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CHAPTER 4. SUSTAINABLE TRANSPORTATION

STRATEGIES

Based on an assessment of high priority transportation needs and insight
gained through interviews with a diverse group of stakeholders presented
in Chapter 3, the project team developed a comprehensive set of trans-
portation strategies for Emeryville’s consideration. The strategies comple-
ment the City’s 2009 Updated General Plan and many of the strategies
mirror the General Plan since this study was conducted during the Gen-
eral Plan process. The strategies are intended to help Emeryville move
toward a more balanced transportation system, shifting travel demand
toward transit, bicycling, walking, ridesharing and other alternative and
sustainable transportation modes—especially among in-commuters. The
strategies address Emeryville’s overall goal to establish a more balanced
multi-modal transportation network.

The strategies in this Plan are outlined in several sections, each pertaining

Transportation Demand Management (TDM)

TDM programs come in a wide variety of shapes and sizes. In Emeryville,
several TDM programs currently exist including some administered by

the City, others offered through the ETMA, and other measures provided
by private sector employers. The TDM section addresses a wide array

of strategies to reduce single occupant driving and include carsharing,
expansion of casual carpooling, and establishment of an employer bicycle
sharing program among other ideas.

Parking

Parking policies play a key role in influencing individuals’ choice of how to
travel and land use development patterns. Parking requirements can lead
to an oversupply of parking, contribute to low-density

to a different transportation focus area.

Transit Services

Emeryville is currently served by AC Transit and
Emery Go-Round, Amtrak, and BART (two-thirds of
a mile from Emeryville). The Senior Center operates
the 8-To-Go paratransit van for seniors and disabled
residents. The strategies presented in this plan focus
on how to improve services for the major markets
transit serves including local trips within Emeryville,
sub-regional trips for travel between Emeryville and
Oakland and Berkeley, and transbay trips.

The General Plan recognizes
that an efficient multi-modal
transportation plan, coupled
with wise land use planning, is
essential to improving quality of
life, supporting economic vitality,
and reducing greenhouse gas
emissions. The Transportation
Element seeks to create a well-
connected transportation network
that accommodates cars, public
transit, walking, and biking.

development and at the same time, can discourage
the use of more sustainable transportation modes.
For example, when there is ample parking and it is
no or low cost, it is difficult to support public transit
especially for employees who may choose driving
and parking over transit service.

The section on parking recommends parking strat-
egies to appropriately size the parking supply for
Emeryville.

CHAPTER 4 e SUSTAINABLE TRANSPORTATION STRATEGIES
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Pedestrians

Among potential strategies to improve sustainability, providing attractive
and safe facilities for walking is a critical component of the transportation
network. Regardless of type of trip, origin, or destination, walking is a
part of every trip. This section investigates strategies that will encourage
walking through the development of a safer, more attractive pedestrian
network and programs that are designed to incentiv-

Transit Services

Transit is a critical element of a mobile pedestrian-friendly community,
and the City of Emeryville understands this. Transit provides links both
within the City and beyond it, allowing local residents to leave their cars
at home to travel to work and shopping, and providing options for people
who live outside of Emeryville to commute to jobs or go to stores without
driving their car to Emeryville. Emeryville is home to

ize walking. The suggested strategies in this section
are meant to complement proposed improvements
as part of the forthcoming Bicycle and Pedestrian
Master Plan.

Bicycles

Bicycling has seen significant increases in the past
decade across US cities. Given Emeryville’s small

A policy in the 2009 General Plan
calls for the City to undertake a
study to enhance transit mobility,
including feasibility of transit-only
lanes, especially along congested
transit streets, to provide walking
access from most of the city, and
connect major destinations within
Emeryville and to BART.

a major Amtrak Station and is near the busy MacAr-
thur BART station. AC Transit and Emery Go-Round
buses provide connections to these important multi-
modal hubs, while also providing circulation within
the city.

Emeryville’s transit strategy includes maintaining
existing or expanding Emery Go-Round service, con-
sideration of some minor routing or service changes,
improvements in public information, and facilitating

size and flat terrain, bicycling in the city should be
easy and convenient; however, there are several bar-
riers which make it challenging for cyclists wishing to travel around town
or outside the city limits. This Plan suggests several strategies intended
to encourage bicycling in Emeryville by increasing safety and convenience
and other bicycle-friendly policies. The suggested strategies should
complement proposed improvements as part of the forthcoming Bicycle
and Pedestrian Master Plan.

Wayfinding

The wayfinding section touches on a specific city improvement that
would likely influence all transportation modes. While Emeryville initiated
a wayfinding strategy in the past, the project team believes that it should
be re-visited to support all strategies in this plan. This section outlines the
importance of a wayfinding plan and cites several successful examples
from other cities.

Open House

The final section in this chapter summarizes an Open House that was
held in Emeryville in May 2010 to showcase and inform the public of the
suggested strategies developed as part of the Sustainable Transporta-
tion Plan.

CHAPTER 4 ¢ SUSTAINABLE TRANSPORTATION STRATEGIES

connections via transit.

Changes During the Planning Process

When this Sustainable Transportation Plan was initiated, the consult-
ing team made several recommendations to the City and Transportation
Management Association staff about potential service needs or system
improvements, based on an analysis of service and field observations.
The following recommendations have since been addressed by Emery
Go-Round:

¢ The need for a bus stop at 40t Street and San Pablo Avenue.
40" Street and Emery Street was the first stop after leaving
MacArthur BART and the last stop before returning to MacArthur
BART. While only a block away, 40" Street east of San Pablo Avenue
allows passengers to transfer directly to AC Transit’s 72 Rapid and
other AC Transit lines. This stop was added as part of the April 2010
service restructuring.

* The justification for separate North Hollis and South Hollis
Routes. When the study was initiated, the separate Hollis North and
South routes operated between about 7:00 AM and 7:00 PM. During
early morning hours and after 7:00 PM, a single route — “Hollis” —
operated along the full length of the route. The April 2010 service
adjustments combined the two Hollis routes midday (in addition to
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the morning and evening combination that already operated) and
provided for separate North Hollis and South Hollis routes during
peak commute hours (and on the shoulders of those hours). In
November 2010 the routes were combined all day.

e The value of the City Shopper Route. The City Shopper operated
only four runs on weekdays and ten on Saturday, partly duplicating
some of the service provided on the more robust Saturday BART
Shopper. Emery Go-Round has since discontinued the City Shopper
Route, although some City Shopper Bus Stop signs remained as of
April 23, 2010.

These service changes are welcomed. The City of Emeryville and the
ETMA are encouraged to monitor their impacts and evaluate whether ad-
ditional changes should be made.

Service Concerns and Considerations

The following concerns were identified which serve as the basis for the
alternatives discussed in this chapter. These include concerns noted
through consultant observations, from stakeholders, and from Emery Go-
Round operators:

e Consideration of Emery Go-Round service to additional BART
stations (Ashby and/or West Oakland). Staff and stakeholders

CHAPTER 4 e SUSTAINABLE TRANSPORTATION STRATEGIES

discussed the potential for new Emery Go-Round links between
Emeryville and either Ashby Station or West Oakland Station.

Service requests/demands for service within the Marina (e.g.,

to Captain, Commodore or Admiral Drive). Staff and stakeholders
noted concerns that service to housing developments in the Marina is
limited to Powell Street as far west as Anchor Drive. AC Transit once
had service to Marina Park.

Service requests/demands for service within the Triangle
Neighborhood. It was noted that this residential neighborhood
bounded by San Pablo Avenue, Adeline Street and 539/48" Streets
has no access to Emery Go-Round service (however, by stopping at
San Pablo and 40", the Emery Go-Round provides a stop that may
better meet the needs of some Triangle Neighborhood residents).

Consideration of additional weekend and late night service.
Some stakeholders commented on the need to provide transit
service for movie-goers and people going to other entertainment
venues, as well as the people who work in these places. Data are not
available to indicate whether this demand can be substantiated, and
therefore no service expansions are currently recommended.

Effectiveness of signal prioritization. Emery Go-Round staff raised
concerns about whether the signal timing was really effective and
whether buses had more reliable running times due to the priority.

AC Transit Rapid buses have signal priority on San Pablo Avenue, but
other AC Transit buses do not.

Connections between Emery Go-Round and BART. Emery
Go-Round schedules do not necessarily match BART schedules
when both Emery Go-Round and BART service is more limited
(weekends and late evenings). A comparison of the two schedules
shows many Emery Go-Round runs are scheduled to arrive at the
same time that BART trains arrive and depart, resulting in close

or missed connections. On Saturdays, the BART Shopper has an
irregular schedule.

Public information about Emery Go-Round, BART, and AC
Transit in Emeryville. In the past, schedules, maps, and route
naming conventions were not always clear. Maps did not note where
AC Transit bus routes operate, where stops were located, and the
direction of travel for all loops on the map.
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¢ Congestion concerns:

— 40t Street and Emery. The Hollis route stops at the northwest
corner of the intersection and the Shellmound/Powell route
stops on the southeast corner of the intersection. According to
drivers, passengers will run across the intersection, against red
lights, to get to the bus, depending on which bus arrives first.
For eastbound runs, drivers expressed concerns about buses
blocking traffic at this location.

— Overcrowding. All routes get crowded at peak times.

— Shellmound/40t Street Overpass. The overpass from
Shellmound to 40" Street used to be four lanes but was
converted to two lanes (one in each direction) to accommodate
a wider bicycle lane. According to Emery Go-Round drivers and
some stakeholders, this has led to increased traffic congestion,
especially on the weekends. City Public Works staff maintains that
the congestion is due to intersection delays, not delays on the
bridge.

— Congestion at the MacArthur BART Station. With multiple
shuttles and taxis competing for limited space — as well as
pedestrians crossing the roadway — some safety hazards exist at
the BART station. Based on observations and some input from
Emery Go-Round operators, passengers are often allowed to exit
the vehicles on 40" Street — in spaces reserved

Image from Nelson\Nygaard

Service in the Triangle Neighborhood
EXxisting FPractice:

Triangle Neighborhood residents have access to AC Transit service along
San Pablo Avenue, including Route 72 and 802; service along 40" Street,
including the Emery Go-Round, and AC Transit Routes 57, 26 and C;
and service to the east along Market Street (Routes 88 and F). No service
operates along Adeline Street between Martin Luther

for AC Transit buses - to allow them to avoid
the congested area outside the station. BART
is remodeling shuttle and pedestrian access to
solve these problems.

— Crosswalks. A crosswalk at Pacific Park Plaza
was identified as a hazard by drivers. This
crosswalk now has a traffic signal.

An important transportation
policy in Emeryville’s General
Plan states: The City will
support the expansion of
the Emery Go-Round to
accommodate workers,
residents, and visitors.

King Jr. Boulevard and 32" Street, where there are bi-
cycle lanes. A walk from the Senior Center to the Emery
Go-Round stop at 40" Street and San Pablo Avenue is
about one-fourth mile, but parts of 49" and 48" Streets
are one-half mile from that stop.

Based on Triangle Neighborhood demographics and
densities, it is not anticipated that the neighborhood

Proposed Transit Strategies

Based on a review of operations and the information noted above, a few
service changes are suggested for consideration. An important transpor-
tation policy in Emeryville’s General Plan states: The City will support the
expansion of the Emery Go-Round to accommodate workers, residents,
and visitors.

CHAPTER 4 e SUSTAINABLE TRANSPORTATION STRATEGIES

residents alone would generate significant ridership.
The consulting team reviewed options to stop at the senior center on
Salem Street but due to new traffic calming measures within the Tri-
angle Neighborhood, and lack of traffic signals on San Pablo, none were
deemed preferable at this time. The ETMA Board will consider options for
Emery Go-Round service in the longer-term for east-west connections
across the city.
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It should be noted that the Emeryville Senior Center provides taxi rides
for eligible residents, as well as subsidized paratransit tickets for some
Emeryville residents. Working with the ETMA, the Emeryville Senior
Center also provides a service known as the 8-to-Go shuttle, providing
fare-free door-to-door service not only within the Triangle Neighborhood
(and to the Senior Center), but also to and from destinations throughout
the 94608 ZIP Code. The service operates from approximately 9:00 AM
to 5:00 PM on weekdays for seniors and people with disabilities. The
seniors who would travel to the Senior Center would be eligible for these
Alameda County Measure B-funded transportation programs, suggesting
an Emery Go-Round route deviation is unwarranted.

Strateqy.: Add 40"/San Pablo Stops to Emery Go-Round
Hollis Route

Although the Shellmound/Powell route stops on 40" Street at San Pablo
Avenue, the Hollis route does not. The stops on the Hollis route closest to
the Triangle neighborhood are on Park Avenue and Emery Street, across
San Pablo Avenue from the Triangle neighborhood. Adding 40"/San
Pablo stops to the Hollis route would increase frequency of the service to
the southern portion of the Triangle neighborhood, as well as better serv-
ing the San Pablo/40™ bus hub.

Efficiency of Emery Go-Round Routes
Existing FPractice:

Until recently, the bus stop at the Amtrak Bridge and the Public Market
has been out of service due to construction of a major storm drain pipe
line. The ETMA plans to restore this stop. Some Emery Go-Round stops
are close together and some do not have many riders.

The Shellmound-Powell buses run north on Shellmound Street and south
on Christie Avenue, enabling them to use the one-way part of Christie Av-
enue to Powell Street Plaza shopping center. These buses often have to
wait in traffic at 65th Street. The ETMA has studied the option of revers-
ing direction, running north on Christie Avenue and south on Shellmound
Street. That option does not work because there is no good way to get
from Shellmound Street to Christie Avenue, and such a route would skip
the Trader Joe stop at Powell Street Plaza.
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Strateqy. Ootimize Emery Go-Round Routes

Now that the storm drain construction is completed, the ETMA plans to
restore the Emery Go-Round stop on Shellmound Street at the Amtrak
pedestrian bicycle overcrossing. The ETMA does not plan to make any
stop changes in the short term. However, if changes are considered in the
future, the ETMA could consider combining stops that are close together
where one has few riders, and there is not a reason for the extra stop,
such as older population, a major ETMA member, or an AC Transit stop.

Emery Go-Round East-West Connection
EXxisting FPractice:

Emery Go-Round has no east-west connection across the freeway and
railroad tracks north of 40th Street. Emery Go-Round does not serve the
part of town along San Pablo Avenue north of 43rd Street very well.

Strateqy: Provide an East-West Connection on Powell and Serve
Northern San Pablo

A new Powell route from the MacArthur BART station to Western Em-
eryville via 40th Street, San Pablo Avenue and Powell Street would
provide an east-west connection over the railroad tracks and under the
freeway in the center of town. It would also loop onto Christie and Shell-
mound, and serve the north San Pablo area. This is a long-term strategy
because it will require a new funding source. This route should stop at
San Pablo/Stanford to facilitate transfers to AC Transit.

Service to Ashby or West Oakland BART Stations

Service to Ashby and West Oakland BART Stations was considered, but
is not recommended at this time. The MacArthur BART Station provides a
good anchor for Emery Go-Round service because it is located between
the Ashby and West Oakland Stations, and is in close proximity to the
City. Significant congestion along Ashby Avenue, increased shuttle opera-
tions outside the City of Emeryville’s boundaries (if service were operated
via Powell/Stanford and Martin Luther King, Jr. Boulevard) and only two
BART lines at Ashby (compared to three at MacArthur) make Ashby less
desirable for BART connections. Likewise, no operational efficiencies
were noted by extending service to West Oakland station. It is to Em-
eryville’s advantage to have BART carry passengers as near to Emeryville
as possible rather than allocating additional in-service hours to Emery
Go-Round operations outside the Emeryville City Limits.
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Crossing the Railroad Tracks at 64th or 65th Street
EXxisting FPractice:

The Emery Go-Round route network hub is MacArthur BART. To make

a transfer between routes operating on the west side of the rail tracks
(Shellmound/Powell) and Hollis Route requires a transfer along 40" Street
or at the BART station.

Strateqy. Consider One-lane Bus-only Bridge over Railroad Tracks
on 64" or 65" Street

The Emeryville Transportation Management Association stopped running
buses on at-grade railroad crossings because freight trains can delay
buses for up to ten minutes. There is interest in east-west service across
the railroad tracks at the north end of town. Two AC Transit transbay
routes, the J and Z lines, cross the railroad tracks on 65" Street. A one-
way bus-only bridge in the middle of 64" or 65" Street would be only
12-14 feet wide, and would not have the traffic and visual impacts of a
full-street bridge. Removing
on-street parking would pro-
vide space for the bus bridge,
and approaching buses could
turn a red light green.

The City’s General Plan supports
transit priority on Transit Streets
through features such as traffic
signal priority, bus queue
jump lanes at intersections,
exclusive transit lanes, and other
techniques as appropriate, with
adjustments to technology as
conditions change.

AC Transit Service to
Berkeley and San Fran-
cisco

Existing Practice.

AC Transit’s Route 72 provides

connections to West Berkeley with approximately 15 minute headways
on weekdays. For residents and employees living or working west of
the railroad tracks, walking distance to major bus stops along this route
is about one-half mile, typically a longer walk than people are willing to
make to access transit. AC Transit’s Route F provides half hourly service
to downtown Berkeley and San Francisco. This service is more than a
half-mile from people north of 64th and west of the freeway. The stop on
Shellmound at the Amtrak bridge has been temporarily moved south to
Christie/Shellmound.
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Figure 4-1 AC Transit F Route and Potential Changes
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Strateqy.: Moaify AC Transit F Route to Better Connect North
Bayfront and Towers to Downtown Berkeley and San Francisco,
Fublicize Local Fares on Transbay Routes

To reduce F route trip time and add stops near Powell, the City could add
stops at the freeway ramps; AC Transit could consolidate stops on 40th
and Market, and loop into the Towers and into the San Francisco-only
ramp on the south side of Powell. AC Transit Route F could run on Powell
Street if stops were created, but would no longer serve 40th. The stop on
Shellmound at the Amtrak bridge should be restored. The City and AC
Transit should publicize local fares on transbay buses.

AC Transit Service West from 40th Street in Oakland
Existing FPractice:

Another consideration for sub-regional travel is east-west access into
Emeryville. AC Transit Route 57 travels on MacArthur from the east end
of Oakland and terminates at San Pablo and 40™. Prior to AC Transit
service cuts, the route extended to Shellmound Street. This service was
cut because it duplicates Emery Go-Round routes. Travelling from east of
the BART station to Shellmound Street now requires a transfer; however,
if AC Transit can increase service in the future, the City may have higher
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priorities than restoring this service. Improving the 40th/San Pablo bus
hub will facilitate transfers.

40th Street/San Pablo Transit Hub
EXIsting Fractice:

The set of stops at 40" and San Pablo is considered a major transit hub
in MTC’s Transit Connectivity Evaluation and is recommended for sig-
nificant improvements, although due to lack of funding, no progress has
been made to date.

Strateqy: Improve 40"/San Pablo Bus Hub with Shelters, Signs
and Information Kiosk

When funding becomes available, this is a high priority because it is a
major hub in Emeryville. Improvements could include shelters, signs, and
an information kiosk, coordinated to form an attractive and easy-to-use
transit mall.

Emery Go-Round Signal Priority on Hollis Street
Existing FPractice:

Emeryville’s General Plan calls for signal preemption for transit vehicles.
At this time, a limited Transit Signal Prioritization (TSP) program is in
place for the Emery Go-Round at some intersections along Hollis Street,
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although detection rates may not be as high as desired by the Emery Go-
Round.

Strateqy. Improve Signal Friority on Hollis Street for Emery Go-
Found

Due to high levels of congestion in portions of Emeryville — particularly at
peak hours, on weekends and when trains cause backups — an effective
TSP system is desirable to allow Emery Go-Round vehicles to maintain
their schedules and reduce the likelihood of bunching, particularly if the
services along Hollis Street are combined into one route.

AC Transit Signal Priority on San Pablo Avenue

EXisting Practice:

AC Transit’s Rapid Bus Service on San Pablo Avenue has signal priority
but the other AC Transit buses on San Pablo Avenue do not.

Strateqy. Fxpand Signal Priority on San Fablo Avenue to [.ocal AC
Transit Buses

In the future, AC Transit and the City could consider signal priority for all
of AC Transit’s buses on San Pablo Avenue.

Bus-Only Lanes
Existing FPractice:

General Plan policies T-P-30 and T-P-33 call for a transit study including
exclusive transit lanes. The adopted North Hollis parking plan calls for
peak-hour transit-only lanes on Hollis Street. This is a high priority for the
ETMA.

Strateqy. Consider Bus-only Lanes on Hollis Street

The City should conduct a block-by-block engineering feasibility study

to determine what changes would be required for bus-only lanes to be
implemented, identifying parking that would be removed and considering
the limitations at intersections that have turn pockets and no parking. The
study should include traffic engineering analysis and on-street geometry.
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F Bus Stops on or Near Powell Street
EXxisting FPractice:

The AC Transit F bus route does not stop on Powell Street due to lack of
a good place for a bus stop. The Powell Street urban Design Plan shows
a bus stop on the I-80 ramps at Powell Street in the short term, and in
the middle of Powell Street between the ramps and Christie Avenue in
the long term. AC Transit has expressed a desire to work with the City to
refine the design of these stops.

Rerouting the F bus onto Powell Street could also mean establishing
stops on Powell Street at Christie Avenue and/or Hollis Street. Creating
these stops could require acquiring property, restriping travel lanes or
both.
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Strateqy. Work with AC Transit on Design of F Bus Stops

Working closely with AC Transit as the City moves into detailed design
of the bus stops near the 1-80/ Powell intersection and to the east will
ensure efficient bus service at this location.

BART Station Access
Existing Practice:

Congestion at MacArthur BART is an existing challenge and will continue
to grow as the nearby area and community grows.

Strateqy. Improve Emery Go-Round Access to MacArthur BART
Station

BART and the Oakland Redevelopment Agency have worked with ETMA,
AC Transit and the Cities of Oakland and Emeryville to improve the transit
access at the station, improve pedestrian crossings, and eliminate vehicle
conflicts that may exist with taxi, automobile passenger drop-offs, and
other specialized shuttles. Construction is expected in 2012.

Emery Go-Round Scheduling with BART Schedule
Existing Practice.

During off-peak and weekend periods, the current Emery Go-Round
schedules are not as convenient to passengers making a transfer be-
tween BART and the Emery Go-Round as one could wish. Based on a
comparison of schedules, most Emery Go-Round connections require
waits of more than 5 minutes — some up to 20 minutes — and a number of
trips are scheduled to arrive or depart the MacArthur BART station at the
same time (or within one minute) of a BART departure.

The ETMA looks at the BART schedule when updating the Emery Go-
Round schedule, which occurs about every quarter. Matching is only
possible for a few times. BART is only one factor in scheduling the Emery
Go-Round. Several trains (at least three BART routes) arrive at MacArthur
within a few minutes of each other; it is impossible to match all three.
The ETMA also tries to provide consistent headways for the Emery Go-
Round, so that riders have a consistency for Emery Go-Round arrival
times and reliability for when the next bus will arrive. This breaks down
BART/Emery Go-Round matching on later runs.
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Accessibility of Buses

Buses need to be accessible to everyone, including people in wheelchairs
and people with strollers or luggage. Ease of movement in the aisles
improves accessibility.

EXisting Practice:

Some of the existing Emery Go-Round buses have lifts, which take a
while to lower and raise. The newest bus has a ramp for wheelchair ac-
cess, which is easier and faster to operate. The older buses have only a
front door; the newest one has front and rear doors.

Strateqy: Include Ramps and Rear Doors on New Emery Go-
Round Buses

Ramps will make the buses more readily accessible, and rear doors will
relieve crowding near the fronts of the buses.

Marketing and Public Information

AC Transit, Emery Go-Round, and Amtrak have overall good public
information and signage. Buses are clearly identifiable and stops are well
marked. The Emery Go-Round offers NextBus real-time arrival and de-
parture information for its riders, allowing them to access information on
the NextBus website and from mobile phones/mobile devices. Emery Go-
Round stops are not equipped with real-time electronic message signs.
Amtrak and BART platform signs show number of minutes until next train
arrives in each direction.

Smart Phone Application
EXISting Fractice:

A growing number of transit agencies provide cell phone applications to
help riders plan trips. The ETMA is considering developing an application.

Strateqy. Develop an Emery Go-Round Smart Phone Aoplication

A smart phone application would make Emery Go-Round information
available while people are traveling.
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Websites
Existing Fractice:

The Emery Go-Round website has updated maps and schedule
information.

Strateqy.: Add BART Stop Location to Emery Go-Round Website

The Emery Go-Round welbsite could be more useful if it showed where in
front of the BART station the Emery Go-Round stop is located. The Next-
Bus link could also be more clear for the user. However, this issue would
need to be solved in cooperation with NextBus.

Maps
EXisting Practice:

The Emery Go-Round map shows stops where transfers can be made to
AC Transit buses, locations where riders can transfer between Emery Go-
Round routes, and pedestrian accessways over the rail lines. The map
includes street names and key landmarks. Maps also include bus stop
codes so riders can enter the stop number on their mobile device for real-
time bus arrival information. There is no map that shows both AC Transit
and Emery Go-Round.

Strateqy. Create an Emeryville Transit Map (Paper and Web) and
Coordinate Marketing

The City should create a map showing Emery Go-Round, AC Transit,
BART, and Amtrak routes within about three miles of Emeryville. This
would help passengers coordinate trips using multiple services. The map
should be published on paper and on the City website. It should advertise
local fares for East Bay trips on transbay buses. The City could also work
with all four service providers to coordinate marketing of transit services.

Signs and Displays

EXisting Practice:

An information board at the MacArthur BART Station provides a list
of schedules and bus maps (AC Transit, Emery Go-Round, and other

shuttles) for transit riders who arrive via BART. There is a map but no
schedule at the Emery Go-Round stop, outside of the BART Station. The



ETMA has NextBus displays in several businesses, and has a grant to
install more: Many buses only have route signs on the front.

Strateqy.: Add Emery Go-Round Signs and Displays

Emery Go-Round staff should ensure information in the BART station is
updated regularly and that a schedule is posted where BART passengers
board the Emery Go-Round. An electronic sign that provides real-time
information would also be appropriate in this location, and its installa-
tion is included in the BART renovation. Emery Go-Round has NextBus
displays at six businesses. Additional real-time information displays could
be installed in more local businesses and office buildings. For example, a
computer monitor can inexpensively be installed in cafes, supermarkets
or building lobbies to show NextBus data from the Internet. Route signs
could be added to all sides of buses—low-tech route signs in the short
term and better route signs on new buses.

Amtrak Arrival Time Information

EXisting Practice:

Amtrak platform displays show the number of minutes until the next train
arrives in each direction; however, real-time Amtrak arrival times are not
available outside of Amtrak stations.

Strateqy. Provide Off-Site Amtrak Arrival Information

Amitrak arrival signs at the Public Market would enable passengers to
wait at the market, and cross the pedestrian-bicycle overcrossing to the
station when their train approaches.

Emery Go-Round Data Collection
Existing Practice.

As noted in this chapter, the Emery Go-Round does a generally good job
of providing service, making logical route adjustments and updates, and
marketing the service. One area for improvement is in collecting data.
Many of the service changes that have been implemented by Emery Go-
Round are based on driver-collected ridership data. The newer vehicles
have automatic passenger counters.
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Strateqy. Include Automatic Passenger Counters on New Emery Go-
Round Buses

Half of the existing buses have automatic passenger counters. When new
buses are purchased, they will have automatic counters too. ETMA mem-
bers, and agencies such as BART and AC Transit may be able to use the
data for service planning. This data can be used by Emery Go-Round to
address some of the planning, service, and operational issues it encounters
on a day-to-day basis, including the following:

e Elimination of unproductive stops where few passengers board or alight

Addition of new stops between stops where there are high levels
of activity

Investments in passenger amenities such as benches and shelters

Investments in operational enhancements such as vehicle pull-outs
or TSP investments at locations where high numbers of boarding or
alightings impact on-time performance

Better monitoring of passenger loads (for vehicle assignment, vehicle
purchases and route restructuring)

e Determination of whether later evening or more frequent weekend
service is warranted

A Permanent Yard for Emery Go-Round

EXISting Fractice:

The TMA has been leasing property for its bus storage and maintenance,
and it is not certain how long that property will be available.

Strateqy. Assist the ETMA in Acquiring and Securing a Perma-
nent Yard

The City could assist the ETMA in securing a bus yard through either provid-
ing a site for long term lease or assisting with purchase, and/or assisting
with tenant improvements/relocation expenses.

Property-Based Business Improvement District

Since 2006, the Emery Go-Round has been funded by a city-wide property-
based business improvement district (PBID). The City administers this
assessment district on behalf of the TMA. The district is approved for a



Figure 4-2 Congested Intersections on Transit Streets: Seconds of Delay During PM Peak

2007 2030

Intersection Weekday Saturday Weekday Saturday Service
1-80 NB/Powell 73 46 75 66 EGR, AC
Powell/Christie 38 73 60 156 EGR, AC
Shellmound/Ohlone 23 17 83 250 EGR, AC
Powell/Hollis 51 26 87 32 EGR
40"/Horton 36 NA 92 NA EGR, AC
40"/San Pablo 41 40 57 58 EGR, AC
65"/Shellmound 31 NA 59 NA AC

Source: Emeryville General Plan Draft Environmental Impact Report

ten-year term, so it has to be renewed in 2016, 2026, etc. Community
support will be needed for reauthorization of the PBID. The ETMA will
need to work on this. The City administers the balloting process, and may
not advocate a position.

Bus Stop Amenities

Existing Fractice:

Nine of Emeryville’s 60 bus stops have shelters, 21 have benches, and
25 have trash bins. Some of the stops with the most riders do not have
all of these amenities. The City has requested inclusion of Emeryville bus
shelters in the Regional Transportation Plan.

Strateqy. Install Shelters, Benches and Trash Bins at Bus Stops

Amenities could be added incrementally, prioritizing by ridership. The City
could use regionally allocated funding sources for amenities at the busiest
bus stops in the short-term, and at the less busy stops in the medium-
term. Bus stop guidelines are shown in Appendix C.
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Bus Mobility with Traffic Congestion

Existing Practice.

Traffic congestion currently affects Emery Go-Round and AC Transit,
especially at the 1-80 northbound off-ramp/Powell, Powell/Christie, and
Powell/Hollis intersections. With General Plan build-out, traffic congestion
on transit streets will increase, as shown in Figure 4-2.

Strateqy. Fngineer Streets 7o Help Buses through Congestion

The City should complete an engineering analysis of long-term capital
needs for bus mobility, followed by design and construction of street im-
provements to mitigate the impact of traffic congestion on bus circulation,
in consultation with AC Transit and the TMA. These features could include
signal priority improvements and bus-only lanes as mentioned above, bus
queue jump lanes (bus and right turn only lanes) at intersections, bus stop
bulb-outs (curb extensions), strategic parking restrictions in key locations
especially at corners and/or peak hours, high occupancy vehicle (HOV)
lanes, and other measures as appropriate. Each congested segment of

a transit street could require a unique combination of improvements to
facilitate bus mobility.



Late-Night Service

Existing Practice.

Currently, Emery Go-Round service ends soon after 10:00 pm. Most AC
Transit routes end just after midnight, and one bus runs hourly on San
Pablo after midnight. Both services begin around 5:30 a.m. This arrange-
ment responds to current low demand in the wee hours.

Strateqy.: Expand Late-night AC Transit and Emery Go-Round
Service

To support parking reduction strategies and wean people away from

car ownership, Emeryville will need extensive, frequent all-night transit
service. As development densities increase pursuant to the 2009 General
Plan, gasoline prices rise, and regional transportation planners shift their
emphasis to transit, demand for late-night service could increase. The
transit agencies could begin moving toward this goal by extending service
hours incrementally over time, as much as possible given options for the
structure of driver shift schedules. They could begin by extending sched-
ules to midnight, to match BART’s schedule.

BART Station Name

Existing Fractice:

The MacArthur BART station is only two-thirds of a mile from Emeryville,
and it serves thousands of Emeryville workers, residents, students and
visitors. Yet, it is not clear from looking at BART system maps or stop lists
which station is closest to Emeryville or which station is served by the
Emery Go-Round.

Strateqy.: Work with BART to Add "Emeryville” to the MacArthur
Station Name

Emeryville General Plan Policy T-P-41 calls for renaming the station “North
Oakland/Emeryville”. Two other potential names are “MacArthur/Em-
eryville” and “Temescal/Emeryville”. The station is the focus of the MacAr-
thur Transit Village, which is expected to be under construction soon. The
station is also on the southern edge of the Temescal neighborhood. The
City has an application form for applying for BART approval to rename
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the station. If the name change is approved, the requesting organization
is required to pay for the changes in signs, maps schedules and website
reflecting the change.

Tri-City and Transit Link Service
EXisting Practice:

General Plan policy T-P-40 is to investigate and implement, if appropri-
ate, fixed guideway transit systems, such as streetcars or personal rapid
transit. Several stakeholders felt that the City should conduct a feasibility
study of streetcar service. This points to a need for enhanced last-mile,
neighborhood-level service to link Emeryville to West Berkeley and North
Oakland, as well as to regional transit providers, including BART, Amtrak,
Capital Corridor, and AC Transit. The best way to meet this need could be
a rail system, enhanced rubber tire service, or some other form of transit.

Strateqy. Study Enhanced Link to Berkeley, Oakland, BART, Am-
trak, and AC Transit

The City should conduct an inter-jurisdictional community process for
transportation enhancements that will provide last-mile, neighborhood-
level service to link Emeryville to West Berkeley and North Oakland as well
as to regional transit providers including BART, Amtrak Capitol Corridor,
and AC Transit. The study should address which mode would provide the
highest level of service for the lowest operating cost.

Amtrak Bus to San Francisco
EXisting Practice:

Amtrak passengers can travel between Emeryville and San Francisco by
bus. Only Amtrak passengers are allowed on the bus. Amtrak fares to
San Francisco are $1.50 higher than Amtrak fares to Emeryville.

California Governmental Code 14035.55 states that the state may fund
Amtrak intercity buses only for rail passengers, except on the San Jose-
Gilroy-Monterey, Sacramento-South Lake Tahoe, and Lebec-Santa Clarita
routes, and that Amtrak bus-only service on an excepted route must
cease if a private carrier establishes service on that route.



Local Amtrak Potential
EXxisting FPractice:

Amtrak Capital Corridor runs trains with stops at University Avenue in
Berkeley and Jack London Square in Oakland. The one-way fare be-
tween Emeryville and Berkeley is $7.00. The fare between Emeryville and
Jack London Square is $6.50.

Strategy. Set Discounted One-Step Fares for Amirak Capital
Corricor

Lower fares between adjacent stops could introduce people to Amtrak
who might not otherwise ride these trains, and provide a link between the
western portions of Berkeley, Emeryville, and Oakland.

Transit Service Goals

Transit connections should be made from large concentrations of Em-
eryville residents directly to MacArthur BART station and downtown
Berkeley, Oakland and San Francisco.

Transit frequencies should be 15 minutes or less to BART and 20 minutes
or less to downtown Oakland, Berkeley and San Francisco during peak
periods. Off-peak service should be at least as frequent as 20 minutes to
BART and 30 minutes to downtown Berkeley, Oakland and San Fran-
cisco.

Transit trip times should be 15 minutes to BART and 20 minutes to the
three neighboring downtowns.

Connections from Emeryville’s residential concentrations to BART and
neighboring downtowns are described below:

e BART- Emery Go-Round service to MacArthur BART station is
available within a half-mile of all Emeryville residents.

e Oakland- The AC Transit 26 route connects to downtown Oakland
from the Christie/64th corner, which is near the Hollis/65th area.
The AC Transit 72 route connects to downtown Oakland from the
San Pablo/40th intersection. This route also stops on San Pablo
Avenue near the Hollis/65th area. The AC Transit 88 bus connects to
downtown Oakland from Market/40th.

e Berkeley - AC Transit 49 route connects Ashby near Hollis/65th
to downtown Berkeley. AC Transit F route on 40th and AC Transit
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88 route on Market connect the San Pablo/40th area to downtown
Berkeley. AC Transit F route on Shellmound connects Christie to
downtown Berkeley.

e San Francisco - AC Transit J route, which runs only during
peak period, connects Hollis, 65th and Christie to downtown
San Francisco. AC Transit F route connects 40th and Christie to
downtown San Francisco; during peak periods the C route fills in
between F runs.

Figure 4-3 Bus Connections to BART and Neighboring
Downtowns

Current Service To BART To To To Downtown
From Area Downtown Downtown San
Oakland Berkeley Francisco
Christie/64th EGR AC 26 ACF ACF, J peak
Shellmound
Watergate EGR ACF with | ACF with
Shellmound stops at stops at
ramps ramps
Hollis/65th EGR Hollis AC (72), (26) | AC (49) J peak
San Pablo/40th | EGR AC 72,(88) | ACF, (88) | ACF, C peak
Shellmound,
Hollis

Frequency goals to BART are met by Emery Go-Round service. AC
Transit 72 and 26 routes meet the frequency goals to downtown Oakland.
AC Transit 88 route, which connects 40th/Market to downtown Oakland
and downtown Berkeley, runs every 20minutes all day, meeting both
goals. AC Transit meets the frequency goal to San Francisco because
the C and J fill in between the F bus during peak period. The gap is peak
service to downtown Berkeley between the 30-minute F runs.

The longest trip times from the farthest point are shown in Figure 4-4. Trip
time goals are met by Emery Go-Round for BART service except for the
Watergate loop in the Shellmound route. AC Transit 72 route meets the
goal for service to downtown Oakland from points in Emeryville east of
the railroad tracks. However, from west of the tracks, AC Transit 26 route
is circuitous, taking 32 minutes from 64th to downtown Oakland. AC



Figure 4-4 Bus Frequencies and Trip Times

Provider Route onnection Po Pea Off-pea 0 e
EGR Shellmound | MacArthur BART | 15 15 22
EGR Hollis MacArthur BART | 10 15-20 12
EGR Watergate MacArthur BART | 13 -- 13
ACT 72 Downtown Oak. | 15 15 13
ACT 26 Downtown Oak. | 20 30 32
ACT 88 Downtown Oak. | 20 20 15
ACT 88 Downtown Berk. | 20 20 18
ACT F Downtown Berk. | 30 30 26
ACT F Downtown SF 30 30 21
ACT J peak Downtown SF 30 -- 21
ACT C peak Downtown SF 28 -- 26
Goal BART 15 20 15
Goal Downtowns 20 30 20

Transit F route almost meets the goal to San Francisco at 21 minutes and
the goal to Berkeley at 26 minutes.

Planned AC Transit F bus stops at the freeway ramp would put service

to downtown Berkeley and San Francisco within a half-mile of half of

the eastern half of the Watergate Condominiums. The remaining gap is
service from Watergate to downtown Oakland. The remaining frequency
deficiency is from western Emeryville to Oakland. Studying an enhanced
link to Berkeley Oakland and regional transit could identify ways to resolve
these issues.
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Service for Senior and Disabled Residents

Existing Practice.

The Emeryville Senior Center manages the City’s transportation services
for senior and disabled residents. These services include the 8-To-Go
minivan (which has a ramp for wheelchairs and provides on-demand
service from 8:30 to 5:30 daily), group trips throughout the Bay Area on
the Go-Van-Go (a wheelchair accessible, 22-passenger bus), taxi ride
reimbursement program, a rider guide (including information on discount
passes and medical center shuttles at MacArthur BART station), joint trips
and coordination with neighboring cities, travel training, and discounted
East Bay Paratransit and BART tickets for low-income senior and dis-
abled residents.

Strateqy. Fxpand and Maintain Paratransit for Senior and Disabled
Residents, Match Drivers with Passengers Neeading Hejp

The 8-To-Go shuttle service is nearing capacity, and longer hours would
enable it to serve more passengers. The 8-To-Go and Go-Van-Go
vehicles are entering their fourth and fifth year, and will need replacement
soon. Some passengers need assistance entering the building at their
destination, such as trips to medical appointments. The Senior Center
would like to establish a volunteer program to match driving residents
with passengers who need through-the-door assistance.
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Transportation Demand Management

Transportation Demand Management, or TDM, is a general term for strat-
egies that increase overall system efficiency by encouraging a shift from
single-occupant vehicle (SOV) trips to other modes of travel such as tran-
sit, walking, or bicycling. TDM measures focus on reducing transportation
demand as compared to the alternative solution of increasing transporta-
tion capacity. It emphasizes the movement of people and goods, rather
than motor vehicles, and so gives priority to more efficient modes (such
as walking, cycling, ridesharing, public and private transit, and telecom-
muting).

TDM programs come in a variety of different forms and most individual
TDM strategies only affect a small portion of total travel. However, the
cumulative impacts of a comprehensive TDM program can be significant.
Ultimately, TDM seeks to reduce auto trips — and total vehicle miles — for
individuals to accomplish their daily needs. This is done by increasing
travel options, by providing incentives and information to encourage and
help individuals modify their travel behavior and use sustainable travel
options, at least one day a week. The cumulative impact of a comprehen-
sive set of TDM strategies can have a significant impact on travel behav-
ior, system efficiency, and SOV rates.

TDM in Emeryville Today

TDM programs are typically implemented by public agencies, private
employers, and public-private partnerships. Given Emeryville’s unique
characteristics of a small residential population and large daytime popu-
lation of employees working at large companies, several Transportation
Demand Management (TDM) strategies contribute to reducing peak-hour
vehicle trips. Emeryville has implemented several TDM strategies including
many that are administered by the ETMA such as the Emery Go-Round,
a small number of casual carpool sites, carsharing pods, and promotion
of the Alameda County Guaranteed Ride Home (GRH) Program. Large
corporations within Emeryville may also administer their own internal TDM
programs.

Proposed TDM Strategies

Enhancement of existing TDM services as well as additional TDM strate-
gies are proposed to further support a more balanced transportation sys-
tem. Strategies with the potential for moving Emeryville towards a more
sustainable future are described below.
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Casual Carpooling

Casual carpooling refers to the sharing of a ride with a driver and one or
more passengers, where the ridesharing between the individuals is not
established in advance but coordinated on the spot. Casual carpooling
provides an alternative to traditional ride-matching programs. It differs
from traditional carpools in that it is designed as an instant match by
maximizing flexibility and accommodating last minute requests to share a
ride. Casual carpoolers typically do not exchange money, however this is
beginning to change with the implementation of a $2.50 charge on car-
pools traveling over the Bay Bridge. The major benefits are that it requires
minimal advance planning and accommodates changing travel times,
reducing the barriers to traditional carpooling.

While there may be a variety of motives for carpooling, casual carpooling
is primarily used for commuting where the driver is incentivized to pick up
passengers in order to allow for the use of high occupancy vehicle (HOV)
lanes or reduced tolls — resulting in a savings of both time and money.
Casual carpooling is characterized by informality and lack of governance.
Meeting sites tend to evolve where there is reasonable parking (for pas-
sengers who may drive to the site and leave their cars), a safe waiting
area for queuing cars, proximity to major transportation corridors, and is
often near public transportation stops.
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Goal: Reduce single-occupancy vehicle trips and
incentivize transit use

EXisting Practice:

In San Francisco, about 6,000 people a day get carpool rides that were
not pre-arranged. Commuters in the Bay Area began to use casual car-
pooling in order to bypass the heavy congestion on the Bay Bridge during
the peak hours. HOV lanes offer significant time savings over the general
purpose lanes. There are four conditions that led to casual carpooling’s
success in the San Francisco Bay Area:

e Sufficient driver time savings to warrant picking up and dropping off
passengers

e Pick-up locations are easily accessed by both drivers and passengers
e Downtown San Francisco is a common drop-off point
e Good transit service exists for evening return trips
Within Emeryville, the two sites for casual carpool pickup are:
e Christie Avenue near 64" Street

e Emeryville Marina Peninsula, including Marina and Powell Street
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For the most part, casual carpooling is a one-way phenomenon providing
passengers a free ride to San Francisco in the morning, and passengers
use BART and Emery Go-Round, and/or AC Transit for their return trip.

One of the largest attractions of casual carpooling is its mutual cost sav-
ings for drivers and passengers. On July 1, 2010, carpools and vanpools
were assessed a new charge of $2.50 per vehicle and FasTrak is now
required for payment. Initially, it appeared that the new fare for carpools
caused carpooling to slightly decrease, however, the long-term implica-
tions of the $2.50 carpool charge is yet to be known.

Best Practices

In addition to the Bay Area, casual carpooling is also practiced in Hous-
ton, TX and Washington D.C. Some of the experiences from these cities
are outlined below.

Houston, Texas

Casual carpooling is newer to the Houston, Texas area than in San
Francisco or Washington D.C. As of 2009, approximately 900 people use
casual carpool in Houston on a daily basis. Casual carpooling in Houston
occurs at three locations: Kingsland Park-and-Ride lot, Addicks Park-
and-Ride lot, and Northwest Station Park-and-Ride lot. Each park-and-
ride facility is used primarily for transit and offers direct-connect ramps to
an HOV lane. If casual carpool passengers are unable to join a carpool,
they also have the option of using transit, which runs throughout the day
from the park-and-ride facilities.

The vast majority of casual carpool formation occurs between 6:00 AM
and 9:00 AM. Casual carpooling in Houston occurs exclusively on the
city’s two HOT lanes. The vehicle occupancy requirement on I-10 and US
290 is HOV2+ for most of the day, but as part of the QuickRide program
it is raised to HOV3+ from 6:45 AM to 8:00 AM and 5:00 PM to 6:00 PM
on |-10 and from 6:45 AM to 8:00 AM on US 290.

Washington D.C.

In Northern Virginia, about 6,500 people use casual carpool everyday
(also known as “slugging”). Slugging is an unofficial way to shares rides,
rather like hitchhiking. For many people who don’t wish to be involved in
formal carpooling or vanpooling they use slugging for sharing rides.



Commuters have been utilizing casual carpooling in

the Washington, D.C. area since the early 1970s. It is
believed that slugging began with people waiting at bus
stops on their way to the Pentagon, which is a major
transportation hub. When the HOV lanes on Shirley
Highway (I-95) opened in 1971, the first slug lines
emerged. The Shirley Highway HOV lane is a 28-mile
long lane that runs from Virginia Route 234 to Arlington,
Virginia, less than two miles from downtown Washing-
ton, D.C. Because the new high occupancy lanes were
strictly enforced, drivers had to abide by the HOV-4
rule (later changed to HOV-3) or pay high fines. When
drivers did not have enough passengers for the HOV,
they would pull up to a line of commuters waiting for the
bus and offer a ride to anybody in the line. Word spread
as drivers found an easy solution to meeting the HOV
requirements, and bus riders found a faster, cheaper

Strateqy. Fxpand Casual Carpooling FPick-up
Sites and FPromote Casual Carnoooling

Based on Emeryville’s close proximity to the Bay
Bridge and numerous points of freeway access, it is
desirable to expand the number of casual carpool
pick-up locations and promote its use. Currently, the
two casual carpool sites are located in the western
portion of the City. Currently, there is no formal strat-
egy for “opening” a casual carpool pick-up location.
Most sites are created through a slow process of
achieving a critical mass of both drivers and passen-
gers. It is important for the pick-up and drop-off loca-
tions to have certain amenities so users feel safe and
comfortable while waiting for a ride. Amenities such as
benches, shades, and lighting can affect behavior and
perceptions, and may directly or indirectly affect the
success of casual carpooling.

alternative to the bus. However, the existence of a back-
up mode was necessary in case a passenger failed to
join a casual carpool. As this mode of travel grew in
popularity, lines began to form that were specifically for
casual carpooling.

According to the
Transportation Research
Board, each carsharing
vehicle takes nearly 15
private cars off the road.

The City of Emeryville could support this process by
ensuring casual carpool locations have good access to
transit, passenger waiting amenities, appropriate curb
restrictions, and signage indicating a carpool location.

Casual carpooling is currently integrated in the 511

There are now approximately 20 casual carpool forma-
tion sites in Northern Virginia for the morning commute
period. Casual carpooling in the Washington, D.C./Northern Virginia area
is entirely non-regulated. Casual carpool users have created resources
to access information, including the website, http://www.slug-lines.com.
The website offers information on carpool formation locations, general
rules of etiquette, the process of carpool formations, and a message
board.

In a study of casual carpooling in the Washington D.C. area, survey
results indicated that casual carpoolers accounted for approximately 10%
of the person movement along the HOV lanes during the peak period and
between 25 and 50% of carpool passengers. The results showed that
unlike in San Francisco, many casual carpool passengers also formed
casual carpools for the evening commute trip. However, they noted that
transit was still frequently used for the return trip. Transit ridership was
found to be significantly higher in the evening than in the morning peak
periods.
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website with a wealth of information including a map
of all the sites in the Bay Area, a Casual Carpool Newsletter, Frequently
Asked Questions (FAQs), and a Discussion Board. Casual carpooling
could be further promoted through social networking sites (Facebook,
Zimride, etc.), and outreach to existing carpool user lists via employers.

Watergate residents and users of the park and shoreline access points
on the Peninsula would like to see a residential permit parking program
at Watergate Condos and a 2-hour limit at key recreational sites. If such
restrictions are established, it will be important to retain and designate
carpool parking on the Peninsula.

The carpool area on Christie Avenue is 400 feet south of the AC Transit
Zone bus stop. It is too far from the bus stop for passengers to board the
bus at Avenue 64. The carpool area is seven parking spaces long. There
are 12 parking spaces north of the bus stop. The carpool area should be
moved to immediately north of the bus stop and the current carpool area
converted to parking.
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Carsharing

Carsharing programs allow people to have on-demand access to a
shared fleet of vehicles on an as-needed basis. Usage charges are
assessed at an hourly and/or mileage rate, in addition to a refundable
deposit and/or a low annual membership fee. Carsharing is similar to
conventional car rental programs with a few key differences:

e System users must be members of a carsharing organization.

e Fee structures typically emphasize short-term rentals rather than daily
or weekly rentals.

e \/ehicle reservations and access is “self-service.”

e \ehicle locations are widely distributed rather than concentrated.
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Vehicles must be picked up and dropped off at the same location. Shared
cars also generate social, environmental, and economic development
benefits. Carsharing creates an affordable alternative to ownership for
lower-income workers, students, and seniors. With on-demand access to
safe and reliable vehicles that include full insurance coverage, those oth-
erwise at risk of being marginalized can affordably maintain their mobility
and participate fully in society. According to PhillyCar-share, the combina-
tion of driving hybrids, driving less, owning fewer cars, and making fewer
cold starts can yield an impressive 95% reduction in auto emissions per
participant. From an economic development perspective, shared vehicles
are an attractive amenity for both residential and commercial customers.
By adding an additional transportation alternative, carsharing can provide
urban properties with increased accessibility, making them more attrac-
tive sites for tenants who might otherwise look for a suburban location.
Carsharing also helps to reduce parking demand at participating transit
stations, employer sites, and residential locations. Figure 4-6 summarizes
the potential benefits from carsharing.



Figure 4-6 Potential Benefits from Carsharing
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Goal: Reduce overall vehicle trips by enabling reduced
personal car ownership through carsharing

EXisting Practice:

Emeryville has six Zipcar pods.

Best Practices

Carsharing is overwhelmingly concentrated in metropolitan cores —
around 95% of members are found in these areas. Moderate to high land
use densities, a good pedestrian environment, a mix of uses, and park-
ing pressures all help carsharing to succeed. Most important appears to
be the ability to live without a car (or with just one vehicle): lower-than-
average vehicle ownership rates are the best predictor of a strong market
for carsharing. University campuses can also provide an important market
niche. Other “success factors” for successful carsharing pilot programs
appear to be community support, a strong champion, and involvement by
members (e.g. word-of- mouth marketing).
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Arlington, Virginia

The City of Arlington helps to subsidize carsharing membership and offers
a promotion to residents and businesses. The incentive reimburses up

to $105 of membership and application fees for residents. For business,
it funds up to $50 for membership fees plus half of each employee’s
application fee of up to $20. Low-income households, who are dispro-
portionately transit dependent, have also become a significant target
group. Reduced carsharing membership costs can make it financially
possible for them to join, in turn improving mobility by providing access to
a vehicle. For higher-income “choice” commuters, a temporary financial
subsidy can provide an incentive to try a new “transit + carsharing” com-
mute option that they might not otherwise consider.

Arlington County also offers generous reductions in parking requirements
as part of the overall site plan approval process and for the entire Trans-
portation Demand Management (TDM) package, rather than for carshar-
ing specifically. The County prefers encouraging carsharing with member-
ships and uses credits for tenants instead of dedicating a certain number
of carsharing vehicles in the site plan agreement. By doing so, carsharing
parking does not necessarily have to be located in the new development,
but can be on-street or in other complexes instead.

Analysis of carsharing activity in Arlington, Virginia (a suburb of Washing-
ton D.C.) found the following:

e Carsharing membership in Arlington has been growing rapidly and
totaled nearly 3,500 individuals in 2006.

e 5% of Arlington residents living in the Metrorail (transit-oriented
development) corridors are Zipcar members.

e Carsharing has allowed members to reduce their vehicle ownership
rates and overall vehicle-miles traveled while increasing transit use
and walking. Members also have generally been able to postpone
buying a vehicle.
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Chicago, lllinois

[-GO Carsharing was founded in March of 2002 by the Center for Neigh-
borhood Technology (CNT) — a non-profit organization dedicated to build-
ing more livable, sustainable urban communities. Inspired by the success
of carsharing in Europe, CNT introduced carsharing to Chicago to reduce
greenhouse gas emissions and air pollution from the transportation sec-
tor, urban traffic congestion, and household transportation costs.

The City of Chicago Department of Transportation agreed to apply as the
sponsoring government agency for federal Congestion Mitigation and

Air Quality Improvement Program (CMAQ) funds after the CNT had been
turned down by others. The City of Chicago provided I-GO’s initial financ-
ing, allowing the organization to begin operations with four cars in two
Chicago neighborhoods. With the CMAQ grant, the City was awarded
$250,000 to start I-GO by providing CNT with the operating costs for

11 vehicles. In 2005, Chicago was awarded a second CMAQ grant of
$419,000 to expand the program with more vehicles, totaling $1 million in
federal grant funds for I-GO. The City continues to be involved in moni-
toring and reporting on the grant to the Federal Transit Administration.
Since that time, the organization has grown to serve more than 8,000
members with cars in 32 Chicago neighborhoods, as well as the adjacent
suburbs of Oak Park and Evanston.

[-GO works closely with city planners, other govern-

Strateqy. Fxpand and Incentivize Carsharing FPrograms

Several mechanisms that could be employed to expand and incentivize
carsharing in Emeryville are described below.

e Add carsharing pods. Although Zipcar has recently increased the
number of pods to five throughout the city, the City of Emeryville
should continue to encourage the establishment of additional
carsharing services in Emeryville with more shared vehicle “pods”
strategically located around the city. Furthermore, it may be prudent
for the City to work with City CarShare to add additional carsharing
options for both residents and employers.

¢ Provide marketing support. The City of Emeryville could assist in
marketing carsharing with minimal costs to help promote the services
and for better understanding of carsharing among the public.
Assistance can be of many different types, such as information on
websites and in newsletters; distribution of materials at transportation
fairs; issuing press releases; and providing additional on-street
parking spaces.

¢ Replace City vehicle fleet. The City of Emeryville could consider
replacing some or all of its vehicle fleet with carsharing and
allow employees to use carsharing instead. This would provide a
guaranteed level of baseline use and enable residents

ment entities, and the private sector to maximize the
public benefits of carsharing. The city’s Department
of Planning coordinates with city planners and private
developers to incorporate carsharing into planned
developments. In addition, developers throughout the
city are incorporating I-GO as a component of achiev-
ing LEED certification for their buildings. Carsharing

The City Council of Austin,
Texas, included carsharing
in their parking reduction
policy, allowing for minimum
off-street parking reductions
of 20 spaces for every
carsharing vehicle provided.

and other employees to use the cars in the evenings
and weekends. Many other cities have done this

to a) save taxpayer dollars, b) demonstrate “proof

of concept” to private-sector organizations, and c)
subsidize the expansion of carsharing. Public- and
private-sector fleet replacement could benefit sponsors
by reducing vehicle maintenance and administration
costs and the need for on-site vehicle fleet storage and

providers rely primarily on surface lots and garages to

secure parking for carsharing vehicles. I-GO has taken

an approach which integrates carsharing into the regional transportation
network, and emphasizes close collaboration with planners, government
agencies, elected officials and the private sector.
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help meet the City’s goals for making it easier to live
and work in Emeryville without a car by significantly expanding the
supply of shared vehicles especially during evenings and weekends.
Philadelphia and Berkeley provide good examples; Philadelphia
projects savings of $9.1 million over five years through replacing 500
City-owned vehicles with carsharing.

¢ Establish carsharing through new development. In return for
reduced parking requirements or to mitigate traffic impacts, a
developer could provide parking and subsidize start-up costs.



Typically, a $1,200 to $1,500 monthly revenue guarantee would be
required, with the developer making up any shortfall in user fees.
Parking reduction policies are most effectively codified in zoning

or building codes, making them easy for developers to use. While
they can be managed on a case-by-case basis through the variance
process, the bargaining adds difficulty and reduces the likelihood

of action. Some examples of where parking policies support
carsharing include:

— Seattle’s Municipal Code allows for a reduction of one parking
space for each parking space leased by a carsharing program for
small-scale developments (City of Seattle 2008). For larger-scale
developments, Seattle’s municipal code allows for a reduction
of three required parking spaces or 15% of the total number of
required spaces, whichever is fewer.

— Parking by-laws in Vancouver, British Columbia, give officials the
option of substituting carsharing vehicles and parking spaces at a
1:3 ratio, up to one carsharing vehicle for each 60 dwelling units
(City of Vancouver 2005).

— The city council of Austin, Texas, included carsharing in their
parking reduction policy, allowing for minimum off-street parking
reductions of 20 spaces for every carsharing vehicle provided.
For multi-family residential uses in the University Neighborhood
Overlay District Section, off-street parking requirements are
reduced to 40% of regular standards with participation in a
carsharing program (City of Austin 2008).
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Employer Bicycle-Sharing

Bike sharing is a form of bicycle rental where people can have access

to a shared fleet of bicycles on an as-needed basis. Bicycle sharing
programs provide safe and convenient access to bicycles for short trips,
such as running errands or transit-work trips. The international commu-
nity has experimented with bicycle sharing programs for nearly 40 years.
Until recently, bicycle sharing programs worldwide have experienced low
to moderate success; in the last five years, innovations in technology
have given rise to a new (third) generation of technology-driven bicycle
sharing programs. These new bicycle sharing programs can dramatically
increase the visibility of cycling and lower barriers to use by requiring only
that the user have a desire to bicycle and a smart card, credit card, or cell
phone.

Bicycle sharing programs, such as systems in Paris and Lyon, France
have helped to increase bicycling mode share, provide access to the
public transit system, reduce a city’s travel-related carbon footprint,

and provide additional ‘green’ jobs related to system management and
maintenance. In the U.S., many cities are considering bicycle sharing pro-
grams. Initial examples have rolled out in U.S. cities such as Washington
D.C. and Denver, CO within the past year. These programs are still in their
infancy, thus no formal evaluations have been completed at this time.
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A station in Denver’s bicycle sharing pilot system

Image from AndrewDuvall.org

Goal: Reduce short-distance vehicle trips by providing
easy access to a shared bicycle

Existing Fractice:

In Emeryville, Pixar and Clifbar have bicycles for employee use, and
another employer is considering them. No modern (technology-driven)
public bicycle sharing programs currently exist in Emeryville or in the
larger East Bay although some small bicycle sharing programs do exist
at UC Berkeley and other small employers throughout the area. However,
the City of Emeryville does have several bicycle-related projects underway
that will increase the ability to bicycle through the City with greater ease
and safety. These include the Greenway and the South Bayfront Pedes-
trian-Bicycle Bridge. These capital projects in addition to other projects
underway such as bicycle lanes and bicycle parking will provide a neces-
sary foundation to ensure cycling is both safe and an attractive mode of
transportation within Emeryville.

Since 40% of all vehicle trips are less than two miles, bicycle sharing of-
fers an opportunity to substantially reduce demand for parking and travel
by automobile and can achieve a significant reduction in the negative
environmental impacts associated with automobile travel. Bicycle sharing
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in Emeryville can be very attractive given the short distances residents
and employees alike need to travel to get around town. A review of the
experiences of other bicycle sharing programs presented below provided
insight into the opportunities and challenges for the City of Emeryville to
pursue a bike sharing program.

Best Practices
Long Beach, California

The City Bike Share program in Long Beach, California is a free program
targeted toward City employees and managed by the Department of
Public Works. The program is a partnership with Bikestation, a company
that provides high-quality bicycle parking facilities. The main goals of the
program are to: “reduce the number of local trips made by automobile,
lessen traffic congestion in the downtown area, and help employees get
active and healthy the easy way.”

Employees can easily register for the program online. They receive a key
fob, which provides them access to the key to the bike lockers. Bicycles
must be returned to the same locker they were removed from at City Hall,
and cannot be checked out overnight. All bicycles are equipped with front
and rear lights, a rear rack and front basket, a kickstand and a warning
bell. The first 50 users to register received a helmet.

In order to register for the program, participants must sign a release and
wavier form. Brochures are available, which outline how to register for the
program, as well as rules and regulations about bicycling in Long Beach.
These include a warning about bicycling on the sidewalk and usage of
bells and horns. The brochure also highlights key safety issues, such as
helmet use and avoiding the ‘door zone’ (the area along the parking lane
that a parked car’s driver-side door swings into).

Bikestation installed the security access control and reporting software
system, as well as procuring and assembling the bikes and bike acces-
sories. The group also manages registrations, the user database, and
maintenance, among other day-to-day operational activities. The capital
expenses of the Long Beach program were $30,000, and annual admin-
istration, operations and maintenance costs were estimated at $10,000
for the first pod and $6,000 thereafter. The program is provided in ac-
cordance with Rule 2202 Air Quality Investment Program. It is funded
through AQMD AB2766 funds.
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A key fob provides access to locker keys for the Long Beach City Bike Share Program.
Image from City of Long Beach. Used with permission.

Strateqy. Explore Employer and Public Bicycle Sharing

Bicycle sharing can be a cost-effective sustainable mode of transporta-
tion that increases access to many destinations around town while im-
proving personal fithess and health and reducing traffic congestion, pollu-
tion, and other environmental impacts of transportation. However, several
key factors, as previously noted, are important to consider before imple-
menting a bicycle sharing program. These factors include environmental
conditions, the need to provide a comprehensive, well-connected bicycle
network, and there being sufficient potential demand for the service.

Although conditions may not be perfect for a citywide bicycle sharing
program at this time, employer-based bicycle sharing may be a first step
to increase the share of bicycle trips made by employees. Many employ-
ers have large campuses throughout Emeryville and not all are well served
by local amenities such as a market, post office, day-care center, etc.

An employer-based bicycle sharing program would provide a new travel
choice for employees for local trips during the lunch hour and for other
mid-day errands. Such a program would reduce mid-day vehicle trips, in-
crease the presence of bicyclists on Emeryville streets, and also serve as
a foundation for other bicycle-related programs and improvements in the
future. As a first step, a pilot bicycle sharing program for City employees
could be initiated, to provide proof-of-concept to other employers, and
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as an initiative to increase hon-motorized mode share and improve City
employee health.

Overall, current conditions suggest that some change needs to occur in
Emeryville for an employer bicycle sharing program to be successful. In
particular, two broad changes will be most important:

e Expansion and completion of a more comprehensive bicycle network,
to provide improved access and safety citywide

e Continued provision of bicycle amenities such as racks/parking at
key destinations

The City is currently planning and implementing major projects that will
support efforts to improve bicycle conditions in Emeryville including an
update of the Pedestrian and Bicycle Plan. It is assumed that the critical
components discussed above will be analyzed in depth and appropriate
recommendations will be made. Another major plan includes a bicycle/
pedestrian bridge that would span Interstate 80, linking the Emeryville
Greenway with the Bay Trail.

With these components in place, the city may be interested in a larger-

scale bicycle sharing program in the future. Overall, three basic types of
programs could be pursued, with further evaluation necessary to deter-
mine which would be expected to be most successful:

e Citywide, sponsored by the City and/or ETMA

e Multi-jurisdictional, co-sponsored by Emeryville and one or both
neighboring cities of Oakland and Berkeley, and/or AC Transit/BART.
This might be advantageous due to the small size of Emeryville and
the frequent trips made between the three cities.

e | ocation-specific, sponsored by property owners or managers,
employers or institutions, either alone or co-sponsored with the City
or ETMA. These programs most likely will offer bicycles for round-trip
use over a longer period of time.
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AC Transit EasyPass

AC Transit has three EasyPass programs tailored to employers, residential
communities, and colleges that offer a discounted group rate compared
to regular AC Transit bus fares. Each one is easy to administer with ex-
traordinary benefits.

The EasyPass works like an insurance plan by paying for a large group
of program participants; the per-participant costs are shared. By sharing
in the costs, all the group’s participants have an opportunity to use their
EasyPass—whether they’re daily AC Transit riders, use the service oc-
casionally, or use it for the first time. The EasyPass works in conjunction
with the Clipper regional fare card.

The EasyPass program requires that a participating organization:
e Have at least 100 participants —employees, residents or households

e |dentify a site coordinator for communication and coordination with
AC Transit

A developer, property owner, or homeowners/renters association may
choose to purchase one pass for each household in the residential prop-
erty. In this case, each household is considered to be the equivalent of
one “participant.”

AC Transit also encourages participating organizations to execute an
online survey of participant travel behavior before and after the passes
are purchased and distributed. Information from the

Strateqy. Promote AC Transit Easylass FProgram

Large employment centers in Emeryville, such as Novartis and Pixar,
IKEA and the Bay Street Center, as well as nearby educational centers
are excellent candidates for participation in the EasyPass program. These
business and employment centers have large numbers of potential transit
riders close to frequent transit service. AC Transit can connect employees
and residents in Emeryville to San Francisco, Oakland, and Berkeley.

The AC Transit EasyPass program offers a promising opportunity for the
City of Emeryville to realize goals established in the General Plan — a more
balanced transportation system that maintains and improves mobility and
access while also reducing traffic congestion, automobile trips, and the
environmental impacts associated with travel by automobile.

The City should encourage employers, apartment owners, schools, and
homeowner associations to set up an EasyPass program. The City can
identify primary candidates for participation in the program and facilitat-
ing communication and coordination with AC Transit. Furthermore, as
demonstrated elsewhere, participation in the program can help realize
significant reductions in parking demand. This can reduce construction
costs for housing and commercial development and costs to build and
maintain public parking. In the development review process, or through
their zoning ordinance, the City could reduce parking requirements if
a commitment is made to participate in the EasyPass program. The
increased mobility for program participants could also

surveys helps AC Transit develop marketing materials
and evaluate the effectiveness of their service in meet-
ing travel demand, and increasing customer satisfaction
with the service.

EXIsting Fractice:

The EasyPass Program provides a strong incentive for

A study of UCLA’s universal
transit pass program similar
to the EasyPass found that
a new parking space costs
more than 3 times as much
as a free transit pass ($223/
month versus $71/month).

support local businesses and a subsequent increase in
sales tax revenue for the City.

The City is encouraged to promote the EasyPass
program and require new development to participate in
this program as a condition of approval, or grant bonus
points. This program would be especially beneficial for
low income and elderly residents and commuters who

existing and prospective tenants or buyers who want to

live in a place that offers discounted passes and enables tenants to forgo
a second car. For employers it offers an employee benefit, recruitment,
and retention tool.
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ride express AC Transit service into San Francisco. It

is acknowledged that many commuters who work in
Emeryville ride both BART and Emery Go-Round and would not benefit
from this program. Although Emery Go-Round is free of charge, BART
does not offer a monthly pass nor bulk discounts.

As of November 2008, one multi-unit residential complex in Emeryville
was participating in the new program. Passes were given to the residents
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for free. The response was enthusiastic, but a change in management
ended participation.

A study of UCLA's universal transit pass program similar to the EasyPass
found that a new parking space costs more than 3 times as much as a
free transit pass ($223/month versus $71/month).

Employee Origins and Destinations
EXisting Practice:

Although many Emeryville residents use sustainable transportation
modes, most people working in Emeryville drive alone to work. To as-
certain the best ways to serve these employees, the City needs to know
where their work trip begins in the morning and ends at night. Figure 4-7
provides information on employee residences for those working in Em-
eryville.

The Federal Longitudinal Employer Household Dynamics Program
combines data from state and federal agencies to show where employ-
ees live. The most recent information is for 2009. As shown in Figure
4-7, 42% of Emeryville workers live within the AC Transit District service
area. Of those, 1.4% reside in Emeryville. Another 26% live outside the
AC Transit service area but within the BART area or near a bus to BART.
Another 12% live within the Capitol Corridor rail or bus service area.
Only 12% live in areas with no transit access to Emeryville. The 6% who
fly here could take transit to the airport; these people and some of the
driving-distance commuters clearly do not make daily trips here. This
information shows that there is potential for shifting drivers to AC Transit,
BART and Capitol Corridor.

Commuter Checks

Commuter check companies offer employers a way to allow employees
to buy monthly transit tickets on a pre-tax basis through payroll
deductions.

Strateqy. Use Commuter Checks for Bonus FPoints or Condition of
Approval in Employer Projects

When employers build or expand workplaces, commuter checks could
be added as conditions of approval or for bonus points.
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Figure 4-7 Where Emeryville Workers Live

Where Emeryville Workers Live - Census County Divisions - 2009

Within AC Transit Area 8,190 42.42%
Oakland CCD (Alameda, CA)* 3,445 | 17.80%

Berkeley CCD (Alameda, CA) 1,017 5.30%

Alameda CCD (Alameda, CA) 552 2.90%

West Contra Costa CCD 1,573 8.10%

(Contra Costa, CA)

Hayward CCD (Alameda, CA) 1,152 6.00%

Fremont CCD (Alameda, CA) 451 2.30%

BART Area beyond AC Transit Area 4,686 24.27%
San Francisco CCD 2,448 112.70%

(San Francisco, CA)

Central Contra Costa CCD 1,843 9.50%

(Contra Costa, CA)

South San Francisco CCD 395 2.00%

(San Mateo, CA)

Livermore-Pleasanton CCD 264 1.40%

(Alameda, CA)

Antioch-Pittsburg CCD 191 1.00%

(Contra Costa, CA)

Bus to BART 183 0.95%
| San Rafael CCD (Marin, CA | 183 [ 090% [ |
Capitol Corridor Area beyond BART Area 1525 7.90%
San Jose CCD (Santa Clara, CA) 952 4.90%

Sacramento CCD (Sacramento, CA) 393 2.00%

Fairfield-Suisun City CCD 180 0.90%

(Solano, CA)

Davis CCD (Yolo, CA) 52 0.30%

Roseville CCD (Placer, CA) 35 0.20%

Auburn CCD (Placer, CA) 9 0.00%

Capital Corridor Bus Area

Flying Distance - Southern California

Flying Distance - Out of State

*068 (1.4%) live in Emeryville.

Source: Longitudinal Employer Household Dynamics Program, http://lehdmap.did.census.
gov./m/
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Home Delivery Services
EXxisting FPractice:

Many Bay Area residents travel to Emeryville for its shopping and retail
options. Many of the retail trips involve goods that cannot be transported
easily without a car, therefore forcing customers who might otherwise

be able to take transit, bike, or walk for the trip to have to drive simply to
transport their larger purchases on the return trip.

Strateqy. Explore Consolidated Home Delivery Service for High-
Volume Retallers

If home delivery service were simplified and provided at a nominal cost
or for free to the shopper, it would be an incentive for

Parking Strategies

The supply, utilization, management, and regulation of parking are major
factors that influence:

e Multi-modal access to and mobility within Emeryville

e The affordability and choices of housing and commercial space in the
City

e The potential for the City to grow and develop as planned
and desired

The availability of parking, including both public and private, on- and
off-street parking, influences the accessibility of homes, businesses, and
civic and educational institutions in Emeryville by all

shoppers who travel to Emeryville to ride transit or
to reduce or eliminate a vehicular trip. While some
big box retailers in Emeryville do offer delivery service
for a significant fee (e.g. $50 for IKEA), the cost for

a consolidated delivery service could likely be lower
if shared among the many retailers in Emeryville.
Consolidated delivery service could also reduce the
number of vehicle trips generated by large item or
high-volume retailers.

Turnover analysis from the
North Hollis Parking Policy and
Management Implementation
Plan indicates that many
employees use on-street parking
spaces for all day vehicle
storage; reducing the availability
of parking for visitors, vendors,
and retail customers.

modes of transportation. Where on-street parking

is filled up by commuters parking all day at no cost,
visitors and shoppers arriving by car from outside the
city can be forced to circle the block multiple times
to find an open space or available off-street parking.
This search for parking congests streets and reduces
mobility for other drivers, transit riders, and bicyclists
using city streets.

Parking supply and management practices also influ-

As an example of home delivery service, Home De-

pots in Manhattan provide delivery service for those

within Manhattan, and deliveries are completed within three hours of
purchase. The cost for home delivery is minimal:

e $21.00 Flat Rate
* $33.00 if over 85 Ibs
e $47.00 if a truck is needed for delivery (bulky item)

Those living outside of Manhattan are charged a fee. Based on feedback
from Home Depot, approximately 80% of customers use the service. Em-
eryville could be a leader in initiating a program for the purposes of reduc-
ing vehicle trips and pursuing its goals for sustainable transportation.
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ence choices about how to travel to, from, and within
Emeryville. For example, where the cost of build-

ing and maintaining off-street parking is bundled into a standard lease
agreement and therefore hidden from commercial tenants, it is usually not
passed on to employees and customers. This means that drivers effec-
tively receive a subsidy in the form of “free parking,” a benefit which is not
necessarily available to them if they walk, bike, or ride the bus. This is a
strong economic incentive that encourages driving instead of using more
sustainable transportation options. When parking costs are made evident
to drivers through parking pricing and/or other parking policies, people
are more likely to choose another option such as transit; thus good park-
ing policies can help increase transit ridership.

Moreover, existing City requirements that property owners provide a mini-
mum number of parking spaces can result in an oversupply of parking
spaces. Once constructed — at great cost to the developer — the expense
of providing excess parking is usually passed on to tenants and/or buyers
in the price of their lease or sale agreements. This results in significantly
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increased costs, reducing the affordability and choices of housing and
commercial space in the city.

Finally, the regulation and supply of parking influence how the city grows
and develops. As the city continues to grow, land currently dedicated to
surface parking becomes more valuable and is increasingly attractive for
development. With limited land area, Emeryville will need to employ smart
parking management strategies and sustainable transportation alterna-
tives to maintain access and thrive in the face of growth.

The parking strategies included in this Sustainable Transportation Plan
are necessary both to guide growth in the city and to serve as a primary
means of reducing traffic congestion and enhancing multi-modal access.

Parking in
Emeryville Today

Key to developing appropriate
parking strategies for the fu-
ture is understanding existing
conditions by collecting and
analyzing comprehensive data
on patterns of occupancy and
turnover of on- and off-street
parking throughout the City.

A recently completed parking
study provides such data for
the North Hollis area: similar
studies revealed that parking
is not as tight in other parts of
the city, including the South
Hollis, Park Avenue, Triangle
and Bayfront Districts.

Image from Nelson\Nygaard

CHAPTER 4 e SUSTAINABLE TRANSPORTATION STRATEGIES

Proposed Parking Strategies
Overview

To improve parking availability, multi-modal accessibility, and mobility,

support planned mixed-use development, and reduce costs for hous-
ing and commercial space, the following parking strategies should be
pursued:

e Revise off-street parking standards to meet city goals

— Reduce minimum requirements for off-street parking;
establish maximums

— Increase incentives for payment of in-lieu fees
— Incentivize or mandate shared parking
e Manage public parking prices to ensure availability

— Adopt vacancy goals for public on-street and off-street parking
(Recommended 15% and 10% respectively)

— Grant staff administrative authority to establish and adjust parking
fees and/or time limits as necessary to meet these vacancy goals

— Where paid parking is necessary, install smart meters that allow
adjustable rates

— Monitor parking occupancy and adjust rates accordingly
— Implement an efficient permit parking program

e Establish Permit Parking Areas

e Establish Parking Benefit Districts

— Dedicate all parking meter/permit revenue to improvements within
the Parking Benefit District

e “Unbundle” Parking from Commercial and Residential Lease/Sale
Agreements

— Implement General Plan Policy TP-59 by adopting a local
ordinance requiring line item separation of parking costs in lease
and sale agreements.

e Require Employers to “Cash-Out” Parking Subsidies

— Implement General Plan Policy TP-53, by adopting a local
ordinance requiring that local employers comply with the state
parking cash-out law and expanding requirements to businesses
with 10-50 employees at worksites in Emeryville.



The strategies provided herein represent a package of reforms that
should be implemented together to achieve city goals and objectives. For
example, the effective management of on- and off-street public parking
and the expansion and conversion of the Residential Permit Zone into

a Residential Permit Parking District, with a limited supply of available
permits, can ensure that on-street parking is available both in mixed-use
commercial districts and adjacent residential districts. With these reforms
in place, the City will no longer have to require developers to provide a
minimum number of off-street parking spaces to prevent spillover parking
impacts in the surrounding area. This means that the city can replace its
minimum off-street parking requirements with maximums, thus reducing
development costs and facilitating mixed-use transit-oriented develop-
ment consistent with the vision of the General Plan.

The last two strategies are especially important in a city such as Em-
eryville, where many property owners have built and tenants have leased
a supply of parking that meets city code requirements, but which ex-
ceeds their specific needs and purposes. By separating the cost of park-
ing from rents and providing incentives for the use of alternative modes,
these requirements (in combination with flexible off-street parking require-
ments) can help create a private market for the more efficient use of exist-
ing underutilized off-street parking supplies.

The following section describes each of the proposed parking strategies
in greater detail, providing for each a summary of (a) existing conditions,
including current City practices and regulations, (b) brief case studies of
how the strategy has been implemented in other cities, and (c) discussion
of the benefits, implementation requirements, and special challenges and
opportunities of implementing the strategy in Emeryville.
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Off-Street Parking Standards

City policy regarding off-street parking is a key determinant of (1) the cost
of housing and commercial space (for both tenants and property own-
ers), and (2) the mode(s) of transportation used by residents, employees,
shoppers, and visitors. In many cities, code requirements for the mini-
mum number of off-street parking spaces that must be provided by prop-
erty owners and developers for each land use and activity were originally
intended to prevent congestion of on-street parking and spillover parking
impacts in areas surrounding land uses that generate high volumes of ve-
hicle trips. However, such requirements are being reduced or abandoned
by an increasing number of cities that have determined that they are not
the best means of maintaining the availability of on-street parking. In ad-
dition, these policies can have serious impacts, including (a) worsening
traffic congestion and (b) increasing housing costs and commercial rents.
Such requirements increase costs when and where property owners are
required to provide more parking than they or their tenants actually use.
To manage parking demand and maintain on-street parking availability,
many cities are instead turning to smart parking management practices
including pricing via meters, permits, and/or time limits.

Goals:

¢ Facilitate mixed-use, pedestrian and transit-oriented
development in accordance with the adopted General
Plan (2010).

¢ Facilitate and encourage bicycling, walking, use of
transit, and carpooling, by reducing effective subsidies
for driving.

¢ Reduce waste of land and financial resources on
excess/ underutilized parking.

{0 Improve housing affordability.

¢ Preserve land for other uses more consistent with
the goals of the General Plan (2010) by establishing
maximum off-street parking requirements.




Figure 4-8 Surface Parking in East Baybridge Center Park Avenue District and Pixar
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Figure 4-9 Space Required for Parking for Each Square Foot of Land Use*

Libraries/cultural facilities

L

Industrial: Wholesaling/distribution facilities

Industrial: Warehouses/storage facilities with
office/sales area

Industrial: Warehouses/storage facilities
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*Assumes that an industry standard 340 square feet are required for each parking space.
Image from “The Dimension of Parking," 4th Edition, Published by the Urban Land Institute (ULI), and the National Parking (NPA), in ‘!Vaslling':ony DC, 2001.
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Existing FPractice:

Currently, the City of Emeryville has minimum off-street parking require-
ments that are slightly lower than the standard parking generation factors
published by the Institute of Transportation Engineers (ITE). For many
sites and land uses in Emeryville, these standards may be unnecessarily
high because they do not account for all mitigating factors that can re-
duce parking demand (such as site density, the mix of uses in the imme-
diate area, access to transit, availability of non-motorized transportation
facilities, and ridesharing opportunities).

For many land uses and activities, these standards require so much
off-street parking that resulting developments actually have more land,
or in the case of structured parking, more total built floor area, dedicated
to parking facilities than to the associated land use or activity on-site.

Figure 4-9 graphically demonstrates the effective area required for parking

for each square foot of selected land uses regulated by code.

Currently, the municipal code gives the City discretion to reduce park-
ing requirements for specific applicants, based on

Best Practices

Many cities have determined that reducing or eliminating minimum park-
ing requirements is essential to achieving development goals. Cities that
have eliminated such requirements include:

e Stuart, Florida, eliminated all on-site parking requirements, which
were preventing developers from renovating existing buildings. After
four years, the number of downtown businesses had risen by 348,
and the town was able to lower its tax rate.

e Eugene, Oregon, abolished minimum parking requirements in several
districts and introduced maximum parking standards in order to
promote high intensity, mixed-use development, historic preservation,
and help meet environmental goals.

e Spokane, Washington, eliminated all minimum parking requirements
in its downtown, and introduced parking maximums.

e Portland, Oregon, eliminated all minimum parking requirements in its
downtown and introduced parking maximums for specific land uses,

land use, access to public transit or public parking,
availability of parking in nearby areas, and/or shared
parking arrangements (Shared parking arrangements
are explicitly supported in the Emeryville General Plan,
policy T-P-56, which states: “The City supports shared
parking between multiple uses to the extent possible,
and will encourage private property owners to share

Emeryville does not currently
have any codified limit on the
maximum number of off-
street parking spaces that a
property owner or developer
may construct or provide.

as well as a cap on the number of parking spaces for
the entire downtown area. The city has established
maximum parking limits instead of minimum
requirements for various reasons, including Portland’s
planners hope to “...improve mobility, promote the
use of alternative modes, support existing and new
economic development, maintain air quality, and

their underutilized off-street parking resources with the

general public.”). Nevertheless, such reductions are permitted only on

a case-by-case basis, rather than specific reductions granted by right.
Moreover, other factors affecting site and/or use specific parking demand
are excluded from the analysis entirely.
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enhance the urban form of the Central City”.

These cities’ intent to create more walkable districts and promote sustain-
able transportation is consistent with Emeryville’s goals.

Figure 4-10 lists several successful downtown districts with no minimum
parking requirements. It illustrates that reducing or eliminating minimum
parking requirements can be done even in neighborhoods and whole cit-
ies without high capacity transit alternatives, and does not require that all
(or even any) off-street parking be provided by the City.
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Figure 4-10 Downtown Districts without Minimum Parking Requirements

Downtown area
served by High
Capacity Transit?

Parking standard for mixed-use
buildings downtown (Number of

off-street parking spaces required)

Vehicle commute

Share of off-street
parking downtown
owned by the City

Single Occupant

mode share

Pittsburgh, PA 0 Yes 32% 17%
San Francisco, CA 0 Yes 38.5% 20%
Phoenix, AZ 0 Yes 72% 30%
Madison, WI 0 No 71% 10%
Indianapolis, IN 0 No 74% 0%
San Antonio, TX 0 No 80% 25%
Winston-Salem, NC 0 No 90% 42%
Greenville, SC 0 No 99% 33%
Emeryville, CA TBD by Planning Commission** No 74% Not Available

Source: Transit Cooperative Research Program (TCRP) Report 95, Traveler Response to Transportation System Changes, Chapter 18: Parking Management & Supply, pp. 18-39.

**Emeryville Municipal Code, Section 9-4.55.10, “Methods of Compliance”
*US Census 2000, Census Transportation Planning Package, Journey-to-Work Data

One of the most important reasons for providing greater flexibility in the
administration of off-street parking requirements is that it is necessary

to allow existing property owners and developers — who have dutifully
supplied parking as required by code — to lease or sell their underutilized/
excess parking for use by other property owners and employers. This
allows the existing supply of private off-street parking to be used more
efficiently, reducing the need for and cost of constructing additional off-
street parking.

Minimum parking requirements were adopted by many cities to “alleviate
or prevent traffic congestion and shortages of curbside parking spaces”.

With implementation of the other proposed strategies — allowing on-street
parking meter/permit prices to be adjusted by administrative action to
ensure at least one or two vacancies per block (and conversion of Resi-
dential Permit Zone to Parking Benefits Districts with a limited supply of
on-street parking permits) — off-street minimum parking requirements will
no longer be needed to prevent shortages of on-street parking. Instead,
they would only continue to worsen traffic and to discourage develop-
ers, employers, residents, and other property owners from implementing
programs that can reduce traffic and parking demand.
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Strateqy. Reduce Parking Minimums, Establish Maximums

In concert with the adoption of tools for managing the supply of on-street
parking to ensure availability, the city should reduce off-street parking
requirements to bring them in line with actual usage. In addition to revis-
ing parking minimums downward, the city should also establish parking
maximums, to be set at 10% above demand. This will help prevent the
unlimited expansion of parking within city boundaries and will help keep
land available for more productive uses.

For non-residential uses, the minimum number of off-street parking spac-
es should be reduced (City staff have recommended requiring provision of
two-third of the number of spaces currently required for each land use);
while preserving existing minimum parking requirements for residential
uses. Flexibility should be provided to allow developers to provide fewer
parking spaces than the minimum requirement, or more than the maxi-
mum requirement by issuance of a conditional use permit or variance. For
example, developers should be able to provide fewer parking spaces than
the sum of the number that would be required for each land use by imple-
menting TDM measures to reduce auto usage. Likewise, to go above the
maximum, the Planning Commission or City Council would have to make
findings that this would not lead to a dependence on automobiles, or limit
access by other modes of transportation.
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Reduction of minimum parking requirements could be phased in over
time, with oversight of parking provision by planning staff and appointed
and elected officials remaining part of the process.

In-lieu Parking Fees

Emeryville is one of many cities throughout the Bay Area that provide
property owners with the option to pay a fee in lieu of providing some
or all of the off-street parking spaces currently required by City code.
Revenue collected from this fee is used to fund construction of public
parking facilities. Because the parking can be shared by multiple land
uses and activities within walking distance of each other — for example,
spaces used by office workers during the day may be available for use
by theater-goers at night — the total supply of public parking required to
serve a neighborhood would be significantly smaller than the total supply
that might be constructed if each individual property owner constructed
the amount of parking required by code.
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Goals:

¢ Provide funding for development of efficient shared
parking facilities and other access improvements,
allowing parking expansion in a manner that meets the
city’s long-term goals

¢ Reduce waste of land and both public and private
sector financial resources associated with single-use
parking facilities that may be underutilized.

Existing Fractice:

The City’s existing in-lieu fees are set at $7,300. The program is un-
dermined, however, by the issuance of many parking variances. These
variances have generally been granted when the use is changing in an
existing building, the business moving in has fewer employees than as-
sumed in trip generation manuals, and there is ample on-street parking. It
is far less expensive and therefore more attractive to developers to obtain
a variance than to pay in-lieu fees. Through 2011, no developer in the City
of Emeryville has paid an in-lieu fee for parking.

Best Practices

The City of Pasadena, California’s “Parking Credit Program” allows
property-owners in Old Pasadena to pay a small fee in lieu of satisfy-

ing 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 approach 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 ($127 per year per space in 2004), to encourage
developers to pay for shared public parking instead of providing more
reserved, single-purpose parking, as per code.



4-35

Figure 4-11 below shows the amount of the fee, procedures for fee
adjustments, and eligible expenditures of fee revenue for other California
cities with relatively low in-lieu parking fees. Other cities such as Boulder,
Colorado have dedicated a portion of fee revenue to fund transportation
demand management (TDM) programs in the area.

Higher usage of the in-lieu fee would result in more funding available for
construction and management of city-owned parking facilities which
could be strategically located, constructed more efficiently, and shared
among multiple uses compared to requiring each property owner to pro-
vide a stand-alone single purpose parking facility. By developing policies
that encourage the public and private parking supply to be used most
efficiently, the city can meet the same or greater parking demand in a
smaller parking footprint.

Strateqy.: Reduce anayor Incentivize Farking In-Lieu Fee

So long as Emeryville maintains minimum off-street parking requirements,
the City should:

e Reduce in-lieu fees and permit annual, rather than lump-sum
payments

e Authorize use of fee revenue on parking, TDM programs, and other
transportation programs and services that directly enhance multi-
modal access to the property

e |imit the use of variances or waivers for the provision of minimum
parking to applicants that implement site specific TDM programs

Figure 4-11 In-Lieu Fees in Selected California Cities

Fee Amount*® Year Initiated

and other improvements which enhance multi-modal access, or for
properties that can be expected to have lower parking demand as a
result of the multi-modal accessibility of the property and the density,
design, and diversity of land-uses on site and in the surrounding area

Shared Parking

Shared parking is joint use of parking facilities by land uses whose peak
parking demands are at different times of day.

Goals:

¢ Reduce the provision of excess/underutilized off-
street parking (and consequent waste of land and
financial resources) in the development process

¢ Encourage use of non-auto access alternatives by
reducing parking subsidies in the form of excess
parking

EXisting Practice:

Currently, the City of Emeryville encourages shared parking, but does not
mandate or incentivize its use. At the same time, existing requirements
that property-owners maintain access to a minimum number of off-street
parking spaces can discourage or prevent property-owners from shar-
ing their underutilized parking with adjacent uses. In addition, Emeryville
does not require any provision of parking for CarShare vehicles in new
residential or commercial developments. Based on the current portfolio of
parking throughout the city, there appear to be numerous opportunities to

Fee Adjustments

Fee Revenue Expenditures

. , Adjusted on an as- | Held in a consolidated off-site parking fund program, spent on construction of public

Davis $4,000 1970’s . ) .
needed basis parking resources and parking structures downtown

Millorae $12.313 1987 Adjusted annually Used to improve parking in the city’s commercial district. Have been used to enhance

’ based on CPI and modify the city’s three municipal lots and for re-striping of the downtown area

Monterey $8.710 1960’ Adjusted annually ]’ransporta”tlon demand management; operating funds for a free downtown shuttle
based on CPI the Wave”.

Mountain Adjusted as needed

View $26,000 1988 based on cost of Used to construct parking garages in downtown, provide shared parking facilities
construction

Pasadena $146.53 per year 1987 Adjusted annually Used to build parking garages

' based on CPI

*One-time fee unless otherwise noted.
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2

-

better utilize large excesses of public and private off-street parking supply
during the day or evening through shared parking strategies.

Best Practices

In Arlington County, Virginia, the Columbia Pike District Parking Strategy
encourages sharing spaces by setting a limit on the number of reserved,
single-purpose parking spaces allowed, while placing no limit on the
amount of shared parking allowed on-site. Sites over 20,000 square feet
in land area have the following off-street parking requirements:

A maximum of two spaces per residential unit may be made available as
reserved parking.

® There are no maximum limits on shared parking.

e Up to 100% of all required parking may be provided off-site if these
parking spaces are located within a ¥a-mile of the subject site, and a
legally binding parking agreement meeting zoning code standards is
provided to the Zoning Administrator.

Arlington County also explicitly requires sharing residential parking
spaces. Sites over 20,000 square feet in land area have the following
requirements:
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e A minimum of 1.125 parking spaces per residential unit, of which a
minimum of 0.125 parking space per residential unit shall be provided
as shared parking.

e New on-street parking spaces created in conjunction with the
development may be counted toward the minimum requirement for
shared parking.

Such policies could be implemented in Emeryville as a means of facilitat-
ing planned growth without the need for additional parking, while more
efficiently using existing supply. Practice has shown that new parking
construction can be reduced significantly while parking demand contin-
ues to be met if shared parking is available. Another approach taken by
communities looking to encourage shared parking is to have no minimum
off-street parking requirement, but a low maximum for single-purpose
parking, and a higher minimum and no maximum for shared parking.

Strateqy. Incentivize or Mandate Shared Parking

Allow, encourage, and potentially require property owners to satisfy off-
street parking requirements by:

e Constructing new shared parking facilities (publicly accessible, and/
or shared with compatible land-uses and activities in the immediate
area), or

e By reaching agreement with other property owners for the shared use
of existing, underutilized parking facilities nearby (with City approval,
including a waiver of minimum off-street parking requirements for
participating property owners, as necessary).

One option is to have lower maximum off-street parking requirements for
single-purpose parking (with no minimums) than for shared parking (with
lower than existing minimums). In addition, the City can directly promote
shared use of limited parking resources by requiring that all new develop-
ments with more than a fixed number of housing units provide parking for
shared vehicles. The vehicles would be owned and administered by one
of several reputable and certified regional carsharing service providers,
such as Zipcar and/or City CarShare. This strategy can reduce individual
vehicle ownership — in turn reducing vehicle trips, vehicle miles trav-

eled, and the number of parking spaces needed — by making a shared
car available on-site. More information on carsharing as a transportation
demand management (TDM) strategy was presented in the TDM section
of this chapter.
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Public Parking Prices

One common source of excess traffic in Emeryville is cruising for parking,
that is, people searching and circling to find a free or below market-rate
curb parking space. This problem adds more traffic to an already con-
gested street network. In these circumstances, managing parking prices
to ensure that there are available curb parking spaces at all times of day
is an important strategy both for improving auto access and reducing
traffic.

Goals:

¢ Ensure availability of on- and off-street parking
¢ Reduce parking search traffic

EXisting Practice:

Currently, Bay Street is the only street in Emeryville with paid parking
on-street. On-street rates are the same as those for the 1900 off-street
parking spaces at Bay Street: $2.00 for the first three hours, $3.00 for
3-4 hours, and $2.00 more per hour up to $11.00 for eight hours, and
$12.00 for any length of time between 8-24 hours. The City plans to
install meters in the North Hollis area when business is better. Other areas
have been surveyed and are not ready for parking meters.
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Best Practices

Redwood City’s parking ordinance requires its Parking Manager to
measure parking occupancy in its Downtown Meter Zone at least annu-
ally, but not more frequently than quarterly. Based on the survey results,
the Parking Manager is required to adjust rates up or down in twenty-five
cent ($0.25) intervals in an effort to attain the city’s 85% target occupancy
rate (equivalent to a 15% vacancy rate). Rates vary by street, block, and
direction. Meters are active from 10 AM to 6 PM; however, meters are
active on some street segments and directions only on weekdays, while
others meters are also active on Saturdays. The ordinance establishes

a maximum hourly rate of $1.50, without City Council approval. Similar
provisions are in place for nine metered off-street public parking lots and
garages. In three of the lots or garages, a higher peak rate of $2.50 -
$5.00 applies on weekdays from 6:00 PM- 11:00 PM and on Saturdays,
Sundays, and holidays from 10:00 AM — 11:00 PM, although validation
is allowed.

The installation of parking meters will enable the City to efficiently manage
demand for on-street parking while accommmodating customer, employee,
resident, and commuter parking needs. By creating vacancies and turn-
over of the most convenient “front door” curb parking spaces, availability
for customers and visitors will be ensured.

With perceived parking supply shortages in certain parts of the city, park-
ing pricing in other areas where on-street parking is congested at peak
hours will not only improve parking availability, it could also provide a
significant local revenue stream for the other multi-modal transportation
and streetscape enhancements recommended in this plan.

As the city continues to grow, such a revenue stream could be used for
other transportation related improvements, TDM programs, or neighbor-
hood improvements within locally established parking benefits districts,
(parking benefit districts allow some portion of parking revenues to be
dedicated to the area where the revenues were generated to fund im-
provements that residents and businesses want). As on-street parking
demand grows and parking availability becomes a more serious issue,
appropriate pricing and using state-of-the-practice metering and enforce-
ment technologies, can help ensure that parking is available even during
peak hours.
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Strateqy.: Manage Public Parking Frices to Ensure Avallability

In parking management areas, except on industrial blocks, the following
strategies should be used.

e Set a policy goal of keeping occupancy rates at an optimal
85% (so that 1 in 8 spaces, or about one per block, will always
be available). This rate is a widely-accepted industry standard
that provides a high level of convenience for parkers and largely
eliminates the circling for parking which contributes to increased

driver frustration, traffic congestion, and collisions. This policy will also

ensure turnover of the most convenient curb-parking spaces and
availability for customers, particularly where there are concentrations
of ground floor retail businesses.

e Grant City staff authority to establish and adjust hourly rates
based on City Council-adopted optimum occupancy standard
(85%). In order for fair market rate pricing to be effective, staff need
to be able to respond quickly when occupancy rates dip well below
or go over the optimal standard (85% of stalls occupied), rather than
having every adjustment to prices be a lengthy political event. Under
this policy, the City Council sets the overall goal and then delegates
to staff the responsibility of achieving that goal.

¢ Plan regular occupancy checks and adjust rates. Check
occupancy and adjust rates (if necessary) at a minimum on a
quarterly basis. With new meter technologies, the City should
have the capability to monitor hour-by-hour occupancy. Meter rate
changes could then be made from the City control center without
any need for expensive on-street surveying or staff to adjust meter
pricing displays.

Permit Parking

In addition to charging for on-street parking, parking permits are another
way to manage demand for on-street parking to ensure that a few park-
ing spaces are available on each block face at all times (i.e. occupancy

rates do not exceed 85% at the peak hour). Most often, permit parking

districts are established in residential areas adjacent to major traffic gen-
erators (e.g. commercial areas, schools and universities, transit stations).
This prevents non-residents from occupying on-street parking, and thus

maintains the availability of parking spaces for residents and their guests.

Permits are issued to residents and their guests, who are able to park all
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day, while non permit holders are limited to short-term parking (typically
two hours or 90 minutes). Permit districts may also be used to manage
the use of parking in commercial and mixed-use districts.

Goals:

O Prevent spillover parking in residential neighborhoods

O Preserve the availability of on-street parking for
residents of the North Hollis and Doyle Street
neighborhoods and other areas where surveys show
that parking occupancy regularly exceeds 85%

¢ Provide the option for limited commuter and/or
commercial use of on-street parking in these districts
at market rates, without reducing parking availability
for local residents/businesses

EXisting Practice.

The City of Emeryville currently has a parking permit area for residents
and business owners in “live-work” buildings located on 61t and 62
Streets and for residents on Beaudry and 59" Streets. Permits are avail-
able only to residents, their guests, and businesses located in this area,
with the following conditions and exceptions:

e A maximum of three annual permits may be purchased for each
address ($20 per year).
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e Annual permit holders may buy 1-day (up to 10 per year at $1 each),
2-week (up to 2 per year at $5 each), and/or one 52-week visitor
parking permit ($50).

e Contractors with valid building permits for addresses within a permit
zone may park at no cost.

Residents of other areas may “opt in” to establish new parking permit
areas, or be annexed to existing areas, subject to the following key condi-
tions (among others) :

e Street must be predominantly residential (except for business districts
with live-work buildings).

e Parking occupancy in the area must be at least 75% during
peak hours.

e A petition to establish the permit area, signed by 66% or more of
eligible households and businesses in live-work buildings, must be
submitted to the City.

e |f the number of requests for permits drops below 50% of eligible
units, the City will consider terminating the program on the
participating street.

Best Practices

Establishment of Permit Parking Areas

Boulder, CO has established a program of parking permits for specific
neighborhoods. The City of Boulder states that “The Neighborhood
Permit Parking Program is designed to make Boulder neighborhoods safe
and pleasant places to live, work, and attend school by encouraging less
driving and reducing on-street parking congestion.” Permits are sold to
residents of a parking zone for $17 per vehicle per year, to businesses
located within a zone for $75 per year, and to commuters for $78 per
quarter ($312 per year). Each permit is valid on a specific block, and a
maximum of four non-resident permits are issued on any given block
face within a zone, but only if the vacancy rate is greater than 25% during
daytime. Vehicles without a permit can park once per day but may not
re-park on the same day in the zone after the initial time limitation. The
program is currently revenue neutral with all revenue from nonresident
permits being used to reduce the price of the resident permits.

Santa Cruz, CA has modeled its permit parking program after Boulder’s
program and provides residential permits in certain districts at a cost be-

CHAPTER 4 ¢ SUSTAINABLE TRANSPORTATION STRATEGIES

tween $15 and $20 per year. Commuters can purchase monthly permits
at an annual cost of $240; each permit is only valid on a specific block
face. The City only sells commuter permits on streets that have resident
parking occupancies of less than 75% during the daytime restricted park-
ing hours.

Other examples include Aspen, CO; Tucson, AZ; and West Hollywood, CA.

Establishing a permit parking program can complement the elimination
of minimum parking standards by providing the city with a targeted and
flexible mechanism to address possible spillover of parking demand. To
make paid permit parking politically feasible, the city may elect to “grand-
father in” certain existing residents and businesses, charging them lower
permit fees or no fees at all.

Conventional residential permit districts often issue an unlimited number
of permits to residents without regard to the actual number of curb park-
ing spaces available in the district. In such districts, a permit functions
solely as a “hunting license”; a right to search for a parking space with no
guarantee of finding one. An opposite problem occurs in areas with a sur-
plus of parking spaces (especially during the day, when many residents
are away), but where regulations prevent commuters from parking even
when spaces are available, demand is high and motorists would be will-
ing to pay to park. In both cases, conventional residential parking permit
districts prevent curb parking spaces from being used most efficiently.

Strateqy. Implement a “Residents Flus” Parking Permit Prograrm

Implementation of an efficient permit parking program will differ from con-
ventional parking permit zones in four key ways:

1.Limit the number of permits issued to residents to a number that
results in a peak hour occupancy of 85% or less, as determined by
an initial city survey supplemented by periodic surveys thereafter
(at least biannual). Residents and businesses located in the district
should be issued a limited number of permits for a nominal fee.

2.Rather than entirely prohibit nonresident parking, as with many
conventional residential parking permit districts, the City should sell
permits for any surplus parking capacity to non-resident commuters
at fair market rates, up to 90% of available parking supply.

3.Allow residents and visitors to buy non-resident/commuter
parking permits by cell phone, with enforcement using license
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plate recognition technology, rather than using adhesive permits
or rearview hangtags. This supports variable pricing options, and
networking capabilities.

4.Finally, prices for non-residents’ parking permits should be set at fair
market rates as determined by periodic 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.

Parking Benefit Districts

Parking benefit districts are areas where net parking revenue — including
revenue from parking meters or parking permits, as described below —is
returned to the area where it was collected to fund access improvements,
streetscape enhancements, and other local priorities.

Existing FPractices:

Currently, all revenue collected from parking meters on Bay Street and
parking permit sales is allocated to the City general fund. General Plan
policy T-P-55 supports parking benefit districts.

Best Practices

Pasadena, CA: The City of Pasadena was the first city in the entire
United States to create a Parking Benefit

District. In Old Town Pasadena, the city

chose to divert all meter revenues collected OLE
in this area back to it in the form of public ¥
improvements. This approach was key to
overcoming resistance of local business
owners to charging for parking. The resulting
improvements to the streetscape, including
conversions of its alleys into walkways with
access to shops and restaurants, have
transformed the district into a vital shopping,
dining, and entertainment area. The choice
to fund local improvements in this district
benefited the City of Pasadena by vastly
increasing property values and resulting
property tax revenues. In other cities, similar
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improvements have been funded using parking benefit districts in which
a smaller proportion of the meter revenue is dedicated for improvement in
the area where the revenue was generated. For example, San Diego has
a 45% local return policy in its three parking meter benefit districts.

Boulder, CO: In Boulder, all downtown parking meter revenue -- more
than $1 million per year — is returned to the downtown'’s business
improvement district. Among other things, the revenue is used to

fund more than $325,000 per year worth of transportation demand
management programs, including a free universal transit pass for all
downtown employees, a Guaranteed Ride Home program, ride-matching
services, bicycle parking and a number of other benefits.

Portland, OR: In Portland, Oregon'’s Lloyd District, revenue from the
district’s meters is given to the district’s Transportation Management
Association (TMA), providing the funding needed to support the
district’s universal transit pass program and other services for its
member employees.

Goal: Provide revenue for local access improvements

and streetscape enhancements

Returning parking revenue to the District is critical to ensure the political
viability of using meters and/or permits to manage parking demand, and
to expand and enhance alternative modes of access. If parking revenues
seem to disappear into the General Fund, where they may appear to
produce no direct benefit for the District, there may be less support for
installing parking meters, establishing permit parking zones, or for rais-
ing rates when needed to maintain decent vacancy rates and prevent
cruising traffic. But when District merchants, property owners, residents,
and visitors can clearly see that the monies collected are being spent on
locally selected projects and programs — especially those which expand
transportation choices—for the benefit of their blocks, they are more likely
to support parking pricing.
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Strateqy. Consider Establishing Parking Benefit Districts

Establish Parking Benefit Districts with approval of a majority of prop-
erty owners and commercial and residential tenants, in areas where it is
necessary to maintain 15% on-street vacancy, with all parking revenues
returned to benefit local residents and businesses. This strategy involves
the following key elements:

e Dedicate all net parking revenue to public improvements and services
that benefit the tenants and property owners in the areas where the
revenue was raised.

e Define and establish geographically specific Parking Benefit Districts
to implement these recommendations.

“Net revenue” means total parking revenues from the area, less collection
costs, such as purchase and operation of the meters, enforcement, and
the administration of the district.

“Unbundled” Parking

Typically, residential and commercial space is packaged, or “bundled”
with the cost of associated off-street parking spaces when it is leased or
sold in Emeryville. Where this is done, consumers are not aware of the
high cost of building, operating, and maintaining parking. As a conse-
quence, many businesses and residents in the city may own or lease
more parking than they actually need (at great cost to themselves and
to the city). Most importantly, if parking is not a separate line item in their
lease agreement, even those who are aware of the true costs of parking
may not be able to realize cost savings by reducing their own parking
demand (e.g. by facilitating, subsidizing, or promoting the use of carpool-
ing and non-auto alternatives, or by passing parking costs on to visitors
and/or employees).

To facilitate shared parking, employer-based TDM, and other sustainable
modes, the City can adopt a requirement that property owners separate,
or “unbundle” parking from the lease or sale of residential or commercial

property in the city. With the cost of parking revealed, consumers (buyers
or lessees of commercial or residential space) can realize cost savings by
reducing the amount of parking they use.
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Goals:

0 Increase the use of non-auto modes of access

0 Remove hidden and inefficient subsidies for little used
parking

¢ Facilitate a private market for parking services

<

Increase housing affordability

¢ Lower businesses’ costs to lease commercial space in
the city

¢ Reduce vehicle ownership and use

Existing Fractice:

A few properties in Emeryville currently offer parking separately as pro-
posed. Policy T-P-59, of the adopted Emeryville General Plan, states that
“Development will be required to “unbundle” parking spaces from lease
payments and condominium purchases, so that property lessees and
buyers can choose whether to pay for parking spaces.” This requirement
has not yet been codified by ordinance.




Best Practices

Several cities on the West Coast have adopted ordinances requiring the
separation of parking costs in commercial and residential lease and sale
agreements. The following can serve as models for the development of
a similar ordinance and associated enforcement measures in the City

of Emeryville:

Required unbundling of parking in commercial lease agreements,
Bellevue, WA

Bellevue “requires building owners to include parking costs as a separate
line item in leases and to charge a minimum rate for monthly long-term
parking that is equal or greater than the cost of a bus pass. This makes
it easier for employers to determine the value of their current parking
subsidies [when employers are establishing employee parking charges or
parking cash-out programs].” Additionally, this policy means that employ-
ers who successfully reduce parking demand and traffic to their work
sites are able to reap financial benefits by leasing fewer parking spaces.
As part of its downtown transportation management program ordinance,
Bellevue requires that:

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 ele-
ments....

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....

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

Source: City of Bellevue, Section 14.60.080,
http://www.bellevuewa.gov/bellcode/Bellevue14/Bellevue 1460.html
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Required unbundling for residential developments, San Francisco, CA.

In April 2008, the City of San Francisco expanded its previous unbundling
ordinance to require all residential developments in Downtown Residential
Districts (DTR), Downtown Commercial Districts (C-3), Residential Transit
Oriented Neighborhood Districts (RTO), and Neighborhood Commercial
Transit Districts (NCT) to unbundle parking costs from housing costs.
Previously, unbundled parking requirements were done on an ad-hoc
basis through the conditions of approval process under the jurisdiction of
the Planning Commission or required under a neighborhood specific plan
(e.g. Rincon Hill, Downtown and Market\Octavia).

Under Section 167 of the San Francisco Municipal Code, “all off-street
parking spaces accessory to residential uses in new structures of 10
dwelling units or more, or in new conversions of non-residential build-
ings to residential use of 10 dwelling units or more, in the aforementioned
districts, shall be leased or sold separately from the rental or purchase
fees for the life of the dwelling unit.” Currently, there are no tracking and
enforcement procedures in place.

Parking costs are generally subsumed into the sale or rental price of of-
fices and housing for the sake of simplicity, and because that is the more
conventional 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; in Emeryville, given land values,
surface spaces can be similarly costly.

Unbundling parking costs changes parking from a required (and hidden)
purchase to an optional amenity, so that households and employers can
freely choose how many spaces they wish to lease. Especially among
households with below average vehicle ownership rates (e.g., low income
earners, singles and single parents, seniors on fixed incomes, and college
students), this choice can provide a substantial financial benefit. Unbun-
dling parking costs means that these households no longer have to pay
for parking spaces that they may not be able to use or afford.

Strategy. Unbundlle Farking from Commercial and Residential
Lease/Sale Agreements

To implement General Plan Policy TP-59, the City should adopt an or-
dinance establishing specific “unbundling” requirements for commercial
and residential property-owners, and associated enforcement measures.
Sample ordinance language is provided below.
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Sample Ordinance Language: “Unbundled” Parking Costs Required

Separation of Parking Costs Required. All off-street parking spaces accessory to commercial and residential uses shall be leased or sold separately
from the rental or purchase fees for the life of the use, such that potential renters or buyers have the option of renting or buying at a price lower than
would be the case if there were a single price for both the commercial and/or residential space and the parking space. The cost of parking shall be
clearly itemized from the cost of commercial and/or residential space. The minimum price for a parking space shall be the full cost of providing the

number of leased parking spaces at any time without penalty

space, including construction costs (hard and soft), land costs, and operating costs, adjusted annually by the California Construction Cost Index.

A. Owners of all tenant occupied buildings shall not lease parking for a longer period than one year and tenants shall be allowed to reduce their

B. If the Owner is found not to be in compliance with these tenant lease requirements, the Owner shall be found out of compliance with code, and
may be subject to a fine payable to the City, at an amount not to exceed the product of each non-compliant tenant’s total employees, times the
number of days not in compliance, times the average all-day parking rate at the nearest paid parking facility.

Monitoring and Enforcement

Compliance with this requirement for the separation or “unbundling” of
parking costs may be monitored by one or more of the following meth-
ods: (1) self, or “voluntary” implementation (with no government oversight
or verification), (2) audits (either regular or “spot”) by City staff, or (3) sub-
mission of an affidavit affirming compliance.

In light of the simplicity of compliance with such a requirement, we rec-
ommend that the City use either method (2) audits, or (3) affidavit sub-
mission, or a combination thereof to monitor and enforce the proposed
code language above. At a minimum, occasional “spot” audits shall

be conducted to ensure that property-owners (under threat of penalty
as provided for in proposed code Section B), are unbundling, and that
they are using appropriate methods to determine the “market value” of
parking, separate from that of the primary commercial and/or residential
space leased.

Property owners and employers may be fined (as provided for in the Pro-
posed Code Language, above). If fines alone are insufficient to compel an
employer to comply, the City may opt to (a) shut down any and all parking
facilities that are owned by the property owner/employer deemed to be in
violation, or (b) to revoke the municipal business license of such violators.
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Employer “Cash-Out” of Parking Subsidies

The majority of employers in the Bay Area provide free or reduced price
parking for their employees as a fringe benefit. Under a parking cash-
out requirement, employers are allowed to continue this practice on the
condition that they offer the cash value of the parking subsidy to any
employee who does not drive to work. The primary benefit of a parking
cash-out program is its proven effect on reducing auto congestion and
parking demand (See Figure 4-12).

Other benefits of parking cash-out are numerous, and include:

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

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

e 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.

Figure 4-12 illustrates the effect of parking cash-out at seven different
employers located in and around Los Angeles. It should be noted that
most of the case study employers are located in areas that do not have
good access to transit service, so much of the reduced parking demand
that occurred with these parking cash-out programs resulted when for-
mer solo drivers began carpooling.
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Figure 4-12 Effects of Parking Cash-out on
Parking Demand
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Source: Derived from Donald Shoup, “Evaluating the Effects of Parking Cash-out: Eight Case
Studies,” 1997. Based on the cost in 2005 dollars.

Figure 4-13 Plan for Eastern Approaches to the South Bayfront Pedestrian-Bicycle Bridge
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The benefit is particularly valuable to low-income employees, who are less
likely to drive to work alone. It also provides a low-cost fringe benefit that
can help individual businesses recruit and retain employees.

Where implemented, parking cash-out has proven especially cost-effec-
tive at encouraging travelers to shift from driving alone to more sustain-
able modes of transportation (the study of seven Southern California
employers referenced in Figure 4-12 demonstrated that cash-out reduced
commute vehicle miles traveled, and associated CO2 emissions, per
employee, per year, by 12%). However, the impact of the state parking
cash-out law is muted by several factors:

e State law currently only applies to about 8% of employers (those
with 50+ employees who lease, rather than own their own parking
facilities), and

e The California Air Resource Board (CARB) does not have authority to
enforce the law (currently, many employers may not even be aware
that they are subject to the law).

Goal: Subsidize all employee commute modes equally
and create incentives for commuters to carpool,
take transit, and bike or walk to work.

EXIsting Fractice:

state law. No data are available on the number of employers subject to
the law, or current rates of compliance.

Best Practices:

Since 1996, the City of Santa Monica has required all employers subject
to California’s parking cash-out law to include parking cash-out as part
of their local vehicle trip reduction plan. The City requires proof of compli-
ance with the State of California’s parking cash-out law before issuing
occupancy permits for new commercial development. Another enforce-
ment mechanism that has been considered in San Francisco (but not yet
implemented) is to require employers to provide proof of compliance, via
an affidavit signed by a company officer, when they apply for, or renew
their business license or pay their annual business taxes. This method en-
sures that all employers are in compliance with parking cash-out require-
ments on an ongoing basis, rather than limiting proof of compliance to a
one-time enforcement action for employers occupying new or renovated
commercial buildings.

Strateqy.: Require Employers to “Cash-Out” Parking Subsidies

To implement General Plan Policy T-P-53, regarding the encouragement
of parking cash-out, and T-A-19, regarding the study and implementa-
tion of a Citywide Transportation Demand Management Program, the City
should adopt a local ordinance requiring all employers with 10 or more

California State Law requires employers with 50 or more

employees at worksites in Emeryville to offer cash or

employees that lease parking to “cash-out” parking sub-
sidies for their employees; that is, to provide employees
with the option of receiving cash or other non-taxable
transportation benefits of equivalent value to and in lieu
of subsidized parking. In addition, the law also encour-
ages all employers to adopt this practice, regardless of
size. This practice is supported by the Emeryville General
Plan as well.

State law provides no means of enforcing compliance
with this requirement, so enforcement is left up to local
governments. Many Emeryville employers are subject to
this law, but neither the City of Emeryville nor Alameda
County has adopted or implemented a local means of
monitoring or enforcing compliance with this important
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California State Law
requires employers with
50 or more employees that
lease parking to “cash-
out” parking subsidies for
their employees; that is,
to provide employees with
the option of receiving
cash or other non-taxable
transportation benefits of
equivalent value to and in
lieu of subsidized parking.
However, no data are
available on the number of
employers subject to the

law or levels of compliance.

other non taxable transportation benefits in-lieu of and
equal to the value of subsidized parking to all employees
who do not drive alone to work.

One option for enforcement of such a requirement is
to add an ordinance provision requiring that employers
demonstrate, by submission of an affidavit with their
application for renewal of their business license, that
they offer cash in-lieu of free or subsidized parking at
the workplace to all employees who use sustainable
transportation modes to commute to and from their
worksite(s) in Emeryville.

Enacting a local means of enforcing that state parking
cash-out law, as was authorized in the 2010 legisla-
tive session by adoption of SB 728 (Lowenthal), would
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expand the vehicle trip reduction and parking demand reduction benefits
of parking cash-out in the City of Emeryville, and help the City meet its cli-
mate protection goals. Moreover, adding a local requirement that employ-
ers with 10-50 employees offer cash in lieu of parking subsidies, would
further expand the impact of cash-out up to 500% by making a much
higher share of employers subject to the requirement.

These programs can be implemented at little to no cost to employers and
the City.

Electrical Vehicle Charging
Existing FPractice:

Emeryville’s zoning ordinance currently allows the Planning Commission
to require electrical charging stations in parking lots containing 50 or
more parking spaces.

Strateqgy: Provide Electric Vehicle Charging Circuits for Residen-
tial Parking

Plug-in electric vehicles ranging from plug-in hybrid cars to golf carts to
electric bicycles are becoming more available and popular. People need
a place to recharge these vehicles. Electric bicycles and golf carts can

be recharged from common 110-volt wall outlets. Some electric cars can
charge at a dedicated 120-volt or a 240-volt outlet. Others use 240-volt
charging stations. A separate electric meter can apply lower billing rates
for charging at night. To prepare for electric vehicles, the City could re-
quire dedicated 120-volt and 240-volt circuits in residential projects. This
would allow an electric car and an electric bicycle or golf cart to charge at
the same location.

Parking Stall Sizes
Existing FPractice:

Emeryville allows 60% of parking stalls to be compact; the other 40%
must be standard size. Drivers of standard-size cars tend to park in the
compact spaces, crossing the lines and blocking adjacent spaces. To
solve this problem, some developers use a higher percentage of standard
stalls than required, and some cities allow some development projects to
have all universal or uniform parking stalls. These stalls are intermediate
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between compact and standard size. These cities require case-by-case
approval for this approach or limit it to multi-level parking garages.

Strategy: Consider Uniform Parking Stall Sizes

The City could consider allowing uniform parking stall dimensions in park-
ing garages on a case by case basis. Uniform parking stalls would reduce
the amount of space devoted to parking compared to voluntary provision
of more than 50% standard spaces, and would avoid the problem of
larger vehicles parking in compact stalls. They would, however, be a bit
tight for larger vehicles.

Location of Car and Bicycle Parking and Walkway Access
Existing Practice.

The Emeryville Design Guidelines address pedestrian entries, bicycle
parking location, and motor vehicle parking location. However, they do
not address the relative distance between residential units and pedes-
trian, bicycle and motor vehicle access. Historically, development projects
have made motor vehicle parking as convenient as possible, and ad-
dressed pedestrian and bicycle access as something of an afterthought.

Strateqy. [ ocate Walkway Access and Bicycle Parking Closer to
Occupied Spaces in Buildings than Auto Parking

Designing development projects so that residential units, offices, stores,
classrooms, and industrial and laboratory spaces are closer to sidewalks,
paths and bicycle parking than they are to motor vehicle parking could
help to shift transportation mode choices. The City could require this as a
part of design review, and perhaps eventually add it to the Design Guide-
lines.
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Pedestrian Connectivity and Safety

In addition to being a mode most people use, walking also serves as a
critical component in promoting various sustainable strategies. As an
example, walking is a free means of accessing public transportation and
is a practical option given the level of transit service within Emeryville.
Furthermore, it will be challenging to increase transit usage, carsharing,
and other sustainable strategies if the means of accessing these services
are unsafe or circuitous.

Pedestrian Planning Framework

Currently, there are several planning documents that directly relate to the
pedestrian experience and future pedestrian plans in Emeryville. These
include:

e Emeryville General Plan Transportation Element
e Emeryville Parks and Recreation Strategic Plan

e Bicycle and Pedestrian Master Plan Update (In Progress, due for
completion in 2011)

e Design Guidelines

Emeryville’s existing traffic calming devices help reduce traffic speeds in residential
neighborhoods, improving pedestrian safety.
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While these four documents all touch upon different means to shape the
pedestrian environment, the goals outlined in the General Plan Transpor-
tation Element may best summarize Emeryville’s vision for the pedestrian
realm:

e A walkable city—A universally accessible, safe, pleasant, convenient,
and integrated pedestrian system that provides links within the City
and to surrounding communities and reduces vehicular conflicts.

e \Walking will be encouraged through building design and ensure that
automobile parking facilities are designed to facilitate convenient
pedestrian access within the parking area and between nearby
buildings and adjacent sidewalks. Primary pedestrian entries to
nonresidential buildings should be from the sidewalk, not from
parking facilities

Safe pedestrian walkways that link to streets and adjacent bus stops will
be required of new development.

Pedestrian Network and Infrastructure in Emeryville

Several essential pedestrian facilities help bridge major connectivity gaps
created by barriers in Emeryville such as Interstate 80 and the Union Pa-
cific/Amtrak railroad tracks. These include six crossings over the railroad
tracks:

e The 40" Street Bridge

e Powell Street pedestrian overpass

e Amtrak pedestrian-bicycle elevator crossing

e At-grade crossings at 65", 66", and 67" streets

Efforts have been implemented to improve the connectivity and aesthetics
of the Interstate 80 underpass including a pedestrian path that has been
separated from the roadway and art installations that help illuminate the
facility at night. These crossing points are critical for Emeryville pedestri-
ans and should be given appropriate support to ensure that they are safe,
easily legible in terms of wayfinding, and well-maintained. Such steps wiill
ensure that these “community connectors” are effectively utilized.

While numerous achievements in further developing the pedestrian
network have been attained, there are several areas in Emeryville where
sidewalks do not yet exist on one or both sides of the street (e.g. portions
of Overland Street), areas where sidewalks are not complete (e.g. por-
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tions of Shellmound Street), and key locations where pedestrian condi-
tions could be improved (e.g. Powell Street overpass). These issues and
subsequent examples are those that would be appropriate to note within
the forthcoming Pedestrian and Bicycle Plan Update and should be ad-
dressed based on the goals outlined in the Emeryville General Plan.

In addition to the efforts to update the Pedestrian and Bicycle Plan, there
are also other significant projects that are underway that could provide
substantial improvements to the pedestrian realm. The first project is the
South Bayfront Pedestrian-Bicycle Bridge over the railroad tracks be-
tween Bay Street Center and Hollis Street. This link will provide users on
the east side of the railroad tracks a safe and direct link to the retail op-
tions at the Bay Street Center, IKEA, and other nearby stores. This project
is funded and in the design stage. Another bicycle pedestrian bridge

is currently being studied to cross Interstate 80 near 65" Street, which
would provide a critical link between the Emeryville Greenway and the
Bay Trail. In January 2010, CalTrans approved the Project Study Report
(PSR), which was an initial step in moving the project forward. Currently,
the City of Emeryville is investigating potential alternatives and environ-
mental analysis. A final important project investigates the pedestrian chal-
lenges at the intersection of Interstate 80, the 1-80 Frontage Road, and
Powell Street. On June 2010, a design was presented to Emeryville City
Council that proposed circulation changes that would improve pedestrian
safety at this intersection. Projects such as these further validate Em-
eryville’s commitment to pedestrians and should be fully supported.

Proposed Pedestrian Strategies

This section highlights key tools and strategies that could be employed in
the City of Emeryville to improve pedestrian connectivity and safety and to
promote walking as a healthy and efficient mode of access and mobility.
Any or all of the following tools and strategies could be implemented as
pilot projects, particularly those under the programmatic category. Spe-
cific locations and implementation details of each could be determined in
the forthcoming update to the Bicycle and Pedestrian Master Plan, which
will apply these and other strategies to make Emeryville a more acces-
sible, convenient, and comfortable place to walk.
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Access to Bus Stops and Across San Pablo Avenue
Existing Fractice:

Two of Emeryville’s bus stops lack crosswalks, while four crosswalks lack
stop signs. Half of the bus stops have adequate sidewalk access. Most
of the others are on sidewalks that are about five feet wide between tree
wells but only about three feet wide at tree wells. Six stops lack good
wheelchair access. Other stops have obstacles such as trash bins,
plantings, a light pole, and changing pavement material. Two stops lack
continuous sidewalk access. Some but not all of Emeryville’s signalized
intersections have countdown signals.

San Pablo Avenue serves several bus stops and divides the Triangle
Neighborhood from the rest of the city, notably Emery Secondary School.
Crossing San Pablo Avenue can be a challenge, especially at the inter-
sections with no traffic signals.

Strateqy. Improve Crosswalks and Sidewalks and Install Cournt-
down Signals

Crosswalks, crosswalks stop signs, wheelchair access and removal of
obstacles at bus stops should take high priority. This goal can help to
prioritize implementation of Emeryville’'s Americans with Disabilities Act
compliance plan. Crosswalk improvements could include pavement
markings, signs, curb extensions, reduced curb radii, pedestrian refuges,
flashing lights, and pedestrian-activated signals. The more visible im-
provements could be useful on San Pablo Avenue and other busy streets.
Countdown signals should be installed at the signalized intersections
that lack them. The City could look for ways to widen sidewalks around
tree wells; those on 40" Street could be filled in because the trees are
well away from the sidewalk. Countdown signals help pedestrians gauge
whether they have time to cross on the current cycle or need to wait for
the next cycle.
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Wait Time at Signals
EXxisting FPractice:

At Emeryville’s traffic signals, pedestrians have to press a button to get
a walk light. If the pedestrian arrives soon after the light turns green, the
walk light will not come on until the next cycle. At some signals, the walk
light only flashes for 2-3 seconds.

Strategy: Reauce Pedestrian Wait at Signals

The City has three options for reducing walk time: give the walk light
enough time so the walk light can come on if the button is pressed soon
after the green light comes on, provide two walk lights per cycle, or pro-
vide a walk light during each cycle without the need to push a button. In
any case, walk lights should be given enough time so that they can stay
on for four or five seconds before they begin flashing.

Rl
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Street Design Manual

The public right-of-way is one of the most important factors that im-
pacts pedestrian connectivity and safety. It is also one of the larger—if
not the largest—public assets that the city controls and owns that has
direct influence on pedestrian conditions. While street-design guidelines
exist at the state, federal, and local levels, these may not adequately
address specific issues and priorities that have been voiced by the City
and its residents, employees, and visitors. In addition to the sidewalk
and street sections of the Design Guidelines, the forthcoming Pedestrian
and Bicycle Plan Update will make recommendations that affect street
design. A street design manual tailored to local conditions could serve
as a reference for building, operating, and maintaining new and existing
roads for both public streets and publicly-accessed private streets. Such
a document would ensure that over time, all streets that are constructed
or reconfigured would be completed to consistent standards that meet
City goals and would represent the best designs for purposes of promot-
ing safety for both vehicles and non-motorized users.

T
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Goals:

¢ Establish consistent design standards for public
rights-of-way that reflect city goals of multi-modal
connectivity and safety.

¢ Advance best-practices in street design, including
traffic calming and "complete streets.”

¢ Provide guidance to City departments, other public
agencies, and community stakeholders on design
and operational priorities to help resolve the inherent
tensions and trade-offs between different users of
public rights-of-way (e.g. the needs of bicyclists and
transit vehicles on Horton St.).

¢ Provide guidance for new developers who wish to
include publicly-accessible private streets and ensure
these streets are consistent with multi-modal design
standards.

EXIsting Fractice:

Although the sidewalk and street sections of the Design Guidelines ad-
dress street design, there is no detailed street design manual developed
by the City of Emeryville. The City of Emeryville currently derives its street
design details from Caltrans and other state or federal guidance.

Best Practices:

Currently, numerous other cities across the country have developed
street design guidelines and/or manuals that place emphasis on pedes-
trian safety and provide guidance on best practices to ensure consistent
and appropriate design of streets for users of all modes. These include
Charlotte, New York City, Los Angeles, and Portland to name a few. San
Francisco has also developed an extensive street design manual called
the “Better Streets” Plan, which is currently in draft form and under envi-
ronmental review.

Figures 4-14 and 4-15 are excerpts from other cities’ street design guide-
lines and/or manuals.

The plans noted and depicted above represent expansive documents
that may contain more detail than what would be required for a smaller
community such as Emeryville. However, regardless of depth or breadth
of analysis, these manuals provide baseline level of guidance for public
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and private stakeholders in these cities and illustrate communities’ desire
to develop a street network that reflects multi-modal policy priorities.

Strateqy. Develop a Street Design Manual Incorporating “Complete
Streets” Concept

While it is understood that many of these cities are larger in scale and in
size as compared to Emeryville, their work and research efforts can be
utilized for developing similar guidelines in Emeryville. Additionally, the lev-
el of detail and specificity within a street design manual may vary widely.
For example, a street design manual could simply outline general prin-
ciples and priorities for street design, could include conceptual level street
designs and treatments based on a variety of typical streets, or could pro-
vide detailed designs for preferred geometries and dimensions for each
street. In addition to design guidance, a street design manual can include
performance measures for each street based on its land use context and
operational characteristics; this information can help City agencies evalu-
ate the performance of existing and proposed street designs. Defining a
level of specificity for a potential street design manual for the City of Em-
eryville would be a City decision based on current needs and goals. The
manual should incorporate ideas from AC Transit’s Designing With Transit
and the Congress for New Urbanism’s Context Sensitive Design Manual.

Pedestrian Crossings and Amenities

In addition to planning and developing new pedestrian facilities, one of
the most cost-effective ways to enhance the pedestrian environment in
Emeryville would be to enhance the numerous pedestrian facilities that
currently exist.

Goal: Utilize existing pedestrian facilities to the
fullest extent by ensuring they have appropriate
amenities.

EXISting Fractice:

Crosswalk treatments include striped crosswalk markings at signals,
countdown signals, pedestrian-activated signals with audio warnings,
bulb-outs and median refuges. In terms of signal phasing, one intersec-
tion has a leading pedestrian interval and one has an all-way pedestrian
phase. The City’s Americans with Disabilities Act (ADA) plan details needed
improvements to curb cuts and crosswalks to meet ADA requirements.
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Figure 4-14 San Francisco Better Streets Plan
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The San Francisco Better Streets Plan provides guidance on a variety of street treatments that benefit pedestrian safety.

Source: San Francisco Better Streets Plan Draft
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Stormwater
control
measures

(6.2)

Pedestrian-
scale
lighting
(6.3)

- Special

paving in
furnishings
70ne (8.4%

Site
furnishings

= Tree grates should be considered in high pedestrian volume areas, or where
capital and maintenance budgets allow.
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Figure 4-15 Charlotte Urban Street Design Guidelines

Design Element Matrix - Different User Perspectives
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The wider the better, since wider strips allow tree
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Use where high pedestrian volumes are likely,
particularly in combination with on-street
parking
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Back-of-curb (6" min.) may be allowable in
retrofits, if combined with bike lane or on-street
parking
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Charlotte’s Urban Street Design Guidelines provides various strategies and analyzes
their effects on other modes.

Source: Charlotte Department of Transportation

Strateqy. Enhance Pedestrian Facilities with Crossing Treatments
and Amenities

Enhancements could include crossing improvements such as curb cuts
and crosswalk markings, and amenities such as trees, plants, benches
and trash bins.

Planting and Maintenance of Freeway and Railroad Buffers
Existing Practice:

There are several “no man’s lands” between the freeway or railroad tracks
and the pedestrian realm, where the City is not responsible for planting

or maintenance. The adjacent pedestrian realm suffers from the lack of
planting or maintenance of the buffer area owned by Caltrans or Union
Pacific Railroad. An example is the sidewalk and bus stop across Shell-
mound Street from Bay Street Center. This pedestrian infrastructure fronts
a Caltrans-owned freeway buffer, which is not necessarily designed or
maintained with pedestrian comfort or amenity in mind.
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Strateqy. Work with Caltrans and the Railroad 7o Plant and Main-
tain Buffer Land

The City could propose agreements with Caltrans and Union Pacific Rail-
road allowing the City to plant and maintain the property. Making small
improvements and improving maintenance could provide an additional
level of pedestrian comfort and a sense of safety and security.

Pedestrian Environment Under the Freeway

Creating a pedestrian-friendly environment on sidewalks and paths that

cross under freeways is a challenge. The 1-80 freeway is a major barrier

separating much of Emeryville from its waterfront, and separating Penin-
sula residents and workers from the rest of the City.

EXisting Practice:

Emeryville has installed art and lighting on Powell Street under 1-80, along
the sidewalk and in front of the Bay Trail mixed-use path. Caltrans has in-
stalled colored pavers under the center of the freeway, and planted roses
under the edges. The walls of the underpass are some distance from the
sidewalks and path.

Best Practices:

The photos at right show pedestrian environments under freeways that
have been enhanced as a result of small aesthetic and lighting improve-
ments. For example, the lower photo illustrates recent improvements at
the MacArthur BART Station and shows how lighting and artwork can
dramatically improve the pedestrian experience of a previously substan-
dard link in the pedestrian network. Poetry is written on the underpass
rafters between 4™ Street and the Amtrak station under University Avenue
in Berkeley.
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Strateqy. Improve and Activate the Pedestrian Environment on
Powell Street under I-80

Implementing the Powell Street Urban Design Plan will enhance the
underpass environment. Phase | includes straightening the mixed-use
path to provide a clear view under the freeway, placing bus stops on the
[-80 ramps, providing lighting and/or art features that convey the Bay Trail
connection. Phase Il includes creating a pedestrian-bicycle path on the
north side of Powell, adding a motor vehicle ramp connector south of the
path, adding a crosswalk on Powell at the east side of the overcrossing,
adding new decorative light fixtures on both sides of Powell, and creat-
ing new opportunities for more public art on the paths. Art could include
light art such as neon or beam splitters creating multicolor beams of light.
Poetry could be added to the underpass as a community project.

Maintenance of Pedestrian Facilities

The costs for enhanced maintenance are low compared to the costs

of capital projects, and can be implemented relatively quickly (without

the long lead time associated with capital projects for planning, design,
environmental review, approval, and construction). In a word, improved
maintenance to existing pedestrian facilities can immediately help bridge
connectivity gaps and improve pedestrian comfort and safety. Examples
of these types of maintenance improvements includes increased sidewalk
cleaning and improved maintenance of street trees and pedestrian light-

ing.

Goal: Ensure that maintenance protocols regarding the
pedestrian realm are consistent with the city’s
goals and priorities regarding pedestrians.

Existing Practice.

Currently, the Public Works Department has a direct line to field questions
regarding maintenance of any of their facilities. However, at this time there
is no stated feedback mechanism or standardized timeline or protocol for
how these questions are handled.

When the Public Works Department sees a trip-and-fall hazard, they grind
down the sidewalk if that will solve the problem. If the sidewalk needs to
be rebuilt, it waits until it can be incorporated into a larger project. For
example, several sidewalk segments have been rebuilt as part of the
Triangle Neighborhood traffic calming project. Sidewalk improvements are
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Lighting and art can be used to enhance pedestrian facilities under freeways.

often made as adjacent properties redevelop; developers must provide
disabled access from the nearest bus stop. The Public Works Depart-
ment inspects all of the street lights at night once a month and has prob-
lems addressed right away. The Department is setting up a street light
contract to add immediate response to calls. Fallen trees are removed
immediately.
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Best Practices:

Arlington County in Virginia conducts routine surveys of concrete facilities
in the public right-of-way and replaces deficient sidewalk, curb, gutter
and handicap ramps as necessary.

Strateqy. Consider Delining and Reviewing Pedestrian Facility
Maintenance Protoco/

Create a stated feedback mechanism and a standardized timeline and
protocol for handling questions regarding maintenance of City facilities.
Work with Caltrans and Union Pacific Railroad on maintenance of buffer
property, possibly proposing an agreement allowing the City to maintain
the property.

In order to ensure that existing protocols for maintenance of the pedestri-
an realm are appropriate, the City should conduct a top-to-bottom review
of its maintenance practices for pedestrian infrastructure. Questions to be
addressed could include:

e How are damaged sidewalks, worn crosswalk markings, dead or
missing trees, and broken street lights identified? How quickly are
these issues remediatied?

e How often are key pedestrian facilities like sidewalks and bus transit
shelters cleaned or maintained?

The findings of this audit can be used to revise maintenance protocols,
adjust department responsibilities, institute greater accountability for out-
comes, and prioritize funding. Although a comprehensive audit of these
issues may take time to complete, there are several steps that the City
could take now to improve maintenance attention on the pedestrian realm
as discussed below.

Online Technology for System Monitoring

To help locate maintenance needs and to also help engage residents in
improving pedestrian conditions, online tools such as SeeClickFix can be
utilized to help improve communication and collaboration.
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Goal: Leverage technology and citizen knowledge in
order to identify pedestrian conditions, issues, and
problem areas

EXisting Practice:

Based on initial observation, it appears that local users and the City have
had limited dialogue on SeeClickFix, but no formal mechanism of integrat-
ing the website as a tool has been developed. In addition, the SeeClickFix
tool has not been publicized via the City of Emeryville website or other
City communication channels as a means of providing public feedback on
maintenance needs in the pedestrian realm.

Best FPractices.

A great benefit of an online service such as SeeClickFix is that it enables
smaller cities with limited resources to provide its residents and busi-
nesses with a public feedback tool similar to 311 in San Francisco or New
York City. It is able to do so without high levels of overhead for program
maintenance or administration. The tool in some ways is more effective
than dial-in numbers because it provides an online record that is transpar-

Figure 4-16 SeeClickFix Online Tool
SeeClickFIx
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SeeClickFix is an online tool that can be used to help local governments identify lo-
cal issues from online users

Image from Nels Dn\Nygaard
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ent for both contributors and viewers. While this tool is free, if not utilized,
it provides no additional benefit. Thus, if the City were to utilize such a
tool, it must establish policies that incentivize effective responses to user-
provided requests. In doing so, it would further promote usage of the
system and civic engagement from businesses and residents who wish to
improve conditions in Emeryville.

Strateqy: Utilize Reporting Technology for System Monitoring

Study, adopt, and publicize an online tool such as SeeClickFix to help
the public report maintenance needs of sidewalks and paths. Look into
potential for a smart phone application for reporting problems.

Repurposing On-Street Parking

Temporary or semi-permanent pedestrian amenities could be placed

in parking lanes that are not always highly utilized. The space could be
repurposed to be café seating, parklets, or bicycle parking, among other
creative uses.

“Parklet” Used to Replace On-street Parking in San Francisco.

Image from San Francisco Planning Department
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Goal: Allow the usage of roadway capacity to benefit
pedestrians and other modes

EXisting Practice:

The City is using the sidewalk café ordinance for a parklet.

Best Practices:

While repurposing existing on-street parking lanes or stalls for the benefit
of pedestrians is a somewhat new concept, pilots have been emerging
throughout the country as an example of how parking spaces can be
reused for a variety of things. Examples include space for additional café
seating and general space for additional sidewalk width during high-
pedestrian traffic times.

The photo at left shows a “parklet” in San Francisco that was developed
to replace two parking stalls in the city’s North of Panhandle neighbor-
hood. While this facility was designed to be a semi-permanent installa-
tion, some cities are developing guidelines to enable parking lanes to be
used as pedestrian spaces during lunch, afternoon, and evening hours
while allowing on-street parking and deliveries during other times. As an
example, San Francisco’s Draft Better Streets Plan presents guidelines for
flexible use of parking lanes in settings where it is appropriate.

Strateqy. Repuroose Some On-Street Parking Spaces for Pedes-
trian Amenities

During peak travel periods such as morning and evening commutes and
during the day on weekends, many of Emeryville’s large arterial streets
are fully filled with vehicle traffic. Yet, during other portions of the day,
these roadways have less vehicle travel or parking demand placed on
them and potentially could be repurposed for other uses that benefit
pedestrians. An example that would be both straightforward and have
little costs would be the conversion of on-street parking to other uses.
Such a strategy would support pedestrian safety by creating a buffer
between sidewalks that are often adjacent to the street and faster-moving
vehicle traffic. In addition, on-street bicycle parking may be beneficial to
meet specific high-turnover parking demands of certain types of retail and
restaurant functions.
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Pedestrian Programs

While the built environment and street design play an integral role in pro-
viding facilities that encourage walking, there are numerous other strate-
gies that may influence the propensity of an individual to walk. This sec-
tion will focus on different programs and initiatives that may help improve
the pedestrian environment in Emeryville but through different programs
and initiatives unrelated to the built environment. The major benefit to
these types of programs is that they could help boost walking in the city
without any significant capital improvement costs.

Goal: Improve pedestrian conditions through increased
awareness and education programs geared
towards making walking a safer and more
attractive mode choice.

Existing Practice.

Best Practices:

While many may attribute pedestrian safety issues to city departments
such as public works, planning, or transit agencies, other organizations
such as the police department are directly related to pedestrian safety
through their responsibility to enforce motor vehicle laws. The following
programs include examples of pedestrian safety programs that have been
established in other areas around the country and could be implemented
in Emeryville.

e Citywide Safety Walk: In neighborhoods in cities such as Los
Angeles and Seattle and smaller cities such as Roseville, Wisconsin,
City staff, police, elected officials, business owners, organization
members, and other citizens have walked to identify and address
traffic and personal safety issues.

¢ Intersection/Crosswalk Enforcement/Stings: Cities from Ventura to

As of September 2010, there are no ongoing city
sponsored pedestrian safety or recreation pro-
grams.

San Francisco’s Sunday Streets has
seen participation numbering in the
thousands per event. This and similar
events help promote walking and
outdoor activity in general.

Chicago to Orlando have set up crosswalk stings.
Ventura announced the city-wide operation and
posted relevant laws on the City website.

An additional way to promote pedestrian activity
involves events designed to encourage people to
take to the streets and walk for the simple enjoy-

PERSPECTIVE VIEW - From Hels

Examples of Joint On-street Parking and Pedestrian Space

Image from City of Vancouver
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ment of being outside. These types of events
could be sponsored by the City while others have been initiated through
local community groups or non-profit organizations. Events like those
described below are marketed to everyday individuals and promote walk-
ing by making it a social event and provide an opportunity to experience a
city in a recreational fashion.

e Street Closure Festivals: Locally, San Francisco’s Sunday Streets is
an example of such a street closure. On various Sundays throughout
the summer, a segment of a street in San Francisco is closed to
automobile traffic. The lengths of these streets are often a few miles
in order to give participants a chance to experience a corridor of the
city to the fullest extent possible. The Sunday Streets event in San
Francisco and similar events in other cities are inspired by Bogota
Colombia’s Ciclovia, where on each Sunday, streets are closed
between 7:00 AM and 2:00 PM. In San Francisco, event participation
has numbered in the thousands per date. Sunday Streets’ purpose
is to enable participants to take advantage of the public space that
is typically reserved for the automobile while encouraging them



to be outside and walk, bike, skate, or take the other means of
transportation that they desire. In 2010, the City of Oakland held its
first street closure festival dubbed “Oaklavia” which took place on
June 27, 2010. Farmers Markets also provide car-free pedestrian
space.

¢ Organized Recreational Walks: An example of an event that could
help promote additional pedestrian activity is the Peak2Peak Walk
in San Francisco. This event is organized on an annual basis by
Walk San Francisco (WalkSF), a local community advocacy group
for pedestrians. The event takes its participants on a 12 mile guided
hike through the city while providing snacks and a gourmet lunch.
In 2009, the event had over one hundred participants and was able
to raise funds for WalkSF and awareness about pedestrian issues
throughout the city.

Sl‘fal‘eg}/.' Establish Pedestrian PngmeS Participants in the 2009 Peak2Peak Walk

e Citywide Safety Walk: A “safety walk” would involve citizens and Image from WalkSF

law-enforcement officials. Such an event would be a collaborative
effort to identify areas where pedestrians feel threatened by real or
perceived threats to their safety. Issues to identify could be related ey g ! .
to personal safety or safety from motorized vehicles that may ‘ — A
consistently perform illegal movements. ) : e e é 5%

e Crosswalk Enforcement Stings: To reinforce laws that are designed
to protect pedestrians from vehicle collisions, law-enforcement
officials could conduct targeted observations at various high
volume intersections and crosswalks around Emeryville. The
purpose of this effort would be to provide warnings or tickets to
motorists who fail to obey pedestrian safety laws such as yielding
to pedestrians in crosswalks or making right turns when prohibited
by a red signal. While it may be impossible to cite all violators, doing
such enforcement during visible times of day will help convey the
importance of pedestrian safety and may help reinforce safe driving.

e Street Closure Festivals: While it is common for events like farmers’
markets, neighborhood fairs and street festivals to temporarily
close streets, recent street-closure events have sprung up in cities
across the country. Such events involve the closure of entire streets
to automobile traffic in order to promote other outdoor activities. In

View from within Powell Pedestrian Overpass

Image from flickr user mlinksva via a Creative Commons License
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place of automobiles, participants often bicycle, run, or skate, among
other forms of transportation.

e Organized Recreational Walks: Another way to promote walking
in Emeryville would be through organized walks that take advantage
of the numerous recreational facilities in the city. Similar to street
closures, events like this could be marketed as a social event that
encourage physical activity and provides the opportunity for residents
to connect and see the sites that Emeryville has to offer.

e Area Walking Tours: The City or another organization could provide
walking tours of various neighborhoods. For example, the Park
Avenue District is rich in early 20" Century industrial buildings.

Bridges Over Railroad Tracks and Freeway

The major pedestrian barriers in Emeryville are the railroad tracks and
the freeway. Although bridging them will be costly, it is key to creating a
pedestrian-friendly city.

Goal: Provide visible, spacious, accessible pedestrian
bridges over the freeway and railroad tracks.

EXisting FPractices:

Emeryville has three at-grade and two elevated pedestrian crossings
over the railroad tracks. The at-grade crossings are at 65", 66", and

67" Streets. The elevated crossings are the elevator bridge between the
Amtrak station and Shellmound Street, and the stair-accessed walkway
on the north side of the Powell Street bridge. This walkway feels unsafe
to pedestrians, because it is hidden below street level on the bridge.
There is one at-grade crossing under the freeway at Powell Street. The
General Plan calls for a pedestrian-bicycle bridge over the railroad tracks
to replace the walkway on the north side of the Powell Street bridge, a
pedestrian-bicycle bridge over the railroad tracks between Bay Street
and Horton Street at 53 Street, and a pedestrian-bicycle bridge over
the freeway between Frontage Road and the intersection of LaCoste and
65" Streets.
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Bicycle Lane Signage Near Emeryville City Hall
Image from Nelson\Nygaard

Strateqy. Build Pedestrian-bicycle Bridges Over the Railroad Tracks
and Freeway

The new bridges should be a pleasure to use for people walking, using
wheelchairs, and cycling. They should have views in and out, feel safe,
and accommodate reasonably expected volumes of pedestrians

and cyclists.



Bicycle Connectivity and Safety

Bicycling is one of the most efficient modes of transportation and given
Emeryville’s flat terrain and mild climate, it is accessible for residents and
visitors alike. Bicycling requires far less space as compared to an auto-
mobile for movement and parking, a benefit in a city

determine which streets are appropriate for bicycle lanes or signage as
bicycle routes. On high-volume or high-speed streets, bicycle lanes are
perceived by many to be safer and can attract more cyclists—and es-
pecially novice or occasional cyclists—than streets simply designated as
bicycle routes with signage. Bicycle routes that are designed as bicycle
boulevards or shared travel lanes with narrow travel

constrained for space such as Emeryville. Moreover, as
an active mode of transportation, bicycling contributes
to making Emeryville a healthier city.

An update to the City’s Pedestrian and Bicycle Plan is
underway with the intent of making bicycling a more at-
tractive, convenient, and comfortable option for getting
to, through and around Emeryville. The City’s recently

Currently, Horton Street
serves as one of the primary
north-south bicycle routes in
Emeryville and as signed as a
bicycle boulevard. However,

it also serves as a primary
transit route.

lanes and sharrows are also attractive if carrying rela-
tively low traffic volumes and having limited stop signs
or signals along their route.

Horton Street, one of the primary north-south bicycle

routes in Emeryville, is currently signed and designated
as a bicycle boulevard and provides access to the Em-
eryville Amtrak Station as well as connections to north-

adopted General Plan considers bicycling a high priority

and has an overarching goal of establishing a network

of continuous north-south and east-west bikeways to provide access to
the major attractions of the city, provide recreational benefits and reduce
dependence on automobiles. Emeryville should continue to place a high
priority on incentivizing bicycling and ensuring that safe facilities exist for
those who bicycle in and through Emeryville. The recommended strate-
gies presented below are intended to complement the policies and guide-
lines contained in Emeryville’s General Plan and forthcoming Pedestrian
and Bicycle Master Plan.

Bicycle Planning Framework

The following General Plan goals demonstrate that bicycling is an impor-
tant city priority:

e A safe, comprehensive, and integrated bicycle system—A system
and support facilities throughout the City that encourage accessible
bicycling for all community members

e Bicycling will be promoted through public education, including the
publication of literature concerning bicycle safety and the travel,
health and environmental benefits of bicycling

e The City will establish equal priority to bicycles and public transit (and
discourage through-traffic by other modes) on streets in the vicinity of
the Amtrak Station

To make sure that new connections are supportive of a citywide network
of bike facilities, the new Pedestrian and Bicycle Plan Update should
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south bike routes in Oakland and Berkeley. However,
the central segment of the corridor is also designated in the General Plan
as a primary transit route, connecting to the Amtrak station. In addition,
several blocks of Horton Street are currently striped with bicycle lanes, in
addition to its designation as a bicycle boulevard.

Emeryville has taken several steps to improve bicycling conditions within
the City such as adding bicycle lanes and marking bicycle routes and
local bicycle boulevards and integrating bicycle and transit connections
with bicycle racks provided on Emery Go-Round buses and bicycle lock-
ers/racks located at the Amtrak and BART stations. Emeryville should be
commended for these efforts and should consider the following strategies
as it updates the City’s Pedestrian and Bicycle Plan to provide a bicycle
network with supporting facilities to significantly increase the mode share
of bicycling as a part of the City’s goal to shift to more sustainable forms
of transportation.

Proposed Strategies

This section highlights key tools and strategies that can be employed in
the City of Emeryville to enhance bicycle connectivity and safety and to
promote cycling as a healthy and efficient mode of access and mobil-

ity. Any or all of the following tools and strategies could be implemented
as pilot projects or programs. The specific location and implementation
details of each will be determined in the forthcoming update to the Pe-
destrian and Bicycle Plan, which could apply these and other strategies
to make Emeryville a more accessible, convenient, and comfortable place
to bicycle.
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Bicycle Boxes and Advanced Stop Bars

Bicycle boxes, with advanced stop bars, as shown in the photo at right,
are pavement markings which provide a dedicated and visible area for bi-
cyclists to stop and wait in front of vehicular traffic at signalized intersec-
tions. Bike boxes allow bicyclists to get up to normal speed when a light
turns green before vehicular traffic begins to pass them and can reduce
the incidence of right-hook collisions.

Goals:

¢ Enhance the visibility and safety of bicyclists at
signalized intersections

¢ Reduce right-hook collisions (right turning vehicles
colliding with straight through traveling bicyclists)

¢ Provide bicycle priority at signalized intersections,
enhancing speeds, access, and mobility for bicyclists

Existing Fractice:

There are no bike boxes or advanced stop bars in Emeryville.

Best Practices:

In the United States, bike boxes and advanced stop lines have been
implemented in Portland and Eugene, Oregon; New York City; Madison,
Wisconsin; and Cambridge, Massachusetts. A few bike boxes have re-
cently been implemented in San Francisco and Berkeley. Bike boxes were
first implemented in Europe and have been in widespread use in Copen-
hagen, Denmark — one of the world’s most bicycle friendly cities — since
1990. Danish engineers report that bike boxes in that city significantly
reduce collisions between bicyclists and right-turning vehicles.

Bicycle boxes and advance stop bars work in tandem to create safer
spaces for cyclists at signalized intersections. Bicycle boxes are painted
at signalized intersections in front of an advanced stop bar to provide
cyclists a place to stop in front of traffic. The safety benefit of bike boxes
is that they allow cyclists to begin riding, after a green signal, in front of

a traffic platoon, where they can be easily seen by vehicles. Bike boxes
also reduce the risk of conflicts and collisions between straight through
traveling bicyclists and right turning vehicles, including “right hook” colli-
sions and right turn on red collisions, which represent 4.7% and 3.6% of
bicycle collisions respectively. Bike boxes also make it easier for bicyclists
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to position themselves safely to make
left turns. Without bicycle boxes,
cyclists may often be caught on the
right side of traffic or in-between ve-
hicles where their visibility is reduced
and the consequent risk of collision
with motor vehicles is higher.

Bike boxes may be most effective at
enhancing bicyclist safety and priority
where they are implemented in com-
bination with other treatments, includ-
ing full color painted bicycle lanes.

At a minimum, bike lanes should be
painted in advance of the box, and
through the intersection, so that right
turning motorists are aware that many
bicyclists may not be turning but
rather proceeding straight through.

A ‘bike box’ provides colored pavement
and an advanced stop line for automo-
biles. The bike box reduces conflicts

at intersections by providing space for
bicyclists to visibly position themselves
ahead of motor vehicle traffic for
either through or turning movements.
Note also the pigmented/dotted bike
lane treatment carried through the in-
tersection.

Because bike boxes are a relatively
new treatment in many American cit-
ies (although Portland, OR has been
using colored bike lanes for over a de-
cade), they must be implemented with
proper signage and with a well coordi-
nated and executed campaign to educate drivers and cyclists about their
purpose and use. Before installing bike boxes at more than 15 intersec-
tions, the City of Portland DOT engaged in an aggressive outreach and
education campaign with signs, billboards, and distribution of brochures.

Source: www.bikeportland.org

Strateqgy. Install Bicycle Boxes and Advanced Stop Bars

The pending Pedestrian and Bicycle Plan Update will identify intersec-
tions where bicycle boxes and stop bars would be appropriate. Signs and
educational brochures and web pages could be used to inform cyclists
and drivers about bicycle boxes.

Install Bicycle-Only Signal Phases

In areas with high levels of bicycle activity, and/or high volumes of cross
traffic, cyclists may require their own signal phasing to ensure safe cross-
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ing of streets. Under the appropriate conditions, bicycle-only signals pro-

vide certainty and safety for cyclists and motorists alike. If the bicycle-only

phase is bicycle-actuated, it will only occur when a bicycle is present.

Goal:

¢ Enhance bicycle safety

¢ Prioritize bicycle access and mobility at congested
intersections (as planned for specific corridors in the
Emeryville General Plan)

Existing FPractice:

Currently in the City of Emeryville, there are no bicycle-only signals.

Best Practices:

An example of a bicycle only signal was recently installed in San Fran-
cisco to aid cyclists in crossing a busy road on the way to Golden Gate
Park. Another variant of this concept is having signals that can be actu-
ated by a bicycle. An example of this can be seen in Berkeley where a
protected bicycle lane also has a signal actuator.

¢ |n areas of high potential for bicycle-vehicle conflicts, one of these
strategies may be appropriate to ensure safe crossing of cyclists
through intersections. As a less costly alternative for prioritizing
bicycle movement at intersections, the City may install a push button
signal actuator within arm’s reach of the cyclist.

Strateqy . Consider Installing Bicycle-Only Signal Phases with Sig-
nal Actuators

The pending Pedestrian and Bicycle Plan Update will identify intersections

where bicycle-only signal phases with signal actuators are appropriate.

Public and Employee Bicycle Parking

Secure and conveniently located bicycle parking facilities are essential for

cyclists to have the ability to reach their destinations with ease.

There are two key markets: (1) long-term bicycle parking, including bike
storage for residents and employees, and (2) short-term parking, serving
shoppers, students, recreational users, and other visitors.
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A Bicycle-activated Signal Actuator in Berkeley, CA

Image from City of Berkeley

Long-term Bicycle Parking

e | ong-term parking is best in secure, weather-protected, restricted
access facilities. This may include:

— Bicycle racks inside garages. These primarily serve employees.

— Bicycle cages in garages primarily serve residents. The cage
is typically secured with a locked gate (ideally using an electronic
keycard).

— Bicycle lockers. Lockers can provide an additional option for the
most security-conscious bicycle users. (These are more expensive
since they require the most floor space, and could be made
available for a modest fee.)

Short-term Bicycle Parking

e |n addition to security, location is a key factor of the utility of short-
term bike parking. If parking is not conveniently located, bicycles are
often locked to poles or fences closer to their final destination.

e On-street bike racks are best located immediately adjacent to high-
demand locations, such as on retail frontages, next to primary transit
stops, and elsewhere where the presence of bicycles locked to
fences or railings indicates unmet demand.



Goal: Ensure usable parking facilities are available and
accessible for bicyclists

EXisting Practice:

Currently the City of Emeryville has on-street bicycle and off-street bicycle
parking per its existing bicycle parking policies.

Best Practices .

In areas with high volumes of bicyclists, or where sidewalks are narrow, it
may be appropriate to replace one on-street parking space with bicycle
racks on each block face. This has been done with success in selected
locations in Berkeley and San Francisco, and can prevent bicycles from
blocking pedestrian rights-of-way.

Strateqy: Expand Public and Employee Bicycle Parking

The City of Emeryville is encouraged to expand the supply of public bi-
cycle parking in convenient locations to meet demand. On-street parking
spaces should be provided for short-term bicycle parking near destina-
tions that are bicycle trip attractors/generators (e.g. shopping areas,
schools, and City facilities). The City should provide long-term bicycle
parking for its employees.

Bicycle Stations

Bicycle stations are secure, attended bike parking facilities — often serving
commuters who access a nearby transit station by bike. Bike stations
typically offer bicycle services, including rental, repairs, and information.
Bicycle storage is attended, meaning that cyclists do not have to reserve
space in advance and can be sure the bike will be guarded in a secure
location throughout the day. Designed well, bike stations have been
shown to dramatically expand the “catchment area” of a transit station

by removing a key obstacle to increased bicycle use, the fear of having a
bike stolen or damaged by weather or vandalism.
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Short-Term bicycle parking in front of the Emeryville City Hall

Source: Nelson\Nygaard

Goal: Enable bicycle access by ensuring the availability
of safe and protected bicycle parking facilities.

EXisting Practice:

Currently in the City of Emeryville, there are no bicycle stations. Wareham
in Emeryville has shown plans to develop a bike station in their Emery
Station West building next to the Amtrak station.

Best Practices.

Bicycle stations operate at rail stations throughout the US, including the
Palo Alto Caltrain Station, Embarcadero and Berkeley BART stations,
Long Beach Blue Line station in California, Pioneer Square in Seattle, and
Millennium Park in Chicago.



Strateqy. Establish Bicycle Stations at Emeryville's Transit Hubs
and Shopping Areas

In locations like transit stations that potentially have high levels of bicycle
access, bicycle stations should be provided to further incentivize bicycling
by ensuring safe and weather-protected parking. Future bike stations
could be appropriate near other major bus stops, such as the 40" Street/
San Pablo Avenue bus hub and Bay Street center.

Strateqy. Work with BART 7o Create a Bicycle Station at the Ma-
CArthur BART Station

The pending renovation of the MacArthur BART station and plaza will
include expanded bicycle parking. The City could advocate for BART to
convert this parking into a bicycle station in the future by establishing at-
tended bicycle parking.

Land Use Specific Bicycle Parking Standards

Many potential cyclists have said they would ride their bicycles more if
they had a safe place to park their bicycles. Bicycle parking requirements
by land use type can help to ensure that private development projects
include adequate bicycle parking.

Goal: Enable bicycle access by ensuring the availability
of off-street bicycle parking at destinations
throughout the City.

Existing FPractice:

To ensure private bicycle parking, the Emeryville municipal code currently
requires the provision of on-site bicycle parking with the construction or
renovation of any building in the city. This requirement calls for 1 long-
term and 1/16 short-term bicycle parking spaces per residential unit and
1/20 long-term and 1/20 short-term bicycle parking spaces per non-
residential required automobile parking space.
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Carefully located bicycle parking provides bicyclists (and the district) great benefits

for a relatively small amount of space (Eugene, OR)

Image from Nelson\Nygaard

Best Practices:

The Columbia Pike Special Revitalization District in Arlington County,
Virginia has the following bicycle parking requirements:

e For office development, the developer must provide 1 employee
bicycle parking rack or bicycle locker (2-bike capacity) per 7,500
square feet of floor area and 1 visitor/customer bicycle parking rack
(2-bike capacity) per 20,000 square feet of floor area.

e For residential development, the developer must provide 1 tenant
bicycle parking rack or bicycle locker (2-bike capacity) per 3 units and
1 visitor bicycle parking rack (2-bike capacity) per 50 units.

e For retail development, the developer must provide 1 employee
bicycle parking rack or bicycle locker (2-bike capacity) per 5,000
square feet of floor area and 1 visitor/customer bicycle parking rack
(2-bike capacity) per 12,500 square feet of floor area.

Strateqy. Provide Land Use Specific Bicycle Parking Stanaarads

If automobile parking requirements are modified in response to hew
General Plan policies, non-residential bicycle parking would subsequently
need to be updated.
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The general bike parking requirements in the Emeryville Municipal code
should be amended to specify the quantity of storage capacity of bicycle
parking facilities required for each type of land use or development.

There have been bicycle thefts at Emeryville shopping centers. The City
and shopping centers should consider more secure temporary bicycle
parking, such as bicycle lockers or valet bicycle parking for shoppers,
drivers and movie-goers.

Signage and Intersection Crossings

Signs are used to identify bicycle routes, lanes, paths and boulevards,
and to provide directions and distances to major destinations. Techniques
to help cyclists cross intersections include bicycle-only turn lanes, pave-
ment markings showing cyclists’ path of travel through the intersection,
and signs reminding drivers to watch for cyclists.

Goal: Ensure safety for cyclists at intersections by visual
enhancements and design improvements

EXISting Fractice:

Presently, the City of Emeryville has few areas with specific signage
geared towards bicycles or signage to make motorists aware of the
presence of bicycles. Certain intersections are particularly problematic for
cyclists due to multiple vehicle turn lanes, high traffic volumes, and limited
exclusive right-of-way for bicycles.

Best Practices:

Portland uses bicycle-only center turn lanes to help cyclists cross arteri-
als through offset intersections. The Federal Highway Administration’s
Manual on Uniform Traffic Control Devices identifies markings for desig-
nated bicycle lanes with left-turn areas and for intersections with heavy
turn volumes.

Strateqy. Improve Intersection Crossings of Bikeways and
Busy Streets

Bike access to and within Emeryville will be enhanced by intersection
improvements. Bikeways are only as good as their worst gap. If an excel-
lent bike path suddenly ends at a busy roadway with no accommodation
for crossing it, the bike path has little utility. It is important, therefore, to
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ensure high quality design where minor bikeways connect to major bike-
ways and where bikeways cross major arterials.

Speed Limits on Bicycle Boulevards

Research has shown that higher vehicular travel speeds are directly relat-
ed to increased pedestrian fatality rates on the same roadways. Although
not proven, the same relationship is assumed to exist between vehicle
speeds and bicycle fatality rates. That is: the higher the average speed of
traffic on a roadway, the greater the risk of fatality for a bicyclist involved
in collisions on the roadway.

Goal: Reduce likelihood of severity of injuries and overall
collisions by the reduction of vehicular speed
limits on certain roadways.

Existing Practice.

The low-traffic volumes on some of Emeryville’s streets that make them
attractive for bicycling also make them attractive for vehicle speeding. As
compared to Berkeley, Emeryville’s bicycle boulevards do not have suf-
ficient traffic calming devices to ensure low speeds.

Best Practices:

This year New York City is tripling the number of 20 mph speed limit
zones by adding 75 low-speed zones.

Strateqy: Reauce Speed Limits on Bicycle Boulevards

Bicycle Boulevards in Emeryville should have lower speed limits than
other corridors where transit, freight, or vehicular mobility is prioritized,
such as transit streets and connector streets as delineated in the General
Plan.

Traffic Calming

To reduce motor vehicle speeds and volumes and to establish and main-
tain bicycle safety and priority, the City of Emeryville should install traffic
diverters and other traffic calming devices in bicycle priority corridors.
Such devices would also provide benefit to pedestrians.
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Goal: Reduce vehicular speed limits on certain roadways
where lower speeds are desired

EXisting Practice:

Traffic calming devices currently exist in some of the residential neighbor-
hoods in Emeryville.

Best Practices:

Berkeley’s traffic calming devices include diverters, bulb-outs, and traf-
fic circles.

Strateqy. Consider Installing Diverters and Other Traffic Calming
Devices on Bicycle Boulevards

Emeryville may use any or all of the following measures to slow traffic and
enhance bicycle and pedestrian safety in selected corridors, especially
Bicycle Boulevards:

e Diverters
e Chokers
e Speed humps

e Mechanical bollards that result in full or partial closure of the
street to motor vehicles (i.e. only let buses, taxis, and emergency
responders through)

In corridors where diversionary measures are required to reduce traffic
volumes, an operational measure that could be implemented would be
“forced right turns” at strategic locations for all private and commercial
vehicles (transit vehicles and taxis should be exempted). Such a measure
would reduce through traffic volumes while still preserving critical access
to key destinations for all modes of transportation. This concept also has
the advantage of being less capital intensive and permanent than design
measures (i.e. forced right turns could be implemented at very little cost
on a trial basis in order to assess the impacts and then made permanent
if proven effective). This approach might be appropriate on Horton Street.

Color-Filled Bicycle Lanes
Existing FPractice:

Emeryville does not have any color-filled bicycle lanes.
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Examples of traffic diverters in Berkeley, CA

Image from City of Berkeley

Strateqy.: Consider Color-Filled Bicycle [anes

Full color-filled bicycle lanes have been implemented in New York City
and Portland, Oregon. New York uses green, and Portland uses blue.
Colored bicycle lanes are especially helpful in communicating bicyclists’
likely paths through major intersections to motorists and other road users.
The Federal Highway Administration granted interim approval for green
colored pavement in marked bicycle lanes in April 2011.

Other Bicycle Strategies to Consider

Each of the following strategies is worthy of consideration and evalu-
ation for cost and utility in promoting bicycle comfort and connectivity.
These could also be investigated as part of the forthcoming update to the
Bicycle and Pedestrian Master Plan.

e Ensure bicycle priority streets are safe and appropriate for
bicyclists. Selecting streets that are appropriate elements of a
citywide bicycle network may be challenging in Emeryville due to the



previously mentioned barriers. The network of signed bike routes and
bicycle boulevards in the General Plan should be further examined

to ensure all portions of those streets provide the “as advertised”
benefits for bicycles. Segments of those streets that may need

to share priority with other modes such as transit or commercial
loading, should provide adequate warning to cyclists. Careful,
context-sensitive planning will be needed to provide bicycle safety
and amenity, while balancing current traffic patterns, and other city
transportation priorities in these and other corridors.

e Barrier Separated On-Street Bicycle Lanes may be appropriate
for segments of the bicycle network with high traffic volumes
and/or high traffic speeds and a limited number of driveways to
enhance cyclist comfort and priority. Physical barriers can only be
installed on street segments with few driveways or other curb cuts.
Separation from traffic may be achieved with:

— A six inch or wider curb

— On-street parking relocated from the curb of the sidewalk to a
location between the bicycle lane and general purpose traffic lanes
(with a sufficient buffer to keep bicyclists out of the “door zone”).
This type of separated bicycle lane has been implemented in New
York City and Eugene, Oregon.

— Bollards

— In all cases, the barrier separation should be removed in advance
of each intersection to make bicyclists fully visible to traffic,
facilitate left turning movements by bicyclists, and to prevent
collisions between bicyclists and right turning motor vehicles.

— Implementation of separated on-street bicycle lanes would require
a design-exception in California. However, such facilities are
common in many European cities, where lessons can be drawn
regarding the specific design elements of separated bicycle lanes
and appropriate routes and locations for their implementation.

¢ Dedicate funding for bicycle facilities and services to fund
expedited buildout of the planned network of bikeways and
ongoing maintenance. A dedicated funding source is necessary
because the current share of state and federal transportation funding
spent on bike facilities and services is disproportionately small relative
to the share of injurious and fatal collisions involving bicyclists.
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Emeryville is updating its Traffic Impact Fee to include pedestrian
bicycle and transit improvements.

Develop a Street Design Manual (as recommended in the
pedestrian portion of this chapter) to provide for “Complete
Streets,” including routine accommodation for bicyclists. The
manual should include design specifications for the other physical
design measures highlighted in this report (including all traffic calming
devices). The guidelines in this manual should be applied to new
public roadways and roadway retrofitting projects. The guidelines
should also apply to new private developments with internal publicly-
accessible roadways.
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Wayfinding

Wayfinding refers to how people orient themselves and navigate from
place to place and the types of information they use to do so. For locals
and visitors alike, finding one’s direction and orientation around Emeryville
can be a daunting challenge. A combination of one-way streets with high
traffic volumes, a complex street layout, and several significant connec-
tivity barriers make it difficult to find one’s destination. Given Emeryville’s
small footprint and close connections with Berkeley and Oakland as well
as being a regional destination, it could serve as a model for a highly leg-
ible and effective wayfinding system.

Wayfinding is more than just signage. Indeed the best wayfinding systems
use signage only as an option of last resort, an admission of the failure of
more intuitive techniques. The broad and notable silver “Emeryville” sign
located above the Amtrak station platform is a more powerful indicator of
this important destination than a sign that says “Amtrak Station.” Similarly,
the rows of trees along Hollis Street between Stanford and 53 Street

are a more effective tool for noting a place of civic importance than a sign
that says “Important Street.” Wayfinding uses unique buildings, landscap-
ing, lighting, vistas, pavement materials, banners, artwork, and other tools
to orient travelers and give them clues about the type of place they are
navigating.

The challenges of wayfinding are not limited to automobile traffic; they are
distributed across all modes of travel. This is particularly true in Emeryville
as the city is moving toward a more balanced and sustainable transporta-
tion system.

Wayfinding is a civic improvement where benefits are difficult to quantify.
Yet, it could be said that a built environment without wayfinding is akin

to a map without a compass. Without providing effective signage for
pedestrians and cyclists to guide them to their respective destinations,
Emeryville may be constrained in its goal of developing a more balanced
transportation system as residents, employees, and visitors alike will have
difficulty in finding the nearby BART station, a bus stop, or a bicycle bou-
levard.
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Goal: Help people find their way into, around and out of
Emeryville, whatever travel mode they are using.

Based on our field observations and discussions with City staff, we un-
derstand that the City of Emeryville sponsored a wayfinding project that
was not competed because of funding constraints and other high priori-
ties. This proposed wayfinding scheme may not have been designed to
fully accommodate the needs of all transportation modes.

Within Emeryville, the most effective and detailed signage is found within
private developments. Most notable, the large Bay Street shopping
district displays a comprehensive wayfinding scheme that includes provi-
sions for pedestrians, auto traffic, and parking.

EXisting Practice:

Some directional signs exist, but some of them are not well coordinated.
Barrier overcrossings are marked but routes to them are not. The Public
Art Committee is considering placing art signs at the City boundaries.

Best Practices

Effective wayfinding programs are those that are easily recognizable,
legible, and have a sense of local branding. The following case studies
provide examples of public wayfinding that fulfill these requirements and
provide a model for Emeryville.

London, UK

Most known for its underground subway branding, London features
city-wide consistency in its wayfinding. Some of the examples shown
below include sighage used at London’s bus stops and directional sig-
nage geared towards pedestrians. These signs work in combination with
London’s comprehensive wayfinding strategy that includes a website,
information campaign, and other signs that exhibit consistency in design
and format. London’s wayfinding plan comes with significant costs as
the city spends approximately 20 times more than the amount spent in
adjacent cities in the UK. However, the end result is a highly effective and
memorable wayfinding plan.
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Seattle, WA

The City of Seattle provides neighbor- -
hood walking maps for pedestrians e
highlighting all the goods and services H
within walking distance.

Atlanta, GA

Within the last five years, the City of
Atlanta has unveiled a wayfinding plan
emphasizing its Midtown and Down-
town districts. The signage focuses on
both vehicular and pedestrian traffic.
The intent of the wayfinding plan was
to make Atlanta more user friendly

for first time visitors and increase
emphasis on public transportation in
the area. The signage also includes
local area maps, in addition to general
directional signs. The wayfinding plan
gave the city a more explicit “brand”
for different neighborhoods, providing a benefit to local residents/mer-
chants who wanted to create a strong neighborhood cohesion and bond.
An example of a local area map is shown on page 4-68.

LA
This sign is located at Emeryville’s
Bay Street shopping center. It shows
store locations in addition to bicycle
parking, transit shops, among other
amenities.

Berkeley, CA

As a nearby neighbor, Berkeley provides an excellent example of effec-
tive bicycle wayfinding. When the Berkeley Bicycle Plan was adopted in
1999, it came with specific recommendations for bicycle wayfinding and
signage, which was implemented and depicted below. The plan called for
the creation of numerous “bicycle boulevards” that provided added safety
benefits for cyclists traveling throughout the city. These boulevards have
specific branding and can be easily recognized by cyclists and motorists
alike. Berkeley has selected the color purple to be a consistent indicator
of bicycle facilities throughout the city. This color can be seen on the city’s
many bicycle boulevards and all directional bicycle wayfinding signage.
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Proposed Strategies

Based on our field observations and best practices, we recommend

that the City of Emeryville consider several strategies for improving its
wayfinding as it strives to achieve a more balanced and sustainable
transportation system. An effective wayfinding strategy alone can by no
means create a safe and easily navigable city. It should be implemented in
concert with other mechanisms to ensure residents and visitors alike can
easily navigate around Emeryville and neighboring cities. In all wayfinding
programs, work to maintain and build upon existing color schemes and
design templates, supplementing existing signage rather than creating
new systems. A comprehensive wayfinding plan should have the following
major components.

Strateqy. Install Signs and Markings Consistent with Neighbor-
ng Cities
Wayfinding systems aimed at cyclists are already in place in portions of

the region’s trail system, directing cyclists to key destinations and offering
distance information. Emeryville could fill in its gaps in these systems.

Ensure bicycle and pedestrian wayfinding is consistent with neighboring
Berkeley and Oakland, including destination-oriented signage, special
color street signs on Bicycle Boulevards, sharrows and other techniques.

Destination signs could include purple signs on Bicycle Boulevards, green
signs on other bikeways, and black pedstrian-oriented signs similar to
those in Oakland on other streets in pedestrian priority zones. Destina-
tions should include shopping areas, parks, schools, and public buildings.

Strateqy. Provide Bus Shelters with Maps and Displays

Transit users could better orient themselves through high quality bus
shelters complete with system maps, a detailed local walking map and
real-time bus arrival displays.

Strateqy. Mark Gateways with Art and Continue Signs Across Bor-
ders

Collaborate with the Cities of Berkeley and Oakland to better mark Em-
eryville’s gateways and ensure that wayfinding signage is seamless across
the borders. Gateways should be marked with public art on major streets
and bicycle and pedestrian facilities that cross the City boundary.

Strateqy. Install Neighborhood Walking Maps for Pedestrians

Neighborhood walking maps for pedestrians can highlight streets, paths,
parks, schools, employment centers, residential complexes, hotels,
transit stops, bicycle parking, goods and services within walking distance.
Walking maps should be placed first at the Amtrak station and the San

This photo illustrates London’s consistent This post represents some of London’s

signage at bus stops around the city.
one in the direction of a nearby destina-
tion. The small icons on each sign also in-
form a user about nearby transit stations.
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pedestrian wayfinding that can easily point

Purple signage in Berkeley, CA represents bicycle facilities. Signage in the city in-
clude identification signs and directional signs.

Source: City of Berkeley.
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Pablo Avenue/40" Street bus hub. Second priority locations should be in
the Pedestrian Priority Zone as shown in the General Plan.

Strateqgy. Install Bay Trail Signs on Entire Bay Trail

Install Bay Trail signs at least at the Berkeley border, Point Emery Shore-
bird Park, the Towers Shoreline access point, Davenport Mini Park, Emery
Cove, Emeryville Marina, the Police Station, Eastshore Park, [-80, Christie
Avenue, and Shellmound Street. Install new signs if and when the trail is
rerouted.

Strateqy. Require Well-signed Construction Detours with Advance
Notice for Cyclists and Peaestrians

When utility companies, street contractors, adjacent property owners or
anyone else blocks sidewalks and/or streets for construction or repairs,
the City should require them to provide safe, well-signed detours specifi-
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Figure 4-17 Wayfinding Map in Atlanta, GA
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A typical wayfinding map used in Atlanta; they are typically placed in pedestrian loca-
tions with high levels of activity.

cally for cyclists and pedestrians as well as motor vehicles. Pedestrian
detours should be accessible to persons with disabilities.

BART Station Access, Wayfinding and Stops
EXisting Practice.

The Emery Go-Round currently experiences congestion at the MacArthur
BART station. As part of the MacArthur Transit Village project, the BART
station plaza has been redesigned, and will be remodeled in 2011-2012.
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The shuttle drop-off interface has been redesigned, and motor vehicle,
bicycle and pedestrian access have been relocated. Cars will only be
allowed on a small portion of the station frontage road; most of it will be
for shuttles and bicycles only. The design of the frontage road is intended
to accommodate shuttle buses at the curb, with room for others to pass,
since multiple shuttles will access that stop. There will be room for several
shuttles to stop at the same time. The ETMA, BART and Oakland worked
closely together on the shuttle layout. The new design should mitigate
conflicts and congestion.

Emery Go-Round has three routes. Currently, there is no designated spot
for each Emery Go-Round route at the BART station shuttle stop. This
leads to confusion at the stop.

Strateqy. Particjpate in Design of Emery Go-Round Wayiinding at
the BART Station

The BART station plaza remodel will include new wayfinding within the
station and plaza, including signs to direct BART passengers to the
shuttle stop. The new signs have not yet been designed in detail. The City
and ETMA could work with BART and Oakland on the design of the new
signage, especially signs in the BART station directing passengers to the
shuttle stop.

Separate spots for each Emery Go-Round route were considered, but
are infeasible because multiple buses for one route are often present and
space is limited.
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&) Emery Go-Round

The E Go-Round s a free fixed-route shuttle
lmfc:’:rd,rrﬂnistared by the Emeryville Transportation
Management Association (TMA),
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The Open House included several boards that described the various topics included
in the Draft Strategies Report.

Open House

On May 17, 2010 an open house was held to gather comments and
feedback on the above strategies considered for the Sustainable Trans-
portation Plan. This public open house was the first opportunity to show-
case the proposed strategies and offered the public a chance to discuss
their thoughts and reactions with the consulting team and City staff and
provide feedback.

The event was scheduled in the early evening with the objective of maxi-
mizing attendance for those returning home from work or school. The
open house was publicized through a mailed postcard, posted on the
Emeryville website, and through flyers hung at local bus stops and distrib-
uted to local businesses and employers. A copy of the presentation and
presentation boards can be found in Appendix D.

Input and Feedback from Attendees

The public open house provided a forum for members of the public to
voice their opinions and to express their preferences on the proposed
Sustainable Transportation Plan strategies. Nearly all of the comments at
the open house focused on the major topics in this chapter.

The following summary presents the major themes for each of the five
categories.
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Bicycling and Walking

¢ Bicycle-related street improvements. Most comments related to
bicycling were bicycle-friendly street improvements. These included
colored bicycle lanes, bicycle sensors at intersections, traffic calming
on appropriate bicycle streets, and additional bicycle parking.

¢ Bicycle and pedestrian connectivity improvements. Several
comments were about the need to improve connections in
Emeryville’s bicycle network. Suggestions were to complete the
Greenway to the south of Powell Street and provide improved access
to Bay Street for bicycles and pedestrians from the rest of Emeryville.

e Safety education programs and events. Some individuals stressed
a need for continued safety education for cyclists and motorists alike
and suggested hosting events similar to San Francisco’s Sunday
Streets to help encourage Emeryville residents to try bicycling.

Parking Policies

e Reduction in surface parking. Most people favored structured
parking as compared to surface parking lots and that existing surface
parking lots should be better utilized during off-peak hours.

e Parking should be convenient. Several individuals stated that
finding parking should be convenient. Suggested strategies for

Members of the public provide feedback on the plan’s proposed strategies.
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making it easy to find parking included improved wayfinding and
real-time information, centralized facilities that allow a “park-once”
strategy and imposing a small fee for parking to increase turnover.

e Parking policies should vary depending on district. It was noted
that different parts of Emeryville have varying parking needs and
demands. Thus, parking policies, parking metering and other related
requirements should be reflective of the specific area where they
would apply in Emeryville.

Transportation Demand Management

e Expand carsharing. Many individuals had positive comments
about Zipcar and more generally, about carsharing in Emeryville.
Specific suggestions were that Zipcar should be further marketed,
additional pod locations should be considered, and that a larger
variety of carsharing vehicles should be provided (e.g. pickup trucks).
It was also suggested that City CarShare be brought to Emeryville
to increase the number of total carsharing pods. A final comment
was that carsharing parking spaces should be incorporated in
new developments.

e Create pilot for bicycle sharing. Individuals agreed that a city-
employee bike sharing program was a good idea to reduce vehicle
trips. It was suggested that the city should initiate a pilot in the near
future and share results with the public.

Wayfinding

e Need for improved wayfinding. Numerous comments cited a
need for improved wayfinding to assist pedestrians and cyclists in
navigating Emeryville. It was noted that major destinations such as
Bay Street were isolated and key crossings such as the Powell Street
pedestrian path are not clearly marked. Furthermore, it was noted
that maps of the city should be placed in strategic locations to aid in
orientation and navigation throughout the city.

¢ Provide clear and consistent transit information. Many individuals
stated that Emery Go-Round’s schedule and route system is
complicated, and relevant signage for the system should be
redesigned to be easier to recognize and understand.



Emery Go-Round

¢ Need for route adjustments. Although most comments regarding
Emery Go-Round were very positive, including statements that
praised the system’s punctuality and professional drivers, several
comments suggested route improvements. These included
expanding the service to fill AC Transit service gaps, additional
service to better serve residents and expanded operations during
non-peak hours.

* Routes and schedules are too complex. While many individuals
acknowledged that Emery Go-Round’s routes and schedules cater
to a broad audience with different needs, even local residents find
them confusing. Some suggestions to help reduce this complexity
include posting route names on all sides of vehicles, improving the
paper schedule to be more legible and intuitive, providing next-stop
announcements on-board vehicles, and providing route maps at
high-usage stops.

AC Transit

e Fill gaps left by service cuts. Due to state budget cuts, AC Transit
has been forced to reduce service. Attendees would like to see AC
Transit (or Emery Go-Round) provide service from Emery Go-Round
to downtown Berkeley, and from the bus hub at San Pablo Avenue
and 40" Street westward into Emeryville, similar to the former AC
Transit 57 route.

Open House Summary

Based on the feedback received, it was found that attendees of the open
house were supportive of the sustainable strategies being proposed in
the Sustainable Transportation Plan. While some of the strategies pre-
sented in the plan would warrant further investigation if implemented, the
overall goals and aspirations of the plan appeared to be on target with
community wishes and desires.
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