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South Lake

On-Street Parking Plan Executive Summary

Plan Overview

This report presents the findings and recommenda-
tions from the ongoing South Lake Union On-Street
Parking Plan being conducted by the Seattle Depart-
ment of Transportation (SDOT). The Plan outlines
short- and long-term strategies for addressing on-
street parking needs in the neighborhood and supports
Mayor Nickel’s City Center Strategy. In June 2005,
SDOT began this work with consultant resources. Key
project goals are to:

X gain a better understanding of existing on-street
parking characteristics through detailed data
collection and analysis

X develop on-street parking management and
pricing strategies that give SDOT tools to respond
effectively to dynamic and evolving development
patterns, and

X integrate on- and off-street parking programs to
achieve neighborhood traffic and transportation
benefits.

Nelson|Nygaard Consulting was hired to assist SDOT
in the Plan development. This brief summary outlines
SDOT’s and Nelson|Nygaard key findings and recom-
mendations to date. The project timeline at right pro-
vides a chronological outline of project activities for proj-
ect completion. SDOT is seeking community comments
on the Plan.

Project Timeline

June 2005| X Project Begins
July2005| < Review of Land Use and
Parking Policies
& Development Review
August2005| X Parking Inventory
X Survey of On-Street Parking
September 2005 | < Draft Plan development
November/ | X Outreach with SLU
December 2005 Stakeholders
January 2006 | X Incorporate Outreach
Comments
X Final SLU On-Street Parking
Plan released
2006-2007 | x SDOT addresses
procurement, installation and
legislative issues
o Public outreach and

information campaign if
and when pay stations are
scheduled to be installed
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Why Change Parking
Regulations in SLU?

South Lake Union is expected to grow tremendously in the
next 20 years with more jobs and residents. If development
were to continue at current trends, the neighborhood would
see potentially 13,000 more vehicles there daily, the equivalent
of adding an additional Mercer Street with all of its traffic to-
day. Making changes to the on-street parking will be critical
to ensuring that the City’s and the South Lake Union busi-
nesses, residents and visitors needs are addressed.

Plan Recommendations

The South Lake Union On-Street Parking Plan recommends
adopting a market-rate pricing scenario to ensure that on-
street parking is available for business customers, residents
and employees at all times. The dynamic and changing built
environment in the South Lake Union neighborhood will re-
quire a flexible management system, able to adapt quickly and
efficiently to changes in parking demand resulting from new
businesses, offices and residences.

The core recommendation of the plan is to manage short- and
long-term on-street parking demand in South Lake Union
through innovative pricing strategies. The SLU On-Street
Parking Plan recommends the elimination of time-limits and
proposes to charge hourly market rates for most on-street
parking. Rates will be set and adjusted using market-rate pric-
ing to ensure that an average of one space on every block is
available at all times. Additionally, a residential parking zone
would be established to provide a minimum amount of exclu-
sive parking for existing Cascade residents.

The plan creates important TDM benefits by encouraging
parking price-sensitive employees to change their travel behav-
ior. As demand for on-street parking increases, rates will go
up and more drivers will be encouraged to use other modes.

Parking Data Findings

An analysis of a detailed parking inventory and utilization
data collected during August 2005 produced the following
important findings:

2 There are about 3,000 on-street parking spaces in the
study area between Dexter Ave N, Lake Union, I-5,
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and Denny Way. The actual amount of available on-
street parking will fluctuate in coming years as new
construction projects come on line or are completed.

X Just 75 spaces are currently metered, mostly around
Westlake Ave N and Denny Way (near the Seattle
Times), with very low average utilization (occupied just
20%-30% of daytime hours).

& There are approximately 900 1-hour and 2-hour time-
limit signed spaces, with decent utilization (60-75%
weekday), but very low turnover and a high abuse rate
of the time limit.

& The remaining 2,000 spaces are unrestricted and very
full during daytime hours, with average length of stay of
about 5 hours. The majority is being used for long-term
parking.

& Data show that people parking in the neighborhood
either understand that parking is not actively enforced or
do not understand the posted time limits. For example,
parkers in 1- and 2-hour signed spaces stay an average of
almost three hours over the posted time limit.

The map below shows on-street parking occupancy at the peak
daytime hour in the SLU On-Street Parking Plan.

Parking Occupancy by Study Zone
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Recommendations Summary
Recommendations
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Implementation Logistics

Pay Station Installation Rollout

* The Plan recommends a one-time roll-out of pay stations in 2007
to achieve the most effective results from demand-responsive
pricing strategy. A full neighborhood installation could require 300-
400 pay stations and take four to six months.

+ Aneighborhood-wide rollout allows SDOT to clearly meet parking
management goals. Other options are to phase the roll-out over
several years.

» The Plan recommends that on-street parking rates be set to
achieve an optimal 85% occupancy rate and that time limits be
removed to allow pricing to work effectively.

* Premium rates or time limits on certain stalls near key retail can
be used to ensure short-term parking is available for business
access.

 SDOT will conduct regular data collection occupancy checks (us-
ing available technology) and adjust rates accordingly.

Parking Enforcement

+ Add three enforcement personnel and required equipment to en-
sure high levels of compliance (brings total area patrol staff to
four).

Residential Parking

Short-Term

On-Street Parking Pricing

+ The Plan recommends the implementation of a 2-year “pilot” Res-
idential Parking Zone (RPZ) that sets aside a minimum amount of
on-street parking for residential use. (An upcoming SDOT RPZ
Policy Review will address how to effectively implement RPZs in
mixed-use neighborhoods).

Longer Term

* Implement appropriate tools from RPZ Policy Review, including
potentially limiting the number of permits per household or grand-
fathering in existing residents.

+ Charge a monthly “market-rate” for on-street parking for residents.
SDOT would make a monthly parking pass available to park any-
where in neighborhood and not pay daily rate at pay station.

* The Plan will require new graphic designs for pay
stations and signage.

* New educational materials will need to be devel-
oped to explain the flexible rate structure.

» SDOT is working to determine whether Seattle
Municipal Code changes are required to:

— grant SDOT authority for demand-responsive
rate changes.

* If Plan is approved, SDOT will finalize a data col-
lection and monitoring process to set hourly park-
ing rates based on demand.

+ The City will need to consider this potential budget
increase in the 2007-08 budget planning.

+ SDOT is pursuing whether SMC changes may al-
low limits on RPZ permit sales. These limitations
have been requested from U-District and other
RPZ zones. Any changes will need careful review
to avoid setting unacceptable precedents.

+ Short-term residential parking strategies are
aimed at accommodating current Cascade neigh-
borhood residents.

+ SDOT will determine legal and logistic feasibility
of offering monthly market-rate residential pass-
es, outside of SDOT’s RPZ program.

Neison|Nygaard page ES-3
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The South Lake Union (SLU) neighborhood is
arguably the most rapidly changing district in Se-
attle. The neighborhood is transitioning from an
industrial/warehousing district to a diverse mixed-
use urban center and stands poised for even greater
change in coming years. Over the past decade,
South Lake Union has become a center for biotech-
nology (bio-tech) and high-technology (high-tech)
employment, but a diversity of other employers
have also chosen to locate here, including Tommy
Bahama’s headquarters office. South Lake Union
has traditionally supported a limited number of
residents in the Cascade neighborhood; however,
planned development will quickly multiply the
number of residents in the district. The City of
Seattle estimates that by the year 2020, growth in
the SLU area will result in over 20,000 new jobs

and 10,000 new housing units. '

1 South Lake Union Transportation Plan. Chapter 1, page 1.
http://www.cityofseattle.net/transportation/slureport/FinalSLUTranspor-
tationStudyJuly04aChapterl.pdf

DRAFT

STUDY BACKGROUND & PURPOSE

Study Goals

The Seattle Department of Transportation (SDOT)
has undertaken a study of on-street parking in
South Lake Union to develop an effective strategy
for managing increasing and changing demands
on public on-street parking supply. The primary
objectives of the South Lake Union On-Street
Parking Study are to:

* Gain a better understanding of the layout
and regulation of existing on-street parking
through a detailed inventory.

* Analyze patterns of demand and utilization
through a survey of the on-street parking

supply.

* Develop on-street parking management
strategies that complement current and
future land uses.

*  Develop regulatory and/or pricing strategies
that support both long-term and short-term
parking demand.

* Develop operating principles and strategies
that provide a lasting framework for deci-
sion-making.

* Ensure strategies for on-street parking man-
agement and pricing allow SDOT the flex-
ibility to respond effectively to the evolving
access needs of South Lake Union.

e
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The following are critical steps in the South Lake
Union On-Street Parking Study process:

¢ Inventory: Operations Maintenance Group
(OMG) conducted a detailed inventory
of on-street parking throughout the South
Lake Union neighborhood. The inventory
detailed the number of parking stalls on each
block face along with any posted restrictions
on their use.

*  Occupancy and Utilization Survey: Fol-
lowing the inventory, OMG conducted a
survey of parking occupancy and utilization.
This survey provided detailed data on how
parking was being utilized on key blocks
throughout the district.

Seattle Department of Transportation

* Data Analysis: Nelson|Nygaard conducted
a detailed analysis of data collected during
the Occupancy and Utilization Survey. A
summary of our data analysis is included in
Section 5 of this report.

Page 2

Parkers in South Lake Union compete with garbage dumpsters.

STUDY PROCESS AND METHODS

Plan: This plan provides preliminary recom-
mendations for managing on-street parking
in South Lake Union. Recommendations
have been retired through staff review.

Public Outreach: SDOT and
Nelson|Nygaard will begin to introduce
parking management recommendations to
members of the South Lake Union com-
munities at various neighborhood events and
meetings during November and December.

Final Plan: Based on public outreach and
feedback from SDOT staff, Nelson|Nygaard
will refine parking recommendations and
produce the Final South Lake Union On-
Street Parking Plan.

»



Background
The City of Seattle has a vision for South Lake

Union as an Urban Center - a compact, mixed-use
neighborhood where people live and work. South
Lake Union is undergoing rapid transformation
from warehousing and commercial uses to a neigh-
borhood with a mix of biotechnology, housing,
and commercial uses. As land uses change and
development intensifies, the demand for parking
will also change, as will the need to manage South
Lake Union’s limited on-street parking supply in
the most efficient and equitable manner possible
to best meet the district’s changing and diverse
transportation needs. This section summarizes
key land use goals, parking goals and policies and
development activities that will affect South Lake
Union on-street parking demand and utilization

in coming years.

One of many new developments underway in South
Lake Union.

DRAFT

SOUTH LAKE UNION PLAN & POLICY SUMMARY

Goals and Policies
The City of Seattle Comprehensive Plan sets the

long-term planning framework for South Lake
Union, identifying it as a diverse mixed-use neigh-
borhood. The Plan recognizes the importance of
parking to major businesses located in the district
and stresses the need to maintain an adequate level
of access for their customers and employees. Hous-
ing is encouraged in the neighborhood, particularly
housing development that does not conflict with

existing or future business activity.

One of many new developments underway in South
Lake Union.

'The Transportation Element of the Comprehensive
Plan does not deal extensively with parking, but
does includes policies that encourage walkable
neighborhoods and the use of modes other than
the single occupancy vehicle. A critical goal of
this element is to design transportation systems
that support the Urban Center and Urban Vil-

lage concept, where pedestrian and bicycle access

Neison|Nygaard
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to all land uses is encouraged and housing and
commercial uses are mixed to reduce the need
for automobile commuting. The Transportation
Element also stresses that development patterns
and street uses should complement the region’s
high capacity transit network. This dictates that
on-street parking is secondary to transit stops and
facilities located on transit carrying streets. The
Transportation Element is also explicit that on major
arterial roadways the primary purpose of available

capacity is to move people and goods.

Several policies outlined in the Transportation
Element support our recommendations:

* In commercial districts prioritize curb space
in following order: transit stops and layover,
passenger and commercial vehicle loading,
short-term parking (time limit signs and paid

parking); parking for shared vehicles; and
vehicular capacity. (T40)

* Use paid on-street parking to encourage
parking turnover, customer access, and ef-
ficient allocation of parking among diverse

users. (T43)

* Consider installing longer-term paid on-
street parking along edges of commercial dis-
tricts or in office and institutional zones to
regulate curb space where short-term parking

demand is low. (T44)

'The Seattle Comprehensive Neighborhood Parking
Study (Final Report) outlines a number of goals for
developing a more proactive and dynamic parking
management program. A key goal of the study is
to work more effectively with neighborhoods to
tailor parking management solutions that provide
the right amount and mix of residential and retail
parking that also help individual neighborhoods
and the city as a whole achieve broader long-term
goals including safe, equitable, and efficient mobil-
ity for all residents, local economic development,

and community revitalization.

The Seattle Department of Planning and Devel-
opment is working with community groups to
promote strong business opportunity in the City’s
Urban Center and Urban Village areas. The
Neighborhood Business District Strategy (NBDS)
is designed to create and shape business opportuni-
ties in South Lake Union and other urban business
districts. Though the land use code amendments
recommended in the NBDS focus on off-street
parking, the following goals are relevant for South

Lake Union as an urban center:
* Support job creation and business vitality.
* Improve the pedestrian environment.

* Provide for housing growth in neighborhood
business districts.

* Achieve quality design through development
fexibility.

* Balance parking needs.

The NBDS suggests that in Urban Centers, such as
South Lake Union, the free market should deter-
mine parking supply rather than code. If adopted
by the City Council, the NBDS will eliminate
minimum parking requirements for all new de-
velopment in commercial zones in the South Lake
Union urban center, including for new residential
development. The recommendations for on-street
parking discussed in this report were developed in
consideration of the off-street parking management
recommendations in the Neighborhood Business
District Strategy. The recommendations to man-
age existing and future residential demand for on-
street parking in South Lake Union will be critical
should minimum off-street parking requirements

be eliminated as proposed.

'The South Lake Union Design Guidelines describe
specific design features that are intended to encour-

age pedestrian activity in the neighborhood. The
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guidelines identify six “heart locations” in South
ake Union to serve as the commercial and activi
Lake U t th l and act

centers in the neighborhood. These are:
* Cascade Park
¢ South Lake Union Park
* Denny Park
e Harrison Street
* Terry Avenue North
*  Westlake Avenue North

Terry Avenue North Street Design Guidelines are
intended to outline a plan concept for the Terry
Avenue “heart location.” As in the other planning
documents, pedestrian activity is important. Terry
Avenue is expected to undergo one of the most
dramatic changes of any street in the South Lake
Union neighborhood. The addition of streetcar
and improved pedestrian facilities to this industri-
ally oriented street will significantly change its feel
and function. On-street parking on Terry Avenue
will need to function well in tandem with streetcar
operations and work within a system that promotes

pedestrian and bicycle safety.

Terry Avenue looking south toward downtown.

ue|d Bupjied 19941S-uQ uolun axe] yinos
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PLANNED DEVELOPMENTS

IN SOUTH LAKE UNION

South Lake Union is identified as an Urban
Center, meaning that the neighborhood will be
designed to support a significant share of the
City’s future population and employment growth.
Nelson|Nygaard worked with the City to compile
and map developments that are currently taking
place and are planned to occur to understand the
existing and future mix of land uses by parcel and
by ground floor. Because ground floor land use is
critical to parking demand, four maps have been
created to show ground floor land use in 2005,
2007, 2008-2010, and 2020 (Figures 1-4).

The land use maps by parcel show that South
Lake Union will become a residential center and
will experience an increased concentration of of-
fice/bio-tech uses. In particular, new residential
development is planned in the north part of the
neighborhood between Mercer Street and Valley
Street. New housing will also be located between
Yale Avenue North and Pontius Avenue North and
in other areas as shown on the 2020 Ground Floor
Land Use Map (Figure 4). Though not shown as
a change on the map, the South Lake Union Park
is undergoing phased redevelopment with the
first phase planned to be complete in 2006. The
new park will offer recreational opportunities and
indoor and outdoor spaces for large community
gatherings. Events and increased regular use of
this park are likely to increase parking demand just

south and west of the lake.

Planned development in South Lake Union Includes: 428
Westlake a biotech office building, the Interurban Exchange
project includes four office/biotech buildings, 2201 Westlake a
residential mixed-use development, University of Washington
Medical Center redevelopment.



The report, Potential Economic and Fiscal Im-
pacts of South Lake Union Development, by Paul
Sommers describes two phases of development in
South Lake Union. The first phase includes space
for University of Washington research laboratories,
other research space, biotech companies, retail, and
residential developments, adding over 3 million
square feet of commercial, residential, and retail
space. The developments in the first phase are
anticipated to by occupied by 2007. The second
phase of development includes new commercial
and residential development (10,000 new residen-

tial units) to be occupied by 2020.

The ground floor land use maps (following pages)
show the gradual change in ground floor use from
the present to 2020. In the next two years, new
commercial developments are planned to appear
along Westlake Avenue North and on Boren Av-
enue North, which will likely increase the demand
for parking if none of the parking management
strategies discussed in this report are pursued.
From 2008-2010 new retail and service uses are
planned to open along Terry Avenue North. Look-
ing to 2020, extensive development is planned to
occur — more bio-tech/office, retail, and housing

as ground floor uses.

Another important development in South Lake
Union is the construction of a new streetcar line.

The Technical Report on the South Lake Union

Streetcar Project describes the planned alignment

DRAFT

and how the new streetcar would relate to land
use developments. The new streetcar line would
serve downtown, Denny Triangle, and South Lake
Union neighborhoods. In South Lake Union, the
line is proposed to run north on Westlake to Terry
to Fairview, and south on Fairview and Westlake.
The line would connect to the regional hub at
Westlake Center. The Technical Report notes that
some curbside parking would be eliminated where

new stations and left turn lanes are to be located.

citvdesign
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Figure 1 South Lake Union:

Existing Ground Floor Use
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Figure2 2007 Future Ground Use
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Figure 4 2020 Future Ground Floor Use
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EXISTING CONDITIONS & SUPPLY EVALUATION

This section provides a detailed analysis of on-street
parking conditions in South Lake Union based on
data collected by Operations Maintenance Group
(OMG) during the first week of August 2005.

Study Area

The study area is the South Lake Union neighbor-
hood. The neighborhood encompasses the area
south of Lake Union, east of Dexter Ave N, west
of Eastlake Ave E, and north of Denny Way. South
Lake Union is undergoing a shift from a primarily
warehousing and commercial district to a neighbor-
hood with a mix of biotechnology, housing, and

commercial uses.

Six distinct study areas were defined to provide
a more accurate analysis of parking supply and
utilization in South Lake Union, allowing us to
examine smaller subarea zones that have more
common land use characteristics (see Figure 5).
These activity zones allow for a more in-depth look
at parking patterns, trends, and surpluses/deficits

in subareas of the neighborhood.

* Zone 1 comprises the northeast section of
the neighborhood — east of Fairview Ave N
and north of Mercer St ramps. This zone
is dominated by uses related to the Fred
Hutchinson Cancer Research Center.

* Zone 2 is the east part of the neighbor-
hood — east of Fairview Ave N and south of
Mercer St ramps. Land uses in the zone are
diverse and include housing, large employ-
ers (Pemco and Seattle Times), retail stores
(REI) and some small industrial businesses.
Substantial redevelopment is expected in this
area, including a large number of new hous-
ing units.

Zone 3 is south of Lake Union and north of
Mercer Street west of Fairview Ave N, and
east of Westlake Ave N. This small zone is
isolated by major arterial streets on all sides.
Future on-street parking demand will likely
be tied to the redevelopment of the City
Park on the south side of the lake.

Zone 4 is the central portion of the neigh-
borhood — south of Mercer St, east of
Westlake Ave N, and west of Fairview Ave N.
This zone is bordered by major north-south
arterial streets and will become the transit
spine for the district with a new streetcar
line being constructed on Westlake and
Terry.

Zone 5 is the northwest section of the
neighborhood — west of Westlake Ave N
and north of Mercer St. This small area is
typified by a mix of commercial and light
industrial business.

Zone 6 is the southwest portion of the
neighborhood — south of Mercer St and west
of Westlake Ave N. Land uses in this zone
area primarily office and light industrial/
warehousing. There are a limited number
of residential units scattered throughout the
zone and a city park occupies the two south-
western most blocks.
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Figure 5 Study Area and Subarea Zones
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Methodology

OMG conducted a survey of on-street parking
occupancy and utilization on August 2, 3, and
4% 2005. Conditions during the survey days were
sunny and warm. No special events took place in

or adjacent to the area during the survey days.

The following is a brief summary of key steps un-
dertaken in collecting on-street parking data used

in this report:

1. SDOT, OMG and Nelson|Nygaard staff
met and developed survey routes using
the study area on-street parking inven-
tory prepared by OMG and maps of
current and future land uses.

2. OMG hired and assigned survey staff to
the project, provided training and con-
ducted an on-site trial.

3. Surveyors using hand-held data collec-
tion units captured license plate numbers
from vehicles parked on-street along
designated routes.

4. OMG staff loaded all data from hand
held units to its office system where it
was checked for errors and outliers and
cleaned.

5. OMG ran preliminary and final
data reports, which were provided to
Nelson|Nygaard for detailed analysis.

Resources were not available to survey every block
face in the district. Instead, survey routes were
developed by the consultant team and SDOT in
an attempt to create a representative sample of
parking utilization in the district. An attempt was
made to survey areas adjacent to new development,
where land uses are less likely to change in the near
future. Care was also taken to ensure a representa-
tive sample of various parking types was surveyed

(one-hour, two-hour, unregulated) to provide a

clear understanding of how the overall supply is

functioning.

In all, 1,198 stalls were surveyed on 90 block faces
representing 40% of the total study area supply.

Inventory

A total 0f 2,963 on-street parking stalls were identi-
fied within the study area boundaries.> Of these
spaces, 76 are metered and the remaining 2,887
are non-metered spaces. Figure 6 breaks out the
on-street parking supply by zone and stall type.
Figure 7 breaks out the same supply by parking

restriction at 1:00 pm.’

Figure 6 On-Street Parking Supply by Zone

and Type
Number of
Parking Zone/Location Stall Type Stalls

Zone 1. Northeast Spaces 281
Zone 2: East Spaces 896
Zone 3: South Lake Spaces 65
) Spaces 639
Zone 4: Central Metered 48
Zone 5: Northwest Spaces 295
Zone 6: Southwest Spaces 711
Metered 28
. Spaces 2,887

Totals for E tudy A
otals for Entire Study Area Metered 76

2 This count does not include spaces identified as “no park-
ing” or “bus zone" at 1pm, and does not include “squeeze in” spaces.
This represents total spaces in the district, not the number of spaces
surveyed.

3 Parking stall restrictions in South Lake Union typically do
not vary by time of day. In most cases, restrictions in place at 1 PM are
representative of the entire day.
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Figure 7 On-Street Parking Supply As Figure 7 indicates, the majority of the on-street
by Zone and Restriction parking supply is unrestricted. Time stay limits of
_ two-hours, one-hour, 30 minutes, and 15 minutes
Parking Zone/ Number )
Location Restriction and Type ofStalls | apply to 28% of the on-street parking supply. A
Unrestricted Space 229 | small proportion of the spaces are set aside for
2-Hour Space 26 load; load; 10%
1-Hour Space 9 oading or passenger loading — 10%.
VA 1: North Loadi 14 . .
one L: Northeast oading Space . Of the six subareas defined, Zone 2 (East) contains
Passenger Loading Space 2 ) )
Other Space 1 the most on-street parking stalls, with 896 spaces.
Subtotal 281 Zone 6 (Southwest) contains 739 spaces, includ-
Unrestricted Space 517 ing 28 2-hour meters. Zone 4 (Central) also has a
2-Hour Space 175 )
1-Hour Space 45 mix of metered and non-metered spaces and con-
Zone 2: East Loading Space 66 tains 80 loading spaces, with a total of 687 stalls.
Z{:\;segger Loading Space 33 Zone 5 (Northwest) contains 295 spaces. Zone
er Space
Subtotal 896 1 (Northeast) has 281 spaces, and Zone 3 (South
Unrestricted Space 47 Lake) has 65 spaces.
2-Hour Space 12
Zone 3: South Lake | Loading Space 1 Figure 8 shows type of parking by block face. Most
Other Space S block faces are non-metered, shown in blue. Me-
Subtotal 65
: r re shown in red, alon lake A
Unresticted Space 207 tered spaces are show ed, along Westlake Ave
2-Hour Space 76 N and John St. Block faces with a mix of metered
2-Hour Meter 31 and non-metered parking are shown in purple,
1-Hour Space 68
U such as along Westlake Ave.
Zone 4: Central Half-Hour Meter 5
Quar.ter-Hour Meter 12 Parking restrictions are shown in Figure 9. Most
Loading Space 81 I £ . .
Passenger Loading Space - block faces are predominantly unrestricted. A
Subtotal 687 number of the block faces have predominantly two-
Unrestricted Space 178 | hour or one-hour time stay limits (shown in yellow
-Hour Space 88 . .
- and orange). Only one block face inventoried has
. 1-Hour Space 11
Zone 5: Northwest . . .. .
Loading Space 17 | a predominant time stay limit of 15 minutes.
Other Space 1
Subtotal 295
Unrestricted Space 356
-Hour Space 161
-Hour Meter 28
1-Hour Space 78
Zone 6: Southwest  [HAEHoUCSpace 1
Loading Space 95
Passenger | oading Space 15
Disabled Space 3
Other Space 2
Subtotal 739
[Total Parking in Entire Study Area 963
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Figure 9 Parking Restrictions by Block Face
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Occupancy and

Capacity Analysis

After the completion of the parking inventory for
the entire study area, almost half of the block faces
in the neighborhood were identified for a detailed
survey of parking occupancy, utilization rates,
and length of stay. The survey was conducted for
a ten-hour period from 8:00 am to 6:00 pm on a

normal weekday.

Peak occupancy is the time during the day when
the neighborhood (or zone) experiences the highest
utilization of parking stalls. This analysis points to

the time in the day at which the greatest numbers

Figure 10 Occupancy for Entire Study Area

of vehicles are parked in the South Lake Union
neighborhood. An analysis of occupancy for each

of the six subarea parking zones follows.

In entire South Lake Union study area, the two
hours from 10:00 am to 12:00 pm represent the
peak occupancy for the entire study area. From
11:00 am to 12:00 pm, 74.7% of the on-street
stalls are occupied. An almost identical number
of stalls are occupied one hour earlier, from 10:00

am to 11:00 am.
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Occupancy by Zone

Figure 11 Supply Surveyed by Zone
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This section provides additional detail on parking | Study |  Number Percent

. Area of Stalls Actual Number of Supply

occupancy by zone. Once again, notall block faces Zone | Surveyed | of Stallsin Zone Surveyed
in the neighborhood were surveyed. Figure 11 [£0n€l 164 281 58.4%
Zone 2 244 896 27.2%
shows the percentage of the total supply surveyed [zone 3 55 65 84.6%
: Zone 4 250 687 36.4%

in each zone.

cach zone Zone 5 230 295 78.0%
Zone 6 255 739 34.5%

Zone 1

Occupancy rates in Zone 1 exceed 85% for much
of the day. Eight-five (85%) percent occupancy is
considered the point at which it becomes difficult
for someone searching for parking to locate a stall
with relative ease. At 85% occupancy 1 in 8 on-
street stalls is available at a given time. Since most
of the supply in this zone is unrestricted, timestays
tend to be long, likely dominated by employees at
Fred Hutchinson.

Figure 12 Zone 1: Northeast Area
Occupancy by Hour
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Figure 13 Zone 1: Northeast Area Summary

85% Deficit/ % of All

Total Parking Stalls Peak Hour Surplus at Peak |Number of Unique| Unique

in Subarea* Occupancy Peak Hour Hour Vehicles Vehicles
281 89.0% 9-11am -11 326 14.2%

* In this series of charts and tables, the “Total Parking Stalls in Subarea” refers to the total number of parking stalls identified in the parking inventory. The “85%
Deficit/Surplus at Peak Hour” is based on a projection of occupancy data collected in the utilization survey and is intended to represent the entire subarea. In the
charts, the “Number of Vehicles Parked (Surveyed Only) refers only to the vehicles actually counted in the utilization survey.

* Peak hour occupancy is 89.0% between 9:00
am and 11:00 am.

* Zone 1 has a deficit of 11 parking stalls at
the peak hour if the goal were to achieve an
85% peak hour occupancy standard.

* The total number of unique vehicles using
Zone 1 during the survey period (8:00 am to
6:00 pm) was 326. This represents 14.2%
of all unique vehicles observed in the study
area.*

Figure 14 Zone 1: Northeast Area Average
Occupancy by Parking Type

Restriction and Type Average Occupancy
Unrestricted Space 87.5%

2-Hour Space 83.0%

Loading Space 20.0%

Passenger Loading Space |50.0%

Other Space 0.0%

Average for Zone 84.2%

Figure 10 illustrates that occupancy rates in unre-
stricted areas around Fred Hutchinson are highly
utilized. The high occupancy rate in the 26 two-
hour spaces located in this zone may be reflect a
common knowledge among employees that en-
forcement is minimal and risk of being ticketed is
low. (This is supported by turnover, duration and

violation data presented later in this section).

4 The number of “unique vehicles” refers to the number of
individual vehicles that parked in the South Lake Union Neighborhood
during the survey day. This analysis shows the percentage of total
(neighborhood-wide) unique vehicles that parked in Zone 1.




Zone 2

Parking supply in the area east of Fairview begins
to fill up by 9:00 am. Unrestricted stalls in this
zone are utilized at 83% of capacity throughout
the day and have a peak hour occupancy of almost
87%. The peak hour occurs between 11:00 am and
noon, but occupancy rates are high from 9:00 am
until 3:00 or 4:00 pm. Average occupancy rates
for one-hour and two-hour stalls are 66% and 73%
respectively, relatively high for stalls with short
timestay restrictions. While this rate of occupancy
is close to ideal for time-limited supply, it may be
misleading due to the high rate of overtime viola-
tions and the excessive length of these violations

(see Compliance section).

Figure 15 Zone 2: East Area
Occupancy by Hour
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Figure 16 Zone 2: East Area Summary

85% Deficit/ % of All

Total Parking Peak Hour Surplus at Peak |Number of Unique| Unique

Stalls in Subarea Occupancy Peak Hour Hour Vehicles Vehicles
896 86.9% 1lam-12pm -17 604 26.3%

* Peak hour occupancy is 86.9% between
11:00 am and 2:00 pm.

* Zone 2 has a deficit of 17 parking stalls at
the peak hour if the goal were to achieve
an 85% optimum peak hour occupancy

standard.

* The total number of unique vehicles using
Zone 2 during the survey period was 604.
This represents 26.3% of all unique vehicles
observed in the study area.

Figure 17 Zone 2: East Area Average
Occupancy by Parking Type

Restriction and Type Average Occupancy
Unrestricted Space 82.1%
2-Hour Space 72.6%
1-Hour Space 65.9%
Loading Space 31.6%
Passenger Loading Space 60.0%
Other Space 20.0%
Average for Zone 72.1%

Figure 17 illustrates that, despite high occupancy

rates in unrestricted areas, the 45 one-hour and

175 two-hour stalls in the district do provide some

relief for short-term parkers. Respective occupancy

rates of 66% and 73% show a comfortable rate of

vacancy for people search for parking.
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Zone 3

The majority of parking supply in this small zone
just south of Valley and north of Mercer is unre-
stricted. As illustrated in Figure 18, unrestricted
supply begins filling up before 8:00 am and is over
80% occupied by 10:00 am, remaining between
80% and 85% until after 3:00 PM. The peak hour
occupancy falls between 1:00 pm and 2:00 pm, but

varies little from other midday hours.

Figure 18 Zone 3: South Lake Area
Occupancy by Hour
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Figure 19 Zone 3: South Lake

Area Summary
85% Deficit/ % of All
Total Parking Peak Hour Surplus at Peak |Number of Unique| Unique
Stalls in Subarea Occupancy Peak Hour Hour Vehicles Vehicles
65 85.5% 1-2pm 0 85 3.7%

* Peak hour occupancy is 85.5% between 1:00
pm and 2:00 pm.

* Zone 3 is close to the optimum 85% peak
hour occupancy standard, without a deficit
or surplus of parking stalls.

* The total number of unique vehicles using
Zone 3 was 85. This represents 3.7% of all

unique vehicles observed in the study area.

Figure 20 Zone 3: South Lake Area Average
Occupancy by Parking Type

Restriction and Type Average Occupancy
Unrestricted Space 84.3%
2-Hour Space 3L.7%
Loading Space 10.0%
Other Space 70.0%
Average for Zone 70.8%

Figure 20 illustrates that parking demand in this
area is substantially higher for unrestricted supply
than for shorter-term two-hour spaces, of which
there are only 12. There is limited retail or service
business activity in this zone, which is reflected in
the low demand for short-term stalls. Major arte-
rial streets surrounding the zone also make walking

to neighboring areas less appealing.




Zone 4

Zone 4 covers the spine of South Lake Union, span-
ning three blocks between Westlake and Fairview
and five blocks in the north south direction be-
tween Mercer and Denny. This area has undergone
significant redevelopment in recent years and will
be changed dramatically by a number of planned
development projects. 'The South Lake Union
Streetcar will pass though this zone, operating on
Westlake and Terry.

This zone has a supply of 687 stalls and has the
most diverse range of parking types, including:

unrestricted, ¥4 hour meters, ¥2 hour meters, one-

DRAFT

hour stalls, one-hour meters, two-hour stalls and
two-hour meters. Peak hour occupancy in the zone
is ata comfortable 73% and occurs between 11:00
am and noon. Visual surveys indicate the park-
ing demand is higher in the northern end of the
zone, where there are a number of new businesses.
Metered parking in the southern portion of the
zone, such as that on Westlake between Denny and
Thomas, is highly underutilized with occupancies

well under 50% even during the peak hour.

Figure 21 Zone 4: Central Area Occupancy by Hour
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Figure 22 Zone 4: Central Area Summary

85% Deficit/ % of All

Total Parking Peak Hour Surplus at Peak |Number of Unique| Unique

Stalls in Subarea Occupancy Peak Hour Hour Vehicles Vehicles
687 73.6% 1lam-12pm 78 401 17.5%

Seattle Department of Transportation

Page 26

® Peak hour occupancy is 73.6% between 11:00
am and 12:00 pm.

® Zone 4 has a surplus of 78 parking stalls at the
peak hour based on an 85% optimum peak

hour occupancy standard.

® The total number of unique vehicles using
Zone 4 during the survey period was 401.
This represents 17.5% of all unique vehicles

observed in the study area.

Figure 23 illustrates average occupancy rates by
parking type. The disparity between occupancy
rates of unrestricted stalls, two-hour stalls and
metered stalls is significant. This is likely reflective
of (1) the demand for longer time stays and (2) the
availability of free parking in close proximity to
metered stalls. While some short-term users will
pay for the convenience of parking immediately in
front of their destination, many people will chose
to walk an extra block or two to avoid paying or

worrying about enforcement.

Zone 5

The northwest zone, located north of Mercer and
west of Westlake, has the lowest levels of utiliza-
tion of any zone in the district. Parking demand
is relatively constant from 8:00 am to about 3:00
pm, after which demand drops off. The peak hour

occupancy in this area is 65% of total capacity.

Figure 23 Zone 4: Central Area Average
Occupancy by Parking Type

Restriction and Type

Average Occupancy

Unrestricted Space 77.3%
2-Hour Space 73.3%
2-Hour Meter 20.0%
1-Hour Space 58.7%
Half-Hour Meter 20.0%
Quarter-Hour Meter 24.6%
Loading Space 33.6%
Loading Meter 30.0%
Passenger Loading Space 10.0%
Average for Zone 61.8%




Figure 24 Zone 5: Northwest Area

Occupancy by Hour
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Figure 25 Zone 5: Northwest Area Summary
85% Deficit/ % of All

Total Parking Peak Hour Surplus at Peak [Number of Unique| Unique
Stalls in Subarea Occupancy Peak Hour Hour Vehicles Vehicles
295 65.7% 10-11am 57 366 16.0%

® Peak hour occupancy is 65.7% between 10:00

am and 11:00 am.

® Zone 5 hasa surplus of 57 parking stalls at the

peak hour if the goal were to achieve an opti-

mum 85% peak hour occupancy standard.

® The total number of unique vehicles using
Zone 5 was 366. This represents 16.0% of all

unique vehicles observed in the study area.

Figure 26 Zone 5: Northwest Area Average
Occupancy by Parking Type

DRAFT

Restriction and Type Average Occupancy
Unrestricted Space 66.7%
2-Hour Space 44.7%
1-Hour Space 32.7%
Loading Space 15.0%
Other Space 60.0%
Average for Zone 55.1%
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Zone 6

The southwestern area of the South Lake Union

neighborhood is characterized by low-intensity

industrial and office uses. Occupancy rates in this

area are lower than the central and southeastern

zones. Unlike other zones where the majority of

on-street stalls are unrestricted, over 50% of the

total supply in this zone is metered, regulated by

time restriction or designated for special use.

Figure 27 Zone 6: Southwest Area

Occupancy by Hour
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Figure 28 Zone 6: Southwest Area Summary

Total Parking 85% Deficit/ % of All
Stalls in Peak Hour Surplus at Peak Number of Unique
Subarea Occupancy Peak Hour Hour Unique Vehicles | Vehicles

739 68.6% 12-1pm 130 511 22.3%




® Peak hour occupancy is 68.6% between 12:00
pm and 1:00 pm.

® Zone 6 has a surplus of 130 parking stalls at
the peak hour based on an optimum 85% peak

hour occupancy standard.

® The total number of unique vehicles using
Zone 6 during the survey period was 511.
This represents 22.3% of all unique vehicles

observed in the study area.

Figure 29 Zone 6: Southwest Area Average
Occupancy by Parking Type

Restriction and Type Average Occupancy
Unrestricted Space 74.3%
2-Hour Space 71.8%
2-Hour Meter 16.4%
1-Hour Space 52.5%
Loading Space 57.8%
Passenger Loading Space 0.0%
Other Space 50.0%
Average for Zone 60.2%

Figure 29 shows that unrestricted parking supply in
this zone is well utilized, but is not overburdened.
Two-hour spaces are also well utilized, with an oc-
cupancy rate almost as high as unrestricted supply.
There is a substantial gap in utilization between
two-hour meters and free two-hour spaces. The
low use of metered supply suggests both that the
demand for short-term spaces is not very high
and that parkers can find non-metered spaces for
their long-term needs. People may also have the
perception that the metered supply is more likely

to be enforced.

DRAFT

Summary of South Lake Union
On-Street Parking Occupancy

Figure 30 provides an illustration of average occu-
pancy by block face between the hours of 8:00 am
and 6:00 pm. Only block faces that were surveyed
are illustrated. By comparing this map with Figure
5, which shows parking restrictions for each block
face, we see that unrestricted supply is generally
well utilized throughout the day. Most unrestricted
blocks average 75% occupancy or higher, includ-
ing late afternoon hours when occupancy drops

off substantially.

Figure 31 shows the peak hour occupancy for each
of the surveyed block faces. Approximately 70%
of block faces surveyed exceeded 90% occupancy
during their peak hour, most of these were unre-

stricted parking.
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Figure 30 Average Occupancy by Block Face
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Figure 31 Peak Hour Occupancy by Block Face
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As described earlier, budget for this project only
allowed OMG to survey a sample of the total
supply in the South Lake Union Neighborhood
and in the selected subarea evaluation zones. Us-
ing these samples we were able to project parking
demand over the entire supply. While this is not
statistically accurate, visual surveys confirm that

demand by parking restriction (type) is generally

consistent throughout the study area zones. For
example, unrestricted block faces, which make up
the majority of parking in South Lake Union, are
well occupied throughout the day. Figure 32 shows
the total number of stalls in each zone, average
occupancy rates at 10:00 am, 1:00 pm and 5:00
pm, and an estimate of the total number of stalls

occupied at those same times.



Figure 32 Conceptual Analysis of Occupancy for Entire Study Area
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10 am 1pm 5pm
Estimated Estin’zated Estin’zated
Parking 10 am 1pm 5pm Total Total Total
Zone/ Number Average Average Average Number Number Number
Location Restriction of Stalls Occupancy Occupancy Occupancy Occupied | Occupied | Occupied
Unrestricted Space 229 93.2% 89.0% 72.7% 213 204 167
2-Hour Space 26 87.0% 87.0% 56.5% 23 23 15
1-Hour Space 9 -- -- -- 8
Zone 1- Loading Space . 14 14.3% 14.3% 14.3% 1 1 1
Northeast Passenger Loading
Space 2 100.0% 100.0% 50.0% 2 2 1
Other Space 1 0.0% 0.0% 0.0% 0 0 0
Subtotal 281 247 237 189
Average Occupancy 89.5% 86.0% 68.3%
Unrestricted Space 577 94.6% 92.4% 63.0% 546 533 364
2-Hour Space 175 88.7% 75.3% 56.7% 155 132 99
1-Hour Space 45 70.6% 70.6% 38.2% 32 32 17 m
Zone 2: Loading Space _ 66 26.3% 31.6% 21.1% 17 21 14 O
East Passenger Loading -
Space 3 100.0% 100.0% 0.0% 3 3 0
Other Space 30 0.0% 100.0% 0.0% 0 30 0 —+
Subtotal 896 753 750 494 j
Average Occupancy 84.0% 83.8% 55.1% |—
Unrestricted Space 47 91.9% 97.3% 40.5% 43 46 19 SD
2-Hour Space 12 33.3% 50.0% 25.0% 4 6 3
goneh?,: Loading Space 0.0% 0.0% 0.0% 0 0 0 g
Lgll(g Other Space 100.0% 100.0% 100.0% 5 5 5
Subtotal 65 52 57 27 C
Average Occupancy 80.3% 87.3% 41.6%
Unrestricted Space 407 90.2% 85.2% 36.9% 367 347 150 2 ,
2-Hour Space 76 94.4% 83.3% 33.3% 72 63 25 o
2-Hour Meter 31 0.0% 6.3% 0.0% 0 2 0 5
1-Hour Space 68 67.7% 64.5% 40.3% 46 44 27
~ |Half-Hour Meter 5 50.0% 25.0% 25.0% 3 1 1 O
é?e:?r:i Quarter-Hour Meter 12 37.5% 25.0% 8.3% 5 S5
Loading Space 80 28.6% 42.9% 42.9% 23 34 34 1
Loading Meter 1 100.0% 0.0% 100.0% 1 0 1 (f)
Passenger Loading 7 0.0% 0.0% 0.0% 0 0 0 =t
Subtotal 687 516 496 241 =
Average Occupancy 75.2% 72.1% 35.1% CD
Unrestricted Space 178 81.3% 73.2% 36.6% 134 121 60 (D
2-Hour Space 88 45.8% 52.8% 48.6% 40 46 43 ~t
Zone 5- 1-Hour Space 11 72.7% 27.3% 0.0% 8 3 0 -U
NorthWest Loading Space 17 20.0% 0.0% 20.0% 3 0 3 Q.)
Other Space 1 100.0% 100.0% 0.0% 1 1 0 ot
Subtotal 295 195 179 113 x
Average Occupancy 66.0% 60.6% 38.3% —
-
Q
_U
Q
>
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10 am 1pm 5pm
Estimated | Estimated | Estimated
Parking 10 am 1pm 5pm Total Total Total
Zone/ Number Average Average Average Number Number Number
Location Restriction of Stalls Occupancy Occupancy Occupancy Occupied | Occupied Occupied
Unrestricted Space 356 81.6% 80.5% 34.5% 291 286 123
2-Hour Space 161 86.3% 72.5% 52.9% 139 117 85
2-Hour Meter 28 17.9% 10.7% 7.1% 5 3 2
1-Hour Space 78 56.5% 59.4% 34.8% 44 46 27
Half-Hour Space 1 -- -- -- 1 1 0
Zone 6:  |Loading Space 95 55.6% 55.6% 38.9% 53 53 37
Southwest | Passenger Loading
Space 15 0.0% 0.0% 0.0% 0 0 0
Disabled Space 3 - -- -- 2 2 2
Other Space 2 0.0% 0.0% 0.0% 0 0 0
Subtotal 739 533 507 276
Average Occupancy 72.2% 68.7% 37.3%
Total Parking in Entire Study
Area 2,297 2,226 1,339
Average Occupancy for
Entire Study Area 77.6% 75.3% 45.3%

Notes: Zone 1 1-Hour space estimates are based on 2-Hour spaces because no 1-Hour spaces were surveyed in that zone.
Zone 6 Half-Hour space estimates are based on 1-Hour spaces because no Half-Hour spaces were surveyed.

Zone 6 Disabled space estimates based on 50% occupancy.

Usage Characteristics

Time restrictions are placed on parking stalls to
encourage turnover in areas where short-term
customer or visitor access is a priority over long-
term parking. In South Lake Union, time-stay
restrictions vary significantly and well over half of
the supply remains completely unrestricted. Time-
stays were likely added to specific areas to promote
turnover near retail businesses or public parks,
where visitor access might otherwise be impeded
by residents or employees storing vehicles on street
all day. Changing land uses in South Lake Union
have rendered some restrictions obsolete. Others
restrictions may be well designed, but ineffective

due to poor enforcement.

Figure 33 shows the average time stay and turn-
over rate in South Lake Union, revealing several

important findings:

The average length of stay in unrestricted
stalls is 5.08 hours. This means that on
average less than two unique vehicles use one
parking stall in a day.

Two-hours spaces have a time stay of 2.53
hours, more than 25% over the maximum
stay. This is reflected in our data on com-
pliance, which shows that enforcement in
the area is minimal and that time stays are
frequently abused.

Time stays of 2.15 hours in one-hour spaces,
2.46 hours in quarter-hour spaces also indi-
cate that restricted supply is being abused.

Time stays of 2.03 hours in loading zone
spaces likely indicates one of two things, or
a combination: (1) loading zones are being
used for non-loading uses and/or (2) com-
mercial uses in the neighborhood have a
need for longer (than 30 minutes) duration
loading arrangements.




Figure 33 Average Time Stay by Parking
Type and Restriction

Length of
Stay (in |Turns Per Day
Space Type Restriction hours) | (8 am -6 pm)
Space Unrestricted 5.08 1.97
Meter Unrestricted 4.07 2.46
Space 2-Hour 2.53 3.95
Meter Quarter-Hour 2.46 4.07
Space PESZZ?ngger 2.20 455
Space 1-Hour 2.15 4.65
Space Reserved 2.06 4.85
Space Loading 2.03 4.93
Meter 2-Hour 1.35 741
Meter Half-Hour 1.00 10.00
Meter Loading 1.00 10.00

Given high occupancy rates, the low number of
turns per stall per day, particularly in time restricted
spaces, raises questions about the number of po-
tential customers or visitors that are being deterred
from parking in the neighborhood. While there
is no way to accurately assess this, it can be said
that there would be more parking “opportunity”
if actual time stays in restricted supply were closer

to posted maximums.

The map in Figure 30 illustrates the rate of turn-
over on surveyed block faces throughout the study
area. 'The turnover ratio, as used here, is simply
the number of unique vehicles parked on a block
face during the study period divided by the total
number of stalls available on the block face. This
provides an indication of how many unique ve-
hicles are using a stall to access jobs, businesses or
housing units in the neighborhood over the course

of a day.

There is an atypically weak correlation between the
rate of turnover, the type of parking restriction in

place and/or the type or parking (metered vs. un-
metered). While the block faces with the highest

DRAFT

turnover do have time restrictions, those with the
lowest turnover do as well. Turnover rates appear
to be influenced more directly by the presence
of retail or ground floor commercial businesses
that encourage short time stays, such as the areas
around REI and on Westlake between Harrison

and Mercer.

Figure 31 shows the number of unique vehicles that
accessed parking on the surveyed block faces. The
second column from the right shows an estimate
of total unique vehicles in each zone extrapolated
from the survey data and the total number of stalls
by type in the study area. The column on the far
right shows the ratio of unique vehicles accessing
each zone to the total available supply.
* Only Zone 2 has more has more than two

unique vehicles park per available stall on a

typical weekday.

* Zones 3, 4, and 5 have just 1.5 to 1.6 unique
vehicles per available stall.
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Figure 34 Turnover Ratio by Block Face
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Figure 35 Surveyed and Estimated Unique
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Vehicles by Zone
Number of
Unique Vehicles Total Number of Estimated Ratio of Unique
Parking Zone/ on Surveyed Number of Stalls of Same Number of Vehicles to
Location Restriction Blocks Stalls Surveyed |  Type in Zone Unique Vehicles | Available Stalls
Unrestricted Space 251 132 229 435 1.9
2-Hour Space 56 23 26 63 2.4
Zone 1: Northeast | Loading Space 13 7 14 26 19
Passenger Loading 6 2 2 6 3.0
Subtotal 326 164 271 539 2.0
Unrestricted Space 149 92 577 934 1.6
2-Hour Space 319 97 175 576 3.3
1-Hour Space 95 34 45 126 2.8
Zone 2: East Loading Space 36 19 66 125 19
Passenger Loading 3 1 3 9 3.0
Other Space 2 1 30 60 2.0
Subtotal 604 244 896 2,218 25
Unrestricted Space 52 37 47 66 14
2-Hour Space 15 12 12 15 13
Zone 3: South Lake |Loading Space 1 1 1 1 1.0
Other Space 17 5 17 3.4
Subtotal 85 55 65 100 15
Unrestricted Space 159 122 407 530 13
2-Hour Space 38 18 76 160 2.1
2-Hour Meter 8 16 31 16 0.5
1-Hour Space 151 62 68 166 2.4
Zone 4 Central Half-Hour Meter 8 4 5 10 2.0
Quarter-Hour Meter 13 12 12 13 1.1
Loading Space 20 14 80 114 1.4
Loading Meter 3 1 1 3 3.0
Passenger Loading 1 1 7 7 1.0
Subtotal 401 250 687 1,102 1.6
Unrestricted Space 195 136 178 255 14
2-Hour Space 141 72 88 172 2.0
) 1-Hour Space 17 1 1 17 15
Zone 5: Northwest Loading Space 1 10 17 19 1.1
Other Space 2 1 1 2 2.0
Subtotal 366 230 295 469 1.6
Unrestricted Space 120 87 356 491 1.4
2-Hour Space 123 51 161 388 2.4
2-Hour Meter 32 28 28 32 11
Zone 6: Southwest | 1-Hour Space 196 69 78 222 2.8
Loading Space 38 18 95 201 2.1
Other Space 2 2 21 21 1.0
Subtotal 511 255 739 1,481 2.0
Total Unique
Vehicles in Entire 5,909
Study Area
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Compliance

Figures 37, 38 and 39 show a record of overtime,
expired meter and illegal parking violations re-
corded during the study period (8:00 am to 6:00
pm). These only show the violations that occurred
on blocks that were surveyed, actual rates of viola-
tions and illegal parking are likely much higher.
If one thing is clear from these findings, it is that
nobody parking regularly in SLU is concerned
about enforcement! People parking in one-hour
and two-hour spaces stayed an average of almost
three hours over the posted time limit. The data
shows that people parking in the neighborhood
either understand that the supply is not enforced

or don’t understand the posted time limits.

In all, 585 violations were recorded from the 2,293
unique vehicles counted in South Lake Union
during the survey period — a violation rate of 1
vehicle in every 4 counted during the survey.” The
following bullets and tables provide more detail on

time-stay violations and illegally parked vehicles.

e Over 463 vehicles were in violation of time-
limits posted in non-metered spaces.

*  On average vehicles exceeding posted time
limits stayed almost 3 additional hours.
Many of these vehicles stayed 6 to 8 hours
over the posted time limit, indicating that
people are using time-limited stalls to park
for the entire day.

* An analysis of overtime violations by parking
type (Figure 33) shows that two-hour spaces
are the most commonly abused. One-hours
spaces and loading zones are also commonly
used to park for three hours or more.

 The survey recorded 34 vehicles that ex-
ceeded meter time limits. On average, these
vehicles stayed almost 2 hours longer than
the meter limit.

5 This is likely higher than violation rates district-wide, since
the survey sample focused on regulated block faces where violations
are most likely to occur.

DRAFT

Meter violations occur most frequently at
two-hour meters, which is expected given 2-
hour meters are the most common type. Of
the 12 quarter-hour meters in the neighbor-
hood, located on the north side of John be-
tween Boren and Fairview, 8 experienced one
or more overtime violations with an average
stay of 2.5 hours past the time limit.

Eighty-seven (87) illegally parked vehicles
were recorded by surveyors. On average,
these vehicles parked for over 3 hours. The
majority of these vehicles were parked in
areas signed as no parking or had squeezed
into illegal spaces.
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Figure 37 Overtime Violations by Zone & Parking Type

Average Length of
Spaces with | Unique Vehicles in| Hourly Samples with | Violation (Time Over
Zone Violations Violation Violation(1) Limit)
1 22 29 105 3.62
2 105 138 398 2.88
3 4 4 18 4.50
4 32 46 142 3.09
5 44 47 134 2.85
6 141 199 574 2.88

T0ta|/AVi. 348 463 1371 2.96

Parking Type

Space - 1 Hr 132 186 528 2.84

Space - 2 Hr 184 230 698 3.03

Space - Load 27 40 122 3.05
Space - PsgrLoad 2 2 12 6.00

(1) “Hourly sample with violation” describes the total number of hours that vehicles surveyed were in violation. For example, 29 separate vehicles
in Zone 1 violated time stay restrictions for an average of 3.62 hours each. This totals 105 hours parked vehicles were in violation.

Figure 38 Expired Meters by Zone & Meter Type

Average Length of
Spaces with | Unique Vehicles in | Hourly Samples with | Violation (Time Over
Zone Violation Violation Violation Limit)
1 0 0 0 0
2 0 0 0 0
3 0 0 0 0
4 14 18 36 2.00
5 0 0 0 0.00
6 1 16 22 1.38

TotallAVi. 25 34 58 1.71

Meter Type

Meter - 2 Hr 14 19 26 1.37
Meter - HalfHr 2 3 3 1.00
Meter - Load 1 1 1 1.00
Meter - QtrHr 8 1 28 2.55

Figure 39 lllegally Parked Vehicles by Zone

Average Length of
Spaces with Unique Vehicles | Hourly Samples with | Violation (Time II-
Zone Violation lllegally Parked Violation legally Parked)

1 7 1 46 4.18
2 1 15 30 2.00
3 4 7 12 171
4 4 6 18 3.00
5 8 1 45 4.09
6 26 38 131 3.45
Total/Avg. 60 88 282 3.20
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Summary

Our analysis of the parking data collected during
the week of August 8, 2005 shows that on-street
parking in South Lake Union is well utilized.
Average occupancy between 8:00 am and 6:00
pm is 78% for the entire study area, with peak oc-
cupancies over 85% in three of the six study area
zones. Use of the on-street supply can be typified
as predominantly long-term parkers. Over half of
total on-street parking in the area is unrestricted
and average timestays for unrestricted stalls ex-
ceeds five hours. Even time restricted stalls tend
to have long time stays in relation to the regulated
time restriction. For example, the average stay at
a 2-hour on-street stall is over 2.5 hours. This is
likely a sign of very limited enforcement activity

in the area.

At 85% occupancy, 1 out of every 8 parking stalls
is available. This is generally recognized as the
point at which someone searching for parking can
find a stall without trolling or spending excessive
time searching. Using 85% as an optimum peak
occupancy standard, we examined the parking sur-
plus or deficit in each of the six parking zones. In
general, the east side of the district showed a deficit
of parking (-28 stalls between Zones 1 and 2), the
central zones showed a surplus of 78 stalls and the
west side of the district had ample surplus capacity
(+187 stalls between Zones 5 and 6). This is due in
large part to the presence of several major employ-
ers in the eastern portion of the district, including
The Seattle Times, Pemco and Fred Hutchinson

Cancer Research Center.

The ratio of unique vehicles parking in the district
between 8:00 am and 6:00 pm to the number of

on-street stalls is less than 2 to 1. This reflects a

DRAFT

very low rate of turnover and, once again, supports
the finding that longer-term usage is a priority for

current users of the on-street supply.

Other key findings from this analysis, include:

¢ In South Lake Union, the two hours from
10:00 am to 12:00 pm represent the peak
occupancy for the entire study area. From
11:00 am to 12:00 pm, 74.7% of the on-
street stalls are occupied. An almost identi-
cal number of stalls are occupied one hour
earlier, from 10:00 am to 11:00 am, when

74.6% of the spaces are occupied.

* Unrestricted supply is generally well utilized
throughout the day. Most unrestricted
blocks average 75% occupancy or higher,
including late afternoon hours when occu-
pancy drops off substantially.

* Approximately 70% of block faces surveyed
exceeded 90% occupancy at some point dur-

ing the day.

* The average length of stay in unrestricted
stalls is 5.08 hours. This means that less
than two unique vehicles use one parking
stall in a day and many are occupied by a
single vehicle.

* Two-hours spaces have a time stay of 2.53
hours, more than 25% over the maximum
stay. This is an indication that enforcement
in the area is poor and that time stays are
frequently abused.

* Time stays of 2.15 hours in 1-hour spaces,
2.46 hours in quarter-hour spaces, and 2.03
hours in loading zone spaces also indicate
that restricted supply is being abused.

* Only Zone 2 has more has more than two
unique vehicles park per available stall on a
typical weekday. Zones 3, 4, and 5 accom-
modate just 1.5 to 1.6 unique vehicles per
available stall.

* 'There are a high number of loading spaces in
relation to the total supply. Unique vehicle
access to loading spaces is low, with an aver-
age of less than two vehicles per day. Sup-
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ported by visual surveys, this indicates that
many loading zones may be outdated due

to recent development of change of business
activity.

Parking violation data shows that people
parking in South Lake Union are not con-
cerned about parking enforcement. Those
parking in 1-hour and 2-hour spaces stayed
an average of almost three hours over the
posted time limit. This shows that people
either understand that there is no regular
enforcement or time regulations are not

clearly posted.

The rate of violations at meters was lower
that at time limited stalls; however, the
survey recorded 35 vehicles that exceeded

meter time limits. On average, these ve-

Figure 40 Summary by Study Area Zone

hicles stayed almost 2 hours longer than

the meter limit.

Eighty-seven (87) illegally parked vehicles
were recorded by surveyors. On average,
these vehicles parked for over 3 hours. The
majority of these vehicles were parked in
areas signed as no parking or had squeezed

into illegal spaces.

Figure 40 provides a summary of total parking
supply, peak occupancy and unique vehicle access

by zone for South Lake Union.

Violations
Peak Estimated & lllegally
Total Parking Stalls | Occupancy Time of Peak 85% Deficit/Surplus | Number of Unique Parked

Zone in Zone(1) Rate Occupancy at Peak Hour Vehicles(2) Vehicles(3)
1 281 89.0% 9-11am -1 539 40
2 896 86.9% 11am-12pm -17 2,218 153
3 65 85.5% 1-2pm 0 100 11
4 687 73.6% 11am-12pm 78 1,102 70
5 295 65.7% 10-11am 57 469 58
6 739 68.6% 12-1pm 130 1,481 253
Total/Avg. 2963 78.22% 237 5,909 585

(1) In this tables, the “Total Parking Stalls in Subarea” refers to the total number of parking stalls identified in the parking inventory. The “85%
Deficit/Surplus at Peak Hour" is based on a projection of occupancy data collected in the utilization survey and is intended to represent the entire

subarea.

(2) This the estimated total number of unique vehicles parking in the study area, projected based on the sample of surveyed blocks and the total
parking supply by type of parking.

(3) This is the actual number of violations and illegally parked vehicles recorded. This does not include a projection for blocks not surveyed and
should not be compared against the “Estimated Number of Unique Vehicles” column. The 589 violations were recorded from the 2,293 unique
vehicles actually counted, a violation rate of 1 vehicle in every 4 parked in the neighborhood.



This section recommends parking management
policies and tools for the South Lake Union neigh-
borhood. It builds on the more general citywide
recommendations provided in the Seattle Parking
Management Study, but also includes recommen-
dations that expand the range of traditional City
parking management practices. Recommendations
are designed to promote orderly use of the public
on-street parking supply and ensure that on-street
parking is available at all times for those who re-
quire short-term access to businesses, parks and
residences in South Lake Union. Parking manage-
ment strategies also find a place for long-term park-
ers such as neighborhood residents and employees,
but ensure that these long-term users don’t clog the
most convenient on-street parking spaces that are
in highest demand, thereby adding frustration for
shoppers and other short-term parkers who want

to visit South Lake Union by car.

Recommendations include the following:

* Parking meter installation (locations and
hours of operation)

* Parking pricing strategies

* Parking meter technology (i.e., automated-
pay stations)

* Parking operations and enforcement

* Location and regulation of commercial, pas-
senger, bus and taxi loading zone locations

*  Other special curb uses such as disabled
parking and permit zones

* Parking layout (i.e., back-in angle, parallel,
etc.)

*  On-street residential parking in South Lake
Union

DRAFT

PARKING MANAGMENT RECOMMENDATIONS

South Lake Union is a rapidly developing and
highly dynamic area. Getting parking management
right with a set of inflexible regulations and poli-
cies would be almost impossible, since nearly half
the land uses in the neighborhood will change in
the next 10 to 15 years. Luckily, improved park-
ing technology allows for management strategies
designed to be flexible and responsive to changing
demand for on-street parking. This report out-
lines a series of policy principles to guide current
and future parking management in South Lake
Union, as well as a set of strategies that will allow
the management of the neighborhood’s on-street
supply to evolve along with the neighborhood itself,
while supporting the neighborhood’s overall access

priorities and revitalization goals.
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Recommendations Summary
Recommendations

Implementation Logistics

Pay Station Installation Rollout

+ The Plan recommends a one-time roll-out of pay stations in 2007
to achieve the most effective results from demand-responsive
pricing strategy. A full neighborhood installation could require 300-
400 pay stations and take four to six months.

+ Aneighborhood-wide rollout allows SDOT to clearly meet parking
management goals. Other options are to phase the roll-out over
several years.

On-Street Parking Pricing

» The Plan recommends that on-street parking rates be set to
achieve an optimal 85% occupancy rate and that time limits be
removed to allow pricing to work effectively.

+ Premium rates or time limits on certain stalls near key retail can
be used to ensure short-term parking is available for business
access.

+ SDOT will conduct regular data collection occupancy checks (us-
ing available technology) and adjust rates accordingly.
Parking Enforcement
+ Add three enforcement personnel and required equipment to en-
sure high levels of compliance (brings total area patrol staff to
four).
Residential Parking

Short-Term

* The Plan recommends the implementation of a 2-year “pilot” Res-
idential Parking Zone (RPZ) that sets aside a minimum amount of
on-street parking for residential use. (An upcoming SDOT RPZ
Policy Review will address how to effectively implement RPZs in
mixed-use neighborhoods).

Longer Term

* Implement appropriate tools from RPZ Policy Review, including
potentially limiting the number of permits per household or grand-
fathering in existing residents.

+ Charge a monthly “market-rate” for on-street parking for residents.
SDOT would make a monthly parking pass available to park any-
where in neighborhood and not pay daily rate at pay station.

+ The Plan will require new graphic designs for pay
stations and signage.

» New educational materials will need to be devel-
oped to explain the flexible rate structure.

+ SDOT is working to determine whether Seattle
Municipal Code changes are required to:

— grant SDOT authority for demand-responsive
rate changes.

+ If Plan is approved, SDOT will finalize a data col-
lection and monitoring process to set hourly park-
ing rates based on demand.

+ The City will need to consider this potential budget
increase in the 2007-08 budget planning.

+ SDOT is pursuing whether SMC changes may al-
low limits on RPZ permit sales. These limitations
have been requested from U-District and other
RPZ zones. Any changes will need careful review
to avoid setting unacceptable precedents.

+ Short-term residential parking strategies are
aimed at accommodating current Cascade neigh-
borhood residents.

+ SDOT will determine legal and logistic feasibility
of offering monthly market-rate residential pass-
es, outside of SDOT's RPZ program.
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Pricing On-Street Parking
in South Lake Union

Current City Pricing Policy

As part of the City’s 2004 budget, the City Council
approved a meter rate increase from $1.00 to $1.50
per hour for pay stations and electronic meters - the
first increase in on-street parking rates in more than
ten years. The new rates are consistent with infla-
tion during that period and are still much lower

than off-street parking in downtown Seattle.

The current on-street parking rate structure is as

follows:
* 2 minutes = $0.05
* 4 minutes = $0.10
* 10 minutes = $0.25
* 40 minutes = $1.00
* 60 minutes = $1.50

This policy assumes that the same pricing struc-
ture makes sense in all Seattle neighborhoods. In
fact, the elasticity of demand for parking varies
substantially based on adjacent land uses, the type
of demand (short-term vs. long-term) and the
availability and price of off-street parking. For
example, people are much more likely to pay $1.50
per hour to park on-street downtown where off-
street parking charges exceed $3.00 per hour than
in Fremont, where off-street parking is available

for $3.00 all day.

DRAFT

What should the price of metered
parking be?

This plan recommends that SDOT install the
parking pay stations being installed elsewhere in
Seattle — applying technological advancements that
are in widespread use by numerous other cities and
institutions. These technologies will allow SDOT
to optimize demand through fair market pricing,
rather than traditional parking management meth-
ods that use inflexible flat hourly pricing and time
limits regardless of demand patterns, which can
vary substantially by location and over time (day

of week, time of day, etc).

Rather than adopt the City’s standard hourly rate,
South Lake Union on-street parking prices should

be set to:

* Keep occupancy rates at an optimal 85% (so
that 1 in 8 spaces will always be available).
This rate is a widely-accepted industry stan-
dard that provides a minimum level of con-
venience for parkers and reduces circling for
parking which contributes to increased traffic
congestion and collisions, transit delays, and
air pollution).®

* Encourage turnover of most convenient curb
parking spaces for customers, particularly
where there are concentrations of ground
floor retail businesses.

* Provide cost-competitive on-street parking
for long-term parkers in areas where there
is little need to encourage turnover and off-
street parking supply is limited.

 Ensure that installing pay station meters will
be revenue positive for the City.

6 The City of Seattle considers parking occupancy rates of
approximately 75% to be the threshold where Residential Parking Zones
and other parking manage-ment techniques should be considered.
Other factors are considered as well..
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On-Street Parking Pricing

Recommendations
1. Set parking rates to achieve an optimal
85% occupancy rate.

The price of on-street parking should

be set to create an optimal occupancy
rate of 85% and be adjusted periodi-
cally based on actual observed demand.
Any existing time limitations should

be removed, allowing the actual cost of
parking to control demand. Research
and practical experience show that fair
market prices are a more effective way to
manage demand for limited parking than
time limits, allowing parkers to purchase
as little or as much time as they need,

Seattle Department of Transportation

and reduces the occurrence of long-term
parkers engaging in the “2-hour shuffle”
(moving their cars every 2 hours from
one free space to another) and increases
visitor convenience by eliminating “ticket
anxiety” over exceeding time limits. In
doing so, SDOT will manage on-street
parking based on fair market pricing
rather than a complicated mix of time
limitations and metering.

i

—— P edichanyg
(206) 652-3438 = -

Nelson\Nygaard suggests that initial
daytime (8:00 am to 6:00 pm) prices

be set at $0.75 per hour (equivalent to
$6.00 for an 8 hour day). It is impos-
sible to know what customers consider

a fair market price without some trial
and error. It is logical to start pricing
low, since a high percentage of current
parkers are long-term. If initial prices
are set too high and are not competitive
with off-street parking, on-street demand
could drop to a point where the on-street
supply is not being utilized efficiently,
potentially impacting local businesses.

A survey conducted by the Puget Sound
Regional Council (PSRC) indicates that
off-street parking prices at private lots

in South Lake Union range from $5 to
$10 per day. There are few lots that offer
monthly rates. Fred Hutchinson offers
monthly parking passes to employees for
$70 per month (equivalent to $3.50 per
day).

Off-street arking in South Lake Union soon to be removed to make way for the four building Interurban Exchange complex.
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It is important to recognize that initial
recommended rates and hours are based
on existing parking demand patterns and
competing off-street rates, but that new
development (and pricing itself) will af-
fect demand, so that prices will increase
or decrease post-implementation.

. Grant staff authority to adjust hourly

rates based on adopted optimum occu-

pancy 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). Staff will not
have the time to go to the City Council
to request approval for meter rate chang-
es, nor should the Council be asked to
address minor rate changes multiple
times each year. If not already available,
City staff will need full authority to make
periodic adjustments to meter rates to
achieve the optimal occupancy standard
and maximize the efficient use of the
limited on-street parking supply and
customer convenience for different types

of parking needs.

. Plan regular occupancy checks and ad-

just rates.

We recommend that occupancy checks
and rate adjustments (if necessary) be
made at minimum on a quarterly basis
during the first year.” After the first year
demand patterns should be more firmly
established and rate adjustments can be
made less frequently. We recommend,
however, that occupancy checks and sub-
sequent rate adjustments be conducted
at least twice each year. At each of these

7

With proper technology, as recommended in this plan, SDOT

should have the capability to monitor hour-by-hour occupancy. Meter
rate changes could then be made from the SDOT control center without
any need for expensive on-street surveying or staff to adjust meter pricing

displays.

DRAFT

regular intervals rates should be adjusted
upward or downward based on the goal
of achieving the optimal average occu-
pancy rate of 85%. Regular occupancy
checks (weekly or at least monthly)
should be conducted (using wireless net-
worked pay station technology) and rates

adjusted:

e Upward if occupancy regularly ex-
ceeds 90% during more than 2 hours
of the day assuming a 10-hour reve-
nue day of 8 am to 6 pm (e.g. equiva-
lent to 20% or more of meter revenue
hours) or if peak hour occupancy ever

exceeds 95%.

* Downward if peak hour occupancy
does not exceed 75% and and/or aver-
age occupancy is below 65%.

We recommend adjusting meter rates by
minimum increments of $0.25, as this
is the smallest increment that is likely

to have a significant impact on parker
behavior and smaller increments reduce
customer convenience in calculating and

paying parking prices.
While parking dynamics are slightly

different in the various neighborhood
subareas we analyzed, we recommend
that a pricing structure be implemented
district-wide. This will help to balance
demand and prevent parkers from seek-
ing cheaper options elsewhere in the
district (e.g. “spillover parking”). As key
retail streets develop, premium rates can
be set to encourage higher levels of turn-
over (See Section 4 below).

Conducting Occupancy Checks

Conducting visual surveys of on-street
parking occupancy is time consuming
and expensive. SDOT should utilize

the data capture and reporting features

Neison|Nygaard

consulting associates

Page 47



@) SDOT DRAFT

Seurttle Depeartmend of Tramsporiobion

available through pay-and-display me-
ters. 'The City’s current pay-and-display
meters transmit wireless data to a central
control station, allowing the City to
determine the total number of hours of
parking purchased on any single block
face over the course of the day.® This
does not provide completely accurate oc-
cupancy data because parkers can move
their vehicles elsewhere in the neigh-
borhood or outside the neighborhood
and/or parkers may overpay their actual
stay. However, it can be used as a base
measure of occupancy by:

Seattle Department of Transportation

1. Calculating total hours purchased in
a subarea (we recommend using the
same analysis zones we used for this

study).

2. Dividing total hours purchased by
total hours available (stalls x span of
meter operations).

Analyzing data over the course of the
entire three to six month period will
increase the reliability of this method.

SDOT should also conduct visual spot
checks to substantiate data collected
through pay stations. This can be done
with minimal staff effort by selecting
small subareas of two to three blocks

and conducting occupancy counts at the
peak hours indicated in our data analysis.
Spot checks should be rectified against
occupancy estimates from hourly parking
sales data described above.

4. Set Premium Rates As Needed

District-wide demand-responsive pric-
ing is designed to ensure at least 15%
of stalls are vacant in the district at all
times. Instituting a single hourly rate
makes all parking equally accessible and

8 Based on discussions with SDOT staff and the current
contract with Parkeon, we assume that South Lake Union pay stations
will be produced by this vendor.
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affordable. In areas where there is high
employment (higher demand for long-
term parking) and significant ground
floor retail activity (need for short-term
parking) this may cause some conflict
among these different parking needs.
Land uses that are not consistent with
those around them could be penalized.
For example, if meter rates are set based
on demand for parking in an area that is
dominated by large employers, a single
block of retail that includes a hair salon,
convenience store and coffee shop may
be penalized by under-priced parking
that fails to promote the level of turnover
necessary for them to attract customers.

In these areas prices should be set at a
premium to ensure that a vacancy rate of
15% or better is maintained immediately
adjacent to retail and service businesses,
allowing for good customer access.

Areas that should be closely monitored
and considered for premium pricing if
occupancy is consistently above 85% are:

1. Westlake north of Thomas and adja-

cent streets.

2. The REI block including: John, Yale

and Thomas.

Over the long-term, ground-floor retail
is expected to flourish along Westlake
Avenue and Valley Street. As these areas
redevelop, small sub-area surveys will re-
veal whether premium pricing is needed
to ensure adequate customer access.
Retail uses are expected to be scattered
throughout the rest of the neighborhood,

particularly along arterial streets.
Set minimum hourly rate of $0.50°.

While it is unlikely that rates will fall
lower than $0.50 per hour, the City

9

The recommended initial hourly rate is $0.75, $0.25 higher

than the minimum rate.



should establish this as minimum hourly
rate. This hourly rate is just slightly be-
low the market rate for off-street parking,
which should ensure that on-street prices
can remain competitive with off-street
supply. At this rate a parker could stay a
full eight hours for just four dollars, well
below the market rate for off-street park-
ing in and around downtown Seattle.

. Employ dynamic messaging and signage
to announce rates.

Dynamic message displays are not cur-
rently available on the Parkeon pay-sta-
tions used by SDOT. The City should
encourage Parkeon to introduce this
technology in future pay stations to be
purchased for South Lake Union. The
company has indicated that they are
working on developing dynamic messag-
ing for future pay station models.

Dynamic messaging would allow SDOT
staff to adjust meter rates from a central-
ized control center and have them dis-
played on a dynamic message board on
the meter itself. Without this technol-
ogy, the City will likely be forced to use
decals that need to be changed manually
on each pay station.

Additionally, where premium rates are
in effect, the City should consider using
highly visable signage to indicate to cus-
tomers they are parking on a premium
block. Simply using dynamic messaging
to display premium rates will not be ef-
fective, since parkers won’t know they’ve
chosen a higher priced block until they
exit their vehicle and reach the meter.
For example if a formerly “premium
rate” can no longer justified on a certain
block, it will be important that parkers
who are price sensitive know about the
change. The opposite situation could
also occur if a formerly “basic rate” block

DRAFT

sees increased demand high enough to
justify premium rates. Signage could be
affixed to the top of the meter or placed
near it so that can be read from all sides.
It should be large enough to be legible
from across the street and down the
block. This could be supplemented by
making parking rate information avail-
able on the web and/or by cell phone to
help occasional parkers to check current
rates (i.e., an potential employee coming
for a job interview, someone coming to
the park for a family reunion). Regular
parkers will know which spaces are most
convenient and where demand and prices

are highest.

Time-Stay Limits

Limiting time stays has historically been an im-
portant management tool to promote turnover
of on-street parking supply. Time limitations can
be used either independently or in conjunction
with metering. SDOT currently imposes a wide
range of time limitations on parking in South Lake
Union. About 60% of the on-street supply has no
time-stay limitation; the remaining stalls have time

limits ranging from % hour to 2 hours.

Recommendations to manage parking demand
(and turnover) through demand-responsive pricing
(see previous section “On-Street Parking Pricing
Recommendations”) eliminate the need to impose
specific time-limitations on individual block faces.
SDOT and Nelson\Nygaard believe this strategy
will be particularly effective in South Lake Union,
where there is a higher demand for long-time
stays and less need to “turnover” parking spaces to
accommodate a maximum number of vehicles in

support of street-level retail business.

Our recommendations on time-limitations are

simple:
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1. Eliminate time limits for metered sup-
ply-

Effective market rate pricing eliminates
the need for time limitations on on-street
parking stalls. Since prices are adjusted
to ensure that vacancy rates stay at 15%
or higher, there is no need to set limits
on the amount of time that customers
stay parked on street. Basic economic
principles of supply and demand ensure
that there is a comfortable level of park-
ing access at all times.

Customers appreciate being free from
time limitations because it allows them
to avoid unnecessary parking tickets

or the hassle of moving their vehicle to
avoid enforcement.

In areas where retail or service businesses
require higher levels of turnover than
promoted through district-wide pricing,
we recommend using premium pricing
rather than imposing time-stay limita-
tions (see Pricing Recommendation 4).

2. Maintain existing time limits and/or

implement temporary time limits as
needed if pay stations are phased in.

If it is necessary to employ a phased
implementation of pay stations in South
Lake Union, rather than the recom-
mended strategy of a full-neighborhood
rollout, SDOT should maintain existing
time limits and single-space meters in ar-
eas that have not been upgraded to pay-
station. This will discourage parkers who
are bargain hunting from seeking refuge
in adjacent areas of the neighborhood
where parking is not yet at fair market
rates. Ultimately, the on-street parking
management system won’t function at
full efliciency, nor will demand-respon-
sive pricing be completely accurate until
the entire parking supply is metered.

In the short-term, there will be ad-
ditional parking demand pressure on
unrestricted block faces in zones where
pay stations have not been installed.
Although adopting and posting interim
time-stay regulations will create added
expense and confusion for customers, it
will be needed as part of a phased imple-
mentation to prevent overcrowding. Our
recommendations for implementing in-
terim time-stay regulations are discussed
in more detail in the next section “Meter
Operation and Enforcement.”

If spillover parking threatens the eco-
nomic viability of a business, SDOT
should respond by installing pay stations
on that block or block-face, rather than
imposing interim time stay regulations.

Meter Operation and

Enforcement

What hours & days

should meters operate?

As long-term district-wide policy, we would recom-
mend that meters initially operate between 8 am
and 6 pm on weekdays and Saturdays. As parking

demand changes over time with new development,

PARKING

Iam-6pm

EXCEPT SUN. - HOL.

Two-hour time limit parking sign.



transit improvements, and other community in-
frastructure, we would recommend that demand
be monitored and on-street be priced at any time
when parking demand is high and occupancy
consistently exceeds 85%, including evenings and

Sundays as appropriate.

As the neighborhood grows and there is increased
evening event and dining activity, SDOT should
extend meter hours based on demand. This will
require additional on-the-ground manual parking
surveys, since no data will be available from existing

pay stations after 6:00 pm.

Given the technology available to set progressive
prices based on time of day, a separate evening
price structure could be considered. Many cities,
including Chicago and New York, use progressive
pricing strategies, charging lower hourly rates dut-
ing evening hours. Current pay station equipment
used by SDOT is capable of charging variable prices

based on time of day.

e

DRAFT

Enforcement’s Role in

Managing SLU Parking

The City of Seattle Police Department handles
parking enforcement in all Seattle neighborhoods.
Seattle’s Parking Enforcement Officers (PEO) en-
force parking regulations at approximately 3,500
meters and 900 pay stations throughout the city, in
addition to time-restricted zones, and special zones
such as bus stops and layover, truck loading, and
disabled parking spaces. The Parking Enforcement
Unit is part of the Seattle Police Department Trafhc

Section. There are six supervisors for seven squads,

and a total of 67 PEQOs'".

Parking Enforcement Officers (PEOs) play a
critical role in ensuring that parking regulations
(metering or time-limitations) work effectively.
Pricing or time-limit restrictions imposed to ensure

a sufficient rate of turnover or to maintain a desired

10  City of Seattle Police Department Parking Enforcement web
page. http://lwww.ci.seattle.wa.us/police/Units/parking_enforcement.
htm

Enforcement is currently minimal in South Lake Union. On blocks without time restrictions, cars can remain unmoved

for months.
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rate of occupancy simply won’t work without vis-
ible and consistent enforcement of on-street park-
ing regulations. Extremely high violation rates in
South Lake Union show that regular users know

when regulations are not frequently enforced.

In order for this plan to succeed, the Parking En-
forcement Unit will need to provide proper levels
of enforcement during meter operation hours in
order to make sure that parking enforcement is the
same for all visitors and to reduce the temptation
for regular long-term parkers to try to evade paying

fair market prices for parking.

Meter Operation and

Enforcement Recommendations
1. Set base hours of operation.

Based on our review of existing parking
policies in Seattle neighborhoods, we
suggest that the initial hours/days of op-
eration for South Lake Union pay-station
meters be:

*  Weekdays: 8 am to 6 pm
*  Weekends: Saturday Only 8 am to 6 pm

* Evenings: We do not recommend charg-
ing during evening hours initially, but
occupancy should be monitored once
pay-stations are in place and meter hours
extended to any time occupancy exceeds

85%.

2. Add enforcement personnel and re-
sources to ensure compliance.

Recent utilization survey data provides
evidence that there is currently limited
enforcement of time-limited or metered
parking in South Lake Union. This is
not surprising given the fragmented lay-
out of regulated parking and the inherent
difficulty it creates in providing efficient
enforcement.

The implementation of paid parking in
the neighborhood will require increased
parking enforcement. According to the
Seattle Police Department Parking Divi-
sion there is currently one PEO working
in South Lake Union. Once metering
recommendations are implemented, we
recommend:

e That three additional PEOs be added,
bringing the total to four in South Lake
Union; and

*  Split the district into three patrol areas.

. Expand hours of meter operations and

enforcement based on demand.

Using parking demand data collected
through pay stations (and supplemented
by visual surveys if necessary), SDOT
should consider extending meter opera-
tions later in the evening or earlier in the
morning. The following standard should
be applied:

* If occupancy in South Lake Union or
any subarea of the neighborhood exceeds
85% for a two hour period (outside the
normal hours of operation), meter times
should be extended to include this period
and any interim hours.

A discounted off-peak rate should be
considered for hours of operation added
before 8:00 am and after 6:00 pm.

We do recommend metering in the eve-
ning and on Sundays if occupancy rates
meet the 85% threshold.

Enforcement should be extended in
conjunction with any extension of meter
hours of operation.



Meter Technology &
Installation

The Advantages of Improving

Parking Meter Technology

Innovations in meter technology are rapidly chang-
ing the way cities across the United State manage
parking. The City of Seattle is phasing in multi-
space, pay-and-display pay stations throughout the
city, replacing single-head meters and adding paid
parking in previously unmetered areas. Already
downtown and several neighborhoods have con-
verted to pay-and-display pay stations, which have
been well received by the public. Pay-and-display
pay stations have several advantages over traditional

single-space meters.

* Customer Convenience: Pay stations pro-
vide more payment options. Some stations
offer the ability to pay by credit/debit cards,
smart cards, coins or bills. This makes pay-
ment more convenient for parkers and elimi-
nates the burden on street-level businesses
that were frequently asked to make change so
that parkers could feed the meters.

* Better Information: Pay stations can pro-
vide a higher level of customer information
using electronic screens. Some stations are
able to provide dynamic messaging con-
trolled through a central computer (SDOT’s
current stations have the ability to display a
customized message unique to individual pay
stations).

e Street Design: Pay stations eliminate the
need for a post and meterhead at every park-
ing space, promoting more open, pedestrian—
friendly sidewalks and eliminating a visual
detraction. This is particularly true on block
faces with angled parking, where single-space
meters are placed closely together.

* Revenue: Almost universally, cities that have
implemented pay-and-display stations have
found that parking revenues increase over

DRAFT

conventional meters. Because payment is
associated with the vehicle rather than the
space, parkers are unable to use the remain-
ing time from someone who overpaid their
stay. As well, credit/debit card acceptance
greatly increases payment compliance.

* Data Collection: Pay station meters produce
detailed records of their use that can be eas-
ily analyzed using computer software. This
allows parking managers to respond much
more quickly and accurately to parking issues
caused by ineffective pricing or policies.

* Capital Costs: Although individual pay

station meters are substantially more expen-

Parkeon pay stations are being installed in all newly metered
areas in Seattle.
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sive that individual single-space meters, the
economy achieved by covering 6 to 10 spaces
with a single multi-space meter often makes
this technology cheaper overall.

* Operating & Maintenance Costs: Some pay
stations are designed with the capability to
contact parking managers, PEOs or mainte-
nance staff if the meter fails for some reason.
This reduces maintenance costs since each
meter doesn't have to be inspected manually
(it also has the beneficial effect of mini-
mizing downtime which in turn increases
revenue). Also automating payment results
in more cost effective revenue collection and
auditing.

e Power Supply: Meters are run using a
battery that is kept charged by solar power
from a photovoltaic panel installed on top of
the meter, eliminating the need for electric
power supply and the associated capital costs
of providing overhead or underground con-
nections to the power grid.

SDOT Pay-Station

Installation Policies

SDOT has made a commitment to upgrading
existing single-space meters to pay stations. Cur-
rently, the City uses about 3,500 parking meters
that are located primarily in downtown Seattle
and nearby neighborhood business districts. Pay
stations are SDOT’s preferred meter technology
for any new areas, such as South Lake Union, that

merit implementation of paid parking.

SDOT lists four primary purposes for metering
on-street supply:

1. To create short-term parking close to retail
and other businesses (especially where
time-limit signs do not encourage sufficient
turnover).

2. To reduce vehicle trips by charging vehicle
users for parking.

3. To improve traffic circulation and economic
viability of commercial areas by maximizing
the number of patron visits by car.

4. To generate revenue for the City of Seattle.
About $9.5 million was collected in 2002
for transportation, fire, police, social services
and other government purposes.'!

Additionally, SDOT uses a number of criteria to
determine whether installation of parking meters
or pay stations is appropriate for a neighborhood,
including:

* Businesses or services needing good turnover

in parking

* A relatively dense business base

* Heavily used, existing time-limited parking

 Limited or costly off-street parking

e Areas with curbs and sidewalks

* Litde likelihood of customers choosing
neighborhood parking over metered parking

e Community support

This plan recommends that City policy regarding
the purpose of on-street meters/pay stations be
broadened to consider the use of available technol-
ogy in developing more dynamic parking manage-
ment systems for both short- and long-term on-
street parking. This may mean bypassing the use of
time-limited parking in certain areas that now have
completely unregulated and unmanaged parking,
despite SDOT’s current practice of implementing

time limits as a preliminary step to metering.

Meter Recommendations
This plan assumes that the City of Seattle will con-
tinue to use its standard pay-and-display stations as

the primary metering tool in South Lake Union.

11 City of Seattle Parking Web Site. http://www.ci.seattle.
wa.us/transportation/parking/parkingmeters.htm.
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ALTERNATIVE PHASING PROGRAMS
SDOT and Nelson\Nygaard believe that

a one-time roll out of paid parking in
South Lake Union would provide opti-

We recommend the following actions for imple-
menting pay stations and other metering technol-

ogy in South Lake Union.

1. Install multi-space, pay-stations through-

out South Lake Union, replacing tradi-
tional single-space meters where they are
already in place.

New parking technology allows park-
ing managers to change prices instantly
through networked pay-station meters.
Historically, cities have resisted changing
on-street meter rates due, in part, to the
hassle associated with adjusting single-
space meters. With wirelessly-networked
pay stations in place there is no longer a
need to mechanically adjust each meter;
price adjustments can be made quickly
and universally. Some pay stations are
available with large dynamic messaging
screens that display prices electronically,
rather than in print on the machine."

Centralized control of parking pricing is
a key functional element of our recom-
mendations for establishing fair market
pricing in South Lake Union.

. Plan one-time rollout of pay stations in

South Lake Union.

Although it will require a significant
capital investment to install pay stations
throughout the entire South Lake Union
at one time, a district-wide implementa-
tion will ensure better results. We rec-
ommend that pay stations be installed on
all study area streets before pricing goes
into effect. A single district-wide rollout
will allow SDOT to send a much clearer
message about parking management
goals and policies in the neighborhood.

Parkeon technology used by SDOT offer limited dynamic

mal results — minimizing confusion for
visitors and residents alike, allowing for
more accurate data collection and pric-
ing, and reducing costs associated with
multiple rounds of public outreach,
customer training and management.

A one-time rollout could take four to
eight months, depending on the total
number of pay stations installed. Cur-
rently, areas where parking occupancy
rates are near or over 85% are scattered
throughout the neighborhood, making it
difficult develop a clear and logical pro-
gram to phase in paid parking. While we
don’t recommend it, we do realize that

it may be necessary to conduct a phased
roll-out due to high capital costs as well
as the administrative and political chal-
lenges associated with introducing paid
parking in such a large area.

Introducing meters in only part of the
neighborhood would be certain to create
spillover into adjacent areas that have not
yet been metered. To avoid overcrowd-
ing in these areas, SDOT would need

to implement time stay regulations that
would stay in effect until pay stations
were installed. This has several draw-

backs, including;

1. The wasted cost of developing and
installing temporary signage.

2. Confusion to users of the system who
would need to adjust to temporary
time-stay regulations, later changing
to metered parking with no time-stay
limitations.

messaging screens. If possible, SDOT should encourage Parkeon to 3
consider expanding these capabilities in a large pay-station order for
South Lake Union.

. Well enforced, time-stay limita-
tions of 2 hours or less do not match
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shown demand patterns from the
survey. Our recommended policies
do not attempt to discourage long-
term parking, however, time stay
limits would reduce the availability of

all-day parking for employees.

However, if it becomes necessary to
phase in paid parking in South Lake
Union, we recommend that metering oc-
cur on contiguous streets with the high-
est occupancy rates covering as much

of the neighborhood as possible in each
phase. The following are two potential
phasing alternatives for the incremental
introduction of demand-responsive pric-
ing in South Lake Union:

Two Phase Option: This option would
involve rolling out pay-stations and de-
mand-responsive pricing in two distinct
phases. Once again, we would recom-
mend that Phase 2 follow as soon as
possible after the initial roll-out.

(1) Meter all block faces from Boren east
to Eastlake and from Denny north
to Aloha. Both sides of Boren would
be metered, but no block faces east of
Boren would be metered in this initial
phase. Our recent survey shows that
occupancy rates are higher on the east
side of the neighborhood, with over
85% of stalls occupied during the
peak hour in many areas. Employees
at large employers such as the Seattle
Times, Pemco and Fred Hutchinson
are less likely to walk from areas east
of Boren.

(2) Meter the rest of the district as soon
as possible. One advantage to this
scenario is that it would give the City
time to complete streetcar and street
reconstruction work on Terry and
Westlake before metering policies
go into place. New meters could be

installed in conjunction with these
projects.

Three Phase Option: This option would
involve rolling out pay-stations and
demand-responsive pricing in three
distinct phases. Once again, we would
recommend that Phase 2 follow as soon
as possible after the initial roll-out.

(1) Meter all block faces from Fairview
east to Eastlake and from Denny
north to Aloha. Both sides of Fair-
view would be metered, but no
block faces east of Fairview would be
metered in this initial phase. Our
recent survey shows that occupancy
rates are higher on the east side of
the neighborhood, with over 85% of
stalls occupied during the peak hour
in many areas.

(2) Meter central South Lake Union
from east of Fairview to Westlake and
Denny to Valley. The rollout of this
phase should be timed for implemen-
tation immediately after streetcar and
street reconstruction work on Terry
and Westlake is completed, roughly
early 2008.

(3) Meter the west side of the district as
soon as possible.

Managing spillover for phased imple-
mentation options. The management
of spillover parking into adjacent blocks
will be a key challenge for any phased
implementation program. In this case,
we recommend that SDOT:

(1) Maintain any existing meters or time-
stay limitations,

(2) Impose 4-hour time stay limitations
on unrestricted blocks that are within
three blocks from the metered area;
and



(3) Increase enforcement of time-limited
areas to ensure a high level of compli-
ance.

. Consider complementary meter and
monitoring technology.

South Lake Union is expected to be at
the forefront of biotech research and will
increasingly be home to young, techno-
logically savvy residents and employees.
Accustomed to using the conveniences
provide by digital technology, residents
and employees may benefit from other
meter technologies. These are included
for future consideration and are not
recommended for immediate implemen-
tation:

* Smart Cards: Parking “smart cards”
allow regular users to load value on
a card that can be used in any pay-
and-display meters. These cards also
allow the City to offer additional
customer conveniences, such as the
ability to refund offer price discounts
to carpoolers or residents. To date,
smart card use has been minimal for
systems that also accept credit cards.
The City should monitor the park-
ing industry’s ability to leverage new
smart card programs for transit sys-
tems, such as the one being developed

for the Puget Sound Region.

* In-car meters: These devices hang
from the rearview mirror and allow
users to load up to $100 in prepaid
parking. The meter counts down the
remaining parking minutes. These
can be used at any priced on-street
parking space throughout the city
in-lieu of the curb meter, and can also
be used in public off-street garages
and lots as well as functioning as a
residential parking permit.

DRAFT

* Pay by cell phone: Parkeon systems
allows for cell phone payments. Us-
ing this technology users can place a
call and have the pay station print out
a proof of payment receipt for dis-
playing on their vehicle. The parking
is charged to the registered credit card
or cell phone bill (this works better
with pay-by-space meters than with
pay-and-display to allow customers to
extend their stays.).

Recommendations for
other Curbside Uses

There are, of course, a number of other important

uses of curb space that compete with public on-

street parking. SDOT has adopted priorities for

assigning curb uses. In business or commercial

areas, including blocks with mixed-use buildings

containing residential units, the basic priority

ordering is:

1.

Transit use (bus stops and spaces for bus
layover);

Passenger and commercial vehicle load-
ing zones

. Short-term customer parking (time limit

signs and paid parking typically for 1- or
2-hours);

Parking for shared vehicles; and

. Vehicular capacity.

Recommendations for Other
Curbside Uses in South Lake Union

1.

Bus/transit zones: Bus zones are the
highest priority curb use designate by
SDOT. Accommodating on-street bus
stops and streetcar loading platforms
should continue to be the highest prior-
ity use for curb space on transit carrying
streets in South Lake Union.
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 Streetcar and bus loading zones and plat-
forms should be given priority over all
other on-street parking and loading uses.

2. Loading zones: SDOT considers load-

ing zones second in priority of curb uses
behind only transit and higher in priority
that on-street parking. SDOT has four
types of load zones, including: generic
Load/Unload, Passenger Load/Unload,
Truck Only, and Commercial Vehicle
Load. We recommend that SDOT take
the following steps to ensure that sufli-
cient, but not excessive, loading uses are
sited along with the implementation of

paid parking in South Lake Union:

* Conduct a visual survey of commercial
or passenger load zones before meters are
installed. Additional surveys should be
conducted on a regular basis to ensure
that on-street loading zones are still
needed as development patterns change.
Unused loading zones are a poor use of
valuable curb space and limit capacity
and potential meter revenue.

* Commercial vehicle or passenger load
zones that no longer serve adjacent
land uses should be recommended for
elimination. Work with businesses and
property owners to make loading zone
changes.

*  Where possible, consolidate commercial
vehicle load zones to ends of blocks or
alleys.

* Restrict loading to periods when demand
for on street parking is low.

. Taxi zones: Standard city policies and

procedures for assigning curb-side taxi
zones should apply in South Lake Union.
Future hotel or large-scale residential
developments may trigger the need for
on-street stalls for taxis to wait between
calls. When possible taxi zones should
be located near demand centers where
taxis are needed to transport guest, resi-
dents or employees.

4. Disabled parking: Washington State

law requires the City to allow on-street
parking at no cost to holders of Disabled
Parking Permits, which are issued by the
State of Washington. The State Depart-
ment of Licensing can issue disabled
parking placards (either red-temporary or
blue-permanent) and/or disabled parking

license plates.

Disabled permit holders are allowed to
park without charge in metered spaces
and are not required to comply with
time-limit restrictions. Therefore, good
parking management techniques that
ensure an adequate number of stalls are
available also ensure access for disabled
parkers.

There are currently only three disabled
permit stalls located in the entire neigh-
borhood, all in the southwest. There is
likely little need to add disabled permit
parking unless a special request is sub-
mitted or a new land use with a high
number of disabled visitors is sited in the
neighborhood. SDOT should determine
if there is an existing need to continue
exclusive designations of the three exist-
ing disabled permit spaces.

Future allocation of disabled permit
parking should be made on a case-by-
case basis. Current SDOT policy, which
dictates disabled permits spaces only be
installed adjacent to residential buildings,
should be maintained.

. Carpool parking: SDOT currently allo-

cates a limited numbers of free on-street
stalls for registered carpool parking in
most neighborhoods. We recognize the
benefits of providing priority parking for
registered carpoolers; however, offering
free parking for carpoolers is not recom-
mended in conjunction with demand

based pricing.



Parking Layout and Design

Back-In/Head-Out Angle Parking

The Seattle Department of Transportation’s practice
has been to install back-in angle parking, as distinct
from head-in angle parking, since at least the late
1960s. 'The only locations where head-in angle
parking is considered are on one-way downbhill

streets.

As with parallel parking, the driver enters the stall
by stopping and backing, but need not maneuver
the front of the vehicle against the curb. When leav-
ing the stall, the driver can simply pull out of the
stall, and has a better view of the oncoming traffic.

In addition, back-in/head-out angle parking:
* s safer for bicyclists;

* Provides better visibility for motorists when
exiting a stall;

* Allows drivers to curb their wheels on steep
terrain;

* Can be used to place disable parking stalls
close to existing curb ramps, improving
safety for wheelchair-using drivers; and

* Improves ease and safety for loading and
unloading from the trunk or back seat of

DRAFT

parked vehicles, since this happens at the
curb rather than in the street.

Parking Layout/Design
Recommendations
1. Employ back-in/head-out angle parking

where street widths permit

Back-in/head-out angle parking should
be used wherever street widths permit
and there are no conflicts with transit
service or other street uses.

* Back-in/head-out angle parking should
be prohibited on segments of Westlake
or Terry where the South Lake Union
Streetcar alignment is planned. Over-
sized vehicles protruding into the travel
lane and vehicles backing up into stalls
can create conflicts with streetcars. This
prohibition only applies to the curb adja-
cent to the streetcar tracks.

* Back-in/head-out angle parking is ac-
ceptable and even preferable on streets
where there are striped bike lanes, if
street widths permit. Rear-in parking
enhances sight lines for vehicle operators
exiting parking stalls and prohibits con-
flicts with car doors opening into bicycle
lanes.

‘ Back-in/head-out angle parking in
~~ South Lake Union.
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Many streets in the South Lake Union
neighborhood are too narrow to employ
back-in/head-out angle parking. Poten-
tial sites where it should be considered
include:

e Minor Avenue and Pontius Avenue:
Angle parking is already utilized on seg-
ments of both of these streets. While
street widths don't allow angle parking
on both sides, it could be expanded to
the east side of both streets between Mer-
cer and John.

e 8th Avenue: This minor street on the
west side of the neighborhood is a good

Seattle Department of Transportation

candidate for angle-in parking, although
street width would likely only allow for
one side to be configured in this manner.

e John Street: This minor street on the
south side of the district does not con-
nect between Terry and Boren, limiting
traffic flows. Angle-in parking is already
used just north of Denny Park.

2. Parallel parking

Where street widths are too narrow to
permit rear-in angle parking, parallel
curb parking should be employed. This
is the most standard parking layout in
the neighborhood currently and is the
method of parking users are most accus-
tomed to.

Parallel parking should be used for all
on-street parking adjacent to the future
South Lake Union streetcar line.
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Residential Parking

SDOT’s Residential Parking Zone
Program (RPZ)

The City of Seattle’s Residential Parking Zone
(RPZ) program was created in 1979 to help ease
parking congestion in residential neighborhoods,
while walking a fine line to balance the needs of
all people to be able to use the public streets. Curb
space is part of the public street system, and as such,
itis a public good available for all people to use. To
restrict the use of curb space for just some people
to park requires a compelling reason. There are
about 25 RPZs in the city, with most surrounding
universities, colleges, hospitals, and other major

traffic generators.

RPZs are typically only established in primary
residential areas, bordering business districts or
other significant demand generators. Residents in
South Lake Union face similar challenges, but not
due to spillover parking, rather the apartments or
condominiums they live in are the minority use
in a district with large employers, light industrial
uses and a variety of businesses. Currently, there
are only under one-thousand residents in South
Lake Union, according to the 2000 Census. New
residential units are under construction, and many
more are planned for development in the next 10

years.

South Lake Union Off-Street Parking
Requirements

The City of Seattle land use code currently requires
a minimum off-street parking to be constructed for
new residential development. Minimum parking
requirement vary by zone. The Seattle Mixed Zone

is the dominant zone in South Lake Union; the



multi-family parking requirement in this zone is
1 space per unit (regardless of the number of units
in the building or bedrooms in the units). In the
commercial or other zones in South Lake Union,
parking requirements vary from 1.1 to 1.5 spaces
per unit. Codes do allow additions and excep-
tions for certain conditions, such as low-income

housing,.

The Neighborhood Business District Strategy,
which is now being considered by the City Council,
recommends the elimination of minimum park-
ing requirementsin commercial zones in Urban
Centers, including in South Lake Union. While
many new residential developments will provide
off-street parking for residents,the lack of mini-
mum requirement offers developers flexibility to
respond to the market and their site conditions.
With respect to on-street parking, SDOT’s poli-
cies for managing residential parking on-street may
impact developer choices about whether or how
much off-street parking to build, and through the
self-selection consumer preference process, both
of these factors will influence the car ownership
rates of new residents who chose to move to the

neighborhood.

In other Center City neighborhoods such as in
First Hill and Capitol Hill, it is more apparent that
that residential vehicle storage is not the highest
priority use for public curb space. Residents choos-
ing to live in dense urban areas are accustomed to
paying for off-street parking, living without a car,
or searching for the last free on-street space. Still,
given the opportunity to park free or below market
rate, residents will use any available on-street sup-
ply. Once again, the Plan’s reccommendations rely
on pricing to control long-term on-street parking

demand.
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South Lake Union Residential Parking
Recommendations

Metering on-street parking in SLU could have
an impact on residents who currently store their
vehicles on-street. To date, residents of the neigh-
borhood have enjoyed the benefit of free on-street
parking, not afforded in many urban neighbor-
hoods with comparable proximity to a major
downtown. The implementation of metering in
the district will prohibit residents from parking for

free on-street during the day.

Some older multi-family buildings in the neighbor-
hood have no available off-street parking (although
surface parking lots are generally available nearby).
Due to the limited available supply of on-street
parking and dramatic projected increases in the
residential population of SLU, residential parking
recommendations need to be sensitive to issues of
capacity and equity. Our recommendations provide
a short-term solution to managing on-street resi-
dential parking and leave room for future changes
after SDOT completes a planned RPZ program

review in 2006.

1. Implement Two-Year “Pilot” Residen-
tial Parking Zone (RPZ) in South Lake
Union (Short-Term)

This RPZ would provide a minimum
amount of exclusive on-street parking
for SLU residents who purchased RPZ
permits. Exclusive daytime, evening and
nighttime parking could be provided

on blocks adjacent to residential devel-
opments, and other blocks as the City
deems appropriate. Residential parkers
would also be able to park at metered
spaces between the hours of 6:00 pm and
8:00 am, providing more capacity for
residents that commute out of the neigh-
borhood by car during daytime working
hours.
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2. Implement Appropriate Tools from

RPZ Policy Review (Post-2000)

SDOT is planning a major review of the
RPZ program during 2006. This review
will explore potential precedent setting
issues that impact other neighborhoods
as well, such as placing limits on the
number of RPZ permits sold in a zone.
One example of this work is to investi-
gate the appropriateness of establishing
a grandfather clause that allows only
existing residents to purchase residential

permits or would otherwise limit permits
to certain residential units. It will be im-

portant to develop strategies that make
clear to developers that the on-street
supply is not an alternative to building
needed off-street parking.

3. Charge a Monthly “Market Rate” for

On-Street Parking for Residents (Alter-
native Long-Term Approach)

In keeping with the market-rate pric-
ing approach to parking management

proposed in this report, SDOT may wish
to consider using pricing rather than the
RPZ program to manage demand for on-
street parking for residents. SDOT could
offer for sale a “market rate” residential
permit that allows on-street parking
anywhere in South Lake Union. Permit
prices should be set at a slight premium
to monthly/annual cost for private
off-street parking in the area. This will
discourage anyone who has access to off-
street parking from using the on-street
supply, but still provide access to the on-
street system for those who need it.

SDOT currently does not have a pro-
gram such as this and would need to
review the legal, logistical, budget and
policy issues with setting up this kind of
program.

The purpose of offering residential per-
mits is not to encourage residents to park
on-street, but rather to provide relief for
residents currently living in the district

Planned improvments to South Lake Union Park is just one of the many projects that will make the neighborhood a
more attractive place to live, work and play.
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or those moving into older buildings that
don’t have off-street parking available.
Premium prices will discourage overuse
of the program and limit applicants to
those who absolutely must have a car but
who do not have access to off-street park-
ing.

SDOT should consider limiting the
number of permits sold per unit and
require proof of residency to be eligible.
Permit rates should be adjusted at least
once a year to ensure that they are at or
above off-street market rates. If residen-
tial parkers begin to impact business ac-
cess, rates should be raised to encourage
more parkers to move to off-street lots.
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