
 

 

 

 

 

 

 

 

 

 

 

 

CHAPTER 5: 
CIRCULATION PLAN 
This chapter describes the Circulation Plan for the PA-1 Specific 
Plan Area.  The Circulation Plan is designed to serve all travel 
modes: walking, bicycling, transit, and motor vehicle.  The Plan 
emphasizes the creation of strong multimodal linkages to a 
centralized transit station site that will initially be used as a 
regional bus hub, and could eventually accommodate a potential 
eBART station in the future.  The Circulation Plan primarily utilizes 
slightly modified versions of the City’s existing street standards 
and implements one entirely new street standard in the Transit 
Village-designated area. The Plan includes text and maps that 
describe and illustrate the multimodal circulation system for the 
Specific Plan area.  
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This chapter is organized into the following sections: 

5.1. Circulation System 

5.2. Street Classifications 

5.3. Pedestrian and Bicycle Circulation 

5.4. Transit 

5.5. Automobile Circulation 

5.6. Transportation and Circulation Goals and Policies 

 

5.1: CIRCULATION SYSTEM 

The primary street network map (Figure 5.1) illustrates the new 
public arterial- and collector-level roadways that will be added to 
the City’s Capital Improvement Program (CIP).  These roadways 
form the circulation “backbone” that will provide primary access 
for motorists and transit vehicles and serve as key linkages for 
pedestrians and bicyclists.  The conceptual locations of additional 
streets to be constructed by private development are shown in 
Figure 5.2.  These streets will be constructed over time as 
individual parcels develop, and will ultimately create a cohesive, 
interconnected network that provides all transportation modes 
with access throughout the Specific Plan area.  The circulation 
system is also oriented to interface effectively with the existing 
and planned circulation networks beyond the Specific Plan area’s 
boundaries. The actual locations of the conceptual streets are 
subject to change, depending upon the configuration of the 
surrounding development. The street’s exact locations will be 
determined through collaboration between developers and City 
staff during the development review process.  
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5.2: STREET CLASSIFICATIONS 

The street network within the Specific Plan area, as illustrated on 
figures 5.1 and 5.2, comprise the following major street 
typologies.  In addition, the City’s Local Street typology will be 
used to provide site-specific access to most uses. The standards 
for all of these typologies appear in Chapter 7: Public Realm 
Development, section 7.1: Street Typology Standards. The 
typologies apply to all streets, public and private, constructed in 
the Specific Plan area. 

Arterial Streets 

Arterials are major streets that connect town and neighborhood 
centers to the greater region, often via freeway interchanges.  
These streets must support pedestrians and cyclists, while car 
traffic, delivery trucks, emergency responders, and transit must 
operate with high levels of efficiency.  Traffic signals along arterial 
streets often operate under coordinated signal timing during the 
busiest periods of the day in order to optimize efficiency. 

The PA-1 Specific Plan is bounded by several arterial streets, 
including Lone Tree Way on the north, Heidorn Ranch Road on the 
west, and Shady Willow Lane on the east.  An additional arterial 
street, Sand Creek Road, is approximately a quarter-mile south of 
the Specific Plan Area.  Within the interior portion of PA-1, the 
only street designated as an arterial is Jeffery Way between Lone 
Tree Way and Empire Avenue.  This portion of Jeffery Way serves 
not only adjacent land uses, but also functions as a connector to 
the SR 4 northbound freeway ramps. 

Future arterial streets within the Specific Plan area will conform 
to the City’s adopted street standards, except for the manner in 
which lane lines are striped.  Instead of utilizing two 12-foot 
vehicle lanes and an 8-foot bike lane, each direction of traffic will 
include two 12-foot lanes, a 5-foot bike lane, and a 3-foot striped 
buffer between the bike lane and vehicle lane.  The “buffered bike 
lanes” created by this lane striping define a clearer separation 
between bicyclists and moving vehicles, resulting in a more 
comfortable riding environment for bicyclists. 

Collector Streets 

Collector streets are moderate capacity streets that move traffic 
from local streets to arterial streets. Direct vehicular access to 
individual parcels and uses will generally be limited, with most 
access to these areas occurring via private, local streets.  Similar 

Striped bike lane buffer 
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to arterial streets, collector streets serve all modes of 
transportation and must do so in efficient fashion. 

The City’s adopted standard for collector streets will generally be 
applied to the Specific Plan area, save for the inclusion of striping 
to buffer bike lanes.  Instead of each direction of traffic including 
a 12-foot vehicle lane and an 8-foot bike lane, the striping will 
indicate a 12-foot vehicle lane and 5-foot bike lane separated by 
a 3-foot striped buffer. 

On the new collector street connecting Heidorn Ranch Road to 
the Transit Village (A Street), the cross section will be modified to 
include wider sidewalks and buffered bike lanes.  This portion of 
the Specific Plan area is envisioned to include a high-density mix 
of uses that will result in an urban development pattern, and is 
likely to encounter higher levels of pedestrian activity and the 
need for wider pedestrian zones. 

The center portion of the roadways will generally include a raised 
landscaped median, except at intersections and major access 
points to private developments, where left-turn pockets or two-
way left-turn lanes would occupy the center space. 

Residential Collector Streets 

The Specific Plan’s Residential Collector typology matches the 
City’s existing street standard. The typology comprises 12-foot 
travel lanes and 8-foot parking lanes in each direction.  The 
typology  will be used to maintain multimodal connectivity in high- 
and very high-density residential areas, as well as in the 
southwestern portion of the Specific Plan area to provide 
additional connectivity in the large ECLI-designated zone. 

Transit Village Commercial Streets 

The Transit Village Commercial typology is a new typology that 
appear and function in a similar manner to existing streets in the 
downtown.  This urban typology includes on-street diagonal 
parking and wide sidewalks – accommodating the high levels of 
pedestrian activity that will occur in mixed-use areas where 
ground-floor commercial uses exist.  These streets will provide 
local access and public parking rather than serve as a route for 
through traffic.  The streets will generally include a 90-foot right-
of-way with 14-foot pedestrian/landscaping zones, 18-foot widths 
to accommodate diagonal parking, and two 13-foot wide travel 
lanes.  The wider travel lanes are needed to provide a clear width 
of at least 26 feet for fire apparatus to serve buildings with heights 
of 30 feet or more. 

Commercial Street in Downtown 
Brentwood with Diagonal Parking and 
bulbouts 
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5.3 PEDESTRIAN AND BICYCLE CIRCULATION 

The Specific Plan proposes a number of improvements to the 
pedestrian and bicycle network including continuous sidewalks, 
improved crossings at intersections, and new pedestrian and 
bicycle routes.  New routes are provided on sidewalks and bicycle 
lanes along streets as well as along off-street multi-use paths.  
Figure 5.3 illustrates the proposed network of bike lanes and 
multi-use paths within and adjacent to the Plan area.  Note that 
while sidewalks are not depicted on the map, they are intended 
to be along both sides of all arterial, collector, Transit Village 
Commercial, and local streets. 

Off-Street Paths and Trails 

Off-street paths and trails refer to facilities beyond a street’s 
typical cross section that serve both pedestrians and bicyclists.  
They are dedicated walking and biking facilities that may or may 
not be aligned with an adjacent street.  Paths are typically referred 
to as “multi-use paths,” indicating a paved surface with width 
sufficient for concurrent travel by both walkers and bikers.  Trails 
may comprise of an all-weather surface and be somewhat 
narrower than multi-use paths; however, within the urbanized 
Specific Plan area, trails and paths will be fully improved and 
physically indistinguishable from one another.  The Specific Plan 
includes the following off-street multi-use paths and trails, which 
will function as walking and bicycling connections among 
employment areas, neighborhoods, and the transit station. 

 

  

Path Example with Distinct Zones for 
Bikes and Pedestrians 
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Table 5-1: Specific Plan Paths and Trails 

Facility Location and Description 

Mokelumne Trail 

Regional trail that runs along the Mokelumne aqueduct, ultimately connecting Martinez, 
Concord, Pittsburg, Antioch, and Brentwood.  Portions of the trail already exist in the 
eastern Plan area, and future plans include a bicycle-pedestrian overcrossing at SR 4, in 
the core of the Specific Plan area adjacent to the transit station 

Sand Creek Trail 

Regional trail that runs along Sand Creek, connecting the southern Plan area boundary 
near SR 4 to neighborhoods in the center of the City; Plan includes an extension of the 
trail under SR 4 to Heidorn Ranch Road (The trail may pass under SR 4 on either the north 
or south side of Sand Creek; however, the south side is the preferred location.) 

Northern Transit Village 
Path 

Multi-use path running along the power line utility easement between Lone Tree Plaza 
and the Mokelumne Trail, connecting to the transit station 

Jeffery Way Path 
Multi-use path that would link the Sand Creek Trail, Mokelumne Trail, transit station, and 
Lone Tree Way on the eastern half of the Plan area; path is envisioned to run along the 
east side of Jeffery Way 

Shady Willow Path 
Multi-use path running along the west side of Shady Willow Lane, connecting the 
Mokelumne Trail to Lone Tree Way through areas designated by the Plan for high- and 
very high-density housing 
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CROSSINGS AT INTERSECTIONS 

Public and private intersections serving the Specific Plan area 
should be “right sized” to effectively balance traffic flow needs 
with the needs of pedestrians and bicyclists.  The wider an 
intersection is, the more it begins to function as a barrier for 
pedestrians and bicyclists to cross, discouraging non-auto travel.  
Wider crossings can also make signalized intersections operate 
less efficiently when pedestrian phases are activated by walkers. 

Techniques such as providing only as many vehicle lanes as are 
necessary, using curb extensions or “bulb outs” to reduce crossing 
distances (in a manner that does not conflict with the bicycle 
network), and reducing curb radii where the effective radii are 
sufficient to accommodate design vehicles (such as where bike 
lanes exist) can all help balance the sometimes-competing needs 
of drivers and pedestrians.  Additionally, the implementation of 
innovative treatments like “bike boxes” that make it easier for 
bicyclists to turn left at signalized intersections, can be 
implemented to make intersections more bicycle-friendly. 

The use of enhanced crosswalk markings provides visual cues to 
drivers that they are entering an area of increased pedestrian 
activity.  Crosswalk markings may include high-visibility striping 
and other similar distinguishing treatments.  Enhanced crosswalk 
markings are encouraged at public and private intersections in the 
Transit Village area and on the primary pedestrian routes leading 
to the transit center. 

Mid-Block Crossings 

The Specific Plan generally aligns trail and path crossings of streets 
to be located at intersections.  One exception is the Mokelumne 
Trail crossing of Jeffery Way, which will likely be at a mid-block 
location.  Given the arterial street configuration and volumes 
anticipated on Jeffery Way, this crossing will need to be controlled 
by a pedestrian hybrid beacon (sometimes referred to as a 
“HAWK” signal) or a traffic signal.  Another mid-block trail crossing 
may result where the Sand Creek Trail crosses B Street. 

This crossing may also warrant installation of a pedestrian hybrid 
beacon or signal; however, depending upon traffic volumes, the 
crossing may also function well with high-visibility crosswalk 
markings coupled with pedestrian-activated warning lights.  While 
trails and paths should also cross lower-volume residential streets 
at intersections where possible, mid-block crossings of these 
streets could also be allowed as long as enhancements (such as 

Intersection with pedestrian refuge, 
enhanced crosswalk markings, and 
green bike lanes 

Bike Box at Signalized Intersection 
(Source: NACTO) 

Bike Box at Signalized Intersection 
(Source: NACTO) 
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high-visibility signs and markings or median refuge islands) are 
used to increase driver awareness of the crossing.  All crossing 
areas should also be well-lit by street lighting. 

Bike Share Programs 

The City can collaborate with large employers to sponsor a bike 
share program within the Plan area, including the purchase and 
maintenance of bicycles and associated equipment.  A bike share 
program will help shift shorter-distance trips within the Plan area 
from driving to biking, such as trips made by employees traveling 
to and from the transit station and trips to lunch in the Transit 
Village. 

5.4 TRANSIT 

Transit service in Brentwood is primarily provided in the form of 
buses operated by the Eastern Contra Costa Transit Authority’s 
(ECCTA) Tri Delta Transit, which provides regularly-scheduled 
fixed-route service to major activity centers and transit hubs 
within Eastern Contra Costa County.  BART and eBART are also 
important transit providers in East County, and while they do not 
currently operate within Brentwood, they are accessible to 
Brentwood residents and employees.  There is also long-range 
potential for an eBART extension to the PA-1 Specific Plan area. 

Because key components of Tri Delta Transit’s bus operations are 
focused on connections to BART, BART’s potential influences on 
the Specific Plan are discussed first below. 

BART and eBART 

Bay Area Rapid Transit (BART) provides regional heavy-rail transit 
services within Contra Costa, Alameda, San Francisco and San 
Mateo Counties, with construction underway to extend service to 
Santa Clara County.  Currently, the nearest BART station to the 
Specific Plan area is located in Pittsburg/Bay Point, approximately 
14 miles from the Plan area; however, a supplementary service, 
eBART, is under construction to connect communities east of 
Pittsburg with BART.  eBART will not be an extension of the BART 
trains, but would be a supplementary rail service to coordinate 
with the arrival/ departure of BART trains at the Pittsburg/Bay 
Point Station.  Initiation of eBART service to the Hillcrest Park and 
Ride in Antioch is planned to begin in 2018. 

The long-range potential exists to extend the eBART service from 
the Hillcrest station in Antioch to a future station in the center of 
the PA-1 Specific Plan area in Brentwood.  While such an 

eBART Platform in SR 4 median - Hillcrest 
Station Park and Ride in Antioch 
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extension may occur beyond the planning timeframe of the PA-1 
Specific Plan, the Specific Plan has been designed to 
accommodate eBART in the future.  In 2014, a report was 
published titled eBART Next Segment Study which explored the 
options for extending eBART beyond Antioch, including the 
“Mokelumne” station within the central portion of the PA-1 
Specific Plan area that is designated as a transit center.  A 
conceptual design for the station shows the eBART platform in the 
SR 4 median, accessible via the planned Mokelumne trail 
overcrossing. 

Tri Delta Transit 

Tri Delta Transit’s service areas include the communities of Bay 
Point, Pittsburg, Antioch, Oakley, Brentwood, and Discovery Bay.  
Bus routes are structured to provide both intercity and local 
service, with several routes dedicated to connecting communities 
to the BART station at Pittsburg/Bay Point.  Several Tri Delta bus 
lines also connect the PA-1 Specific Plan area to the Hillcrest Park 
and Ride facility in Antioch, which is also the terminus of the new 
eBART commuter rail line scheduled to commence service in 
2018. 

PA-1 Transit Station 

The transit station depicted in the core of PA-1 comprises a total 
of 20 acres, with 10 acres on each side of the SR 4 freeway, 
connected by the planned Mokelumne Trail overcrossing.  The 
station is envisioned to be a bus hub for Tri-Delta Transit, with 
provision of up to 1,000 parking spaces to accommodate park-
and-ride users, as well as a centralized transit center serving the 
future employees and residents in the PA-1 Specific Plan area 
itself. 

In the near-term, it is anticipated that the focus of Tri Delta Transit 
operations as well as park-and-ride facilities would be on the east 
side of SR 4.  A primary vehicle connection to the transit center 
could occur via a new western leg of the Jeffery Way/Amber Lane 
intersection, with secondary access points likely provided on 

Tri Delta Transit bus 
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Jeffery Way, depending on the ultimate configuration of the 
transit center as determined by Tri Delta Transit.  As employment 
and transit village uses intensify within the Specific Plan area on 
the west side of SR 4, the 10 acres identified for future transit 
station uses could be developed for additional Tri Delta bus 
operations, parking, or a combination of both.  Access to the 
western Transit Station parcel will be provided via “A Street,” a 
new collector street running between the transit station and 
Heidorn Ranch Road. 

The designated transit centers will provide accommodations for 
existing Tri Delta transit routes, as well as future routes that may 
be implemented as demand increases. The station areas would 
accommodate bus stops and turnarounds, centralized transfers 
among lines, and opportunities for enhanced amenities including 
expanded landscaping, benches and other furniture, waiting 
areas, information kiosks, and other support facilities. 

The conceptual plan for the potential future eBART Mokelumne 
station shows a 10-acre site on the east side of SR 4, with auto and 
bus access occurring via Jeffery Way.  The PA-1 Specific Plan 
generally conforms to this concept; however, it splits the station 

Conceptual Mokelumne Station Layout 
shown in BART’s 2014 eBART Next 
Segment Study 
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into two five-acre parcels straddling the Mokelumne Trail, and 
adds the second 10-acre site on the west side of SR 4.  The eBART 
platform in the median of SR 4 would be equally accessible to both 
the eastern and western PA-1 transit station areas via the 
Mokelumne trail overcrossing. 

By concentrating jobs, housing, retail, and service uses 
surrounding a bus transit center (and a potential rail station in the 
long-range), the Specific Plan is by design intended to increase 
transit ridership and reduce dependence on private automobile 
travel.  The Specific Plan also emphasizes improvements to 
pedestrian and bicycle connectivity to the station, further 
increasing the convenience and utility of using transit. 

5.5 AUTOMOBILE CIRCULATION 

Figure 5.1 depicts the “backbone” motor vehicle circulation 
network serving the Plan area.  As development occurs, 
developers will be required to construct additional local and 
collector streets to accommodate their site-specific needs and to 
provide for enhanced multi-modal connectivity throughout the 
Plan Area and the surrounding roadway network.  These 
additional streets will need to interface effectively with the 
backbone network, while also achieving the goals and policies set 
forth in the Plan.  The locations of key collector roadways that will 
be constructed by private development and complement the 
backbone network are shown in Figure 5.2.  The resulting roadway 
system would create an interconnected network of multimodal 
streets, as described in the following sections. 

Multimodal Streets 

A primary goal of the Specific Plan is to create streets that serve 
all transportation modes: pedestrian, bicycle, motor vehicle, and 
transit.  This is particularly important on the streets that form key 
linkages to the Transit Center in the core of the Specific Plan.  
Streets that pedestrians and bicyclists feel comfortable using are 
a critical ingredient in a successful transit-oriented activity center 
such as that envisioned by the Plan.  At the same time, 
maintaining effective mobility for auto drivers, trucks, buses, and 
emergency vehicles is also needed.  In many cases, striking an 
effective balance among modes entails “right sizing” streets so 
that they are just big enough to serve motorized modes, without 
having excess capacity that can lead to higher speeds and wider 
crossings, both of which tend to discourage pedestrian and bicycle 
travel. 
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Connected “Grid” Street Network 

Generally, providing a grid-like roadway network with minimum 
use of “dead-end” or cul-de-sac streets and shorter block lengths 
helps improve access and mobility for users of all transportation 
modes.  This gives users multiple route choices and helps to 
disperse traffic throughout the Plan area.  Pedestrians and 
bicyclists benefit by shorter travel distances and an increased 
likelihood of having a direct route between an origin and 
destination. 

The Circulation Plan depicted in Figures 5.1 and 5.2 shows the 
primary arterial and collector street network within and adjacent 
to PA-1, with the majority of streets oriented in a grid or modified 
grid pattern.  New streets will generally align with existing and 
planned streets outside of the Plan boundaries.  Major street 
intersections will be separated by at least 500 feet in order to 
provide sufficient lengths for turn pockets and queuing between 
intersections.  Future development within the Specific Plan area 
will construct additional local streets that are not depicted in the 
Plan, but should also be oriented in a connected pattern that 
provides multiple route options. 

The effective “block” sizes created from the street network may 
be larger in employment-focused areas – such as the areas 
identified with the ECLI land use designation – where major 
employers may include larger campus-type developments.  
Smaller block sizes similar to those in downtown Brentwood 
should be used, however, in the core mixed-use Transit Village 
area near the transit center, where pedestrian activity is highest 
and ground-floor commercial uses are present. 

Intersections 

The future development of PA-1 will result in several new or 
modified intersections within the Specific Plan area and along its 
boundaries.  Most of the intersections of major arterials, including 
Heidorn Ranch Road, Jeffery Way, and Shady Willow Lane, will be 
controlled by traffic signals. When designing new or expanded 
intersections, equipment for communication among the signals 
along a corridor should be included, allowing signal coordination 
and developing Intelligent Transportation System (ITS) 
technologies to be employed in order to optimize efficiency and 
mobility.  Solutions such as adaptive signal control systems should 
be considered on regional arterials such as Lone Tree Way, 
implemented in collaboration with the City of Antioch and 

Downtown Brentwood’s Grid          
(400x500 feet typical) 
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Caltrans. 

At the intersections of new collector streets within the Plan area, 
including the “backbone” circulation network intersection at B 
Street/C Street, the opportunity exists to use single-lane modern 
roundabouts to control traffic flow.  Modern roundabouts 
regulate the speed of vehicle traffic while maintaining (and often 
increasing) vehicle capacity, reducing the need to widen entire 
corridors with new through and turn lanes. Single-lane modern 
roundabout are considered to be the safest form of intersection 
traffic control, reduce stop-and-go traffic patterns that generate 
emissions and noise, are often easier for pedestrians and bicyclists 
to maneuver than other types of intersections, and create a 
landscaped center island that can be used as an attractive 
streetscape element.  

A summary of the intersection improvements proposed within 
and along the boundaries of the Specific Plan is shown in Table 5-
2.  Because the improvements would be implemented over the 
life span of the Plan and influenced by the manner in which 
individual projects are constructed over time, the City Engineer 
may modify these improvements as necessary to optimize 
multimodal circulation using the best information available at the 
time the decision is made. 

  

Single-Lane Modern Roundabout 
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TABLE 5-2:  SPECIFIC PLAN INTERSECTION IMPROVEMENTS 

Intersection Improvement 

Heidorn Ranch Road/Lone Tree 
Plaza 

Signal (modification) 

Heidorn Ranch Road/A Street Signal 

Heidorn Ranch Road/C Street Signal 

Heidorn Ranch Road/D Street Signal 

B Street/C Street Roundabout 

Jeffery Way/Amber Lane Signal 

Jeffery Way/Empire Avenue Signal 

Shady Willow Lane/Amber Lane Signal (modification) 

Shady Willow Lane/Empire 
Avenue 

Signal (modification) 

Shady Willow Lane/G Street Signal 
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Transportation Demand Management 

Transportation Demand Management (TDM) measures are 
programs that aim to reduce travel by single-occupant vehicles, 
thereby reducing the impacts of traffic on the local network and 
the environment.  The California Air Pollution Officers Association 
(CAPCOA) report Quantifying Greenhouse Gas Mitigation 
Measures, CAPCOA 2010, identifies fifty TDM strategies related to 
transportation-based sources.  A number of these strategies 
would be particularly relevant for implementation by major 
employers occupying the project area, such as providing: 

⊲ Onsite carpool/transportation coordinator 

⊲ Flexible work schedules 

⊲ Vanpools 

⊲ Bicycle end-trip facilities (parking, showers, lockers) 

⊲ Transit subsidies 

⊲ Parking cash-out program 

⊲ Shuttles to the transit station 

The Plan includes policies that require major employers to 
implement TDM measures. 

5.6 PARKING 

Shared Parking 

A parking demand methodology that considers “shared parking” 
principles can significantly improve the efficiency of providing 
parking in an urban mixed-use environment and help to avoid an 
unnecessary oversupply of parking. The concept of shared parking 
is based on the fact that different land uses often experience peak 
parking demand at different times, be it by time of day, day of the 
week, or even month of the year.  When adjacent and 
complementary land uses are able to share a common parking 
supply, the combined demand at any given time is often 
considerably lower than the individual sums of the different uses.  
Focusing on a shared parking approach when considering future 
development, whether mixed use or located in a diverse urban 
environment, can substantially improve the efficiency and cost 
effectiveness of the project.  Shared parking is strongly 
encouraged in the Transit Village area, where a dense, diverse mix 
of uses would be present.  The potential also exists for shared 
parking mechanisms to be implemented between private 



PA-1 SPECIFIC PLAN  |  CIRCULATION PLAN  5-19 

development areas and the transit station’s park and ride lots, 
particularly for retail, lodging, and entertainment types of uses 
that typically experience peak parking demand during evenings 
and weekends when commuter parking demand is lowest. 

Employer Incentives 

Employers can also provide a parking cash-out or transit benefits 
for their employees in lieu of parking.  Cash-out programs allow 
employees to be paid cash by their employers for not parking a 
vehicle, rather than the employer subsidizing employee parking 
by providing on-site spaces or paying for monthly permits.  Transit 
incentive programs work similarly, with employees being 
provided free or discounted transit passes instead of subsidized 
parking.  This strategy would have the dual benefit of reducing 
parking demand while encouraging transit usage.  These types of 
measures can be incorporated into the TDM programs required 
of major employers, but can also be effectively used at smaller 
businesses. 

Evolving Technology 

Several existing and evolving technologies and services have the 
potential to significantly change parking during the lifespan of the 
Specific Plan.  Electric Vehicles (EV) are becoming increasingly 
prevalent, and will require that a greater number of charging 
stations be provided in public and private parking areas.  Car 
sharing services such as ZipCar are also rapidly expanding, 
allowing people to conveniently rent a car only when needed, and 
reducing the need for auto ownership.  Car sharing services 
require centralized spaces, often leased in public parking lots, to 
locate their vehicles. 

The increasing use of Transportation Network Companies (TNC) 
such as Uber and Lyft is also transforming parking.  TNC’s operate 
similar to taxis, allowing users to pay for rides rather than driving 
themselves, which in turn reduces the demand for parking.  TNC’s 
also substantially increase curbside drop-off and pick-up activity, 
however, which can result in conflicts with both other motor 
vehicles and bicyclists.  Dedicated spaces for TNC drop-off and 
pick-up activity may help to address these concerns. 

Autonomous Vehicles (AV) are also expected to become 
increasingly prevalent during the lifespan of this Plan.  It is 
anticipated that some AVs will be privately owned, while others 
may be part of a shared pool and/or subscription service.  With 
respect to parking, shared AVs will have a similar effect to TNCs in 
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that there will be an associated decreasing need for parking 
storage, but an increasing need for pick-up and drop-off zones.  
Personal AVs are also likely to affect parking, since it is 
unnecessary for the vehicle to “wait” for its driver in a nearby 
location; the AV could return home or park in a remote lot until 
the driver requests its return. 

Because all of these technologies and services have the potential 
to reduce the need for parking, it would be prudent to ensure that 
any large-scale parking lots or facilities in the Plan area could be 
converted to other uses in the future.  The need to provide 
additional space for pick-up and drop-off activity, both onsite and 
on public streets, will also increase over time. 

Bicycle Parking Requirements 

The City of Brentwood sets bicycle parking requirements for 
commercial and public land uses to support cycling as a viable 
transportation mode and to reduce reliance on motor vehicles.  As 
a result, this reduces the need for vehicular parking spaces, which 
use more space and are costlier to build than bicycle parking.  
Provision of secure, sheltered bike parking by major employers 
can help incentivize and support the use of bikes by employees. 

5.7 GOALS & POLICIES 

Street Network Goals and Policies 

Goal C-1. Provide Streets That Create Multimodal 
Connections Throughout the Project Area. 

Policy C-1.1. – Construct new streets or extensions of existing 
streets that form the backbone of the project area’s circulation 
network, as identified in Figure 5-1, to be funded by the City’s 
Capital Improvement Program. 

Policy C-1.2. – Construct new development-funded streets that 
complement the “backbone” network, complying with the street 
classifications and conceptual alignments depicted in Figure 5-2. 

Policy C-1.3. – Require private development to provide required 
rights-of-way and related street improvements along existing 
streets, and construct local streets that effectively interface with 
the surrounding arterial and collector street networks depicted in 
Figures 5-1 and 5-2. 

Policy C-1.4. – Ensure that the streets identified in Figure 5-2, to 
be constructed by private development, “stub out” at project 
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boundaries in a manner that is consistent with the conceptual 
circulation network, allowing the overall circulation scheme to be 
achieved.  Require collaboration among property owners if 
necessary to fund and construct continuous street extensions 
across multiple parcels, as needed to provide acceptable access 
and circulation. 

Policy C-1.5. – Improve connectivity throughout the Specific Plan 
area by creating new streets that generally follow a grid pattern, 
and by establishing local street block lengths of no more than 500 
feet within the Transit Village designated area and where feasible 
elsewhere within the Specific Plan area. 

Policy C-1.6. – Install landscaped medians where center turn lanes 
or turn pockets are not needed on arterial and collector streets. 

Policy C-1.7. – Include diagonal parking on commercial streets in 
areas designated with the Transit Village land use designation in 
order to provide a supply of public parking spaces fronting retail 
and commercial storefronts. 

Policy C-1.8. – Include signal interconnect and communications 
equipment at any new or modified signalized intersections on 
arterial streets, allowing coordination and emerging technologies 
to be used for optimizing efficiency and mobility. 

Policy C-1.9. – Maximize vehicular capacity and efficient traffic 
flow along the Lone Tree Way corridor through the use of 
Intelligent Transportation System (ITS) solutions such as adaptive 
signal control systems, in collaboration with the City of Antioch 
and Caltrans. 

Policy C-1.10. – Require new development projects that would 
generate more than 50 employees to implement Transportation 
Demand Management (TDM) programs, lessening the impacts of 
vehicular traffic on streets within and beyond the project area. 

Goal C-2.  Build and Maintain Intersections That 
Effectively Balance the Needs Of All Users. 

Policy C-2.1. – Construct intersections with the configurations 
shown in Table 5-2 in order to accommodate future traffic 
associated with development in the Plan area.  The City Engineer 
may modify these improvements as necessary to optimize 
multimodal circulation. 

Policy C-2.2. – Construct intersections that effectively balance the 
needs of all users, minimizing the number of vehicle lanes to the 
degree possible and using curb extensions and medians where 
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possible to reduce pedestrian crossing distances and exposure to 
moving traffic. 

Policy C-2.3. – Encourage the construction of roundabouts at the 
intersections of collector streets within the Employment Center 
Light Industrial designated area and elsewhere where feasible 
within the Specific Plan area as a way to maintain traffic flow, 
regulate vehicle speeds, enhance safety, and incorporate 
pedestrian and bicyclist movements in a low-speed environment. 

Policy C-2.4. – Include bulb-outs at local street intersections, as 
well as intersections within the Transit Village area where feasible, 
in order to reduce pedestrian crossing distances and help regulate 
the speeds of turning automobiles. 

Pedestrian and Bicycle Goals and Policies 

Goal C-3.  Provide Continuous and Convenient 
Paths Of Travel For Pedestrians and Bicyclists To 
The Transit Station From Developments Within and 
Adjacent To The Project Area. 

Policy C-3.1. – Build bicycle and pedestrian facilities concurrently 
with roadways serving new development in the project area, as 
shown in the Bicycle and Pedestrian Network Map (Figure 5-3). 

Policy C-3.2. – Create an interconnected multi-use path system 
throughout the Plan area, including the facilities identified in 
Table 5-1.  The pathways and trails should: 

⊲ Provide off-street access for pedestrians and bicyclists to 
the transit station. 

⊲ Connect to and fill gaps in the regional network, including 
the Mokelumne and Sand Creek trails, providing 
opportunities for public recreation. 

⊲ Link areas where there are concentrations of jobs and 
housing with one another and the transit center. 

Policy C-3.3. – Require private development to construct on-site 
pedestrian and bicycle facilities that are consistent with the 
conceptual alignments shown in Figure 5-3.  In certain cases, the 
City may require collaboration among property owners to fund 
and construct continuous pathway extensions across multiple 
parcels, as needed to provide connectivity to key destinations 
such as the transit station. 

Policy C-3.4. – Build sidewalks along all public and private streets 
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to complete the pedestrian network. 

Policy C-3.5. – Install bicycle lanes on all arterial and collector 
streets within the Specific Plan area. 

Policy C-3.6. – Use striping to create buffers between bicyclists 
and automobiles on streets with bike lanes. 

Policy C-3.7. – Construct wide sidewalks that can accommodate 
higher pedestrian volumes and added streetscape amenities in 
areas identified by the Transit Village land use designation. 

Policy C-3.8. – Provide interior pedestrian and bicycle connections 
between streets in areas that have block lengths exceeding 1,000 
feet in order to improve connectivity and reduce the effective 
block sizes for walkers and bikers. 

Policy C-3.9. – Prioritize construction of the planned Mokelumne 
Trail pedestrian/bicycle crossing of SR 4 to establish a strong 
linkage between the eastern and western Plan areas, ensuring 
that the overcrossing would accommodate a connection to a 
potential eBART rail platform at the center of the freeway in the 
future. 

Policy C-3.10. – Collaborate with large employers in creating a bike 
share program serving the Plan area, including the purchase and 
maintenance of bicycles and associated equipment. 

Policy C-3.11. – Consider the addition of wayfinding signage on 
multi-use pathways and on primary pedestrian routes that direct 
bicyclists and pedestrians to the transit station and major 
destinations. 

Policy C-3.12. – Actively pursue grants to help fund the creation 
of a robust pedestrian and bicycle network within and connecting 
to the project area. 

Goal C-4.  Incorporate Street and Intersection 
Improvements That Enhance Safety and Comfort 
For Pedestrians and Bicyclists. 

Policy C-4.1. – Provide enhanced crosswalk markings within the 
Transit Village area and on the primary pedestrian routes that lead 
to the transit center. 

Policy C-4.2. – Locate path and trail crossings of local streets at 
intersections where possible, accommodating mid-block 
crossings as long as enhancements such as high-visibility signs, 
markings, curb extensions, and/or median islands are provided. 
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Policy C-4.3. – Establish an enhanced, high-visibility pedestrian 
crossing on Jeffery Way at the Mokelumne Trail.  Consider the use 
of a raised median with pedestrian refuge, in combination with a 
pedestrian hybrid beacon or traffic signal. 

Policy C-4.4. – Encourage the use of highly visible bike lane 
markings near intersections and where auto and bicyclist traffic 
interacts to increase driver awareness of bicyclists. 

Policy C-4.5. – Ensure that all path and trail crossings of public 
streets are well-lit by overhead street lighting. 

Transit Goals and Policies 

Goal C-5.  Encourage Transit Use and Provide 
Convenient Connections To The Transit Station. 

Policy C-5.1. – Support Tri Delta Transit in the establishment of an 
off-street transit center to accommodate local and regional 
transit routes, with capacity to accommodate future increases in 
transit service as the Plan area and region grow. 

Policy C-5.2. – Provide amenities at the transit center including 
benches and comfortable waiting areas, shelter from sun and rain, 
information kiosks, and attractive landscaping. 

Policy C-5.3. – Encourage Tri Delta Transit to provide bus routes 
with high-frequency service connections to BART and eBART 
stations. 

Policy C-5.4. – Actively participate in and assist with BART’s 
planning efforts related to a potential future extension of eBART 
to Brentwood, focusing on the Mokelumne station site in the 
median of SR 4. 

Policy C-5.5. – Support the provision of approximately 1,000 
parking spaces adjacent to the transit center to be constructed 
over time as evidenced by demand, for use by park-and-ride 
users. 

Policy C-5.6. – Work with Tri Delta Transit to implement the first 
phase of transit station facilities on the east side of SR 4, with 
expansion to the west side of the freeway in the future as 
surrounding development occurs. 

Policy C-5.7. – Promote and encourage transit ridership by 
locating uses with the highest development intensities near the 
transit station. 
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Parking Goals and Policies 
Goal C-6.  Provide Parking Facilities and 
Programs That Are Appropriate To Transit-
Oriented Development. 

Policy C-6.1. – Coordinate with Tri Delta Transit to provide park-
and-ride parking facilities that serve users of the Transit Station, 
while also supplying parking for nearby uses that experience their 
peak parking activity when the park-and-ride lots are least used 
(such as evenings and weekends). 

Policy C-6.2. – Encourage all developments to reduce single-
occupant auto usage and parking demand through provision of 
bicycle and pedestrian amenities, support of car-share 
program(s), and implementation of employee TDM programs 
such as provision of discounted transit passes or cash-out to 
employees who do not use their private vehicle for travel to work. 

Policy C-6.3. – Require employers with 50 or more employees to 
provide secure, sheltered bike parking to incentivize and support 
the use of bikes by employees. 

Policy C-6.4. – Encourage the installation of electric charging 
stations on public property and in private parking lots. 

Goal C-7.  Ensure That Parking Facilities and Needs 
Evolve In Response To Emerging Technologies and 
Services. 

Policy C-7.1. – Collaborate with car sharing services to provide car-
share spaces and facilities at centralized locations in public and/or 
private parking lots. 

Policy C-7.2. – Consider the need to establish dedicated zones for 
curbside and/or onsite pick-up and drop-off activity. 

Policy C-7.3. – Design large parking lots in a manner that allows 
conversion to alternate uses in the future if it is found that less 
parking is needed. 

Policy C-7.4. – Monitor parking activity over time, and consider 
implementing reductions to parking requirements if the demand 
for spaces is found to decrease as a result of shifts to emerging 
technology or other travel modes. 
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