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ZONING ORDINANCE ADVISORY COMMITTEE THURSDAY, September 3, 2020 

DALLAS DEVELOPMENT CODE AMENDMENT 

FILE NO. DCA 190-002 
 
Parking ð Local and National Parking Studies, Part 2 Planners: Andreea Udrea, PhD, AICP 
 Lori Levy, AICP 
 
Consideration of amending off-street parking and loading requirements including, but not limited to, hotel, 
restaurant, multifamily, alcoholic beverage establishment, and public and private schools uses in the Dallas 
Development Code.  
 
BACKGROUND: 
 
On September 5, 2019, City Plan Commission (CPC) authorized a public hearing to consider amending 
Chapters 51 and 51A of the Dallas Development Code, with consideration to be given to amending off-
street parking and loading requirements including, but not limited to, hotel, restaurant, multifamily, and 
alcoholic beverage establishment uses, and transit-oriented development. 
 
The intent of this code amendment is to review the current parking regulations and based on research, best 
practices, and other cities approach to parking requirements, determine the need to amend the City Code 
and make a recommendation and proposal. 
 
Staff will provide reports on the following general research direction to build on information, culminating with 
recommendations and a proposal:   
 

¶ Current Parking Regulations _ provided at the June 18, 2020 ZOAC meeting 

¶ City of Dallas Planned Development Districts _ provided at the July 9, 2020 ZOAC meeting 

¶ Index Cities and Other Cities Research _ provided at the August 6, 2020 ZOAC meeting 

¶ Local and National Parking Studies, Part 1 _ provided at the September 3, 2020 ZOAC meeting 

¶ Local and National Parking Studies, Part 2  

¶ Board of Adjustment Parking Reductions_ provided at the September 3, 2020 ZOAC meeting 

¶ Citywide Plans ï Vision/Goals_ provided at the September 3, 2020 ZOAC meeting 

¶ Feedback from Interested parties, Industry, Developers and Communities and Neighborhoods.  
 
PROJECT WEBPAGE: 
https://dallascityhall.com/departments/sustainabledevelopment/planning/Pages/parking-code-
amendment.aspx 
 
 
 
 

https://dallascityhall.com/departments/sustainabledevelopment/planning/Pages/parking-code-amendment.aspx
https://dallascityhall.com/departments/sustainabledevelopment/planning/Pages/parking-code-amendment.aspx
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RESEARCH AND STAFF ANALYSIS: 
 
Scope and methodology: 
 
The scope of this report is to put together a collection of resources for parking-related topics that gives a 
general understanding of the major literature about parking, offering a wide image of parking issues and 
trends nationwide. Furthermore, the report intends to apply these gained lenses to better understand 
parking in Dallas; what is the current state, the patterns and behavior, how is parking and transportation 
being used. Another goal of this report is to gather data and create a collection of studies and resources at 
national and local level. 
 
The report was conducted on two main levels, a general research of the global data and analysis that 
constitutes a major resource when studying parking and, a local research on studies, from regional level, to 
major parts of the city, up to very narrowly focused location and topics.  
 
The report is a collection of excerpts from research and studies that are either free resource on the internet 
or submitted to the city and with authorôs permission. Each article or study is identified, the author is listed, 
and, where applicable, the client too, and includes the direct link to the entire document, where applicable. 
Each paragraph and illustration is annotated with the page number.  
 
The criteria for selection of the studies is based on the material being from a trusted and primary source 
and containing verified information and data. The intent of this report is to highlight trends, tools, and data, 
and to assemble a general assessment of the current situation and trends nationwide. Given the length of 
this collection of excerpts, the report is split into two parts:  

Part 1 ð General research and high-level parking studies. Contains excerpts grouped by 
author, from more comprehensive views to research focused on certain uses or tools 
Part 2 ð Parking Studies for Dallas. Contains excerpts from studies from larger areas of the city, 
to larger multiuse locations, and to focused analysis on certain single uses. 

 
Summary: 
 
The following are samples of topics, information, and data that is referenced by the research and studies 
contained in this report: 

Parking as a tool for Transportation Demand Management 
Defining parking problems 
Level of service for parking 
Parking costs and costs of parking requirements 
Parking management 
Parking requirements comparisons and solutions 
Parking reforms 
Solution assessment 
Parking impacts on housing affordability  
Cruising for parking 
Critique of parking minimums  
Critique of free parking   
Parking data about certain uses: multifamily, restaurants, office, high schools 
Convertible parking garages 
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Environmental-friendly solutions ï watershed urbanism. 
 
For Dallas: 

Autonomous transportation ï solution for large scale, neighborhood-wide shared parking 
Parking analysis for larger areas ï Preston Center and Downtown with detailed parking 
assessments and data on parking utilization and accumulation 
Parking analysis for shopping centers 
Design guidelines 
Environmental data  
Housing data 
Regional public transportation strategies 
Parking data about certain uses: multifamily, restaurants with drive-through, grocery stores. 
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CONTENT:  
 
Part 1 - General Research and High-Level Parking Studies 
 
Victoria Transport Policy Institute, Todd Litman 

Transportation Demand Management (TDM) Encyclopedia, Victoria Transport Policy Institute, 
updated April 2014 
Parking Evaluation. Evaluating Parking Problems, Solutions, Costs, and Benefits, TDM 
Encyclopedia, Victoria Transport Policy Institute, updated April 2017 
Parking Solutions. A Comprehensive Menu of Solutions to Parking Problems, TDM 
Encyclopedia, Victoria Transport Policy Institute, updated 17 April 2017 
Parking Management: Strategies for More Efficient Use of Parking Resources, Victoria 
Transportation Policy Institute. TDM Encyclopedia, 2015, updated in 2018 
Parking Management Strategies, Evaluation and Planning, Victoria Transport Policy Institute, 
September 2016 
Parking Requirement Impacts on Housing Affordability, Victoria Transport Policy Institute, 
June 2020  
  

Donald Shoup 
Donald Shoup, ñParking Reform Will Save the City. Cities that require builders to provide off-
street parking trigger more traffic, sprawl, and housing unaffordability. But we can break the 
vicious cycle.,ò Bloomberg-CityLab, September 20, 2019 
Donald Shoup, ñCutting the Cost of Parking Requirements,ò Access, Number 48, Spring 2016, 
pp. 26-33 
Donald Shoup, ñThe High Cost of free Parking Requirements,ò Parking and the City, Donald 
Shoup Ed, Routledge, 2018, pp. 81-96 
Vinit Mukhija and Donald Shoup, ñQuantity versus Quality in Off-Street Parking 
Requirements,ò Journal of the American Planning Association, Vol. 72, No. 3, Summer 2006, pp. 
296ï308. 
Donald Shoup, ñCruising for parking,ò ñTransport Policy 13, 2006, pp. 479ï486 
Michael Manville and Donald Shoup, ñPeople, Parking, and Cities,ò Journal of Urban Planning 
and Development, Vol. 131, No. 4, December 2005, pp. 233-245. 
Donald Shoup, ñTruth in Transportation Planning,ò Journal of Transportation and Statistics, Vol. 
6, No. 1, 2003, pp. 1-16. 
Donald Shoup, ñThe trouble with minimum parking requirements,ò Transportation Research, 
Part A 33, 1999, pp.  549-574  
Donald Shoup, ñInstead of Free Parking,ò Access, Number 15, Fall 1999, pp. 8-13 

 
 

Parking Code Guidance: Case Studies and Model Provisions, MTC Smart Growth Technical 
Assistance: Parking Reform Campaign, by Dyett & Bhatia; Nelson Nygaard, Prepared for Valerie 
Knepper, MTC Regional Parking Initiative, June 2012 

 
APA 

List of studies and reports on parking-related issues 
Planning for Shared Mobility, APA, Planning Advisory Service, PAS Report 583, by Adam Cohen 
and Susan Shaheen, July 2016 
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Focused Studies and Data 
The United States of Parking, by Seth Goodman, website  
The Transformation of Parking. Multiple factors are converging to disrupt everything we 
know about parking, by/for: National Apartment Association, July 2018 
Stalled Out. How Empty Parking Spaces Diminish Neighborhood Affordability, by: The 
Center for Neighborhood Technology, Searle Funds at the Chicago Community Trust, March 2016 
Parking In Lieu Fees, Kimley Horn and Associates Inc, Parking Planning White Paper Series 
Convertible Parking Garages 

Adele Peters, ñThese future-proof parking garages can easily morph into offices or 
housingò FastCompany, World Changing Ideas, January 14, 2019 
Charles LaCalle, Dreamit UrbanTech, ñReal Estate Developers Begin to Future-Proof 
the Parking Garage,ò Dreamit, February 1, 2018 
Alek Pochowski, Bryan Graveline, ñWhatõs the Future of Parking Garages?ò Kittelson 
and Associates 

 
Related domains 

Conway Urban Watershed Framework Plan. A Reconciliation Landscape for Little Creek-
Palarm Creek Sub-watershed, by: University of Arkansas Community Design Center, an outreach 
center of the Fay Jones School of Architecture + Design; Fay Jones School of Architecture + 
Design; University of Arkansas Department of Biological and Agricultural Engineering, and Office 
for Sustainability; Arkansas Natural Resources Commission, January 2016 

 
 
Part 2 - Parking studies for Dallas 
 
Areas of the City ___(pg 7-57) 

Dallas Midtown Autonomous Transportation System and Shared Parking Feasibility Study, 
ATS Study by Jacobs Engineering; LEA Elliott; Pacheco Kock; Toole Designs; KK Strategies; 
DeAngelo Rail Services, Parking Study: Walker Consultants; Coleman Associates, for: North 
Central Texas Council of Governments, September 2019 
 
Northwest Highway and Preston Road Area Plan ð Appendices, Parking Study Highlights, by 
Kimley-Horn, December 2016 
Preston Center Parking Garage Study, by Walker Consultants, for: North Central Texas Council 
of Governments and City of Dallas, March 31, 2020 
 
City Center TIF District Parking Strategy Study, by Kittelson & Associates, Inc, for: The City of 
Dallas, DRAFT, June 2001 
Downtown Dallas 21st Century Strategic Parking Plan, by Kimley-Horn and Associates Inc, for: 
Downtown Dallas inc; Moore Iacofano Goltsman, January 2011 
Downtown. Parking Accumulation Study, by DeShazo, Tang & Associates, Inc., for: The New 
Statler, December, 2016 and 2019 
 
Dallas Area Rapid Transit Red & Blue Line Corridors Transit-Oriented Development Parking 
Study, Project Partners: North Central Texas Council of Governments; Dallas Area Rapid Transit; 
City of Dallas; City of Garland; City of Plano; City of Richardson, Consultant Team: 

https://www.fastcompany.com/90291136/these-futureproof-parking-garages-can-be-easily-turned-into-offices-or-housing
https://www.fastcompany.com/90291136/these-futureproof-parking-garages-can-be-easily-turned-into-offices-or-housing
http://twitter.com/charleslacalle
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Nelson\Nygaard Consulting Associates; C.J. Hensch & Associates, Gateway Planning, December 
2019 

 
General guidelines and studies ___(pg 58-63) 

Urban Design Guidelines for Projects Located in City of Dallas Tax Increment Financing 
Districts, City of Dallas, Office of Economic Development, Dallas CityDesign Studio, updated 
February 2015 
Smart Growth for Dallas Decision Support Tool, by Trust for Public Land, bcWorkshop, Texas 
Trees Foundation, Dallas Parks and Recreation Department 
Dallas Water Gardens Feasibility Analysis, by Sakura Robinson; Halff; Terradyne, for: North 
Central Council of Governments, June 30, 2019 

2018 State of Dallas Housing Report. Regional Housing Production, Population Change, and 

Housing Accessibility, by: The buildingcommunityWORKSHOP, May 2018 
Access North Texas. Regional Public Transportation Plan for North Central Texas, by North 
Central Texas Council of Governments, March 2018 

 
Multiple Use ___ (pg 64-95) 

NorthPark Center Parking Analysis, by DeShazo, Tang & Associates, Inc., April 2008 
NorthPark Center Parking Analysis, by DeShazo, Tang & Associates, Inc., February 2010 
NorthPark Center Validation Study, by DeShazo Group, Inc., December 9, 2013 
Preston Trail Village Parking Analysis, by: DeShazo, Tang & Associates, Inc., May 2006 
Lakewood Village Shopping Center Parking Analysis, by Christy Lambeth, November 2019 
Mockingbird / Abrams Shopping Center Parking Analysis excerpt, by DeShazo Group, June 
2011 
Village at Preston Hallow Parking Analysis, by DeShazo Group, February 2013 
Village at Preston Hallow Technical Memorandum, by DeShazo Group, April 2017 
The Hill Parking Analysis, by DeShazo Group, October 2015 
Ross Avenue and McCoy Street Shopping Center, by Christy Lambeth, February 2020 

 
Single Use ___(pg 96-103) 

Multifamily 
Comparative table, by Scot Johnson, Kimley-Horn and Associates, Inc., Excerpt from a 
Parking Analysis, data collected 2011, 2015 - 2020 

Senior Living, Retirement Housing  
Memorandum, by Scot Johnson, Kimley-Horn and Associates, Inc., April 2017 

Restaurants with Drive-Through 
1717 W Mockingbird Lane, (McDonaldôs), by: Christy Lambeth, April 2020 

General merchandise or food store greater than 3,500 square feet. 
Comparative table, by Scot Johnson, Kimley-Horn and Associates, Inc., Excerpt from a 
Parking Analysis, December 2012  

 
 
 
 
 
 
 

https://web.tplgis.org/dallassmartgrowth/viewer/
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Part 2 - Parking studies for Dallas 
 
Areas of the City 

 

Dallas Midtown Autonomous Transportation System and Shared Parking Feasibility Study 
Prepared for: North Central Texas Council of Governments 
Prepared by: 
ATS Study: Jacobs Engineering; LEA Elliott; Pacheco Kock; Toole Designs; KK Strategies; DeAngelo Rail 
Services 
Parking Study: Walker Consultants; Coleman Associates 
September, 2019 
(360 pages) 
http://dallasmidtownvision.com/wp-content/uploads/2020/03/Dallas-Midtown-ATS-ES.pdf 
https://www.nctcog.org/trans/plan/transit/emerging-transit-trends/people-mover 
 
Existing zoning: PD No. 887 
Form-based Code, defaults to Art XIII 
 

 
 
The Study assessed the utility and technical feasibility of an autonomous transportation system to achieve 
larger district-wide mobility and sustainability goals. 
 
The Study recommends a district-wide shared mobility parking model wherein a number of strategically 
located structures, closely linked to internal circulation options and pedestrian infrastructure, would serve 
the whole. This strategy would be complimented by a series of active transportation demand management 
initiatives to not only discourage the use of single-occupancy vehicles in traversing the site, but also to 
encourage alternative modes of arrival to the district itself. (pg ES-1) 

http://dallasmidtownvision.com/wp-content/uploads/2020/03/Dallas-Midtown-ATS-ES.pdf
https://www.nctcog.org/trans/plan/transit/emerging-transit-trends/people-mover
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(pg ES-2) 

 
(pg-3) 
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Preston Center  
NORTHWEST HIGHWAY AND PRESTON ROAD AREA PLAN - APPENDICES 
Parking Study Highlights 
Prepared by: Kimley-Horn 
December 2016 
(2 pages) 
https://dallascityhall.com/departments/pnv/Documents/NWH-Preston%20Rd%20Area%20Plan.pdf 
 
Existing Zoning: PD No. 314 
Parking ratios per Chapter 51A + additional reduction options and credit for the 800 ps in public parking 
garage 
 

 
 
Adequacy of Preston Center parking for the retail is an issue that is often debated. A weeklong parking 
study was conducted by the consultants in January 2016 to analyze the existing parking supply and 
demand for Preston Center. This study was conducted for 8 hours a day for 7 days straight. 
 
The parking in Preston Center currently consists of a mix of on-street facilities, off-street small lots, a two-
level parking deck, and several garages that primarily serve tenants (see Figure IV-1 and IV-3). The on-
street facilities are full during peak periods near the parking deck, and the parking deck peaks at 
approximately 80% occupancy. The private and reserved spaces are at approximately 50% occupancy on 
weekdays throughout the day (although owners of those lots strongly dispute those findings), and public 
parking facilities are approaching the recommended effective capacity of 85% during the midday peak 
period. Figure IV-2 demonstrates the overall occupancy for the parking within Preston Center broken down 
hourly and by day. Parking is busiest during the weekday lunch peak (see Figure IV-2). It is important to 
note that at the time of the Parking Study, half of Preston Centerôs largest leasable property adjacent to the 

https://dallascityhall.com/departments/pnv/Documents/NWH-Preston%20Rd%20Area%20Plan.pdf
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garage (the former Sanger Harris store, now occupied by Marshallôs, among others) was empty, alleviating 
considerable demand on both street parking and the city-owned parking garage.  
 
Besides counting parking supply and demand, the average parking duration was summarized for each 
parking area. Figure IV-4 shows the average duration observed on a weekday. Another item worth noting is 
that a large number of vehicles (over 100) on the lower city-owned parking deck were observed to exceed 
the three-hour time limit that is meant to promote turnover; this implies that employees working in Preston 
Center are using this parking which is meant for visitors. It is recommended that employees be encouraged 
to park on the upper deck and enforcement of parking restrictions be increased to enhance the turn-over of 
high demand facilities. In addition, a parking guidance system is recommended to provide parking space 
availability at the parking deck. (pg IV-2) 
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PRESTON CENTER PARKING GARAGE STUDY 
Prepared for: North Central Texas Council of Governments and City of Dallas 
Prepared by: Walker Consultants 
March 31, 2020 
(145 pages) 
https://www.nctcog.org/nctcg/media/Transportation/DocsMaps/Plan/Landuse/Dev/PrestonCenterReport_Fi
nal_033120.pdf 
 
SECTION 1 - EXECUTIVE SUMMARY 
In 2016, the City of Dallas and the North Central Texas Council of Governments (NCTCOG) developed a 
community vision for the neighborhoods surrounding the Northwest Highway and Preston Road 
interchange in Dallas, Texas, entitled the Northwest Highway and Preston Road Area Plan (also referred to 
in this document as the Area Plan). A central recommendation of the plan was the redevelopment of the 
aging Preston Center Parking Garage, an 800-space, two-level structure built in the 1960s on City-owned 
property. The redevelopment vision championed by the community included an underground parking 
structure with an at-grade community park on top. (pg vi) 
 
In response to this recommendation, NCTCOG initiated the Preston Center Parking Garage study. The key 
objectives of this study included: 
Å Evaluating and recommending technical needs for the new parking structure. 
Å Assessing the feasibility of the recommended underground structure and community park. 
Å Assessing the feasibility of alternative options. 
Å Confirming and refining the community vision. 
Å Developing a framework for evaluating design concepts. 
Å Creating a series of design concepts that meet technical requirements and the refined community 

vision. 
Å Identifying next steps in implementing the community vision. 

 
This report comprises the key findings and recommendations from the study, which are summarized herein. 
(pg vi) 
 
TECHNICAL FEASIBILITY OF THE COMMUNITY VISION 
Parking Supply Needs: An update was conducted to the parking sufficiency study performed by Kimley-
Horn as part of the Area Plan, and projected sufficiency assuming full tenant occupancy in Preston Center. 
Based on this analysis, it is recommended that the redeveloped Preston Center Parking Garage be sized at 
1,200 spaces (replacement plus 400 additional) to accommodate new and existing demand and provide a 
high level of service for parking patrons. (pg vii) 
 
Condition of the Existing Garage: It was found that many factors impeded the ability of the existing 
Preston Center Parking Garage to serve parkers, including structural wear and damage, age, lighting, 
circulation and access, signage and wayfinding, concrete and striping conditions, and cleanliness. (pg viii) 
 
Technical Feasibility of Area Plan Recommendation: The technical viability of the community vision set 
forth in the Area Plan was established, but there remains the need to explore various considerations, 
including: 

https://www.nctcog.org/nctcg/media/Transportation/DocsMaps/Plan/Landuse/Dev/PrestonCenterReport_Final_033120.pdf
https://www.nctcog.org/nctcg/media/Transportation/DocsMaps/Plan/Landuse/Dev/PrestonCenterReport_Final_033120.pdf
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Garage Features: Functional design (meaning ingress and egress, floor plate layout, ramp 
sloping, and other technical attributes), security, and technology measures are needed for an 
effective, high-service underground structure. 
Community Park Features: Technical recommendations center around creating a usable green 
space with construction planned concurrently with the garage redevelopment to avoid an extended 
active construction period. 
Vehicular and Pedestrian Access: The existing garageôs undefined ingress and egress points 
have contributed to a deteriorated access environment and increased vehicular and pedestrian 
conflicts. Clear, defined, and industry standard vehicular and pedestrian access points are 
essential to a successful garage redevelopment. (pg viii) 

 
(pg viii) 
 
DESIGN CONCEPTS 
NCTCOG, the City of Dallas, and community partners developed two conceptual designs for 
redevelopment of the parking garage site and assessed them using the evaluation framework. Note that 
both concepts comprise full, unphased demolition of the existing structure. 
 
Å Concept 1 - 100% Underground with a Full-Site Park: Concept 1 comprised parking provided fully sub-
grade, with an at-grade park spanning the full site (2.9 acres).  
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Å Concept 2 - Hybrid Parking with Partial-Site Park: Concept 2 comprised a bifurcation of the site, with a 
partial-site, at-grade park (park sizing options between 0.9-acre to 1.4-acre parks were analyzed, discussed 
further on pages 57-61), at- and above-grade parking on the remaining footprint, with two levels of below-
grade parking spanning the full footprint. The park size could be expanded dependent on the development 
footprint.  
 
Of the concepts presented as part of this study, it was recommended to pursue Concept 1 based on the 
relatively insubstantial projected cost and construction timeline differences between the concepts and 
Concept 1ôs ability to better fulfill qualitative design criteria. (pg x) 
 
The following figures depict Concept 1 from aerial and side views. 

 

 
(pg x and xi) 
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SECTION 2 - EXISTING CONDITIONS 
 

 
 
BACKGROUND AND CONTEXT 
Public parking has been the use and purpose of the Preston Center Garage site for many yearsðsince 
1950, and the current garage site has been known as the ñparking plazaò for Preston Centerôs many visitors 
and other key user groups. Operation of the Preston Center Garage is influenced by the relationship 
between two key parties: The City of Dallas and the Preston Center West Corporation (PCWC), a group of 
private citizens and/or corporations with ownership stake in the properties surrounding the garage. (pg 3) 
 
EXISTING PARKING SYSTEM: SUPPLY, DEMAND, & MANAGEMENT 
 
EXISTING PARKING SUPPLY AND PEAK PARKING DEMAND 
The Area Plan included seven, eight-hour days of parking demand data collection in the study area in 
January 2016. The consensus result was that parking demand at Preston Center peaks on weekdays at 
lunchtime, and that the parking availability issues the area experiences are concentrated within the 11:30-
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1:30 timeframe on weekdays. Based on this information, collected parking demand counts were collected 
during the lunchtime peak period (12:00 - 1:00 PM) on Wednesday June 13, 2018. 
 

 
(pg 6) 
 
Generally speaking, the public parking available, whether on-street parking or at the Preston Center 
Garage, was effectively full during the lunchtime peak period, with unreserved on-street parking 97% 
occupied, and the Preston Center Garage 95% occupied (total of both levels). The one exception to this 
were the on-street parking spaces that are reserved for individual retail tenants, which were only 54% 
occupied. Reserving spaces for individual uses results in an inefficient use of parking assets. (pg 7) 
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(pg 8) 

 
(pg 9)(é) 
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Parking Turnover Sample 
A turnover survey was performed in select locations to gather a sampling of whether time restrictions were 
being observed both on-street and at the ground level of the Preston Center Garage. Data was recorded at 
9:30 AM, 11:30 AM, 1:30 PM and 3:30 PM on Wednesday June 13, 2018. 
 
Figure 2.7 summarizes the on-street turnover sample collected on June 13, 2018. The on-street parking 
sample consisted of all time-restricted parking and did not include any ADA spaces. The number of ñtimesò 
a vehicle was counted signifies the number of instances its presence was recorded within the period in 
which data was collected. Vehicles recorded 2 times were present for at least two hours. Vehicles recorded 
3 times were present for at least four hours. Vehicles recorded 4 times were present for at least six hours. 
(pg 10) 

 
(pg 10) 
 
As shown in Figure 2.7, approximately 15.6% of the on-street parking spaces in the sample areas intended 
for short-term customer parking (2 hours or less) were occupied by long-term parkers during the lunchtime 
peak. (pg 10)  
 
Figure 2.8 summarizes the off-street turnover sample collected on June 13, 2018 on the first level of the 
Preston Center Garage. This parking is 3-hour time restricted parking. Four rows of parking were sampled 
on the 1st level, or approximately 25% of the levelôs spaces. (pg 10) 

 
(pg 11) 
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Approximately 34.5% of the parking spaces in the sample were occupied by long-term parkers (vehicles 
recorded as parked in the same space 3 or more times during the data collection period) during the 
lunchtime peak. (pg 11)  
 
Recommended Near-Term Parking Supply 
Based on this need, the preliminary recommended supply for the Preston Center Garage is 1,000 parking 
spaces (é). The occupancy goal for on-street parking should be approximately 90%, with a peak 
occupancy goal of 85% in parking structures. The preliminary recommended supply and projected demand 
assume full occupancy at Preston Center, as well as permanent increased utilization of the Pavilion 
Garage, but does not assume any additional land use is added to the study area that would utilize the 
Preston Center Garage to satisfy its parking needs. (pg 13) 
 
Parking Garage Conditions & Level of Service 
The roughly 275,000 sq. ft. Preston Center Garage is 800 spaces, split between 2 levelsða ground level 
and a roof level. The garage was built over an existing surface lot in 1965 and completed in 1966, with the 
original surface lot comprising the ground level, and a new roof level constructed above. (pg 17) 
 
The structureôs open design, wide drive aisles and simple ramping system are positive elements. However, 
several conditionsðboth a function of design and of wear-and-tear commensurate with an over 50-year-old 
structureðinhibit the ability of the garage to adequately service its patrons. These include: 

Å Age: The structure, completed in 1966, is over 50 years old and is at or closely approaching the 
end of its useful life. Improvements to the garage at this point in its lifecycle can improve (at least 
temporarily) the aesthetic condition of the garage but are unable to permanently solve structural 
problems associated with an aging facility. Maintenance costs of the garage are likely to increase 
dramatically over time as more structural failures occur due to wear-and-tear 
Å Circulation and access: The roof level deck was constructed over an existing surface lot (now 
the first level of the structure) with no real changes to the surface lotôs existing configuration or 
circulation patterns, which have patrons exiting drive aisles onto roadways to get to the next drive 
aisleðeffectively making the one-way streets surrounding the garage its internal circulation 
network. This not only creates traffic congestion on these roadways and frustration for thru-
travelers; it also prevents, in practical terms, the installation of a parking access and revenue 
control system (PARCS) as there are too many entry/exit points to effectively control access. 
Å Lighting: Despite recent upgrades to LED bulbs, the lighting configuration combined with ceiling 
height and design components have resulted in a dimly-lit first floor, creating an unfriendly 
environment for parkers (and especially pedestrians returning to their vehicles after dark) and 
making it difficult for patrons to read signage. 
Å Concrete and striping conditions: Portions of the structure, particularly along the ramp and on 
the roof level, suffer from concrete spalling and cracking. On the roof level, faded striping 
contributes to mis-parking and a general lack of parking efficiency. Note, however, that a restriping 
would be unlikely to result in any tangible benefit in terms of effective supply in the structure. 
Å Cleanliness: The first floor of the garage has significant dust and dirt pile-up and would benefit 
from a regular power washing schedule in the near-term. (pg 18) 
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TRAFFIC CIRCULATION, VEHICULAR ACCESS, & MULTIMODAL MOBILITY 
Parking Garage Access 
The Preston Center parking garage is a two-level garage with multiple access points on the east and west 
sides of the garage. The lower level of the garage has no internal vehicle circulation and vehicles must exit 
the garage to access other areas of the garage as shown in the example in Figure 2.15. In some cases, 
vehicles must circle around the garage and re-enter the garage from the other side due to the one-way 
street configuration. This external circulation increases the risk of pedestrian/vehicle and vehicle/vehicle 
conflicts. (pg 21) 
 
The parking garage study area was not observed to be congested, but it was observed to have an 
unnecessary number of potential pedestrian/vehicle and vehicle/vehicle conflict points. Pedestrians take 
the shortest path out of the garage and cross the roadways at random locations rather than being guided to 
a designated pedestrian crosswalk. The on-ground parking garage circulation lane has garage users 
entering and exiting the circulation roadway, garage users circulating, and pedestrian crossing to and from 
the parking garage. 
 
Since the ground level of the garage has no internal circulation, each ingress driveway provides access to 
only one drive aisle. Essentially, Westchester Drive, Berkshire Lane, Luther Lane, and Kate Street provide 
circulation for the ground floor. This maximizes the parking provided on-site, at the cost of a significant 
traffic burden on these roadways as patrons circulate onto and off these roadways multiple times trying to 
find a space on the ground floor during busy periods. Additionally, this circulation pattern frequently results 
in users waiting within the garage for a space, blocking internal drive lanes, rather than exiting and 
returning via the roadways. (pg 22) 
 
EXISTING TRANSIT, BICYCLE, & PEDESTRIAN FACILITIES 
Transit service for the site is provided by Dallas Area Rapid Transit (DART) Bus Route 36, with a stop with 
a bench and no shelter on Preston Road just north of Luther Lane. Route (428) provides service off 
Northwest Highway west of Ames Street. The bus stop at that location consists of a sign only and no 
shelter. Little to no activity was observed at these bus stops. 
 
The study area is not bicycle friendly, with no on-street bicycle lanes and very little bike parking (one bike 
rack between Annaôs Tailors and the entrance to the Berkshire Court parking structure), within the study 
area or on major regional roadways such as Preston Road, Douglas Avenue or Northwest Highway. 
 
The entire areaôs sidewalks and pedestrian accommodations are out of date, deteriorating and lacking 
comfort, creativity, or cohesion for pedestrians. Despite this, there are many pedestrians coming from the 
office buildings west of Douglas Avenue to have lunch or run an errand. There are no visible pedestrian 
amenity upgrades in the study area, such as in-pavement flashers, pedestrian signals or designated 
crossings, or public benches. The traffic signal at Preston Avenue/Berkshire Lane lacks pedestrian push 
buttons and pedestrian walk indicators. There is no accommodation for pedestrians on Northwest Highway 
including a lack of continuous curbing and sidewalks. (pg 24) 
 
KEY TAKEAWAYS 

Å A license agreement between the City of Dallas and the Preston Center West Corporation, a 
group of private citizens with ownership stake in the properties surrounding the garage, dictates 
that the garage site must be used for public parking. 
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Å The Preston Center West Corporation has veto power over the ultimate design selected for an 
updated parking garage. 
Å Preliminary conversations with both the City and the Corporation indicate that both have similar 
goals for a new parking structure, including a high level of service and a reduction in congestion on 
Preston Centerôs internal roadways. 
Å The overall Preston Center parking system (including publicly available on-street, surface, and 
structured parking) experienced peak occupancy on a weekday between 12:00 and 1:00 PM, with 
a total occupancy of 71%. The Preston Center Garage was 95% occupied at the peak hour. 
Å Current vacancy levels in the study area are between 10%-15%. Assuming 100% occupancy, 
recommended supply should reach 1,200 spaces to accommodate potential intensification of the 
sites surrounding the facility. 
Å Several considerations related to enforcement, management structure, and information sharing 
could improve the overall efficiency and cohesiveness of the Preston Center parking system as a 
whole. 
Å Several factors severely impede the ability of the Preston Center Garage to serve its patrons well, 
including age, circulation and access, lighting, concrete and striping conditions, and cleanliness. 
Å The study area is bounded and accessed by several major roadways, including Northwest 
Highway, Preston Road, and the Dallas North Tollway. Circulation immediately around the garage 
is characterized by one-way, counterclockwise, streets. 
Å The existing traffic patterns combined with a lack of multimodal amenities (including non-
continuous and poorly maintained sidewalks) result in an unfriendly environment for pedestrians 
and cyclists. (pg 26) 

 
CONCLUSION 
A central recommendation of the 2016 Area Plan for the neighborhoods surrounding the Northwest 
Highway and Preston Road interchange developed by the North Central Texas Council of Governments 
(NCTCOG) was the redevelopment of the aging Preston Center Parking Garage. The redevelopment vision 
championed by the community included an underground parking structure with an at-grade community park 
on top. 
 
While the overall Preston Center parking system (including publicly available on-street, surface, and 
structured parking) experienced peak occupancy on a weekday between 12:00 and 1:00 PM, with a total 
occupancy of 71%, the Preston Center Garage was 95% occupied at the peak hour. Although several 
strategies related to enforcement, management structure, and information-sharing could improve the 
overall efficiency and cohesiveness of the Preston Center parking system as a whole, future parking 
demands of the study demonstrate a need for approximately 1,200 spaces at the Preston Center Garage 
site. Additionally, factors such as age, circulation and access, lighting, concrete and striping conditions, and 
cleanliness impact the garageôs ability to serve its patrons well. 
 
Input from community members confirms the Area Planôs indication for a strong preference for a structured 
parking facility that serves the neighborhoodôs needs related green space and community in addition to 
storing parked vehicles, with desire to provide pedestrian and bicycle-friendly amenities in addition to a 
park at-grade. 
 
A range of garage sizing options were explored for both concepts presented in this section. These sizing 
options were derived from a variety of sources, including quantitative analysis, community feedback, and 
recommendations for the Area Plan. Sizing options include 1,000 spaces, 1,200 spaces, and 1,600 spaces. 
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The basis for Concept 1, a 100% underground structure with an at-grade community park spanning the 
whole site, is the Area Plan recommendation for redevelopment of the Preston Center Parking Garage site 
and was identified as the ñmost critical elementò in implementing the Preferred Vision for the study area, 
including an expansion of existing capacity within the garage, provided fully sub-grade, as well as an 
engagement of the pedestrian environment and at-grade streetscape with a community park. Concept 2 
includes bifurcation of the subject site, with a portion of the site dedicated to ground-level open park space 
and of the other portion of the site dedicated to at- and above-grade parking with an opportunity to build 
additional density atop, in keeping with feedback from the community. This concept would also include sub-
grade, while also honoring the communityôs desire for an at-grade green space or park. (pg 80) 
 
 
 
DOWNTOWN DALLAS 
City Center TIF District Parking Strategy Study 
Prepared for: The City of Dallas  
Prepared by: Kittelson & Associates, Inc 
DRAFT 
June 2001 
(63 pages) 
 
Existing Zoning: CA-1; PD No. 619, per Chapter 51A: 
(i)   Except as provided in this section, for all uses except single-family and duplex, off-street parking is only 
required for a building built after June 26, 1967, or an addition to an existing building, at a ratio of one 
parking space for each 2,000 square feet of floor area.  
(ii)   Except as provided in this section, no parking is required for ground-floor retail and personal service 
uses except for the following: 
               (aa)   Alcoholic beverage establishment operating as a bar, lounge, or tavern. 
               (bb)   Commercial amusement (inside). 
(iii)   No parking is required for the first 5,000 square feet of ground-floor floor area for a restaurant without 
drive-in or drive-through service. 
 
 
Introduction 
Background  
A Tax Increment Financing Reinvestment Zone for downtown Dallas (City Center TIF District) was created 
in June 1998 to fund the development of an attractive, urban center within downtown. The boundaries of 
this District are shown in Figure 1. The goals for the TIF District are to help protect the major investments 
made in downtown Dallas and to encourage redevelopment of underutilized space within the District.  
 
Following the TIF Board recommendation for a parking study, the Central Dallas Association (CDA) 
independently hired a consultant to conduct the Main/Commerce/Elm Street Parking Analysis. The study 
showed the need for additional parking facilities when development and/or redevelopment occurred. To 
expand the scope of the analysis already performed and develop an overall parking strategy for the TIF 
District, the City Center TIF District Parking Management Strategy study was commissioned in 1999. The 
emphasis of this study was to determine effective, low-cost parking solutions that increase the efficiency of 
the existing parking management system while facilitating and supporting planned revitalization. These 
solutions are to be coupled with development policies that will further support the City goals of additional in-
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town housing, increased office occupancy, and the realization of a 24-hour downtown through expansion of 
retail that is both supportive of the District and destination-oriented. (page 5) 
 

 
(pg 6) 
 
Report Purpose  
This report summarizes the work completed on the City Center TIF District Parking Strategy study. The 
purpose of this Summary Report is to provide sufficient information in a consolidated form to facilitate 
preliminary decisions by the City Council regarding the commitment of funds to parking investments in the 
TIF District. Implementation of initial Council decisions will be followed by management, administration, and 
oversight activities to ensure continual progress toward achievement of the vision and goals set forth in the 
City Center TIF District Parking Strategy. (pg 7) 
 
Section 2 
Objective Statement  
In essence, downtown Dallas can become a more vibrant, accessible, 24-hour destination. Within this 
recognition is the understanding that a new paradigm for the management of the parking and transportation 
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system must be developed and implemented. Central to that new paradigm is the belief that the street 
system providing access to the downtown serves multiple purposes. No longer can the street system be 
managed to serve a single purpose; rather, it must be managed to provide accessibility to several desired 
economic uses while balancing the need for safety, mobility, reliability, and convenience. (pg 9) 
 
Guiding Principles for Access  
1. Make the downtown accessible to all users. Access should be provided to all users of the downtown, 

including transit, automobile, and bike/walk users. The City should strive to create and implement 
as many access options as possible. Parking management strategies and programs should 
support and complement all access modes.  

2. Provide the highest mix of access possible in the downtown core. The core area of downtown 
should provide the highest mix of access possible to support its role as the central access point 
connecting all the districts of the downtown. Employees, customers, visitors, and residents should 
be provided with multiple options for moving to, through, and within the core.  

Guiding Principles for Priority Parking  
3. Provide sufficient, convenient parking. Sufficient parking should be provided to support desired 

economic activities in each downtown district. The most convenient parking spaces should be 
reserved to support customer/client/vendor/visitor access to those economic activities within each 
area.  

4. Provide adequate employee parking. Adequate parking should be provided to meet employee 
demand, in conjunction with a transportation system that provides balanced travel mode options. 
All parking strategies should be coordinated with transportation demand management goals and 
objectives to ensure that commuters and customers have reasonable options available for access.  

5. Expand on-street parking wherever possible. On-street parking should be restored along strategic 
corridors to improve customer/visitor accessibility and to facilitate revitalization of street-level 
activities. On-street parking and pedestrian access should, in some cases, take priority over street 
capacity and vehicle speeds.  

6. Promote mixed-use off-street facilities. Off-street parking facilities should be developed to serve a mix 
of uses to facilitate continued access activity throughout the day and into the evenings and 
weekends. Facilities should be strategically located to assure that such a mix of parking uses 
(particularly customer/visitor access) is conveniently and economically served. (pg 10) 

 
Section 3 
Existing Conditions 
Data Collection  
The data collection effort in this study included an extensive effort to determine the current parking and 
transportation conditions in the TIF District. Parking data were collected in September of 1999 on a typical 
day in downtown Dallas. This ñtypical dayò was identified based on discussion with City staff, the CDA, and 
members of the business community. To ensure consistency between the days, aerial photography was 
used to identify any changes in system utilization. Data collection for transportation and traffic conditions 
was largely an effort of summarizing the Cityôs available data. Parking demand data were collected during 
essential hours of the day across the entire parking supply that was accessible. These time periods 
included the early morning hours (6:00 to 10:00 a.m.), the midday hours (11:30 a.m. to 1:30 p.m.), the late 
afternoon hours (3:00 to 6:00 p.m.), and the evening hours (7:00 to 9:00 p.m.). (pg 13) 
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Parking Conditions  
The TIF District has been subdivided into six sectors to provide more refined analysis of parking conditions. 
These sectors, shown in Figure 2, are defined by their existing land uses, the types of parking facilities, and 
the special relationship of parking facilities to development. Analysis and presentation of parking supply 
and demand data at the sector-level also ensures that the data provided by the parking operators are held 
in confidence.  
 
Methodology  
Existing parking conditions within the TIF District were analyzed using a two-step process: data collection 
and demand analysis. Data collection included an inventory of parking facilities and survey of parking 
demand. Analysis of the demand data focused on the weekday peak hour for demand (11:30 a.m. to 12:30 
p.m.), in recognition that a system that accommodates the peak hour will adequately serve virtually all 
normal circumstances (with special events and the holiday seasons being extraordinary).  
 
Parking Supply  
The TIF District contains over 29,750 parking spaces. This supply comprises approximately 550 on-street 
spaces, approximately 4,750 surface lot spaces, and approximately 24,450 structured spaces. An overview 
of parking utilization in the District is presented in this section, and Figure 3 locates the types of parking 
facilities found in the TIF District. A detailed summary of the existing parking utilization by sector will be 
provided under separate cover. The amount of parking that is under private control is approximately 29,020 
spaces, including all 4,750 surface lot spaces and approximately 24,270 structured spaces. Well over 
17,000 of the structured spaces are known to be accessory to specific office development within the 
District.  
 
There are only 730 parking spaces within the TIF District that are under public control, owned by City of 
Dallas. (The City owns two garages outside the District that are potentially available for remote parking.) 
The 550 on-street, general-purpose spaces are controlled primarily by parking meters. The remaining 180 
spaces are located in an underground facility associated with the library. The on-street supply represents 
approximately 1.8 percent of the total parking supply within the TIF District (a very low percentage in 
comparison with other metropolitan areas). The majority of meters allow two-hour time stays, with the 
standard meter rate throughout the TIF District being $1.00 per hour ($0.25 every 15 minutes).  
 
The City currently restricts access to a significant portion of the on-street parking supply during specific 
times of the day to accommodate inbound and outbound commuter peak hour vehicular traffic. Time-of-day 
restrictions reduce the number of available spaces by 322 during the a.m. period (59 percent) and by 345 
during the p.m. period (63 percent) commuter peak periods. (pg 15) 
 



DCA 190-002 
 
 

Page 27  

 
(pg 17) 
 
Additional City Parking Supply  

The City owns additional parking facilities in the form of parking garages, located in the downtown area, but 
outside the City Center TIF District. The Reunion Arena and Arts District garages are currently underutilized 
and provide opportunities for inclusion in specific management strategies to increase the utilization and 
potentially serve City Center TIF District parking needs. (pg 18) 
 
Parking Demand 

 

 
(pg 18) 
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The District-wide peak-hour occupancy, shown in Figure 5, is approximately 70 percent, leaving 
approximately 9,225 spaces vacant. Approximately 72 percent of these vacant spaces (or 6,650 spaces) 
are located in garages and underground facilities that are dedicated to serve office developments and are 
unavailable for general use, due to the way the supply is accessed and managed. This leaves 
approximately 2,575 of the vacant spaces during the typical weekday peak hour available to serve general-
use parking demand. (pg 18) 

 
(pg 19) 
 
On-street occupancy across the District, shown in Figure 6, is 65 percent during the parking demand peak 
hour, leaving approximately 190 spaces vacant. Approximately 25 percent of the occupied, on-street 
spaces (nearly 90 vehicles) are estimated by City staff to be utilized by vehicles with an Accessible Parking 
Permit. Such permits allow use of the metered stall all day and at no cost. Abuse of these permits is 
suspected and the adverse impact to overall on-street parking availability is significant.  
 
As shown in Figure 7, approximately 82 percent of the 4,750 parking spaces in surface lots are utilized 
during the peak hour. This utilization leaves approximately 860 vacant parking spaces. Surface lot 
utilization is the highest of the three parking facility types reported. Peak hour demand was measured for 
approximately 19,100 of the 24,450 parking garage spaces in the TIF District. Utilization of this measured 
supply is 67 percent, as shown in Figure 7. If the utilization of the measured garage spaces in each sector 
is assumed for the garages where demand data were not available, an estimated 8,175 garage spaces in 
the TIF District are vacant. (pg 19) 
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(pg 20) 
 
Effective Capacity - Rule of 85 Percent  
Table 2 provides a summary of effective parking use rates and employment densities across the TIF 
District and within the denser downtown core. A unique factor identified in the land use analysis is the 
current employment density. While most major urban areas of the country experience densities in the range 
of 3.0 to 4.0 employees per 1,000 square feet of occupied space, the employment density rate in the TIF 
District is only 1.77 employees per 1,000 square feet. This would explain the equally low parking demand 
rate of 0.95 spaces per 1,000 square feet of leased space, found in the District. Other major cities with 
dense urban cores experience rates between 1.0 and 2.25 spaces per 1,000 square feet. (pg 23) 
 

 
(pg 23) 
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Section 4 
Future Conditions 
Introduction  
The purpose of examining future conditions is to determine the demand for parking, the adequacy of 
existing supplies to meet those demands, and the opportunities to create additional supply, as necessary. 
Future parking demand comprises current uses expected to continue, evolving uses of the same occupied 
space, and new uses that either reoccupy vacant buildings or are built.  
 
A significant portion of the parking supply is transitory, being located in surface lots, which do not realize 
the highest and best use of the land. Therefore, it is expected that future growth may be accommodated at 
the expense of these surface parking lots. This could mean the net loss of parking for the District, which 
would adversely impact the economic viability of the area.  
 
Predicting what form of development will occur in the future, where it will be located, and the amount of 
parking it will need remains a speculative endeavor. The value gained from framing the future condition is 
in understanding the commitments necessary to succeed with the vision that has been defined. The result 
is an understanding of the effective parking management strategies necessary to improve parking system 
efficiency and the scale of future parking infrastructure needs that would likely result from successful 
economic development. (pg 26) 
 
Determining Parking Ratios to be used to estimate Future Parking Demand in the City Center TIF 
District  
The ratios associated with data specific to Dallas are most likely to reflect future parking needs by land use 
category since it is specific to the environment, employment density, and mix of uses found within the TIF 
District. The ULI rate for retail was used because of an inability to isolate the retail parking demand in 
Dallas. The combined use of these rates is considered to be reasonable for the purpose of estimating 
future demand. Application of the 15 percent buffer to the base rates is necessary to ensure future supply 
adequacy over time and allows the 85 Percent Rule to be applied to public parking.  
 
The Zoning Ordinance for the Dallas Central Business District sets a minimum amount of parking to be 
provided in new developments (1 space per 2,000 square feet of development - regardless of land use 
category). There is no additional parking requirement related to the conversion of existing buildings for new 
uses. This analysis of parking generation ratios is for projection purposes only. This study does not 
recommend that the Zoning Ordinance be modified to set a limit on the maximum amount of parking that 
will be allowed in a new development or redevelopment project. It is assumed that the functioning of the 
private market will insure that the parking provided privately for office and residential developments will be 
efficient. (pg 28) 
 
The public portion of the projected parking demand includes only the retail category. This analysis assumes 
that the private sector will provide adequate parking to meet office and residential needs in the City Center 
TIF District. The City enables the private sector to provide accessory parking with office and residential 
developments, in response to the demands of the marketplace. This position by the City provides the 
assurance that economic development opportunities will not be hampered due to parking policy. Some 
developers may find that parking ratios as high as the ULI rates (or even higher) are necessary to facilitate 
a project. Others may be able to support a project with parking ratios lower than the existing ratios. 
Monitoring the parking system and updating the parking use ratios by land use type will enable the City to 



DCA 190-002 
 
 

Page 31  

track the evolution of these rates and adjust the implementation of the overall Parking Strategy accordingly. 
(pg 29-30) 
 
Potential Utilization of the Existing Parking Supply 
Due to the access constraints of the existing, vacant parking supply, it is unlikely that significant amounts of 
retail absorption or new residential development could be achieved, beyond the office absorption. 
Therefore, a change in parking management and/or an increase in the parking supply is necessary to 
achieve the retail and residential components of the 15-year development scenario. Due to the access 
constraints of the existing, vacant parking supply, it is unlikely that significant amounts of retail absorption 
or new residential development could be achieved, beyond the office absorption. Therefore, a change in 
parking management and/or an increase in the parking supply is necessary to achieve the retail and 
residential components of the 15-year development scenario. (pg 30) 
 
Future Parking Supply Needs  
Future Office Parking Supply Needs  
Results of the parking demand forecast and analysis of existing parking vacancies to accommodate the 
forecast reveal that office absorption can be partially accommodated within the available supply. Therefore, 
building owners and managers should continue to control current supplies to facilitate this office absorption. 
In addition, owners and managers should aggressively pursue policies that would attrition out 
dedicated/reserved stalls in leases to tenants. This will provide for greater flexibility in the management of 
the office development parking system and facilitate more efficient use of existing supplies. (pg 30) 
 
Future Residential Parking Supply Needs  
New residential development will likely need to be accommodated through development of new parking 
supplies or the conversion of existing supplies to serve these needs. Conversion of existing supplies would 
either impact the 15 percent buffer (also potentially impacted by office absorption) or force office-related 
spillover parking to occur outside the TIF District boundary. Neither scenario is desired; however, it may be 
determined that directed spillover achieves a higher and better use of land and infrastructure and is, 
therefore, acceptable. (pg 31) 
 
Future Retail Parking Supply Needs  
Absorption of vacant retail space is likely not possible without expansion of the general use public parking 
supply within the TIF District. The estimated need for 800 stalls is considered to be conservatively low and 
assumes a strong land use interaction resulting in lower auto demand on the street and associated parking 
demand. Spaces for this use could be created from the existing supply, but would require the displacement 
of office/employee parking to locations outside the District. This supply need could not be accommodated 
by the 15 percent buffer because the intended purpose of this buffer is to accommodate the demand 
variability created by customers and visitors, largely associated with retail development.  
 
It is likely that TIF funds could be applied to the development of new public parking supply dedicated to 
support retail development. Logically, this supply would be managed to provide general use access and 
therefore satisfy the ñpublic goodò intent of the TIF law. The economic development and downtown 
revitalization benefits of such an investment are significant and would be readily realized in the early years 
of infrastructuresô existence. (pg 31) 
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Application to City Code  
Dallasô historical parking codes have created a parking supply for office development that closely matches 
the measured parking demand for office developments within the TIF District. The current office-built ratio 
for parking is approximately 1.11 spaces per 1,000 square feet of development, averaged across the entire 
TIF District. By contrast, the current office demand ratio is approximately 1.06 spaces per 1,000 square feet 
of occupied development. The office demand ratio was determined by comparing the measured demand in 
accessory parking facilities to the occupied space within buildings they are specifically targeted to serve.  
 
Although data are not available for parking supply and demand immediately outside the TIF District 
boundary, anecdotal information strongly suggests that there is a significant net spillover of office parking 
demand outside the TIF District. One noted example of this is the heavy reliance of both the Bank One 
Tower and 1700 Pacific office towers to accommodate employee parking in the Elm Street parking garage, 
located immediately outside the TIF District. If this were borne out through further data collection and 
analysis, the likely conclusion would be that a parking code rate greater than 1.0 spaces per 1,000 square 
feet of office development may be appropriate.  
 
Constraints on the provision of parking for employee use become a supporting strategy for transit and 
transportation demand management. Dallasô existing commute transit mode split of approximately 30 
percent (according to DART sources) is very good when compared to other urban areas. This is evidence 
of the relationship between quality transit service and a constrained central business district parking 
environment. The Guiding Principles support the acknowledgement and advancement of this relationship.  
 
It is strongly recommended that the Guiding Principles contained in this document be adopted as a policy 
element within the Cityôs parking code. These principles will give guidance and direction in the 
implementation of the code for future development. Greater attention in the code should also be given to 
standardizing appearance requirements for existing and future surface parking. This would include more 
aggressive landscaping and lighting standards as a means to support an improved pedestrian environment. 
(pg 46) 
 
 
 
Downtown Dallas 21st Century Strategic Parking Plan 
Prepared for: Downtown Dallas inc; Moore Iacofano Goltsman 
Prepared by: Kimley-Horn and Associates Inc 
January 2011 
(100 pages) 
http://www3.dallascityhall.com/committee_briefings/briefings0611/TEC_DowntownDallasParkingStrategicPl
an_061311.pdf 
 
Introduction - Parking Strategic Plan Overview 
DEFINING CHARACTERISTICS 
Around the country parking management programs are being elevated to new levels of success and 
performance. These programs are guided by a new strategic approach to parking management. This 
parking strategic plan captures this new approach and has been developed to be one of the five key 
transformative strategies of the Dallas 360 Downtown Master Plan. 
 

http://www3.dallascityhall.com/committee_briefings/briefings0611/TEC_DowntownDallasParkingStrategicPlan_061311.pdf
http://www3.dallascityhall.com/committee_briefings/briefings0611/TEC_DowntownDallasParkingStrategicPlan_061311.pdf
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The defining characteristics of the parking management strategic plan are: 

Å The development of a ñvertically integratedò parking management organization. 
Å A focus on improving customer service and creating new standards of parking facility safety, 
maintenance, and ease of use. 
Å A comprehensive and integrated approach to both parking and transportation issues. 
Å An alignment and integration of parking philosophy and programs with larger community strategic 
goals. 
Å Leveraging new technological advances. 
Å Creating a defined parking investment strategy as an element of the larger downtown economic 
development strategy. 
Å Promoting a new generation of parking facility designs and integrated mixed-use facilities. 
Å Actively promoting new sustainable design and management principles. (pg 7) 

 
A few of the key recommendations related to these core strategies are summarized below: 
 
Enhanced Planning, Urban Design and Community Reinvestment 
1. Use parking garage design to support and emphasize good mixed-use development. 
2. Identify potential parking development locations with the greatest benefit to existing and future demands. 
3. Develop new parking facility design guidelines. 
4. Create a parking development policy and program (linked to the downtown economic development plan). 
5. Use good urban design principles to maximize the ñvalueò of parking and to enhance the ñurban formò. 
6. Adopt and promote ñGreen Parking Designò principles. 
7. Reinvest a portion of parking program revenues back into the districts in which they were generated on 
an annual basis. (pg 8) 
 
In Summaryé 
Placing more focus and investment in parking will provide significant community dividends, if done well. 
Parking affects downtown visitors, employees, residents and businesses in very direct and tangible ways. 
Improvements to public parking programs are noticeable and important. It is important that the public sector 
not ignore parking and relegate it as a purely private sector issue. On the contrary, we challenge the City to 
not only be involved, but to set a high community standard when it comes to managing this important 
community asset. (page 9) (é) 
 
Executive Summary 
REFORM THE APPROACH TO PARKING 
Key Issues and Opportunities 
As part of the Parking Strategic Plan, a Parking Steering Committee and other stakeholder groups provided 
specific direction on the particular issues and opportunities facing Downtown Dallas with respect to parking. 
A core challenge facing Downtown Dallas today is that parking is a necessary but often undesirable part of 
the Downtown experience for many visitors, workers and residents. Like several other large American 
cities, Dallas has largely relied upon the private sector to build parking supply in compliance with minimum 
parking requirements. As a result, the public parking program is organizationally fragmented and does not 
address parking in a comprehensive manner. For example, with the exception of on-street parking, the City 
does not own or control any significant parking assets. Visitors are often forced to search for a new parking 
location during each visit to Downtownôs many destinations ï since there are few ñknown commoditiesò of 
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where to park in a convenient, predictable and enjoyable way ï which increases the likelihood of a negative 
experience. (pg 11) 
 
Parking policies and programs are not developed or aligned with larger community strategic goals and are 
managed as a separate and isolated function as opposed to an integral component of a larger 
transportation system. This has created departments and policies that sometimes work at cross purposes. 
The lack of strong public parking management limits the Cityôs ability to ensure economic competitiveness 
through efforts such as providing retail support parking, influencing the parking market, and promoting 
adaptive in-fill and reuse of existing buildings through the strategic investment in public parking. Further, 
limited public parking has prohibited Dallas from strategically reinvesting parking revenues to enhance the 
parking experience or contribute to other community desired goals such as public art, support of 
transportation alternatives, specific district enhancements, and bike share programs. Finally, the lack of 
investment in modern parking technologies prevents Downtown from improving customer service, providing 
a greater range of payment options, allowing for creative pricing and enforcing options, and improving 
operational efficiency. (pg 11) 
 
Planning Context 
Center City TIF District Parking Strategy ï this study was conducted in 2001 to evaluate existing parking 
conditions and potential effective low-cost parking solutions within the Center City district. The study was in 
response to growing concern in the late 1990ôs that the Main Street District would not be able to support 
expanded retail and residential development without more centralized public parking. The study found that 
even thought there was available parking, the location and accessibility of parking was not adequate. The 
overarching study recommendations included: 

Å Establishing an organization to manage parking 
Å Maximizing on-street parking capacity 
Å Dedicating parking revenue for system sustainability 
Å Acquiring or leasing approximately 250 short-term public parking spaces in the downtown core 
Å Expand short-term public parking supply when retail attracted to downtown and/or existing 
parking utilization reaches 85% of capacity 
Å Provide collateral support for parking ï wayfinding/signage, site upgrades, new equipment, 
marketing and customer outreach 
Å Balance provision of on-street parking with traffic access 
Å Calm traffic on Elm, Main, and Commerce to support pedestrian usage 
Å Establish a free transit zone in the downtown core 

 
Arts District Parking Study ï this study was conducted in conjunction with the Arts District Strategic Plan. 
The study analyzed parking demands generated by various event venues (existing and proposed). 
Collected parking occupancy counts showed that 62 percent of capacity was utilized on an average 
weekday. Parking inventory counts in the area showed that there were 3,500 existing spaces. Available 
development plans showed that an additional 1,500 spaces were proposed in conjunction with new projects 
(most spaces found in DCPA garage and One Arts Plaza garage). Event projections show that future event 
demands will utilize all of the available future supply; however, with the addition of the proposed Artists 
Square, parking deficits grow much larger when concurrent events occur (although, the likelihood of 
concurrent events is small). (pg 15) 
 
The following studies were used as a base for this study: 

Å Central Business District Transportation Plan 
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Å Downtown Dallas Transit Study 
Å DART 2030 Plan 
Å Project Pegasus 
Å Woodall Rogers Freeway Master Plans 
Å Streetcar Alignment and Studies 

 
This parking analysis was also intended to align directly with ongoing community and economic 
development policies. This study was crafted linear to the ongoing Dallas 360 Implementation Study, but is 
also cognizant of other planning efforts and guiding principles developed throughout the years in downtown 
Dallas, including: 

Å Arts District Master Plan 
Å Main Street Retail Action Plan 
Å Retail Recruitment Strategies 
Å Trinity River Corridor 
Å Farmers Market Master Plan 

 
Study Area 
The Downtown Dallas Parking Strategic Plan evaluated parking conditions ñInside the Loopò, which 
represents the core of the Downtown Dallas area. The official boundaries of this study area are the Woodall 
Rogers Freeway to the north, Stemmons Freeway to the west, R L Thornton Freeway to the south, and the 
North Central Expressway to the east. 
 
This study area represents the Central Business District for the City of Dallas. The area is 1.4 square miles 
in area with an approximate population of around 10,000 residents and more than 135,000 downtown 
employees in the numerous office towers. The CBD is the largest employment center in North Texas, 
representing 20 percent of Dallasôs employment base. 
 
The area represents more than 200 city blocks, with land uses varying office towers, residential units, 
boutique retail, and upscale restaurants. The entire area is served by a grid network of city streets, the 
surrounding freeway system, and DART light rail transit, which has multiple stops within the Downtown, and 
connects the area to surrounding districts and the Dallas suburbs. (pg 23) 
 
Existing Parking 
Based on field observations and best available data, there are nearly 70,000 parking spaces in downtown 
Dallas. Of this total, nearly 50,000 spaces are found in parking structures, either above or below ground. 
While most of the underground garage parking is typically attributed to the office uses in downtown Dallas, 
between half and two-thirds of the parking is available to the public in some form (transient, monthly, or 
valet). 
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(pg 24) 
 
The total land area within the downtown loop is approximately 955 acres. The total amount of that land 
currently dedicated to parking is approximately 257 acres or 27%. Of the total land area dedicated to 
parking, approximately 125 acres (13%) is currently utilized by surface parking. Structured parking 
accounts for approximately 132 acres (14%). (pg 24) 
 
Another way of illustrating the dominance of parking as a land use is to imagine combining all the parking 
into a single parking structure. The diagrams below illustrate what the surface parking supply and the 
structured parking supply would look like if they were consolidated into parking structures with equal 
footprints (approximately 42,000 square foot areas). The surface parking capacity, representing 
approximately 16,000 spaces would require a parking structure that is 110 stories tall. For the structured 
parking, which includes approximately 50,000 spaces, the required structure would be 360 stories tall. (pg 
25) 
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(pg 25) 
 
Public vs. Private Parking 
Of the nearly 70,000 parking spaces in downtown, almost 50,000 of those are available to the public in 
some fashion (whether through monthly permitting, transient parking, or valet). Publicly available parking 
represents approximately 70 percent of the parking supply in downtown Dallas. 
 
Approximately 16,000 of the total spaces are available in the numerous surface parking lots found 
throughout town. Nearly 90 percent of this supply is available to the public, albeit through primarily private 
vendors. There are also approximately 2,000 on-street spaces throughout the study area. These spaces 
are available to anyone and vary in cost between free and $1.50 per hour (based on location). (pg 25) 

 
(pg 26) 
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Parking Occupancy 
An occupancy data sample was collected from five Downtown Dallas parking structures, including the four 
designated CityPark facilities. The structures are located across the central portion of the downtown study 
area, which provides a more even distribution of the sample area. The five analyzed garages includes: 

 Metropolitan Garage ï 1310 Elm Street (Total Number of Available Spaces 600) 
 Star Parking Garage ï 1200 Ross Avenue (Total Spaces - 1300) 
 DalPark Garage ï 1600 Commerce Street (Total Spaces - 485) 
 Third Rail Lofts Garage ï 1400 Block of Elm Street (Total Spaces - 400) 
 Elm Street Garage ï 2000 Elm Street (Total Spaces - 2266) (pg 26) 

 
Occupancy counts were taken mid-week to avoid variance due to external factors such as holiday travel, 
special events, company furloughs or heavy construction. The garage occupancy was recorded every two 
hours beginning at 8:00 a.m. until 6:00 p.m. The results are presented in the figure below. 
 

 
(pg 27) 
 
 

 
(pg 27) 
 
The percent of occupied parking structure spaces is consistent with previous studies performed for the 
Downtown Dallas area. Previous studies showed a wide discrepancy of occupancy between surface and 
parking structures. Surface parking lots consistently achieved an occupancy level over 80% while average 
occupancy in parking structures scarcely exceeded 70% at any given time period. (pg 28) 
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(pg 28) 
 
 
Parking Analysis Zones 
 
For the purposes of the Downtown Dallas Parking Strategic Plan, the demand model was built using 2010 
land use characteristics taken from the Dallas Central Appraisal District (www.dallascad.org). The parking 
supply was obtained from several sources, including field investigation, local parking operators, and local 
property managers. Multi-modal data was obtained from the 2008-2009 American Community Survey and 
recent transportation studies for the downtown area. (pg 32) 
 
 
 
 
 
 

http://www.dallascad.org/
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(pg 33) 



DCA 190-002 
 
 

Page 41  

 
(pg 34) 
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(pg 35) 
Parking Issues 
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Through the existing parking analysis and the development of the parking demand model, several themes 
emerged that helped us better understand the exact parking problem (or perception of parking problems) 
throughout the Downtown Dallas area. The true problem with the parking system is not an issue of 
availability or demand. Rather, the parking problem is one of accessibility, caused by the following factors: 

 Lack of way finding to available parking 
 Lack of consistency in public parking 
 Lack of public parking in the demand areas 

These problems create the real perception of a parking deficiency, especially in areas like the Main Street 
district, where demand for parking (caused by a large presence of high volume destinations, or trip 
generators) exceeds the actual ñavailableò supply. Thatôs not to say there isnôt parking near the destination, 
it just may not be visible or the most desirable parking location. (pg 36) 
 
Public Parking Consistency 
The lack of consistency with the public parking supply is very similar to the way-finding issue. While there 
are nearly 50,000 spaces that are available to the public in some fashion, all of these are provided by 
private operators with no clear and consistent signage indicating public parking. There isnôt even consistent 
signage between facilities managed by the same operator. While there are no true publicly owned facilities, 
there are four parking garages that are considered to be part of the CityPark parking system: 

 Star Parking Garage ï 1200 Ross Avenue, approximately 1300 parking spaces 
 DalPark Garage ï 1600 Commerce Street, approximately 485 parking spaces 
 Metropolitan Garage ï 1310 Elm Street, approximately 600 parking spaces (pg 36) 
 Third Rail Lofts Garage ï 1400 Block of Elm Street, approximately 370 parking spaces 

 
These four garages have a total of 2,755 spaces, which is approximately 5½ percent of the total structured 
supply in Downtown Dallas. While these garages are still operated by private operators they are signed and 
branded as CityPark facilities to provide a semblance of public parking in the downtown. Three of the 
garages are located in the Main Street District (DalPark, Metropolitan, and Third Rails Loft), while the fourth 
(Star Parking) is located within a reasonable walking tolerance. (pg 37) 

 
(pg 37) 


