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overcome.  Potential development standards and 
guidelines to explore include: 
 
 Concepts for improving the pedestrian realm 

of each major corridor, making the area 
more conducive to residential uses 

 Reflecting proximity to transit, more flexible 
parking standards for residential to 
incorporate potential for live-work units 

 More flexible requirements for amount and 
type of open space 

 Requirements for sound insulation and air 
conditioning to address potential noise 
intrusion from major corridors 

 Requirements for window placement and 
building height transition when adjacent to 
low-density residential development 

 Guidelines for building articulation and 
design of ground floor uses 

 Guidelines for size and type of units (live-
work, lofts, flats) and separation of entires 

 Guidelines and standards requiring buildings 
to be located along the sidewalk with 
parking underground or behind 

 Guidelines for signage  
 Some relief from lot consolidation standards 

for mixed-use development 
 
2.7.4 Diversity of the City 
Over time, Monterey Park has become a more 
diverse population, which could be a selling 
point for locating businesses, shopping, and 
residents in downtown.  Members of the 
community have expressed that the opportunity 
exists for capitalizing on Monterey Park’s image 

for excellent food.  This could include marketing 
the area not only for Chinese food but also other 
International foods such as Thai food, Mexican 
food, etc.  Perhaps an international marketplace, 
farmers-market project combined with mixed 
use with a strong pedestrian orientation would 
be an excellent opportunity to appeal to the Los 
Angeles regional market.  Placing Monterey 
Park food venues together in appropriate 
regional and national food guides, plus kiosks or 
signage to guide patrons in the downtown area 
might encourage others to come for the food and 
shop after that for other goods and services. 
 
2.7.5 Parking 
Parking was mentioned by most local Monterey 
Park residents as a problem in Downtown.  A 
recent Downtown Parking Management 
Program prepared 1998-2000 indicates that 
substantial parking is available in downtown but 
not always where parking is needed.  In front of 
the busiest proprietors, parking is often fully 
utilized (see Figure 2-11), especially on the 
weekends.  The plan indicated a series of tool 
box parking options to better utilize existing 
parking such as joint use, clustered parking, in 
lieu of parking fees, and demand based parking 
requirements. 
 
Another issue is that parking requirements for 
multiple residential in the City are quite high.  
Requirements are per bedroom.  For example, 
3½ spaces are required for a 3 bedroom unit.   
These requirements may not be appropriate for 
mixed use which assumes that many trips will be 

satisfied by walking and transit.  In the mixed-
use ordinances from other cities in the area, the 
City found that most required 2 spaces per unit 
or fewer.  In Santa Monica, only one space per 
unit is being considered.  There is an opportunity 
for reducing the amount of parking required in 
Monterey Park, particularly if combined with 
many of the pedestrian-oriented 
recommendations and toolbox parking options 
mentioned in the Parking Management Program. 
 
The Garvey / Garfield Specific Plan 
recommended downtown parking structures be 
developed to create a sufficient amount of public 
parking in large structures so that patrons will 
clearly know where to park when shopping in 
downtown.  This is a technique that has been 
utilized in revitalizing downtown Santa Monica 
and Pasadena; however, both these cities already 
had the structured parking available from 
previous failed retail complexes.  Monterey 

 
Figure 2-11.  City-owned parking lot north of 

Garvey on Garfield is often fully-utilized. 
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Park, however, would need to finance these 
structures in today’s dollars, which will be a 
challenge.  Construction of a new parking 
structure could be investigated by the City in the 
City-owned lots near Garvey/Garfield, or as a 
part of private development in areas where small 
businesses have no parking today. 
 
2.7.6 Specific Plans 
The two Downtown Specific Plans, North 
Atlantic and Garvey/Garfield, both prepared in 
1987, are complicated and are not entirely 
consistent with the updated General Plan.  They 
need to be modified or eliminated and replaced 
with new mixed-use standards.  However, 
certain portions of these Specific Plans are 
valuable, such as: 
 Circulation concepts that require 

consolidation of driveways and key access 
points such as a new intersection along 
Atlantic between Hellman and Emerson. 

 Many of the pedestrian-friendly 
development standards (see Figure 2-12). 

 
2.7.7 Development Potential / FARs 
In order to encourage mixed-use development in 
the corridors, the City’s General Plan provides a 
0.25 FAR bonus for mixed-use development.  
However, a bonus of 0.25 FAR may not be 
enough to encourage mixed-use development, 
particularly in subareas where the base FAR is 
already fairly low, such as East Garvey and the 
Downtown Perimeter.  In these locations, even 
with the 0.25 bonus allowable FAR would still 
be less than 1.0.  This FAR many not be enough 

to allow financially feasible developments that 
combine commercial and residential. 
 
2.7.8 Vehicular Traffic Dominates the 
Pedestrian and Transit Environment along 
the Corridors 
Pedestrians use sidewalks to gain access to 
private development and to move through the 
community.  When provided with additional 
amenities, sidewalks become social spaces 
where individuals can gather, relax, shop, and 
dine.  For a street to be walkable with room for 
pedestrians, street trees for shade, and other 
pedestrian amenities, a 10’ sidewalk is the 
absolute minimum and 12’-15’ is more 
comfortable. 
 
However, the major streets (Atlantic and 
Garfield) leading to Downtown from the 
freeway are dominated by vehicular traffic.  
These streets have been widened to carry 
vehicular traffic at the expense of the pedestrian 
and transit users.  Sidewalks on Atlantic are 
adjacent to the curb and in some cases only 8’ 
wide, inhospitable to the pedestrian and making 
it difficult to locate transit shelters and 
amenities. On Garfield, the sidewalks are even 
less, 4.5’ to 7.5’ wide (see Figure 2-13) with tall 
Eucalyptus trees in curb bump outs, too small in 
size to have a positive impact on the sidewalk.   
 
Garvey, in the Business Improvement District, 
has a more pedestrian-friendly development with 
new streetscape amenities including new palm 
trees, a landscaped median with gateway, 

Figure 2-12.    Corner plaza developed at 
Garvey / Garfield intersection as a part of 

Specific Plan.

Figure 2-13.  Narrow sidewalk on Garfield.
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making crossing distances less, new historically 
inspired lighting, new benches, new trash 
receptacles, transit shelters, and sidewalks at 
least 10’ wide.  Also, most businesses are 
located with building entrances adjacent to the 
sidewalk, which fosters pedestrian activity.  The 
City of Monterey Park General Plan calls for 
even wider sidewalks of 17’ to 20’ wide, which 
were not built when the streetscape plan was 
implemented.  The Garvey/Garfield Specific 
Plan calls for a five-foot setback on private 
property adjacent to the sidewalk, a policy 
which should be continued and would result in a 
15’ to 20’ sidewalk. 
 
This study needs to investigate opportunities to 
expand the pedestrian environment along all 
corridors by such mechanisms as setbacks on 
private property and/or expand the sidewalks 
into on-street parking areas when parking may 
be provided in private or city parking structures. 
 
2.7.9 Pedestrian Crossings 
Pedestrian crossings are made more difficult 
because of enhancements to the street for 
automobiles.  Curb queuing areas are quite small 
in some places, making waiting to cross the 
street uncomfortable.  It should be noted, 
however, that the Garvey/Garfield Specific Plan 
calls for pedestrian plazas at the corners of the 
Garvey/Garfield intersection that would assist 
with pedestrian queuing.  So far, only one plaza 
has been constructed, at the northwest corner of 
the intersection.  Potential developments being 
considered at the other corners of this 

intersection should continue this pattern of 
establishing pedestrian plazas at the corners. 
 
The intersection of Garvey/Atlantic is possibly 
the most difficult intersection for pedestrian 
crossings in the study area for several reasons 
(see Figure 2-14).  The roadway is particularly 
wide, separate left (and right) turn signals make 
judging traffic flows difficult, and curb cuts near 
the intersection (for the gas stations) compound 
the difficulty of navigating the area.  However, 
this intersection is a critical pedestrian node 
because it links two of the project corridors,  and 
it is the transfer point for two major MTA bus 
lines.  In fact, pedestrian counts of major 
intersections showed this intersection to have the 
highest level of pedestrian activity in Downtown 
Monterey Park.  Improvements to this 
intersection should be a focus of later phases of 
this project. 
 
In the past, the City has also had a policy of 
removing striping from unsignalized pedestrian 
crossings of major streets because cars did not 
observe pedestrians, creating dangerous 
situations.  While removal of the striping may 
cause pedestrians to be more cautious, it also 
discourages movement across the street.  Few 
pedestrian signals have been installed to enable 
safe pedestrian street crossings, but this is an 
opportunity to be considered.  Along Garvey, the 
installation of decorative asphalt crosswalks has 
not only added to the attractiveness of the area, 
but has increased the visibility of crosswalks, 
enhancing their safety. 

Several stakeholders also commented that 
“scramble”-phase crossings of intersections, 
where all vehicular traffic is stopped and 
pedestrians are able to cross in any direction 
through an intersection, would be beneficial.  
These scramble-phase crossings provide 
pedestrians with a clear window of opportunity 
to move through the intersection in any 
direction.  While current pedestrian levels in 
Downtown do not warrant their installation, as 
pedestrian traffic increases due to new 
pedestrian-oriented development, scramble 
crossings could be implemented at intersections 
in Downtown.  In addition, there are 
opportunities to install other crossing 
improvements, including “count down” 

 
Figure 2-14.  Long crossing of Atlantic 

Boulevard at Garvey Avenue. 
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pedestrian signals at intersections that let 
pedestrians know how many seconds they have 
until the light turns red. 
 
2.7.10 Other Downtown Linkages 
Issues and opportunities for linkages in 
Downtown Monterey Park are described here in 
terms of pedestrians, transit, and bicycles: 
 

 Pedestrian 
As the inventory of the public realm 
discussed, there already exist several nodes 
in the Downtown project area that support 
substantial amounts of walking (illustrated 
with the quarter-mile radii in Figure 2).  In 
these areas, people may be willing to walk 
between destinations.  However, Figure 2 
also shows that in the context of the project 
area as a whole, the walking radii either 
barely overlap or do not overlap at all.  
There is a particularly large gap between the 
pedestrian nodes centered around Garfield / 
Garvey and the pedestrian nodes (existing 
and proposed) centered around Atlantic.  It 
will be critical to find ways to either 

encourage pedestrian movement between the 
Garfield and Atlantic activity areas, or to 
provide alternative means (most likely 
transit) of getting between the two areas. 

 
 Transit 

Transit, both into the Downtown area from 
the surrounding region and circulator service 
around the Downtown area, should be better 
integrated into the pedestrian environment.  
While there are sufficient bus stops along 
the project corridors, transit has not yet been 
a major consideration in design of public 
infrastructure.  For example, new bus 
shelters were not included in the BID 
streetscape program (see Figure 2-15).  In 
fact, few bus stops have shelters.  Curb 
bump-outs at the bus stops could also be 
considered to provide additional space on 
the sidewalk where riders are waiting for 
service.  The intersection of Atlantic/Garvey 
is a major transfer point between two MTA 
bus lines, both of which run at least every 
ten minutes during weekdays.  Future phases 
of this project should focus on that 
intersection. 

 
Because the project corridors are too long to 
be comfortably walkable by the average 
pedestrian, circulator transit service should 
be provided through the Downtown area.  
Existing Spirit bus service does provide 
some circulator service, but headways are 
too large (every 40 minutes).  Increasing 
headways or developing more focused 

routing could enhance this service.  In 
addition, there is an opportunity for a shuttle 
service to the Eastside light rail project, 
which with a stop at Atlantic Boulevard and 
Pomona.  The Eastside light rail project is 
scheduled for completion in 2007. 

 
 Bicycle 

Bicycle circulation is currently fairly 
minimal through the Downtown study area.  
Some locations do show increased levels of 
cycling however, particularly near Garfield 
Hospital and the intersection of McPherrin / 
Garvey (near Ynez and St. Stephen’s 
Schools).  However, cycling would provide 
a beneficial alternative means of access to 
the project corridors from the surrounding 
area, increasing the area from which the 
project corridors could draw visitors and 
workers without bringing additional vehicles 
into the area. 
 
The only Class II bike lanes in the City are 
along Alhambra Avenue.  Parallel Class II 
bike lanes on other north-south streets, 
possibly McPherrin Avenue, could provide 
additional access to Garvey.  (Class II bike 
lanes are striped on the street, providing an 
exclusive space for cyclists.  They are 
preferable to Class III bike routes which do 
not provide an exclusive lane for cyclists.)  
Currently, both Emerson and Newmark bear 
significant vehicular traffic, particularly 
during peak hours.  However, with traffic 
calming improvements, it may be possible to Figure 2-15.  Existing bus shelter on Garvey 

Avenue.
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make these streets more comfortable for 
Class III east-west bicycle movement. 

 
2.7.11 Traffic 
The following are some of the vehicular traffic 
issues which should be addressed in this project: 
 
 Hellman / Atlantic 

The existing level of service is very poor 
with additional complexity due to the 
freeway ramps.  Investigate possible 
alternatives for vehicular and pedestrian 
circulation, especially when the proposed 
Atlantic Times Square project is developed. 

 
 McPherrin / Garvey 

The existing level of service is poor.  There 
are many bicycles in this area, potentially 
because of the proximity of the two 
elementary schools (Ynez and St. 
Stephen’s).  Consider enhancements which 
protect bicycle and pedestrian movement in 
this area. 

 
In addition, the General Plan includes a program 
of street widening for both Atlantic Boulevard 
and Garfield Avenue.  As new development 
occurs, there will be opportunities to implement 
this widening program.  However, if the 
livability of Downtown is to be improved, this 
widening should occur in conjunction with 
pedestrian-oriented improvements to the streets. 
 






