PLANNING & PROGRAMMING COMMITTEE

JULY 16, 2003

SUBJECT:
MTA SYSTEMWIDE PARKING POLICY 

ACTION: 
ADOPT MTA PARKING POLICY AND AUTHORIZE PAY FOR PARKING 

RECOMMENDATION

A. Adopt the attached “MTA Parking Policy”  (Attachment A).

B. Authorize the Chief Executive Officer to implement Pay for Parking at MTA parking facilities system wide, generally modeled upon the San Francisco Bay Area Rapid Transit District’s (BART) “Pay for Parking” system and with the major features described in Attachment B. 

C. Work with affected patrons and communities regarding the number of spaces to be reserved at each location, mitigation of any potential spill over effects, and other issues.

ISSUE

In January 2003 the MTA Board reviewed the “Draft Parking Policy” and directed staff to circulate the Policy as part of the MTA’s Short Range Transportation Plan (SRTP) for review and comment.  MTA staff received comments from multiple cities and transit operators and has responded to those comments in Attachment C.  Most comments focused on MTA and local jurisdictions roles and responsibilities, increasing the supply of parking, and potential impacts of implementing the policy on the adjacent communities.  Modifications were made to the parking policy in response to the comments received and are reflected in the final policy document.  

The proposed policy considers five primary areas of improvement to the MTA parking resources and improved access to the transit system: (1) Periodic assessment of parking needs and improving alternative access to transit stations by transit, cycling and walking, (2) Options for existing parking facilities including charging for parking and the formation of Parking Districts or Parking Authorities, (3) Development of additional parking facilities when demand exceed supply, (4) Assessments and options for current stations without parking, and (5) the long term development of public policies that improve access to transit. 

One of the elements of the parking policy is to commence charges for parking at sites where parking demands meet or exceed ninety percent of current supply.  To determine a feasible and sensitive method for charging for parking, MTA staff

conducted research of parking policies in other cities and coordinated an all day round table and peer review (Attachment D summarizes the review of other transit agencies parking programs). Of the multiple parking systems reviewed by the MTA staff, the BART model has demonstrated the lowest operational cost, the highest flexibility and the least disruption to MTA patrons (Attachment E is a summary of the BART program).  

The recommended implementation can allow for a minimum of 5% of the spaces in any current parking areas to be converted to Paid Reserved Parking or as much as 100%.  Staff would set the percentage initially based on demand so as to mitigate loss of patrons to the system or minimizing spillover impacts. Patrons could reserve parking through the Internet or by telephone.  The amount of paid parking in any given lot could be adjusted based on the actual demand.  MTA staff is proposing a monthly fee ranging from $25 to $50 per month depending on the location and demand for the lot.  This fee can also be adjusted based on demand. The Paid Reserved Parking program located at MTA owned facilities would also limit reserved parking to early morning until 10-10:30 AM.  After that time the open spaces would be available free to all MTA patrons.  This insures maximum access to the parking for the public.

Staff does not expect to immediately implement paid parking at all stations (see Attachment F). The recommended implementation is to phase in a small percentage of Paid Reserved Parking in the MTA parking lots with higher demand, while keeping a larger percentage of parking spaces free to the public.  Implementation would be on a station-by-station basis.  Several stations already have or are approved for Paid Reserved Parking (Union Station, Sierra Madre Villa, and Lake Avenue Pilot Project).  It is expected to take six to fifteen months to bring additional higher demand parking locations into the paid system.  The parking locations currently experiencing highest percentage demand that would be the next areas of implementation are: North Hollywood, Universal City (Red Line), Willow (Blue Line) and Wardlow (Blue Line).  Additional stations with MTA Park and Ride will be considered for Paid Reserved Parking as their utilization levels increase.  MTA will also consult with Caltrans regarding the potential to charge at Caltrans owned parking lots along the Metro Green Line, the El Monte Busway and the Harbor Freeway Transitway.  

Notification to the public will include the placement of flyers on the vehicles currently parked in the facilities, signage and posting in the specific station under review and in some locations, holding public outreach meetings.  Where a higher potential for spillover parking may take place, notice will also be sent to the surrounding businesses and households.  

Adjustment to the number of reserved spaces and the price will be an ongoing process during the six to fifteen month period.  Lower demand parking facilities will also be evaluated during this period for their potential for paid parking spaces.  

The MTA will utilize a private parking operator currently under contract for the pilot-parking project at Lake Avenue and Sierra Madre Villa to implement and operate the system including reservations, monitoring and, possibly, enforcement.  The parking operator’s expenses will be paid out of the parking fees and any enforcement fines.  The system allows the MTA to avoid installing substantial capital improvements or significant additional staff at each parking location.  The parking operator's expenses will be paid out of the parking fees.

POLICY IMPLICATIONS

The recommended action is consistent with MTA’s Board request to develop a system-wide parking policy.  Options in the policy include charging for parking, developing new parking facilities and emphasizing non-parking programs such as walking and bicycling.  Phasing in a system similar to BART’s would allow Pay for Parking to take place with minimal disruption to current MTA patrons.  Some level of Pay for Parking would produce revenues that can be used to expand or construct new parking facilities or offset current parking maintenance and security costs.

OPTIONS

The Board could choose not to adopt the Parking Policy and send it back for revision or more public comment.  MTA staff is not recommending this option since adequate notice and opportunity has been provided to comment on the Policy.  Staff will conduct additional public outreach at stations prior to implementation of a charge for parking.  

The Board could choose not to charge for parking.  MTA staff has not recommended this option since it limits the MTA’s options to offset parking operating costs or limits a potential revenue source to expand current facilities. 

The Board could choose to implement Pay for Parking in a different manner such as a nominal charge on all parking spaces at all lots, or charging for all spaces at some lots and not others.  Staff is not recommending this because it lacks flexibility to adjust to different demands experienced at different stations.  Not all lots are experiencing excess demand and a charge on all spaces could cause riders to spill over into free on-street parking or surrounding lots, or leave the system altogether.

FINANCIAL IMPACT

The recommended action will have no significant impact on the MTA’s 2004 Budget.  Implementation of the paid parking sections of the parking policy may potentially yield financial revenues to the MTA.  Implementation of some sections of the policy may require capital funds in the future for the construction of new facilities or new equipment.  Potential revenues may offset the cost of new facilities or equipment or some portion of those costs.  The initial Metro Gold Line parking program includes approximately 350 spaces with expected annual revenue to the MTA of $140,000.  Ultimately implementing 1,000-2,000 paid parking spaces system wide, exclusive of Union Station, is anticipated to produce $500,000- $1,000,000 respectively in annual revenue. 

BACKGROUND

MTA staff separate from the SRTP circulation sent the draft policy to all Los Angeles County cities and the County of Los Angeles.  Per the request of Metrolink, the policy was also distributed to all Los Angeles County jurisdictions having a Metrolink Station.  Separate presentations of the policy and its impacts were given to the MTA Technical Advisory Committee (TAC) and TAC sub-committees.  

The MTA currently operates 10,793 public parking spaces and provides an additional 8,451 through Caltrans owned facilities adjacent to the Metro Green Line and the Harbor Transit Way (Attachment F).  As a comparison, the MTA operated/controlled approximately 2,000 public parking spaces in 1988.  New projects including the San Fernando Valley Metro Rapidway could potentially add another 4,000 parking spaces in the next few years.  

NEXT STEPS

Upon acceptance of this policy, the appropriate sections of the policy will be implemented at various parking locations.  MTA staff will phase in the Pay for Parking program over the next year, adapting the program based on demand and pricing.  In some cases, implementation of the policy will require public discussions with the potential users and the communities adjacent to parking facilities.  

ATTACHMENTS

A. Parking Policy (revised)
B. Proposed MTA Pay for Parking System Basic Features 

C. Draft Parking Policy Comment Matrix 

D. Examples of Other Transit Agency’s Pay for Parking 

E. Description of BART Pay for Parking 

F. List of MTA Parking Facilities
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