic and Parking 
According to the Downtown Management Commission, there has been an increase in available 
parking, partly due to the construction of new structures, but also due to more employees taking 
transit. Since the downtown baseline figures were established in 1995, the drive-alone rate has 
fallen 20 percentage points, from 56% in 1995 to 36% in 2005, while the transit mode share has 
more than doubled from 15% to 34%. 

According to the City of Boulder, the drive alone rate dropped dramatically after 1999 because of 
an increase in transit service (17 different routes at 15 minute headways) and the emergence of 
an Eco Pass “culture.” Roughly 50% of downtown employees now live within two blocks of a 
transit stop and the resulting ridership is estimated at a parking equivalent of 4,390 spaces. 

Figure 0-3 Downtown Boulder Mode Split 

 

The Eco Pass program has enjoyed great success in part due to the support of the business 
community. There are 10,000 employees working in the downtown area with 83% participating in 
the program. Those individuals with an Eco Pass commuted by transit at five times the rate than 
those without as shown in the figure below. 
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Figure 0-4 Travel Mode Used for Work Commute 

 

While new development is not required to incorporate on-site parking, some projects have done 
so due to market demands – but only to the point where it is economic. At the 400,000 square 
foot One Boulder Plaza, for example, two stories of underground parking are provided, equivalent 
to 1.2 spaces per 1,000 square feet. However, site constraints meant that about half the parking 
for employees is provided off-site through CAGID. The cost to the individual of these off-site 
permits is about $50 per month less per employee. 

References 
Interviews and e-mail correspondence with local developers, planners, and CAGID staff. 

City of Boulder, http://www.bouldercolorado.gov 

City of Boulder (2003), Transportation Master Plan. Approved by City Council September 16, 
2003. 

City of Boulder (2003), Neighborhood Parking Program 2002. Annual Update. Staff Report to City 
Council, February 24, 2003. 

City of Boulder (2004), 2004-05 Approved Budget. 

Downtown Boulder Employee Transportation Survey, 2006. 

“Downtown Boulder,” EPA Air Innovation Conference, 2006. 

Steuteville, Robert (2003), “Boulder: a model for excellence in mixed-use design,” New Urban 
News, December 2003. 

US Environmental Protection Agency (undated), Downtown Boulder. Best Workplaces for 
Commuters District. www.commuterchoice.gov/campaign/boulder.htm 

US Environmental Protection Agency, Parking Spaces/Community Places. 



M i s s i o n  B l v d .  C o r r i d o r  S p e c i f i c  P l a n  P a r k i n g  &  T D M  S t r a t e g y  

C I T Y  O F  H A Y W A R D  

 

Page A-12  Nelson\Nygaard Consulting Associates 

Case Study 2 - Old Pasadena, California 

Introduction 
In contrast to the image of the City of Los Angeles itself, Old Pasadena has gained a reputation 
for being a pedestrian-friendly, vibrant downtown, that combines a mix of uses with easy access 
by the automobile. Much of the area’s success can be attributed to its parking management 
policies that have spawned a wide variety of streetscape improvements and new opportunities for 
increased transit ridership and development. Old Pasadena, however, was not always so 
prosperous. 

By the 1970s, much of Pasadena’s downtown had been slated for redevelopment, as the 
decaying neighborhood had become the city’s “Skid Row.” Since then, it has been revived as 
“Old Pasadena” – a revival in which extensive investments in the public realm, funded by parking 
meter revenue, have played a major role. In 2001, net parking meter revenue (after collection 
costs) amounted to $1.2 million, all of which is used for public services in that part of the city. 

Sales tax revenue in Old Pasadena increased more than tenfold over 10 years, to more than $2 
million per year in 1999. In contrast, sales tax revenue at the adjacent shopping mall, Plaza 
Pasadena, which provided free parking, has been stagnant. The mall was “turned inside out” and 
converted to mixed uses in 2001. Its blank walls were changed to storefronts that resemble those 
in Old Pasadena, while hundreds of apartments were added on top. 

This revival has also been enabled by the City’s policies on public parking, in-lieu fees, and 
adaptive reuse. According to Marsha Rood, former Development Administrator for Pasadena: 
“Without the parking structures, revitalization of Old Pasadena would not have happened – 
period.” Stefanos Polyzoides, a local architect and urban designer and co-founder of the 
Congress for the New Urbanism, attributes much of the success of Old Pasadena to the “rules 
that allowed development to go forward with less than the traditional parking requirements. This 
has encouraged pedestrian activity in Old Pasadena, giving it a dynamic pedestrian 
environment.” Shoup calculates that the Parking Credit program (i.e., the in-lieu fees) reduces the 
cost to the developer of parking provision for adaptive reuse projects to 2.5% of the cost of on-
site provision. 

Pasadena is continuing to exhibit strong growth. In March 2004, the City listed nine major 
development projects underway in Old Pasadena, both new construction and adaptive reuse. 
These include Ambassador Campus (1,431 residential units plus some office and neighborhood-
serving retail), Boston Building (addition of a second story to create a mixed-use development), 
and Pasadena Place (38 residential units and 8,200 square feet of ground floor retail). This 
situation can be contrasted with that in communities such as South Central Los Angeles and 
Petaluma, where developers have cited parking requirements as one of the greatest barriers to 
rehabilitating historic buildings. (Both cities have recently enacted similar adaptive reuse 
ordinances.) 

Parking Tools 

 Parking Benefit District. Until 1993, Old Pasadena had no parking meters, and proposals by 
City staff to install them were opposed by local merchants, who feared charges would drive 
customers away. The compromise solution was to install the meters, but to spend all the 
revenue on public investments in the district. A relatively high rate of $1 per hour (including 
Sundays and evenings) was agreed upon. The City provided $5 million in bond funding for 
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street furniture, trees, tree grates and historic lighting fixtures, with the meter revenue stream 
used to repay the debt. In 2001, about one-third of meter revenue went to debt service, with 
the remainder used to fund new services such as marketing, mounted police patrols, daily 
street sweeping and steam cleaning of sidewalks. Many of these services are provided 
through the Business Improvement District. The merchant’s fear of driving customers away 
was not borne out. The Pasadena example shows that, perhaps counter-intuitively, charging 
for parking can actually increase business for local retailers. As Douglas Kolozsvari and Don 
Shoup point out: 

 “If no curb spaces are available, reducing their price cannot attract more customers, just as 
reducing the price of anything else in short supply cannot increase its sales. A below-market 
price for curb parking simply leads to cruising and congestion. The goal of pricing is to 
produce a few vacant spaces so that drivers can find places to park near their destinations.” 

 What charging does in this case is provide a basis for rationalizing the parking supply. When 
parking is free, employees, for example, who need to park all day, will use the available 
spaces leaving none for customers. Even with enforced time limits, many employees perform 
the “two-hour shuffle”, moving their cars every couple of hours to circumvent time restrictions. 
By charging for parking, employees will seek free or cheaper spaces a little farther away 
leaving the most convenient spaces available for customers. In Pasadena, the introduction of 
parking meters has forced employees to park further away, freeing up prime “front door” 
spaces for customers. A study in 2001 found that the average occupancy rate for curb parking 
was 83%, which represents around the optimum balance between revenue/efficiency and 
availability. Similarly, compared to someone running a quick errand, someone with a long 
appointment is less inconvenienced by parking at a short distance instead of at the front door. 
Rather than being used all day by a single parker, metered parking can be used throughout 
the day by many customers who only use the spot for 15 or 30 minutes or an hour. So, while 
pricing cannot make more spaces it can make existing spaces more ‘productive’ by making 
parking spaces more available. 

 In-lieu parking fees. The city’s “Parking Credit Program” allows property owners in Old 
Pasadena to pay a small fee in lieu of satisfying minimum parking requirements on-site. This 
is particularly important in allowing adaptive reuse of historic buildings that were built without 
parking, where minimum parking requirements would be triggered by a change in use. Since 
few of the buildings in this historic part of the city have off-street parking, this removed one of 
the major barriers to adaptive reuse. The fee is annual, rather than the lump sum common for 
similar fees in many other cities, allowing developers to avoid financing problems. (On the 
downside, this has created some revenue collection issues, particularly where property has 
changed owners.) The fee is set at an extremely low rate ($134.67 per year per space in 
2006). In 2002, the criteria were tightened, with eligibility limited to designated historic 
buildings, and buildings that would require additional parking following rehabilitation or a 
change in use. 

 Public parking facilities. This in-lieu fee revenue has helped to fund two public parking 
structures, and provided a public contribution to a private structure that is open to the public. 
(One space has been built for every 1.5 parking credits awarded; fewer spaces are required 
since the spaces are shared between different uses.) These in-lieu fees provide only a small 
portion – 5% – of the funding needed to build and operate the structures, but they do provide 
the link between the waiver in minimum parking requirements, and the provision of public 
parking. The public parking structures provide 90 minutes of free parking, and then charge $2 
per hour up to a maximum of $6 per day. This provides spaces for visitors who are unwilling 
to pay the $0.75 to $1.25 per hour charge for metered spaces. 

 Residential Permit Parking. The Gold Line light rail commenced service to Pasadena in 
2003. While some commuter parking is provided at stations in the city, many stations have 
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little or no parking. Spillover parking into residential neighborhoods has been avoided through 
the City’s Residential Permit Parking program, in which a neighborhood can have permit-only 
parking. This program also covers the areas around the commercial districts, and trip 
generators such as Caltech. Vehicles parked without permits during certain hours (which vary 
by district) are towed. 

 Urban design excellence. The City’s new structures have been wrapped in ground floor 
retail and restaurants, in order to minimize their impact on the pedestrian environment. In 
addition, parking meter revenue has funded the beautification of many downtown alleys. 
These are often used for loading in the early morning, and provide space for outdoor cafes 
during the day. The alleys also provide pedestrian access and light wells for many structures. 
The public structures in Old Pasadena are located one-half to one block from Colorado 
Boulevard, one of the main pedestrian corridors, and parking lots or structures that face 
Colorado Boulevard are prohibited. 

References 
City of Pasadena (2002), Old Pasadena Zoning Parking Credit. Staff Report to City Council, 
September 9, 2002. 

City of Pasadena (2002), Zoning Parking Credit Program Modifications. 

Staff Report to City Council, December 9, 2002. 

City of Pasadena (2002), Old Pasadena Zoning Credit Parking Program Guidelines. 

Gruber, Frank (2001), “The Black Hole of Planning,” The Look Out, June 8, 2001. 

Litman, Todd (forthcoming), Parking Management Best Practices. Institute for Transportation 
Engineers. 

Kolozsvari, Douglas and Shoup, Donald (2003), “Turning Small Change into Big Changes,” 
Access, 23, pp 2-7. 

Shoup, Donald, The High Cost of Free Parking, 2005. 



M i s s i o n  B l v d .  C o r r i d o r  S p e c i f i c  P l a n  P a r k i n g  &  T D M  S t r a t e g y  

C I T Y  O F  H A Y W A R D  

 

Page A-15  Nelson\Nygaard Consulting Associates 

Case Study 3 - Arlington County, Virginia, 
Rosslyn-Ballston Corridor 

Introduction 
Arlington County, Virginia is an inner suburb in the Washington, DC region, located across the 
Potomac River from the District of Columbia. The County’s development policies over the past 
thirty years have turned Arlington into one of the best United States based case studies of intense 
development designed to maximize the benefits of a new rail line. This case study focuses on the 
Rosslyn-Ballston Corridor – the route of Metro’s Orange Line, which opened in 1979.  

Nearly 18,000 residential units, almost 14 million square feet of offices, 1.5 million square feet of 
retail and 1,218 hotel rooms have been built since the start of the 1980s in the area served by 
Rosslyn, Courthouse, Clarendon, Virginia Square and Ballston stations. Other major development 
areas include the Jefferson Davis and Columbia Pike Corridors. In total, the County offers more 
than 46 million square feet of office and retail space -- more than either downtown Dallas, Denver 
or Seattle. 

The County has sought to preserve many of its older residential neighborhoods, and protect them 
from parking spillover and other impacts from new development around transit. These 
neighborhoods have benefited from substantial investment. 

This degree of success in economic revitalization would not have been possible without the 
planning decisions taken in the 1960s regarding Metrorail. At the time, the Rosslyn-Ballston 
corridor was an aging, low-density commercial stretch that was facing decline and losing 
population and retail business. In a move to support this corridor and spur future development, 
County leaders insisted that Metro be built underground, rather than in freeway median. 

In turn, the County channeled nearly all development along the two Metro rail lines. Over and 
above the stations, it has promoted high-density development, with floor area ratios of 4.0 to 10.0 
and 15 to 20 stories high. Densities then rapidly taper down first to townhouses, and then to 
existing single-family residential areas. 

The result: Arlington has been able to grow rapidly without major expansions in the highway 
network. It has also achieved economic prosperity, with the lowest property tax rate among the 
major cities and towns in northern Virginia and a AAA bond rating. The Metrorail corridors provide 
50% of the County's tax base, on only 7% of the land. The County also enjoys far lower vacancy 
rates and higher lease and sale prices, compared to other locations in the region. 

Transit ridership has increased rapidly as a result. An important benefit from the point of view of 
the transit agency has been that the mixed-use nature of Arlington's transit-oriented development 
has promoted balanced ridership over the course of the day -- rather than the sharp peaking 
experienced at more park-and-ride oriented Metro stations. It is also worth noting that thanks to 
transit-oriented development policies and market-rate parking charges at the stations, just 13% of 
passengers boarding at the five Rosslyn-Ballston corridor stations use a car to reach the station. 
Nearly three-quarters of Metro riders walk to reach the rail stations.  



M i s s i o n  B l v d .  C o r r i d o r  S p e c i f i c  P l a n  P a r k i n g  &  T D M  S t r a t e g y  

C I T Y  O F  H A Y W A R D  

 

Page A-16  Nelson\Nygaard Consulting Associates 

Figure 0-5 Metrorail Mode Access Split 

 

While accommodating growth at the stations, the County has sought to preserve many of its older 
residential neighborhoods, and protect them from spillover parking and other impacts from new 
development around transit. These neighborhoods have benefited from substantial reinvestment. 
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Key Transportation Policies 
Arlington County’s key parking and transportation demand management policies have included 
the following: 

 Protection of residential areas. Arlington County has Residential Permit Parking zones 
around all Metro stations and major commercial areas, in order to prevent rail commuters 
from parking in residential neighborhoods during the day. This is particularly important as 
many older single-family home neighborhoods, where residents are dependent on curb 
parking, are located within a short walk of the rail stations. 

 Reduced parking minimums close to Metro stations. In the Rosslyn-Ballston corridor, the 
County’s Zoning Ordinance significantly reduces minimum parking requirements for certain 
uses. For commercial development within one-quarter mile of a Metro station, they are halved 
from one per 530 square feet to one per 1000 square feet. For retail and service-commercial 
uses within 1,500 feet of a Metro station, they are waived entirely for the first 5,000 square 
feet. Actual parking ratios are often lower, following negotiations between the County and 
developer – in some cases, no additional parking is required. 

 Parking maximums. The National Capital Planning Commission (NCPC) sets parking 
maximums for all federal government buildings in the region. In Arlington County, the 
maximum is one space per three employees. While these are advisory only outside the 
District of Columbia, they are generally followed in suburban counties such as Arlington. 

 Parking & transportation demand management conditions. The County requires 
developers to agree to a number of parking and transportation demand management 
conditions, through the site plan approval process. While these are negotiated on a case-by-
case basis, those for recent developments have usually included: 
o Market-rate parking charges for single occupant vehicles 

o Unlimited discount-rate parking reserved for carpools and other rideshare vehicles 

o Monitoring of parking demand and traffic generation 

o Provision of short-term public parking (metered) at structure entrances 

o Shared parking 

o Carsharing provision 
 Shared parking. Most parking in Arlington is privately owned and managed. However, the 

County does run one structure, at Ballston Metro Center. It has also opened a structure 
serving a County office building for public use at evenings and weekends. 

 Unbundled Parking Pricing. Although Arlington does not have a comprehensive policy 
regarding the unbundling of parking costs from housing costs, several new developments 
have adopted the practice. (Across the river in Washington, DC, unbundling is also the norm 
for condominiums and rental apartments.) For example, developer Charles E. Smith recently 
constructed a new high-rise apartment building and charges each unit $50 per month for the 
first parking space and $200 per month for each additional space.  

Impacts of Transportation Policies 

Development Feasibility 
Arlington’s policies overall have had an extremely positive impact on development feasibility in 
the Rosslyn-Ballston corridor. In the 1960s and 1970s, retail sales and population were declining 
sharply. Now, Arlington County has the lowest vacancy rates and highest rents in the entire 
region, outside the District of Columbia. According to developers and real estate attorneys who 
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have worked in Arlington, the Rosslyn-Ballston Corridor remains attractive for development 
because of its location, transportation access, good government services, and predictable 
development review and approval process. 

 

 

 

Key statistics include: 

 Fourfold increase in office space between 1972 and 2002, from 4.9 million to 21.1 million 
square feet. 

 Eight per cent increase in housing supply from 1972 to 2002. 

 Continuing demand for development. In 2002, there were several thousand apartment units in 
the development pipeline. 

 The Metrorail corridors provide 50% of the County’s tax base, on 7% of the land. 

Traffic Levels 
Arlington’s development has generated only modest levels of additional traffic on local streets. 
Census Journey-to-Work Survey data show that almost half of corridor residents take transit to 
work. Traffic counts from 1997 to 2004 show that while office and residential development grew 
by 17.5% and 21.5% respectively, traffic along the Rosslyn-Ballston corridor grew by only 2.3%. 
Most transit riders get to stations by foot or bus – there is little long-term commuter parking. 
Surveys at large apartment buildings have shown peak hour auto trip generation rates of one per 
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5.9 units, far below the standard in the Institute of Transportation Engineers’ Trip Generation 
manual. 
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Case Study 4 - Santa Monica, California 

Introduction 
Santa Monica is situated in a compact, walkable area of roughly 8.3 square miles. Although the 
city does not possess rail transit, it does have very effective bus service and is ideally suited for 
pedestrian and cyclists. Its parking policies, particularly in regards to its enforcement of parking 
cash-out law and Park-Once strategy, make it one of the more progressive planning communities 
in California. From this combination of parking management and connectivity, virtually the entire 
city is easily accessible and convenient, even without a vehicle.  

Parking Tools 
 Park Once district. The conventional development pattern in US cities over the past half 

century has been to require parking facilities on-site, for example in front setbacks. Visitors 
often drive between different uses – for example from a restaurant to a movie theatre, or 
between different shops – even if they are within comfortable walking distance. A Park Once 
district, in contrast, uses shared parking facilities to allow visitors to literally “park once,” and 
then walk between different destinations. This technique reduces the amount of parking that 
has to be provided to maintain a given level of availability, and promotes pedestrian activity. 
The approach emphasizes prominent identification of parking entrances so that visitors park 
at the first available parking. The City also runs an electric shuttle bus, the Tide Shuttle, which 
circulates between major attractions and the parking structures. In addition, Santa Monica has 
established a real-time website (parkingspacenow.smgov.net) that displays the number of 
available parking spaces for public structures and surface beach lots. People traveling into 
Santa Monica's central area can check beforehand for information that helps steer them to the 
best location, and helps alleviate congestion. 

 
 Parking demand assessment. A parking demand study commissioned by the City, which 

used conventional parking generation estimates, concluded that there would be a 2,400-
space “deficit” in downtown by 2010. A separate analysis by the consultant for the city’s 
Downtown Parking Task Force, however, took a different approach, instead calculating the 
current ratio of parking spaces to square footage. This concluded that the downtown currently 
functioned well on a ratio of 2.42 spaces per 1,000 square feet, meaning that only 400 (not 
2,400) spaces needed to be added. 

 
 In-lieu fees and assessments. There is an annual levy of $1.50 per square foot on all new 

space built after 1989, which funds public parking facilities. The City also levies a 10% 
parking tax. 

 
 Parking Cash Out. California State law mandates the provision of a parking cash out 

alternative for certain employers that lease parking and then offer it to employees free of 
charge. Under the parking cash out law, these employers must offer employees who don’t 
drive the cash value of a leased parking space. This reduces the financial incentives to drive 
to work. Santa Monica is one of the few California jurisdictions to actively enforce this law. 
Parking cash out has reduced single occupancy vehicle use by commuters by 7-8%. 
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 Management of monthly parking. The City shifts spaces for monthly parkers to underused 
structures, particularly those on the fringe of downtown. This frees up spaces for short-term 
parkers in the most attractive, well-used parking facilities in the heart of downtown. 
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ARTICLE 7. 
 

PARKING METER ZONES 
 
 

Section 7.00 PARKING METER ZONES. Subject to approval of Council, parking meter 
zones shall be established by the Traffic Engineer upon such streets, portions of streets or in 
municipal parking lots within the City of Hayward as may be necessary for traffic or parking 
control purposes. 
 

The City Manager shall cause parking meters to be installed and maintained in such 
designated parking meter zones and the existence of a parking meter installed shall designate its 
location as a parking meter zone for the purposes of this Article. 
  

Section 7.01 PARKING METER DEFINED. For the purposes of this Article, the term 
"parking meter" shall mean any receptacle, instrument, device, indicator, or machine which upon 
the deposit therein of an authorized token or coin of the United States as may be required, 
shows, indicates, registers, displays or permits legal parking in the parking meter zone wherein or 
adjacent to which such parking meter is situated. 
 

Section 7.02 PARKING METERS - INSTALLATION. Parking meters shall be installed 
upon the street, parkway, curb, sidewalk, or municipal parking lot area immediately adjacent to 
the individual parking spaces designated as herein prescribed. The Traffic Engineer shall cause 
to have lines or markings painted or otherwise designated upon the parkway, curb, sidewalk, 
street, or municipal parking lot area adjacent to each parking meter in such manner as to identify 
the parking space with each respective parking meter. 
 

It shall be unlawful to park or leave standing any vehicle across any such line or marking 
or in any position other than within the parking area so designated. 
 

Section 7.03 PARKING METERS - OPERATION. It shall be unlawful for any person to 
park or leave standing any vehicle in any parking meter zone at any time during which the parking 
meter indicates that the parking space is illegally in use, except during the time necessary to 
deposit tokens or coins in said parking meters, or on Saturdays, Sundays, and holidays, or 
between the hours of 5 p.m. to 9 a.m. on all other days. (As amended by Ord. 79-044 C.S., 
adopted December 18, 1979; and as amended by Ord. 86-037 C.S., adopted October 28, 1986) 
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Section 7.04 PARKING METERS - TIME LIMITS. Notwithstanding the fact that a parking 
meter shall indicate legal parking, it shall be unlawful for any person to park or leave standing any 
vehicle in any area or parking space for a period of time in excess of parking limits prescribed and 
established by traffic regulations of this City. (As amended by Ord. 63-006 C.S., adopted March 
12, 1963) 
 

Section 7.05 PARKING METERS - DAMAGE TO. It shall be unlawful for any person to 
deface, injure, tamper with, or willfully break, destroy, or impair the usefulness of any parking 
meter. 
 

Section 7.06 PARKING METER RATES. The sum of 10¢ per hour is hereby established 
as a schedule of rates for parking meters. (As added by Ord. 80-025 C.S., adopted September 2, 
1980) 

 
Section 7.10 RATES FOR ATTENDANT MUNICIPAL PARKING FACILITIES. 

The following rates are hereby established for attendant municipal parking facilities: 
 

1.  Ten cents (l0¢) or merchant validation for the first hour or portion thereof; 
 
2.  Twenty-five cents (25¢) for each additional hour or portion thereof. 

 
The above rates are effective between the hours of 9:00 a.m. and 6:00 p.m., Monday through 
Friday, holidays excepted. (As added by Ord. 81-021 C.S., adopted June 9, 1981) 
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Section 6.36 PERMIT PARKING - ON DESIGNATED STREETS. PENALTIES. 
 
(a) Whenever any regulation of this City designates and describes any street or portion thereof 

as a street the parking or standing on which shall be restricted to holders of permits therefore, 
the Public Works Department shall erect and maintain appropriate signs on those streets or 
portions thereof affected by such restriction. 
 
No person shall park or leave standing on such street or portion thereof any vehicle unless 

such vehicle has displayed thereon an appropriate permit issued by the Finance Department 
which entitles the holder thereof to preferential parking privileges on the street or portion thereof 
in question. Motor vehicles identified as used by disabled persons meeting the requirements of 
Section 22511.5 of the California Vehicle Code shall be exempt from this subsection. 

 
(b) Penalties. The following acts constitute an infraction and shall be punishable as set forth in 

Sections 40000.l and 40000.28 of the California Vehicle Code and Section 36900 of the 
California Government Code, and by revocation of any permit currently held: 

 
(1) For any person to falsely represent himself or herself as eligible for a parking 

permit or to furnish false information in an application therefore. 
(2) For any person holding a valid parking permit issued pursuant hereto to permit use 

or display of or to use or display such permit on a motor vehicle other than that for 
which the permit was issued. 

(3) For any person to copy, reproduce or otherwise bring into existence a facsimile or 
counterfeit parking permit or permits without written authorization from the Finance 
Department of the City of Hayward. 

(4) For any person to knowingly use or display a facsimile or counterfeit parking 
permit in order to evade time limitations on parking applicable in a preferential 
residential parking permit area. 

(5) F or any person holding a valid parking permit issued pursuant hereto to sell, give, 
loan, transfer, or exchange said permit to any other person except as is specifically 
authorized in the Traffic Regulations of the City. 

(6) For any person to knowingly commit any act which is prohibited by the terms of 
this Section or any permit parking regulations enacted pursuant to authority 
granted by California Vehicle Code Section 22507. 

 
(As amended by Ord. 87-035 C.S., adopted December 1, 1987) 





 

 

APPENDIX E 
SAMPLE PARKING ORDINANCES
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Appendix E: Sample Parking Ordinances 
City of Ventura, CA, Downtown Parking Meter 
Ordinance 
ORDINANCE NO. 2009-___ _ 
AN ORDINANCE OF THE COUNCIL OF THE CITY OF SAN BUENAVENTURA 
AMENDING CHAPTERS 2.410, 2.455, 4.400, 16.215, 16.220 AND 16.225 OF THE 
SAN BUENAVENTURA MUNICIPAL CODE FOR THE PURPOSES OF REGULATING 
PUBLIC PARKING IN THE DOWNTOWN AND CREATING A DOWNTOWN PARKING 
DISTRICT AND A DOWNTOWN PARKING ADVISORY COMMITTEE 
 

The Council of the City of San Buenaventura does ordain as follows: 

Section 1. The City Council finds and determines as follows: 

A.  The City provides vehicular parking in the downtown area within parking structures, upon 
surface parking lots, and upon public streets; and 

B.  The City has conducted a substantive review of current parking practices and literature to 
determine the most effective ways of managing parking supply and demand; and 

C.  The City has conducted public meetings about parking supply, parking demand and parking 
management as a part of, and subsequent to, the development and adoption of the 
Downtown Specific Plan; and 

D.  Based upon that review and subsequent public meetings the City Council adopted a 
Downtown Parking Management Program as a part of the Downtown Specific Plan that 
establishes a program of managing on-street and off-street parking to achieve a 15% 
vacancy rate through various programs and pricing outlined in the adopted Downtown 
Parking Management Program; and 

E.  A vacancy rate of approximately 15% is necessary and desirable to facilitate utilization of 
parking resources by as many different people as possible; and 

F.  Using metered parking to achieve a vacancy rate of 15% eliminates the need for time 
restrictions on those metered parking spaces; and 

G.  The existing parking permit and parking meter ordinances require modification in order to 
meet the changing parking demands; and 

H.  California Vehicle Code section 22508 authorizes cities to establish parking meter zones 
and to fix the rates for such zones; and 

I.  The City Council has determined that a parking meter system is justified to defray the cost of 
installation, operation, and control, as well as the costs of other parking management 
activities; and 

J.  This Chapter is for the dual purposes of regulating traffic and the parking of vehicles and 
collecting fair and reasonable charges for parking services; and 
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K.  Revenues from parking meters may be used not only in defraying the expenses of 
installation, operation, and control of such parking spaces and parking meters, but also 
those incurred in the control of traffic and enforcement of traffic regulations; and 

L.  Revenues from parking meters may be used to fund alternative transportation programs, 
projects and enhancements that reduce the demand for, or increase supply of parking 
resources in the parking district which receipts are generated; and 

M.  Nothing in this ordinance shall be deemed to affect any existing parking district. 

Section 2. Section 2.410.120 is amended to read as follows: 

Sec. 2.410.120. Commissions. Boards and Committees Established. 

The following boards, commissions and committees are established: 

A.  Planning Commission consisting of seven members with qualifications, duties and powers 
as specified in Chapter 2.415. 

B.  Design Review Committee consisting of five members with qualifications, duties and powers 
as specified in Chapter 2.420. 

C:  Parks and Recreation Commission consisting of· seven members with qualifications, duties 
and powers as specified in Chapter 2.425. 

D.  Historic Preservation Committee consisting of five members with qualifications, duties and 
powers as specified in Chapter 2.430. 

E.  Cultural Affairs Commission consisting of seven members with qualifications, duties and 
powers as specified in Chapter 2.435. 

F.  Library Advisory Commission consisting of five members with qualifications, duties and 
powers as specified in Chapter 2.440.G. Public Art Commission consisting of seven 
members with qualifications, duties and powers as specified in Chapter 2.445. 

H.  Tree Advisory Committee consisting of five members with qualifications, duties and powers 
as specified in Chapter 2.450. 

Section 3. Chapter 2.455 is added to read as follows: 

Chapter 2.455 Downtown Parking Advisory Committee 

Sec. 2.455.010. Administration. 

The director of public works, or designee, shall serve as the committee secretary and custodian 
of its records but shall have no vote. 

Sec. 2.455.020. Qualifications for Service. 

A.  One member shall be a City resident whose principal address is within the Downtown 
Parking District Area. 

B.  Two members shall be business owners, operators or managers whose business is within 
the Downtown Parking District Area. 

C.  Two members shall be the owners of commercial property situated within the Downtown 
Parking District Area. 

D.  One member shall be a City resident of the recommended for appointment by a downtown 
organization that has been identified by the City Council. 
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E.  One member shall be a City resident appointed to represent parking users in general. 

Sec. 2.455.030 Duties. 

The downtown parking advisory committee shall have the power, and it shall be its duty, to: 

1.  Consider and make recommendations on issues or questions relating to downtown parking. 

2.  Assist, advise, and make recommendations actions to the City Council, Planning 
Commission, and staff, upon request of those bodies and persons. 

3.  Advise on parking management strategies and programs in the Downtown Parking District 
area. 

4.  Review and make advisory recommendations regarding management, maintenance and 
operations of the Downtown Parking District, including such matters as maintenance, 
operating and capital budgets, hours of operation, parking pricing policies, valet programs, 
and employee commuter parking policies. 

Section 4. Chapter 4.400 is added to read as follows: 

Chapter 4.400 Downtown Parking District 

Sec. 4.400.010. Establishment of District and of District Boundaries. 

A Downtown Parking District is hereby established. The boundaries of the district shall be the 
same as the Downtown Specific Plan Boundary as approved by the City Council in March 2007, 
as it may be amended from time to time. 

Sec. 4.400.020. Purpose. 

The Downtown Parking District is established to manage public parking supply and demand 
within the district boundaries as well as improve transportation and parking related facilities and 
programs. 

Sec. 4.400.020. Use of Revenue. 

All revenues collected from parking pay stations, meters, leases, and permits, in the Downtown 
Parking District shall be placed in a special fund, which fund shall be used exclusively for 
activities benefiting the parking district. The specific authorized use of revenues shall be as 
follows: 

 

1.  For purchasing, leasing, installing, repairing, maintaining, operating, removing, regulating 
and policing of pay stations and/or parking meters in the parking district and for the payment 
of any and all expenses relating thereto. 

2.  For purchasing, leasing, acquiring, improving, operating and maintaining on- or off-street 
parking facilities. 

3.  For installation and maintenance of alternative mode programs, landscaping, pedestrian 
linkages, sidewalk cleaning, street, way finding systems, and traffic-control devices and 
signals. 

4.  For the painting and marking of streets and curbs required for the direction of traffic and 
parking of motor vehicles, 

5.  For proper security within the district. 
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6.  For the proper regulation, control, enforcement and inspection of parking and traffic upon 
the public streets and off-street parking facilities. 

7.  To be pledged as security for the payment of principal of and interest on financing 
mechanisms used by the city to meet any of the purposes authorized by this section. 

8.  For transportation and parking planning, marketing and education programs related to the 
Downtown Parking District. 

9.  For construction and maintenance of public restrooms that enhance parking facilities. 

10.  Revenues from residential parking permits may, in addition to the foregoing, be used for 
sidewalk, landscaping and other transportation, pedestrian or bicycle enhancements on 
streets where the residential permit parking is provided. 

Section 5. Section 16.215.030 is repealed and reenacted in its entirety to read as follows: 

Sec. 16.215.030 Parking prohibited during certain hours on certain streets. 

A.  Signs designating hours. When signs are erected in each block giving notice thereof, no 
person shall park a vehicle between the hours specified by sign on any day except Sundays 
and public holidays upon any of the streets so posted. 

B.  Twenty-four-minute parking. Green curb markings shall mean no standing or parking for a 
period of time longer than 24 minutes at any time during' certain hours on any day as 
posted. When authorized signs, pay stations, parking meters or curb markings have been 
determined by the city traffic engineer, with the approval of the city manager, to be 
necessary and are in place giving notice thereof, no operator of any vehicle shall stop, stand 
or park said vehicle adjacent to any such legible curb marking or sign or parking meter in 
violation thereof. 

C.  Forty-minute parking. When authorized signs, parking meters or curb markings have been 
determined by the city traffic engineer, with the approval of the city manager, to be 
necessary and are in place giving notice thereof, no operator of any vehicle shall stop, stand 
or park said vehicle during certain hours of any day as posted, for a period of time longer 
than 40 minutes. 

D.  One-hour parking. When authorized signs, pay stations, parking meters or curb markings 
have been determined by the city traffic engineer, with the approval of the city manager, to 
be necessary and are in place giving notice thereof, no operator of any vehicle shall stop, 
stand or park said vehicle during certain hours of any day as posted for a period of time 
longer than one hour. 

E.  Two-hour parking. When authorized signs, pay stations, parking meters or curb markings 
have been determined by the city traffic engineer, with the approval of the city manager, to 
be necessary and are in place giving notice thereof, no operator of any vehicle shall stop, 
stand or park said vehicle between the hours posted of any day for a period of time longer 
than two hours. 

F.  One-hour or two-hour parking in certain school neighborhoods. When authorized signs, 
parking meters or curb markings have. Been determined by the city traffic engineer, with the 
approval of the city manager, to be necessary and are in place giving notice thereof, no 
operator of any vehicle shall stop, stand or park said vehicle on any portion of a local street 
that is within a one-quarter mile radius of a high school or college for a period of time longer 
than one hour between the hours of 8:00 a.m. and 3:00 p.m. of any day that the nearby high 
school or college is holding classes. Notwithstanding the parking restrictions of this section, 
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residents on those streets where a parking restriction is posted contiguous to their residence 
pursuant to this section may receive a preferential parking permit. Permits may be obtained 
at City Hall by completing an application. The required application shall include, at minimum, 
a valid California Department of Motor Vehicles registration showing the address of the 
registered owner as meeting the requirements of this section. No more than three permits 
will be issued per parcel. Each permit will require a separate registered vehicle to which it is 
assigned. A fee will be charged and the permit will remain valid for two years. 

G  Special event or construction permits. The city traffic engineer is authorized to issue special 
permits to reserve parking spaces for special events or activities related to construction or 
maintenance. A daily fee will be charged to the permittee. 

H.  Downtown residential parking permits. Notwithstanding the parking restrictions of this 
section and when determined by the city traffic engineer, residents within the Downtown 
Parking District on those streets where a one-hour, two-hour, or paid parking restriction is 
posted may receive a preferential residential parking permit. Permit stickers may be 
obtained at City Hall by completing an application. Residential permits will be issued based 
upon on-street utilization, offstreet utilization, impact from non-residential uses, impact to 
neighborhood commercial and retail activity, existing land uses, nonconforming uses and 
other essential factors determined by the city traffic engineer. The required application shall 
include, at minimum, a valid California Department of Motor Vehicles registration showing 
the address of the registered owner as meeting the requirements of this section. No more 
than one sticker per residential unit will be issued. Each sticker will require a separate 
registered vehicle to which it is assigned. A fee will be charged and the permit will remain 
valid for two years. 

Section 6. Section 16.220.010 is repealed and reenacted in its entiretyto read as follows: 

Sec. 16.220.010. Generally. 

A.  Authority to establish loading zones. 

1.  The city traffic engineer is hereby authorized to determine and to mark loading zones and 
passenger loading zones as follows: 

(a)  At any place in the central traffic district or any business district. 

(b) Elsewhere in front of the entrance to any place of business or in front of any hall or place 
used for the purpose of public assembly. 

2.  In no event shall more than one-half of the total curb length in any block be reserved for 
loading zone purposes. 

3.  Loading zones shall be indicated by yellow paint upon the top of all curbs within such zones 
and with markings indicating the time and days in effect. 

4.  Passenger loading zones shall be indicated by white paint upon the top of all curbs in said 
zones and with markings indicating the time and days in effect. 

B.  Curb markings to indicate no-stopping and parking regulations. 

1.  The city traffic engineer, with the approval of the city manager, is hereby authorized, subject 
to the provisions and limitations of this chapter, to place, and when required herein, shall 
place, the following curb markings to indicate parking and standing regulations, and said 
curb markings shall have the meanings as herein set forth: 
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(a)  Red zones shall mean no stopping, standing or parking at any time except as permitted 
by the Vehicle Code, and except that a bus may stop in a red zone marked or signed as 
a bus zone. 

(b)  Yellow zones shall mean no stopping, standing or parking at certain posted hours of any 
day except Sundays and holidays for any purpose other than the loading or unloading of 
passengers or materials, provided that the loading or unloading of passengers shall not 
consume more than three minutes nor the loading or unloading of materials more than 
20 minutes. Loading zones are in effect only for posted hours as determined by the city 
traffic engineer, with the approval of the city manager. 

(c)  White zones shall mean no stopping, standing or parking for any purpose other than 
loading or unloading of passengers, or for the purpose of depositing mail in an adjacent 
mailbox, which shall not exceed three minutes. White zones are in effect only for posted 
hours as determined by the city traffic engineer, with the approval of the city manager of 
any day except Sundays and holidays and except as follows: 

(1)  When such zone is in front of a hotel, the restrictions shall apply at all times. 

(2)  When such zone is in front of a theater, the restrictions shall apply at all times except 
when such theater is closed.  

(d) Blue zones shall mean no stopping, standing, or parking at any time, except for the 
handicapped, as defined and permitted by the Vehicle Code. 

(e) When the city traffic engineer, as authorized under this section, has caused curb 
markings to be placed, no person shall stop, stand, or park a vehicle adjacent to such 
legible curb markings in violation of any of the provisions in this section. 

C.  Effect of permission to load or unload. 

1.  Permission herein granted to stop or stand a vehicle for purposes of loading or unloading of 
materials shall apply only to commercial vehicles and shall not extend beyond the time 
necessary therefore, and in no event for more than 20 minutes. 

2.  The loading or unloading of materials shall apply only to commercial deliveries, also the 
delivery or pick-up of express and parcel post packages and United States mail. 

3.  Permission herein granted to stop or park for purposes of loading or unloading passengers 
shall include the loading of personal baggage but shall not extend beyond the time 
necessary therefore and in no event for more than three minutes. 

4.  Within the total time limits above specified, the provisions of this section shall be enforced 
so as to accommodate necessary and reasonable loading or unloading but without 
permitting abuse of the privileges hereby granted. 

Section 7. Section 16.220.060 is added to read as follows: 

Sec. 16.220.060. Valet Parking 

A.  The city traffic engineer may permit valet parking stands to use public streets in such places 
and in such a manner as he or she shall determine and approve. Valet parking may be 
permitted only when the permittee demonstrates availability and control of sufficient off-
street parking to meet projected demand. A fee shall be charged in an amount determined 
by the City Council. 

B.  Appropriate signs approved by the city traffic engineer shall identify each valet parking 
stand. The signs shall be posted during operation hours at each location where they take 
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possession of vehicles. The sign shall identify the name, address and telephone number of 
the operator, the rate charged and hours of operation. In addition, the permittee shall be 
responsible for the cost of regulatory signage determined to be necessary by the city traffic 
engineer. 

C.  The valet parking operator shall, upon receipt of each motor vehicle accepted for valet 
parking, give a claim check to the owner. The claim check shall explicitly state the terms and 
conditions under which the vehicle is being accepted. The valet parking operator shall not 
disclaim the responsibilities of a bailee. 

D.  The city traffic engineer, police chief, or fire chief, or their designee, may suspend valet 
parking operations, without prior notice or hearing, when it may interfere with public safety 
efforts or programs, street improvement activities, special events, construction activities, 
cleaning efforts or with the health, welfare or safety of the public. 

Section 8. Chapter 16.225 is repealed and reenacted in its entirety to read as follows: 

Chapter 16.225 Parking Pay Stations and Parking Meter Zones 

Sec. 16.225.010. Generally. 

A.  Parking pay station and meter zones are those streets or portions of streets established by 
ordinance of the City Council as zones within which the parking of vehicles may be 
controlled, regulated, and inspected with the aid of parking pay stations or parking meters. 

B.  Parking pay stations and meter zones may be established in areas to manage the supply of 
parking and to make it reasonably available when and where needed. To accomplish this 
goal, a target on-street occupancy rate of eighty five percent (85%) is hereby established for 
pay station and parking meter zones. 

C.  The city traffic engineer shall cause parking pay stations or meters to be installed and 
maintained in all parking pay station and meter zones. The maximum rate shall be set by the 
City Council. During a fiscal year, the City Transportation Manager may adjust pay station 
and meter rates up or down 50 cents per hour in 25-cent increment based on average 
occupancy rates in order to achieve a target occupancy rate of eighty five percent (85%). 
Any increase over 50 cents per hour in a fiscal year shall require City Council approval. 

Sec. 16.225.020. Manner of installation. 

A.  Parking pay stations and meters shall be installed upon the curb or sidewalk area adjacent 
to parking spaces. Each pay station or meter shall be placed in such manner as to show or 
display that the parking space is or is not legally in use. 

B.  Each parking pay station or meter shall be able to clearly display, after the operational 
procedure has been completed, a sign or signal indicating when the lawful parking period 
will expire for that space. 

Sec. 16.225.030. Parking pay stations and meters. 

A.  Time of operation. The provisions of this ordinance relating to the operation of parking pay 
stations or parking meters shall be effective for posted hours and days as determined by the 
city traffic engineer. 

B.  Operational procedure to be followed. Immediately after occupancy of a paid parking space, 
the operator of a vehicle shall deposit a coin or paper currency of the United States or use a 
credit card or other acceptable form of payment in said parking pay station or meter and 
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follow operational procedures in accordance with the instructions posted on the parking pay 
station or parking meter. 

C.  Unlawful to park after pay station or meter time has expired. No operator of any vehicle shall 
permit said vehicle to remain parked in any parking space during any time that the pay 
station or meter is illegally in use other than such time immediately after the original 
occupancy as is necessary to operate the pay station or meter to show legal parking. 

D.  Unlawful to extend time beyond limit. No person shall allow a vehicle to be parked for a 
period beyond the maximum legal parking time limit that has been established for the 
parking space. 

E.  Improper use of pay station or meter. No person shall deposit, attempt to deposit, or cause 
to be deposited in any parking pay station or meter any defaced or bent coin, or any slug, 
device or metallic substitute for a coin of the United States, or deface, injure, tamper with, 
open or willfully break, destroy or attempt in any manner to impair the usefulness of any 
parking pay station or meter. 

F.  Deposit of payment in pay station or meter by unauthorized person. No person, other than 
the owner or operator of a vehicle, shall deposit any acceptable form of payment in any 
parking meter without the knowledge or consent of said owner or operator of the vehicle 
using the parking space controlled by said meter or pay station. 

G.  Parking pay stations, meters and parking meter standards not to be used for certain 
purposes. No person shall attach anything to or allow a bicycle, news rack or any other 
chapter or thing to lean against a parking pay station, parking meter or parking meter 
standard. 

H.  Special reservation of parking pay station or parking meter spaces. The city traffic engineer 
is authorized to issue special permits to reserve pay station or parking meter spaces. A pay 
station space or parking meter space may be reserved for special events or it may be 
reserved for activities related to construction or maintenance, thereby allowing parking of 
commercial vehicles for the performance of work . A daily fee will be charged to the 
permittee. 

Sec. 16.225.040. Rule of evidence. 

The parking or standing of any motor vehicle in a parking space, at which space the parking 
meter displays the sign or signal indicating illegal parking, shall constitute a prima facie 
presumption that the vehicle has been parked or allowed to stand in such space for a period 
longer than permitted by this ordinance. 

Sec. 16.225.050. Use of money deposited in parking pay stations and meters. 

All moneys collected from parking pay stations, and meters in this city shall be placed in a 
special fund, which fund shall be devoted exclusively to purposes within the geographic 
boundaries of the parking district from which the revenue is collected. Such moneys shall be 
used for the purposes stated in the parking district establishment ordinance: 

Sec. 16.225.060. Application of other chapters. 

No section of this chapter shall be construed as permitting any parking in violation of any other 
provision of this ordinance. 

 

Sec. 16.230.020. Permits for loading or unloading at curb. 
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A.  The police department or city traffic engineer is authorized to issue special permits to permit 
the loading or unloading of merchandise or materials subject to the terms and conditions of 
such permit. Such permits may be issued either to the owner or lessee of real property or to 
the owner of the vehicle and shall grant to such person the privilege as therein stated and 
authorized herein. 

B.  It shall be unlawful for any permittee or other person to violate any of the special terms or 
conditions of any such permit. 

C.  If the permit is in a parking pay station or parking meter zone, the permittee shall pay an 
amount at least equal to the lost revenue of the parking spaces. 

Section 9. No Effect on Existing Parking Districts. 

The City Council does not intend this ordinance to be interpreted to have any effect on existing 
parking districts within the City. 

Section 10. CEQA Findings. 

EXEMPTION, FROM CALIFORNIA ENVIRONMENTAL QUALITY ACT. 

The City Council finds that the enactment of the parking regulations pursuant to this Ordinance 
is determined to be exempt under Section 15061 (b)3 of the of Title 14 of the California Code of 
Regulations (the "State CEQA Guidelines") in that the adoption of these regulations will not 
result in reasonably foreseeable construction activities or other physical activities, either directly 
or indirectly. It can therefore be foreseen that the enactment of this ordinance does not have the 
potential to result in significant effects on the environment. 
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Redwood City, CA, Downtown Parking Meter 
Ordinance 
ORDINANCE NO., __ _ 
AN ORDINANCE OF THE CITY COUNCIL OF THE CITY OF REDWOOD CITY 
AMENDING CHAPTER 20, ARTICLE VII OF THE REDWOOD CITY MUNICIPAL CODE 
BY AMENDING SECTIONS 20.96 THROUGH 20.96.21 IN THEIR ENTIRETY AND 
DIVISIONS 4, 5 AND 9 IN THEIR ENTIRETY. 

 
RECITALS 

 
WHEREAS, planned new development in Downtown Redwood City is likely to increase traffic 
and parking demand. (Downtown Mixed-Use Retail/Cinema Project Environmental Report, 
2000); and  

WHEREAS, the City has conducted a substantive review of the literature and the practices of 
other cities to determine the most effective ways of managing the traffic and parking demand; 
and  

WHEREAS, based on that review the City has determined that the most effective tool for 
managing on-street parking is a program of pricing the on-street public parking at a rate so as to 
achieve a fifteen percent (15%) vacancy rate in the parking spaces on each block. (See Shoup, 
Donald. The High Cost of Free Parking, American Planning Association Planners Press. 2005); 
and  

WHEREAS, underpriced on-street parking causes "cruising," which adds to traffic congestion. 
Shoup, page 291; and  

WHEREAS, a vacancy rate of about 15% is necessary to avoid cruising induced traffic, to 
facilitate easy ingress and egress, and to offer parking opportunities to as many different people 
as possible. Shoup, page 297; and  

WHEREAS, California Vehicle Code Section 22508 authorizes cities to establish parking meter 
zones and to fix the rate of fees for such zones; and  

WHEREAS, parking meter rate ordinances "may ... justify a fee system intended and calculated 
to hasten the departure of parked vehicles in congested areas, as well as to defray the cost of 
installation and supervision." OeAryan v. City of San Diego, 75 CA2d 292, 296 (1946); and  

WHEREAS, such parking meter rate ordinances are for the purpose of regulating traffic and the 
parking of vehicles in the public streets, not a tax for revenue purposes. Id at 293; and  

WHEREAS, receipts from such parking meter rate ordinances "may be used not only in 
defraying the expenses of installation, operation and control of such parking space and parking 
meters, but also those incurred in the control of traffic which may affect or be affected by the 
parking of vehicles in the parking meter zones thus created, including those incurred in 
connection with painting lines and signs, maintaining mechanical traffic signals and other 
expenses of regulating traffic and enforcing traffic regulations with respect to all traffic which 
may affect or be affected by the parking of vehicles in parking meter zones." Id at 296; and  

WHEREAS, using parking meter rates to achieve a vacancy rate of about 15% negates the 
necessity for time restrictions on the use of parking spaces; and  
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WHEREAS, certain formerly unmetered off-street parking facilities must be metered in order to 
meet the demands of changing patterns of use of Downtown parking; and  

WHEREAS, the parking permit program requires modifications in order to meet the demands of 
changing patterns of use of Downtown parking.  

NOW THEREFORE BE IT ORDAINED BY THE CITY COUNCIL OF THE CITY OF 
REDWOOD CITY THAT: 
 
1.  Sections 20.96 through 20.96.21 of Chapter 20, Article VII, Division 1, are hereby amended 

in their entirety to read as follows: 

Sec. 20.96. PARKING TIME LIMITED ON CERTAIN DESIGNATED STREETS DURING 
CERTAIN DESIGNATED PERIODS: When signs are erected giving notice thereof, parking 
shall be limited as specified in the table below. Such limitations on parking shall be effective 
daily except on Sundays and holidays. 
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2.  Division 4 of Chapter 20, Article VII is hereby amended in its entirety to read as follows:   

DIVISION 4. PARKING METER ZONES  

Sec. 20.115. MANNER OF ESTABLISHING PARKING METER ZONES: Parking meter zones 
in streets, public rights-of-way, and publicly controlled off-street parking facilities rates and 
regulations for use therein shall be as established in this Division.  

Sec. 20.116. ESTABLISHMENT OF DOWNTOWN METER ZONE: The Downtown Meter Zone 
is hereby established and is described as follows: That certain area of the City of Redwood City, 
County of San Mateo, State of California, bounded by the following described line:  

Commencing at the point where the centerline of Brewster Avenue intersects with the 
northeasterly edge of the Veterans Boulevard right-of way, extending along the centerline of 
Brewster Avenue to the southerly edge of the Broadway right-of-way; extending along the 
southerly edge of the Broadway right-of-way to the centerline of EI Camino Real; extending 
along the centerline of the EI Camino Real to the centerline of James Avenue; extending along 
the centerline of James Avenue to the centerline of the Southern Pacific Railroad; extending 
along the centerline of the Southern Pacific Railroad to the westerly edge of the Maple Street 
right-of way; extending along the westerly edge of the Maple Street right-of-way to the centerline 
of Stambaugh Street; extending along the centerline of Stambuagh Street to the westerly edge 
of the Walnut Street right-of-way, extending along the westerly edge of the Walnut Street right-
of-way to the southerly edge of the Broadway right-of-way; extending along the southerly edge 
of the Broadway right-of-way to the centerline of Beech Street; extending along the centerline of 
Beech Street to the northerly edge of the Broadway right-of-way; extending along the northerly 
edge of the Broadway right-of-way to the centerline of Maple Street; extending along the 
centerline of Maple Street to the northerly edge of the Veterans Boulevard right-of-way; extending 
along the northerly edge of the Veterans Boulevard right-of-way to the point of commencement.  

Sec. 20.117. ESTABLISHMENT OF DOWNTOWN METER ZONE BASE METER RATES FOR 
ON-STREET PARKING AREAS: Under the authority of California Vehicle Code section 22508, 
the City Council hereby establishes the following Base Meter Rates for the following onstreet 
parking areas within the Downtown Meter Zone: 
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Sec. 20.118. ESTABLISHMENT OF DOWNTOWN METER ZONE BASE METER RATES FOR 
SPECIFIED OFF-STREET PARKING AREAS: The following base meter rates are hereby 
established for certain off-streetparking areas: 

 

 
 
Sec. 20.119. ESTABLISHMENT OF DOWNTOWN METER ZONE BASE METER RATES FOR 
SPECIFIED OFF-STREET PARKING AREAS: The following base meter rates are hereby 
established for certain off-street parking areas: 
 

 
 

Sec. 20.120. PERIODIC ADJUSTMENT OF DOWNTOWN METER ZONE METER RATES: 
Under the authority of California Vehicle Code section 22508, the City Council hereby adopts 
the following process for adjusting Downtown Meter Zone meter rates from time to time to 
manage the use and occupancy of the parking spaces for the public benefit in all parking areas 
within the Downtown Meter Zone.  
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A.  To accomplish the goal of managing the supply of parking and to make it reasonably 
available when and where needed, a target occupancy rate of eighty-five percent (85%) is 
hereby established.  

B.  At least annually and not more frequently than quarterly, the Parking Manager shall survey 
the average occupancy for each parking area in the Downtown Meter Zone that has parking 
meters. Based on the survey results, the Parking Manager shall adjust the rates up or down 
in twentyfive cent ($0.25) intervals to seek to achieve the target occupancy rate. The base 
parking meter rate, and any adjustments to that rate made pursuant to this ordinance, shall 
become effective upon the programming of the parking meter for that rate. A current 
schedule of meter rates shall be available at the City Clerk's office.  

C.  The hourly meter rate shall not exceed one dollar and fifty cents ($1.50) without the express 
approval of the City Council.  

D.  This Section does not apply to the parking facilities described in Section 20.119 of this 
Division during the "peak hours."  

Sec. 20.121. USE OF DOWNTOWN METER ZONE PARKING METER REVENUES: 
Revenues generated from on-street and off-street parking within the Downtown Meter Zone 
boundaries shall be accounted for separately from other City funds and may be used only for 
the following purposes: 

A.  All expenses of administration of the parking program 

B.  All expenses of installation, operation and control of parking equipment and facilities within 
or designed to serve the Downtown Meter Zone 

C.  All expenses for the control of traffic (including pedestrian and vehicle safety, comfort and 
convenience) which may affect or be affected by the parking of vehicles in the Downtown 
Meter Zone, including the enforcement of traffic regulations as to such traffic. 

D. Such other expenditures within or for the benefit of the Downtown Meter Zone as the City 
Council may, by resolution, determine to be legal and appropriate. 

Sec. 20.122. ACQUISITION, INSTALLATION, MAINTENANCE, REGULATION, OF METERS; 
ROLE OF CITY MANAGER: The City Manager is hereby directed to provide for the purchase, 
acquiring, installation, operation, maintenance, supervision, regulation and use of the parking 
meters provided for in this Division and to maintain the meters in good workable condition. 

Sec. 20.123. LOCATION AND OPERATION OF METERS: 

A.  Conventional parking meters installed in a parking meter zone shall be placed immediately 
adjacent to individual parking places described in the following section and shall be placed 
on the curb or sidewalk if the parking place is adjacent to a curb or sidewalk. Each 
conventional parking meter shall be arranged so that upon the expiration of the time period 
for which payment was deposited it will indicate by a proper visible signal that the lawful 
parking period for the adjacent parking meter space has expired and in such cases the right 
of such a vehicle to occupy the space shall cease.  

B.  Each pay-by-space machine, pay-and-display machine, or pay-on-foot machine shall 
conspicuously display the applicable parking rates and instructions for use of the machine. 
Each pay-by-space or pay-and-display machine shall, upon the deposit of the appropriate 
United States coins, currency, credit card, or city prepaid parking card with respect to a 
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parking meter space controlled thereby, dispense a receipt showing the amount of time 
purchased and when the lawful parking period will expire for that space. Upon expiration of 
the lawful parking period, the right of a vehicle to occupy the space shall cease.  

Sec. 20.124. MARKING OF INDIVIDUAL PARKING SPACES; VEHICLES TO BE PARKED 
WITHIN MARKED LINES: The City Manager shall have lines or markings painted or placed 
upon the curb, right of way or parking lot adjacent to each parking meter for the purpose of 
designating the parking space for which the parking meter is to be used. Spaces regulated by 
pay-by-space machines shall be assigned numbers, which shall be clearly painted onto the curb 
next to each such space. It shall be unlawful and a violation of this Division to park any vehicle 
across any such line or marking or to park the vehicle in such position that the same shall not be 
entirely within the area so designated by such lines or markings.  

Sec. 20.125. MANNER OF PARKING IN SPACES PARALLEL TO CURB: When a parking 
space in any parking meter zone is parallel with the adjacent curb or sidewalk and is regulated 
by a conventional parking meter, any vehicle parked in such parking space shall be parked with 
the foremost part of such vehicle nearest to such meter.  

Sec. 20.126. USE OF METER REQUIRED: 

A.  When a vehicle is parked in any space controlled by a conventional parking meter or a pay-
by-space machine and payment is required pursuant to Sections 20.117, 20.118, or 20.119, 
the operator of the vehicle shall upon entering the parking space, immediately purchase 
time by depositing coins indicated on such meter or by depositing other forms of payment 
which may be accepted at pay-by-space and pay-and-display machines such as dollar bills, 
credit cards, or prepaid city parking card as specified on such machines. Failure to put the 
meter in operation by purchasing time, and (if applicable) failure to place the receipt on the 
vehicle dashboard as prescribed, shall constitute a violation of this Division.  

B.  When a vehicle is parked in any space controlled by a pay-and-display machine and 
payment is required pursuant to Sections 20.117, 20.118, or 20.119, the operator of the 
vehicle shall upon entering the parking space, immediately purchase time by depositing 
coins indicated on such meter or by depositing other forms of payment which may be 
accepted at pay-byspace and pay-and-display machines such as dollar bills, credit cards, 
credit cards, or prepaid city parking card as specified on such machines. The operator of the 
vehicle shall immediately cause the parking receipt provided by the machine to be placed 
face up on the driver's side dashboard of the vehicle. Failure to put the meter in operation by 
purchasing time, and (if applicable) failure to place the receipt on the vehicle dashboard as 
prescribed, shall constitute a violation of this Division. Upon the deposit of payment and 
placing such meter in operation, the parking space may be lawfully occupied by such vehicle 
for the time indicated by the meter.  

C.  When a vehicle is parked in any space controlled by a pay-on-foot machine and payment is 
required pursuant to Sections 20.117, 20.118, or 20.119, the operator of the vehicle shall 
upon entering the parking facility, press the specified button at the gate to receive a 
voucher. Prior to departure from the facility, the operator of the vehicle shall deposit the 
voucher into the pay-on-foot machine and shall pay for the time used by depositing the 
amount of money specified by the machine in a form of payment which may be accepted at 
the machine such as coins, dollar bills, credit cards, or prepaid city parking card as specified 
on such machines. Failure to remove vehicle from the parking facility within fifteen (15) 
minutes of payment shall constitute a violation of this Division. Failure to pay for time used 
shall constitute a violation of this Division.  
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Sec. 20.127. INJURING OR TAMPERING WITH METERS: It shall be unlawful and a violation 
of the provisions of this Division for any person to deface, injure, tamper with, open or willfully 
break, destroy or impair the usefulness of any parking meter installed under the provisions of 
this Division or post supporting such parking meter.  

Sec. 20.128. USE OF SLUGS AND SIMILAR DEVICES PROHIBITED: It shall be unlawful and 
a violation of the provisions of this Division to deposit or cause to be deposited in any parking 
meter any slugs, device or metallic substance, or any other substitute for any of the coins or 
other payment types specified in Section 20.123.  

Sec. 20.129. OVERTIME PARKING: If the vehicle shall remain parked in any such parking 
space beyond the time for which payment has been made, the parking meter shall indicate such 
illegal parking and in that event, such vehicle shall be considered as parked overtime and 
beyond the period of legal parking time and the parking of a vehicle overtime or beyond the 
period of legal parking time in any such part of a street where any such meter is located shall be 
a violation of this Division. It shall be unlawful and a violation of the provisions of this Division for 
any person to cause, allow, permit or suffer any vehicle registered in the name of, or operated 
by such person to be parked overtime or beyond the period of legal parking time established for 
any parking meter zone.  

Sec. 20.130. PARKING OR REMAINING ADJACENT TO EXPIRED METER: It shall be 
unlawful and a violation of the provision of this Division for any person to permit any vehicle to 
remain or be placed in any parking space adjacent to any parking meter while the meter is 
displaying a signal indicating that the vehicle occupying such parking space has already been 
parked beyond the period of time prescribed for such parking space.  

Sec. 20.131. DUTY OF POLICE WHERE VEHICLE PARKED OVERTIME; ISSUANCE OF 
CITATION: It shall be the duty of each police officer or parking enforcement deputy to take the 
number of any meter at which any vehicle is over-parked, as provided in Section 20.124; the 
state vehicle license of such vehicle; the time and date of such overparking, and make of such 
vehicle; and issue, in writing, a citation for illegal parking in the same form and subject to the 
same procedure provided for by the laws of the State applicable to the traffic violations within 
the City.  

Sec. 20.132. PAYMENT OF FINE TO AVOID PROSECUTION: Any operator or owner of a 
vehicle to whom a citation has been issued in accordance with the preceding section may, 
within fifteen (15) days of the time of the issuance of such citation, pay to the appropriate court, 
as a penalty for and full consideration of such violation, the sum of twenty-five dollars ($25.00). 
The mailing, in a sealed envelope properly addressed through the United States mail, of a 
check, money order, or postal order, within fifteen (15) days from the time of issuance of the 
citation, or notice of such violation, or the deposit at the City Hall of the sum of twenty-five 
dollars ($25.00) within fifteen (15) days constitutes a compliance with this provision. Delivery of 
such envelope shall be the responsibility of such owner or operator. The failure of such owner or 
operator to make such payment within the fifteen (15) days shall render such owner or operator 
subject to the penalties provided for violation of the provisions of this Division.  

Sec. 20.133. PROVISIONS FOR TEMPORARY SUSPENSION OF METER RATES: The 
provisions of Division may be suspended from time to time by motion of the City Council in any 
case where the Council finds that strict compliance would not serve the public interest, including 
but not limited to the use of public streets and sidewalks for celebrations, special public events, 
celebration of holiday seasons and any other such activity or purpose as the City Council in its 
sole discretion shall determine.  
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Sec. 20.134. DEFINITIONS: For the purposes of this Division the following words and phrases 
shall have the meanings respectively ascribed to them by this Section:  

OPERATOR: Every individual who shall operate a vehicle as the owner thereof or as the agent, 
employee or permittee of the owner.  

PARKING MANAGER: The person so designated by the City Manager to, among other 
responsibilities, monitor the occupancy of parking areas and adjust meter rates according to the 
provisions of Division 4.  

PARKING METER: Any mechanical device which accepts payment for the use of parking 
spaces as described in this Division. Such mechanical devises shall include but not be limited to 
conventional parking meters, pay-by-space machines, pay-and-display machines, and pay-on-
foot machines.  

STREET: Any public street, avenue, road, boulevard, highway or other public place located in 
the City and established for the use of vehicles.  

VEHICLE: Any device in, upon or by which any person or property is, or may be transported 
upon a street or highway, except a device which is operated upon rails or tracks.  

Sec. 20.135--20.149. RESERVED  

3.  Division 5 of Chapter 20, Article VII is hereby amended in its entirety to read as follows: 

DIVISION 5. PARKING PERMITS Sec. 20.150. ISSUANCE; FEE: 

A.  The City Manager is hereby authorized to issue parking permits to the public in accordance 
with the following schedule and subject to th payment of the following fees: 
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B. The City Manager is hereby authorized to issue parking permits, without charge, to City 
employees, officers, volunteers, and visitors as follows: 

 

 
 
 
 

C. In order to ensure orderly and efficient use of the parking supply, the City Manager is 
authorized to limit the number of permits which may be issued, in which case priority shall 
be based on the order in which requests for such permits are received.  

D. The City Manager is authorized to collect deposits, require the submission of application 
forms, and to establish other administrative procedures for the parking permit program as 
may be necessary from time to time.  

Sec. 20.151. FORM: The parking permit may consist of a windshield card or may be in such 
other form as the City Manager may prescribe. 

Sec. 20.152. PAYMENT OF FEE IN ADVANCE; PRORATION; REFUNDS: Payment shall be 
made to the City in advance on an annual calendar year basis for an annual permit, or on a 
calendar month basis for a monthly permit. The fee payable for a monthly permit purchased 
after the sixteenth of the month shall be one-half (1/2) the monthly fee established by resolution 
of the City Council. The fee payable for an annual permit shall be the fee established by 
resolution of the City Council, which amount shall be prorated on a monthly basis for issuance 
thereof after January 1 of any year; provided, however, during the last two (2) months of each 
calendar year monthly permits only may be purchased. 

Sec. 20.153. DISPLAY WHERE VISIBLE; RELIEF FROM PAYMENT OF METER FEES: 
When a windshield card parking permit is placed so as to be clearly legible through the 
windshield of a vehicle, the operator thereof shall be relieved of the obligation of putting the 
meter, pay-by-space machine, or pay-and-display machine in operation by the deposit of money 
therein during the time periods for which such permit is valid. If the permit is not so visible, the 
vehicle and operator shall be subject to the provisions of Division 4 of this Article. If the permit is 
visible but is used during periods for which it is not valid or in a manner for which it is not valid 
as established by this Division, the vehicle and operator shall be subject to the provisions of 
Division 4 of this Article.  

Secs. 20.154 -20.159. RESERVED: 

4.  Division 9 of Chapter 20, Article VII is hereby amended in its entirety to read as follows: 

DIVISION 9. REGULATED, UNMETERED OFF-STREET PARKING FACILITIES 

Sec. 20.184. REGULATED, UNMETERED OFF-STREET PARKING FACILITIES 
DESIGNATED: The following off-street parking facilities, owned or operated by the City, are 
hereby designated as regulated, unmetered off-street parking facilities: 

 



M i s s i o n  B l v d .  C o r r i d o r  S p e c i f i c  P l a n  P a r k i n g  &  T D M  S t r a t e g y  
C i t y  o f  H a y w a r d  

 

 

Page E-22  Nelson\Nygaard Consulting Associates 

A.  Police Department Parking Lot, located at the front, unenclosed area, of the Police 
Department building, 1301 Maple Street.  

B.  Municipal Services Center Parking Lot, 1300 Broadway.  

C.  Library Parking Lot "C," located directly behind and southerly of the Main Library branch, 
1044 Middlefield Road. The City Manager shall cause parking spaces to be designated and 
shall cause appropriate signs to be posted, and markings to be made, in all regulated, 
unmetered off-street parking facilities designated in this Section. 

Sec. 20.185. PERMITS ISSUED: The City Manager is hereby authorized to issue parking 
permits for use in regulated unmetered off-street parking facilities in accordance with such rates 
and regulations as shall be established by resolution of the City Council. 

The parking facility permit may consist of a windshield card or may be in such other form as the 
City Manager may prescribe. 

Sec. 20.186. PERMIT OR CITY IDENTIFICATION REQUIRED: 

A.  It shall be unlawful for any person to permit any vehicle to occupy or remain in any space in 
the Police Department Parking Lot for more than one hour, except on Sundays and 
holidays, when signs are erected giving notice thereof, unless such vehicle displays a valid 
parking permit or said vehicle bears distinctive markings, or logo, or sign (collectively, "City 
identification") identifying said vehicle as City-owned or as an otherwise duly designated City 
vehicle. 

B.  It shall be unlawful for any person to permit any vehicle to occupy or remain in any space in 
the Municipal Services Center parking lot for more than one hour, except On Sundays and 
holidays, when signs are erected giving notice thereof, unless such vehicle displays a valid 
parking permit or said vehicle bears distinctive markings, or logo, or sign (collectively, "City 
identification") identifying said vehicle as City-owned or as an otherwise duly designated City 
vehicle.  

C.  It shall be unlawful for any person to permit any vehicle to occupy or remain in any space in 
the Library Parking Lot "C" unless such vehicle displays a valid parking permit or said 
vehicle bears distinctive markings, or logo, or sign (collectively, "City identification") 
identifying said vehicle as City-owned or as an otherwise duly designated City vehicle.  

Sec. 20.187. DISPLAY OF PERMIT: Windshield card permits shall be placed so as to be 
clearly legible through the windshield of a vehicle parked in a regulated unmetered parking 
facility.  

Sec. 20.188. NO PARKING AREAS: It shall be unlawful for any person to permit any vehicle to 
occupy or remain in, or adjacent to, any area marked or posted by signs for no parking, or 
parking prohibited, or adjacent to any curb painted red, as so designated by the City Manager in 
any off-street parking facility described in Section 20.184, or in any turnaround circle or other 
traffic circulation portion of said facility so designated  

Sec. 20.189. VEHICLES TO BE PARKED WITHIN LINES: It shall be unlawful and a violation of 
this Division to park any vehicle across lines designated parking spaces or to park a vehicle in 
such position that the same shall not be entirely within the area so designated by such lines.  

Sec. 20.190. ISSUANCE OF CITATION: It shall be the duty of each police officer or parking 
enforcement deputy to take the designated name or description of the regulated unmetered 
parking facility at which any vehicle is parked in violation of Sections 20.186 through 20.189 of 
this Division; the state vehicle license of such vehicle; the time and date of such parking; and 
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the make of such vehicle; and issue, in writing, a notice to appear (citation) for illegal parking in 
the same form and subject to the same procedures provided by the laws of the State applicable 
to traffic violations within the City.  

Sec. 20.191. PAYMENT OF FINE TO AVOID PROSECUTION: Any operator or owner of a 
vehicle to whom a citation has been issued in accordance with the preceding section may, 
within fifteen (15) days of the time of the issuance of such citation, pay to the appropriate court, 
as a penalty for and full consideration of such violation, the sum of twenty-five dollars ($25.00) 
plus applicable surcharges established by resolution. The mailing, in a sealed envelope properly 
addressed through the United States mail, of a check, money order or postal order, within fifteen 
(15) days from the time of issuance of the citation, or notice of such violation, or the deposit with 
the court of the sum of twenty-five dollars ($25.00), plus applicable surcharges, within fifteen 
(15) days constitutes compliance with this provision. Delivery of such envelope shall be the 
responsibility of such owner or operator. The failure of such owner or operator to make such 
payment within the fifteen (15) days shall render such owner or operator subject to the penalties 
provided for violation of the provisions of this Division  

Sec. 20.192··20.199. RESERVED 5. This ordinance shall take effect on February 1, 2006. 
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City of Belluvue, WA, Unbundled Parking 
Ordinance 
Bellevue's ordinance, now in place for 15 years, provides a useful model for requiring the 
unbundling of parking costs from office leases. On November 27, 1995, Bellevue adopted 
Ordinance No. 4822, which (among other provisions) added a new Transportation Development 
Code (Chapter 14.60 of the Bellevue City Code) to the City Code. The most relevant sections of 
this code, defining the Department of Transportation's authority to enforce the code, the 
penalties for violations, the unbundling requirement itself (highlighted below in bold text), and 
survey and reporting requirements, are excerpted below.50 For completeness and to provide 
context, the full text of Section 14.60.080, which defines not only the unbundling requirement, 
but also the survey and reporting requirements for the full transportation management program 
typically required of a downtown development.  

Bellevue City Code Chapter 14.60 Transportation Development Code51 

Sections included: 

14.60.021    Authority. 

14.60.022    Violation – Penalty. 

14.60.080    Transportation management program – Downtown. 

14.60.021 Authority. 

A. The department of transportation by and through its director is charged with the 
administration and enforcement of the provisions of this code. 

B. The director shall have the authority to:  

1. Develop and adopt procedures as needed to implement this code and to carry out the 
responsibilities of the department. 

2. Request the assistance of other city departments to administer and enforce this code.  

3. Assign the responsibility for interpretation and application of specified procedures to the 
department of transportation. 

4. Prepare, adopt and update as needed engineering standards to establish minimum 
requirements for the design and construction of transportation facilities and requirements for 
protecting existing facilities during construction. The engineering standards shall be consistent 
with this code and adopted city policies. 

C. When authorized by a provision of this Chapter 14.60 BCC, the transportation department 
may require or allow a performance or maintenance assurance device in conformance with 
Section 20.40.490 of the Bellevue City Code (Land Use Code). (Ord. 4822 § 1, 1995.) 

14.60.022 Violation – Penalty. 

                                            
50 City of Bellevue, Washington, Ordinance No. 4822. http://www.bellevuewa.gov/Ordinances/Ord-4822.pdf 
(accessed November 1, 2010). 
51 Bellevue City Code Chapter 14.60 Transportation Development Code. http://www.codepublishing.com/wa/bellevue/ 
(accessed November 1, 2010). 
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Violation of any provision of this code constitutes a civil violation as provided for in Chapter 1.18 
BCC, for which a monetary penalty may be assessed and abatement may be required as 
provided therein. The city shall seek compliance through Chapter 1.18 BCC if compliance is not 
achieved through this code. (Ord. 4822 § 1, 1995.) 

14.60.080  Transportation management program – Downtown.  

A. The director may require a transportation management program (TMP) for any project 
proposed within the downtown in order to reduce congestion, reduce peak hour trips, or 
implement the policies of the comprehensive plan. 

B. Programmatic Requirements. 

1. The owner of a building with 50,000 gross square feet or more of office shall…perform 
or cause to be performed the following elements:  

a. Commuting options information boards for each tenant with 50 or more employees. 

b. Leases in which the tenants are required to participate in periodic employee surveys. 

c. Identification of parking cost as a separate line item in such leases and a minimum 
rate for monthly long-term parking, not less than the cost of a current Metro two-zone 
pass. 

d. A personalized ridematching service for building employees to encourage carpool and 
vanpool formation. The ridematching service must enhance the computerized ridematching 
service available from Metro (or a comparable service), with personalized follow-up with 
individual employees. 

2. Duration. The programmatic requirements shall continue for the life of the building. 

C. Performance Goals. 

1. The owner of a building with 50,000 gross square feet or more of office shall, as part of the 
TMP for the building, comply with the following performance goals: 

a. For every other year beginning with the building’s first certificate of occupancy (CO) 
anniversary and for 10 years thereafter, the performance goals shall become more restrictive, 
so that by the tenth year the maximum SOV rate will be reduced by 35 percent from the CO 
year baseline. 

b. The city may adjust the above rates every other year based on review of current conditions in 
the downtown, the characteristics of the building, and other local or state regulations. 

c. These performance goals apply to present and future property owners for the life of the 
building. 

D. Survey and Analysis Requirements. 

1. Employee Survey. The property owner shall conduct a survey to determine the employee 
mode split. The survey must be conducted by an independent agent approved by the city. This 
survey shall be conducted in a manner to produce a 70 percent response rate and shall be 
representative of the employee population. If the response rate is less than 70 percent, all 
nonresponses up to 70 percent shall be considered SOV trips. The survey results shall be used 
as the basis for calculating performance levels. The city shall provide a survey form to the 
property owner. 
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2. Schedule of Survey. The survey is to be conducted every two years; the first survey shall be 
conducted one year after the issuance of the CO. 

3. Analysis of Performance Goals. 

a. Single-Occupancy Vehicle Use Formula: 

(NS/NT)(100) = percent SOV use, where: 

NS = number of employees who commute to work by SOV 

NT = total number of employees. 

E. Reporting Requirements. 

1. Content of Evaluation Report. The property owner shall submit a report to the city which 
includes the following elements: 

a. The property owner’s compliance with the performance goals listed in BCC 14.60.080(C), 
including the number of HOV spaces, their location, how HOV spaces are monitored, loading 
and van parking locations, transportation coordinator activities, the number and location of 
commuter information centers and employer commuter options boards, an example of lease 
language, past and current parking costs and ridematch activities. 

b. The results of the employee survey, including the survey procedures and the percent SOV 
use by employees. 

c. Any nonrequired activities undertaken by the property owner to encourage HOV and transit 
use or any unusual circumstances which have affected SOV use. 

The city will provide a report form to the property owner. 

2. Reporting Schedule. An initial action plan for implementing the TMP shall be submitted within 
six months of the issuance of the temporary certificate of occupancy. The action plan shall 
describe transportation management techniques that the property owner will use to encourage 
HOV use by employees and reduce peak period vehicle trips as necessary to meet the 
performance goals. City staff will be available to assist in the development of the action plan. 
The evaluation reports shall occur by building’s first CO anniversary, and every two years 
thereafter. 

F. Failure to Meet Performance Goals. 

1. Remedies. If the city determines that the property owner has failed to meet the performance 
goals of BCC 14.60.080(C), the property owner shall comply with the action plan, employee 
survey and reporting requirements as set forth below. 

2. Action Plan Requirement. 

a. Plan Required. If the property owner fails to meet the performance goals, the property owner 
shall prepare, submit to the city and implement an action plan to meet the performance goals 
within one year. 

b. Adequacy of Plan. The property owner will be allowed flexibility in developing the action plan 
subject to city review and approval, which approval shall not be unreasonably withheld. As a 
guide to this review, the city will evaluate the following: 
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i. The relationship of the number of employees that would be affected by the plan actions to the 
size of the deficiency which must be reduced. 

ii. The effectiveness of proposed actions as they have been applied elsewhere in comparable 
settings. 

iii. The schedule for implementation of the action plan and the assignment of responsibilities for 
each task. 

3. Annual Employee Survey Requirements. An employee survey shall be conducted within one 
year of the date of submission of the previous report to the city. This survey shall be conducted 
under the same conditions and using the same methods as described in BCC 14.60.080(D)(1). 

4. Annual Report Requirement. A report shall be submitted one year after the submission of the 
previous report. The report shall include all of the contents described in BCC 14.60.080(E)(1), 
and in addition shall include descriptions of: 

a. Implementation of the action plan, including expenditures; and 

b. Summary of effectiveness of elements of the action plan. 

5. Duration. The property owner shall comply with the action plan, the annual survey and the 
annual report requirements every year that the property owner fails to meet the performance 
goals up to a maximum of six years after submission of the first report. 

6. Assurance Device. In the event of a failure by the property owner to meet the performance 
goals, the property owner shall provide to the city an assurance bond, or other assurance 
device referenced in BCC 14.60.021(C), at the property owner’s option, securing any financial 
incentives prescribed in an action plan. The assurance device shall equal the cost of the 
maximum incentive levels which could be required for the following year as referenced in the 
action plan. The amount of the assurance device shall be determined when the level of activity 
is determined on the action plan. The assurance device shall be issued not later than 60 days 
after this determination. 

G. Violations. The property owner shall be in violation of the requirements of BCC 14.60.080 if 
he/she fails to: 

1. Comply with the programmatic requirements of BCC 14.60.080(B)(1); or 

2. Comply with the reporting requirements of BCC 14.60.080(E); or 

3. Submit the required action plans required in BCC 14.60.080(F)(2); or 

4. Implement the required action plans required in BCC 14.60.080(F)(2); or 

5. Conduct the required employee survey of BCC 14.60.080(F)(3). (Ord. 4822 § 1, 1995.) 

 


