ZONING ORDINANAIEVISOREOMMITTEE THURSDABeptember,2@0
DALLAS DEVELOPMENT CODE AMENDMENT
FILE NODCA1960@

Parkingd Local and National Parking Studart2 Plannes: Andreea Udrea, PhD, AICP
Lori Levy AICP

Congleration of amendoféstreet parking and loading requirements including, but not limited to, hotel,
restaurant, multifamily, alcoholic beverage estabdistimpahtic and private scluselsnthe Dallas
Development Code

BACKGROUND

On Septemb&, 229, City Plan Camssion (CP@uthoriziéa public hearing to consider amending
Chapters 51 and 51A of the Dallas Development Code, with consideration to be given to amending
street parking and loading requirements including, but notttetecestaurant, mfarmily, and

alcoholic beverage establishment uses, anatigatesst development.

Thre intent of thisdle amendmadatto eview the current parking regulations and based on research, best
practices, and other cejggroactotparking requiremedtterminéheneed to amend the City Code
and make a recommendation and proposal

Staff wipprovide repemin the followiggneral research diredtdouild omformation, culminating with
recommendations arpioposal:

Current ParkirRegulatits_ provided at the June 18, 2020 ZOAC meeting

City of Dallas Planned Development Digtristigled at the July 9, 2020 ZOAC meeting
Index CitiemndOther Cities Researgbrovided at the August 6, 2020 ZOAC meeting

Local antlational Parking Studitest 1 provided at the September 3, 2020 ZOAC meeting
Local and National Parking Studies, Part 2

Board of AdjustmPatkindreductionsprovided at ti&eptember, 2020 ZOAC meeting
Citywide Plaig/ision/Goalgprovided diheSeptember, 2020 ZAC meeting

Feedback from Interested pdrtéasstryDevelopers a@dmmunitiesndNeighborhoods

= =48 -8 -8 _-8_45_9_°

PROJECT WEBPAGE
https://dallasghall.com/departments/sustainabledevelopment/planning/Pampegparking
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 resourcasltdegddiing that giaes

general understanding of the major literature about parking, offering a wide image of parking issues
trends nationwide. Furthermore, the report intends to apply these geineeltttmsdsrstand

parking iDallaswhat is the current stdie, gatterns 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 resourc
national and local level.

The report was conducted omtain levels, a generalaseof the global data and analysis that
constitutes a major resource when studying parking and, a local research on studies, from regional le\
major parts of the city, up to very narrowly focused location and topics.

The report is a collectiagxoérpts from research and studies that are either free resource on the interne
or submitted to the city and with authords pe
and, where applicable, thetdbe, and includes thectlinek to the entire docunveimére 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 sc
and containing verified irddaon 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 trenGsveatitveneegth of
this collection of excerpts, the iepplit into two parts:
Pat 1 0 General research and higivel parking studiesContains excerpts grouped by
author, from more comprehensive views to research focused on certain uses or tools
Part 20 Parking Studies for Dall&Sontains excerpts fetudies from larger aredbetity,
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 st
contained in this oep

Parking as a tool fanBportation 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 agssment

Parking impacts aruking 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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Environmentfierdly solutioriswatershed wahism.

For Dallas:
Autonomous transportdtwwiution for large scale, neighberhdedhared parking
Parking analysis for larger aredgeston Center and Downtown with detailed parking
assessments and data on parKimgtizn and accumulation
Paking analysis for shopping centers
Design guidelines
Environmental data
Housing data
Regional public transportation strategies
Parking data about certain uses: multifamily, restaurantthvatigtrigeocery stores.
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CONTENT

Part 1- General Bsearch and Higtevel Parking

Victoria Transport Policy Institufedd Litman

Transportation DemamdanagemenfTDM) Encyclopedidictoria Transport Policy Institute
updated April 2014

Parking EvaluatiorEvaluatig Parking Problems, SolutigpnSosts, and BenefjityDM
Encyclopedidictoria Transport Policy Instipgdatedi\pril 2017

Parking SolutionsA Comprehensive Menu of Solutions to Parking PrqblEDid
Encyclopedidictoria Transport Policy Instipgated 7 April 2017

ParkingManagement: Strategies for More Efficient Use of Parking Resvicte&a
Transportation Policy Instifiii® Encycloped8,15, updated in 2018

Parking Management Strategies, Evaluation and Plaviiciiogia TransportiBy Institute,
September 261

Parking Requirement Impacts on Housing AffordaMidigria Transport Policy Institute,
June 2020

Donald Shoup

APA

Do n al dPaskmgReform Will Save the @isies that require builders to provide off
street parkingrigger more traffic, spravelnd housing unaffordability. But we can break the
vicious cycle BloombergityLapSeptember 20, 2019

Don al d Cuitihgothe fCost ofi Parking RequiremefiscessNumbe#t8, Pring2016,
pp. 2633

Donal d THe hiyh Cost of fiee Parking Reégments Barking and the CiBonald
Shoup Ed, Routledge, 2018, g6 81

Vinit Mukhij a Duoantity Dersusa Qudality Srh éBtfget, Parking
Requirementsdournal of the American Planning Assoviaitiat2, N 3, Summer 2006, pp.
296 3(B.

Do n al d Cr6iding forparking ®ransport Polit@, 2006, pp. 4286

Mi chael Ma nv i | |Peoplg Raikind) and €itiedhurndlofoUrbyan Plafining
and Developmekiol. 131, No. 4, December 200333132

Do n al d Tr&hinoTuapsportdiion Planningournal of Transportation and Statstics
6, No. 1, 2003, ppla

Donal d THe hraublgwith minimum parking requiremebtansportation Research
Part A 331999, pp. 5474

Donal& h o ingtead di Free Panlg, AccessNumber 4,Fall1999 pp.8-13

Parking Code Guidance: Case Studies and Model ProwicdsSmart Growth Technical
Assistance: Parking Reform CampalQyetb® Bhatia; Nelson NygR®aegpared faralerie
Krepper, MTC Regional ParkitgtiveJune 2012

List of studies and reports parkingrelated issues
Planning for Shared Mobili§RA, Planning Advisory Service, PAS ReyraASd8) Cohen
and Susan Shaheen, July 2016
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Focused Studies and Data
The United States of Parkibg,Seth Goodman, website
The Transformation of Parking. Multiple factors are converging to disrupt everything we
know about parkingpy/forNational Apartment Associdtibn2018
Stalled Out. How Empty Parking Spaces Bimieighborhood Affordabylitby: The
Center for Neighborhood Technology, Searle Funds at the Chicago Community Trust, March 2(
Parking In Lieu Fedsimley Horn and Associates Inc, Parking Planning White Paper Series
Convertible Parking Garages
AdeleP e t &hmese,futu@roof parking garagesan easily morph into offices
housinggFastCompanWorld Changing Ideas, January 14, 2019
Charles LaCalle, Dreamit UrbanReeth Estate Developers Begin to Fulraof
the Parking Garag®reamjt-ebruary 1, 2018
Alek Poch®nk i BryavhaGoav d@lhien eFu tiuroKittetsbn Par k
and Associates

Related domains
Conway Urban Watershed Framework Plan. A Reconciliation Landscape for Little Creek
Palarm Creek Swiatershedby:Universy of Arkansas CommunitygBé&3enter, 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 Of
for Sustainalbjl, Arkansas Natural Ressutommmission, January 2016

Part 2- Parking studies for Dallas

Areas of the City _ (pg-B7)
Dallas Midtown Autonomous Transportation System and Shared Parking Feasibility Study,
ATS Studyby Jacobs Engineering; LEAt;BHRetheco Kock; Toole Dssigi Strategies;
DeAngelo Rail Services, Parking Study: Walker Consultants; Coleman Associates, for: Nc
Central Texas Council of Governments, September 2019

Northwest Highway and Preston Road AreadPAapendicesParkig Study Highlights, by
KimleyHorn, December 2016

Preston CenteParking Garage Studyy Walker Consultants, for: North Central Texas Council
of Governments and City of Dallas, March 31, 2020

City Center TIF District Parking Strategy Shydittelsoi& Associates, Ina;:The @y of
DallasPDRAFT, June 2001

Downtown Dallas 2Century Strategic Parking PlapKimleyHorn and Associates Inc, for:
Downtown Dallas inc; Moore lacofano Goltsman, January 2011

Downtown. Parking Accumulation StiyyD&hazo, Tang & Associates, fimc The New
StatlerDecember, 2016 and 2019

Dallas Area Rapid Transit Red & Blue Line Corridors -Oaested Development Parking
Study,Project Partnefdorth Central Texas Council of Governments; Dallas AraadRapid T
City of Dallas; Citf Garland; City of Plano; City of Richa@wmsyltant Team:
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NelsokNygaard Consulting Associates; C.J. Hensch & Associates, Gatevizcetabeing,
2019

General guidelines and studies (pg $63)
Urban Design Guidedis for Projects Located intyCbf Dallas Tax Increment Financing
Districts, City of Dallas, Office of Economic Development, Dallas CityDesign Studio, update
February 2015
Smart Growth for Das Decision Support Tobly Trust for Public Land, bcWorkshop, Texas
Trees Foundation, Dallas Parks and Recreation Department
Dallas Water Gardens Feasibility AnalysisSakura Robinson; Halff; Terradyne, for: North
Central Council of Governmemis 30y 2019
2018 State of Da$ Housing ReporRegional Housing Production, Population Change, and
Housing Accessibilitpy:The buildingcommunity WORK SW©2018
Access North TexaRegional Public Transportation Plan for North Central bgxéstt
Central Texas Council ae@onents, March 2018

Multiple Use ___ (pg 695)
NorthPark Center Parking AnalylsysPeShazo, Tang & Associates, Inc., April 2008
NorthPark Center Parking AnalylsysPeShazo, Tang & Associates;dbhouary 2010
NorthP&k Centelalidation Studyy DeShazo Group, liecember 9, 2013
Preston Trail Villagearking Analysjdy: DeShazo, Tang & Associates, Inc., May 2006
Lakewood Village Shopping CeR@rking Analysjy Christy Lambeth, November 2019
Mockingbird / BramsShopping CentdParkingAnalysis excerptoy DeShazo Group, June
2011
Village at Preston Hallow Parking AnalysieShazo Group, February 2013
Village at Preston Hallow Technical MemorarimuB®eShazo Group, April 2017
The Hill Parking Analysis; DeShazo Group, Octobédr 201
Ross Avenue and McCoy Street Shopping Ceyt€hristy Lambeth, February 2020

Single Use _ (pg 9603)
Multifamily
Comparative table, 3ot Johnson, Kimrtégrn and Associates, IBgcerpt from a
Parking Analysit collected 2011, 202620
Senior Living, Retirement Housing
Memorandum, $got Johnson, Kirdtéyrn and Associates, Byaril 2017
Restaurants with Driérough
1717 W Mockingbird Lane, ( McDonal dbés) ,
General merchalise or food store greateiatin 3,500 square feet.
Comparative tabbg; Scot Johnson, Kimteyrn and Associates, IBgcerpt from a
Parking Analysis, December 2012
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Part 2 Parking studies for Dallas

Areas of the City

Dallas Midtown Autononstiransportation System angated Parking Feasibility Study

Prepared foNorth Central Texas Council of Governments

Prepared by:

ATS Study: Jacobs Engineering; LEA Elliott; Pacheco Kock; Toole Designs; KK Strategies; DeAngelt
Services

Parking Studwalker Consultants; Coleissociates

September, 2019

(360 pages)

http://dallasmidtownvision.ceoumipnt/uploads/2020/03/DdildmwWATSES . pdf
https://www.nctcog.org/trans/plan/transit/eiresrsiimgnds/peoptaover

Existing zoning: PD No. 887
Formbased Code, defaults to Art XllII

I aRosta Ser‘:vwc,e- %
S =
(N

The Study assesl the utility and techfi@dibility of an autonomous transportation system to achieve
larger distrigtide mobility and sustainability goals.

The Study recommends a distdetshared mobility parking model wherein a number of strategically
locatd structures, closely linkeshternal circulation options and pedestrian infrastructure, would serve
the whole. This strategy would be complimented by a series of active transportation demand manage
initiatives to not only discourage the usdeafcsimgancy vehicles inetrsing the site, but also to
encourage alternative modes of arrival to the distpigtESBIf.
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Recommended route alignment: Elevated 2.2-mile
loop circulating the Dallas Midtown area in
both directions

Driverless, automated single-vehicle system on a
dedicated, grade-separated facility. Fixed route and stops.
Up to 18 vehicles circulating.

Vehicle Capacity:
12 — 21 passengers

ATS vehicle:GRT | Expected fIL

headways '

1 mlnute ]

System capacity: 840 persons/hour
(15,120 persons/day)

Implementation Cost

Conceptual estimate based on ROW acquisition, utility
relocation, necessary traffic improvements, station and
guideway construction, and vehicle procurement.

Capital Cost: ~ Maintenance Cost:

$95M $1.4M/year

(Pg ES)

Estimated Daily ATS Ridership

(Pg3)
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Preston Center

NORTHWEST HIGHWAD RRESTON ROAD AREEAN- APPENDICES

Parking Study Highlights

Premred by: Kimléjorn

Decembe016

(2 pages)

https://dallascityhall.com/departments/pnv/Documenestdn#i?2 ORd%20Area%20PIlan.pdf

Existing Zonind®Mo. 314
Parking ratios péhapter 51A + additional reduction options and credit for the 800 ps in public parkir
garage

Adequacy of Preston Center parking for the retail is an issue that is often debated. A weeklong pa
study was conducted l®y ¢bnsultants in January 201&énalyze 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 astreetofaailities,-sfifeet small lots, a two

level peking deck, and several garages that primarily serve tenants (steaRtjINg).IVhe on

street facilities are full during peak periods near the parking deck, and the parking deck peaks
approximately 80% occupaneypilfate and reserved spaoest approximately 50% occupancy on
weekdays throughout the day (although owners of those lots strongly dispute those findings), and [
parking facilities are approaching the recommended effective capacity dhe3setddayimpak

period. Figan\\2 demonstrates the overall occupancy for the parking within Preston Center broken doy
hourly and by day. Parking is busiest during the weekday lunch peak {®edt Fsgum@dktant to

note that at the time ofRakking Study, half of PrestdCe nt er 6 s | argest | easab
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garage (the former Sanger Harris store, now o
considerable demand on both street parking aralnthectiparkiggrage.

Besides countingrking supply and demand, the average parking duration was summarized for eac
parking area. Figurellshows the average duration observed on a weekday. Another item worth noting |
that a large number of vehicles (ovenlid@)lower cayned parky deck were observed to exceed

the thredour time limit that is meant to promote turnover; this implies that employees working in Pres
Center are using this parking which is meant for visitors. It is recommengsssthatesropioaged

to park othe upper deck and enforcement of parking restrictions be increased to erthaanagf the turn
high demand facilities. In addition, a parking guidance system is recommended to provide parking s
availability at the parkiegk. (pg ¥)
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Tuesday, 12PM - 1PM
Percent Occupied
[ <50%
Percent Occupit
I B
| 7% a0%
[ 8% 86

Percent Occupied
>90%

0(}“
10AM_11AM 11AM_12PM 12PM_1PM 1PM_2PM 2PM_3PM  3PM_4PM  4PM_SPM  SPM_GFM

— SN Y e— oAy s Tuesday WEGNRSTAY e THUrSmsy eem— iy se—Saty rday

Figure IV-2: Preston Center Overall Parking Occupancy (Garage, On-Street,
Surface)
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Figure IV-3: Preston Center Parking Duration (minutes), Thursday

- e

Sunday Monday Tuesday  Wednesday Thursday Friday Saturday

o ON-Strget = Surface === All Garages === Central Garage

(ABOVE) Figure IV-4: Preston Center Average Parking Duration (Minutes)
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PRESTON CENTER PARKGARAGE STUDY

Prepared foNorth Central Texas Council of Governments and City of Dallas

Prepared bWalker Consultants

March 31, 2020

(145 pages)
https://www.nctcog.org/nctcg/media/Transportation/DocsMaps/Plan/Landuse/Dev/PrestonCenterRepao
nal 033120.pdf

SECTION-IEEXECUTIVE SUMMARY

In 2016, the City of Dallas anddiht Central Texas Couh@Glooernments (NCTCOG) developed a
community vision for the neighborhoods surrounding the Northwest Highway and Preston R
interchange in Dallas, Texas, entitled the Northwest Highway and Preston Road Area Rdan (also refer
in this document as tiheaAPlan). A central recommendation of the plan was the redevelopment of the
aging Preston Center Parking Garage;spad&®0twievel structure built in the 1960s eowGey

property. The redevelopment vision chanfyyioed community includeduraderground parking
structure with argaade community park on top. (pg vi)

In response to this recommendation, NCTCOG initiated the Preston Center Parking Garage study. Th
objectives of this study included:

Evaluatingnd recommending technieals®r the new parking structure.

Assessing the feasibility of the recommended underground structure and community park.
Assessing the feasibility of alternative options.

Confirming and refining the community vision.

Developma framework for evaluakasign concepts.

Creating a series of design concepts that meet technical requirements and the refined commt
vision.

A Identifying next steps in implementing the community vision.

Too Joo Joo Too Too Io

This report comprises the key findingeamenendations from the stuvdgh are summarized herein.
(pg Vi)

TECHNICAL FEASIBILITY OF THE COMMUNITY VISION

Parking Supply Need&n update was conducted to the parking sufficiency study p&ifoleyed by

Horn as part of the Area Plahpanjected sufficiency assumitgnfuit occupancy in Preston Center.

Based on this analysis, it is recommended that the redeveloped Preston Center Parking Garage be si:
1,200 spaces (replacement plus 400 additional) to accommodate ngvdemamexkiatd provide a

high level oésrice for parking patrons. (pg vii)

Condition of the Existing Garagdiewas found that many factors impeded the ability of the existing
Preston Center Parking Garage to serve parkers, including structurainvees, age,dighting,
circulation amacess, signage and wayfinding, concrete and striping conditions, an@giahliness.

Technical Feasibility of Area Plan Recommendatiertechnical viability of the community vision set
forth in the Area fPlavas established, but there rermha@inseéd to explore various considerations,
including:
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Garage Features:unctional design (meaning ingress and egress, floor plate layout, ramp
sloping, and other technical attributes), security, and technologgreneasdess for an

effective, higterice underground structure.

Community Park Featurdschnical recommendations center around creatinggeeesable

space with construction planned concurrently with the garage redevelopment to avoid an exter
actie construction period.

Vehicular and dlestrian AccessSt he exi sting garageomintundef i

have contributed to a deteriorated access environment and increased vehicular and pedest
conflicts. Clear, defined, and industry steeldiardar and pedestrian access pots

essential to a successful garage redevelopment. (pg viii)

g
|
0
#

WEEKDAY I.UNCHTIME PARKING OCCUPANCY BY AREA

{___ Study Area Limit (xx) Lot/Garage Identification Occupancy Percentage:

[ ] On-Street/Off-Street Parking ~ 12. Berkshire Court ~30. Preston Center Parking Garage Level 1 I 0%-50% 51%-75%

BarageBarkig 27. Pavilion Garage  31. Preston Center Parking Garage Level 2 [0 76%-90% [ 91% - 100%
(pg viji

DESIGN CONCEPTS

NCTCOG, the City of Dallas, and community partners developed two conceptual designs
redevelopment of the parking@aite and assessed them using theiendhamhework. Note that

both concepts comprise full, unphased demolition of the existing structure.

A Co n-de@0% Undérground with a ite ParkConcept 1 comprised parking provided fully sub
grade, witan agrade park spanning the fulbstt@¢res).
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A C o n-Hgbdd ParRing with Partiite ParkConcept 2 comprised a bifurcation of the site, with a
partiabite, agrade park (park sizing options betweaeneOt® 1-d4cre parks wesealyzed, discussed

further on pages-&l), & and abovgrade 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 develoy
footprint.

Of the carepts presented as part of this study, it evasieeded to pursue Concept 1 based on the
relatively insubstantial projected cost and construction timeline differences between the concepts
Concept 16s ability rtvieo(pdxetter fulfill qualita

The following figures depict Cahérgoh aerial and side views.

PARKING LEVEL 1

PARKING LEVEL 2
ELEVATOR DOWN FROM PARK
TO GARAGE LEVELS

PARKING LEVEL 3

P STAIRS DOWN FROM PARK TO
GARAGE LEVELS

(pg x and Xxi
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SECTION-EXISTING CONDITIONS

Figure 2.1: Existing Conditions Key Takeaways

Focus Area #  KeyTakeaway

A license agreement between the City of Dallas and the Preston Center West Corporation,

1 | agroup of private citizens with ownership stake in the properties surrounding the garage,
dictates that the garage site must be used for public parking.

The Preston Center West Corporation has veto power over the ultimate design selected for
an updated parking garage.

Preliminary conversations with both the City and the Corporation indicate that both have
3 | similar goals for a new parking structure, including a high level of service and a reduction in
congestion on Preston Center’s internal roadways.

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.

Current vacancy levels in the study area are between 10%-15%. Assuming 100% occupan-
2 | cy, recommended supply should reach 1,200 spaces to accommodate potential intensifica-
tion of the sites surrounding the facility.

Background and Context 2

Existing Parking System Supply,
Demand, and Management

Several considerations related to enforcement, management structure, and informa-

3 | tion-sharing could improve the overall efficiency and cohesiveness of the Preston Center
parking system as a whole.

Several factors severely impede the ability of the Preston Center Garage to serve its patrons
4 | well, including age, circulation and access, lighting, concrete and striping conditions, and
cleanliness.

The study area is bounded and accessed by several major roadways, induding Northwest

1 | Highway, Preston Road, and the Dallas North Tollway. Circulation immediately around the
Traffic Circulation, Vehicular garage is characterized by one-way, counterclockwise, streets.

Access, and Multimodal Mobility The existing traffic patterns combined with a lack of multimodal amenities (including

2 | non-continuous and poorly maintained sidewalks) result in an unfriendly environment for
pedestrians and cyclists.

BACKGROUND AND CONTEXT

Public parking has been the use and purpose of the Preston Center Garage sité fingaany years
1950, and the current garage site has beealsnownh e fApar ki ng plazao for
and other key user groups. Operation of the Preston Center Garage is influenced by the relation
between two key parties: The City of Ddltas &#reston Center West Corporation (PCWig)pfa gro

private citizens and/or corporations with ownership stake in the properties surrourfgm@)the garage.

EXISTING PARKING SYSTEM: SUPPLY, DEMAND, & MANAGEMENT

EXISTING PARKING SUPPLYPEMNR PARKING DEMAND

The Area Plan included seven;heighdays of parking demand data collection in the study area in
January 2018he consensus result was that parking demand at Preston Center peaks on weekdays
lunchtime, and that the parkiniglailyi issues the area experiences are concentratieel WitBiH
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1:30 timeframe on weekdays. Based on this information, collected parking demand counts were coll
during the lunchtime peak period {12000PM) on Wednesday June 13, 2018.

Figure 2.3: Existing Conditions Parking Supply and Peak Lunchtime Demand

Type User Group Number of Spaces  Peak Occupancy Peak Percent Occupancy
Time Restricted 291 282 97%

Reserved 74 40 54%

Loading 2 2 100%

e ADA 12 4 33%
Unrestricted 30 27 90%

Total 409 355 87%

Regular 109 50 46%

Off-Street Surface ADA 4 0 0%
Total 113 50 44%

Regular 292 86 29%

Pavilion Garage ADA 7 1 14%
Total 299 87 29%

Reserved 249 86 35%

Visitor 62 44 71%

Berkshire Court m 9 ” %
Total 320 134 42%

Preston Center Garage | ADA (1st Floor) 10 8 80%
3-Hour (1st Floor) 404 404 100%

Unrestricted (2nd Floor) 388 346 89%

Total 802 758 95%

Grand Total 1,943 1,384 71%

Figure 2.4: Parking Inventory and Peak Occupancy Summary

Publicly-Available/Unrestricted Parking  Restricted Parking

Inventory 1,516 427

Peak Occupancy 1,197 187

Peak Occupancy % 79% 46%
(P9 §

Generally speaking, the public parking availdhks, ovbieeet parking or at the Preston Center
Garage, was effectively full during the lunchtime peak period, with ustrestrpadkiog 97%
occupied, and the Preston Center Garagec@fied (total of both levels). The one exception to this
werethe orstreet parking spaces that are reserved for individual retail tenants, which were only 54
occupied. Reserving spaces for individual uses results in an inefficient use @f (parking asset
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Figure 2.5: Weekday Lunchtime Parking Occupancy by Area

I T

{__1 Study Area Limit (%) Lot/Garage Identification Occupancy Percentage:
[__] On-Street/Off-Street Parking 12. Berkshire Court ~30. Preston Center Parking Garage Level 1 I %50 STk
Garage Parking 27. Pavilion Garage  31. Preston Center Parking Garage Level 2 [0 76%-90% [ 91%- 100%
(Pg 9
Figure 2.6: Saturday Lunchtime Parking Occupancy by Area
SATURDAY LUNCHTIME PARKING OCCUPANCY BY AREA
{__1 Study Area Limit @ Lot/Garage Identification Occupancy Percentage:
[ On-Street/Off-Street Parking ~12. Berkshire Court ~30. Preston Center Parking Garage Level 1 I 0% -50% k1%
Garage Parking 27. Pavilion Garage  31. Preston Center Parking Garage Level 2 [0 76%-90% [ 91%-100%
(Pg9)( € )
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Parking Turnover Sample

A turnosr survey was performed in select locations to gather a sampling of whether time restrictions v
being observed botkstreet and at the ground level of the Preston Center Garageeddadizdvas

9:30 AM, 11:30 AM, 1:30 PM and 3:30 PM on Wédne<\2018.

Figure 2. 5ummarizes the-stneet turnover sample collected on June 13, 2018tré&bepamking

sample consisted of all-tes#icted parking and did not includeAny®p aces. The numb

a vehicle was counted sigrfiesmumber 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 rec
3 times weregsent for at least four hours. Vehicles recorded 4 timesentei@r @t least six hours.

(pg 10)
Figure 2.7: Weekday Turnover Sample — On-Street

Zone p—" Number of Vehicles Counted

4Times 3 Times 2Times

32 16 4 1 3

26 29 2 1 6

19 17 0 1 3

20 12 2 0 7,

25 1 0 4 3

18 14 1 0 0

15 23 2 1 7
Total 122 11 8 29

Percent of Total i 9.0% 6.6% 23.8%

1Excludes ADA Spaces

(pg 10

As shown frigure 2.7approximately 15.6% of tkstreat parking spaces in the sample areas intended
for shotterm customer parking (#shor less) were occupied bytdomgparkers during the limeh

peak. (pg 10)

Figure 2.8ummarizes the-gtifeet turnover sample collected on June 13, 2018 on the first level of the

Preston Center Garage. This parkihgus Bme restrictearking. Four rows of parking were sampled

onthe 1stlevel,ormppx i mat el y 25% of the | evel 6s spaces.
Figure 2.8: Weekday Turnover Sample — Preston Center Garage First Floor

o Total Spaces® Number of Vehicles Counted

4Times 3 Times
25 4 4
31 1 7
P1 Garage 3 1 0
26 3 6
Total 113 12 27
Percent of Total #Hi# 10.6% 23.9%

"Excludes ADA Spaces

(pg 1)
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Approximately 34.5% of the parking spaces in the sample were occtenedpaykiersy(vehicles
recorded as parked in the sspaee 3 or more times during the data collection period) during the
lunchtime peak. (pg 11)

Recommended Ne&erm Parking Supply

Based on this need, the preliminary recommended supply for the Preston Center Garage is 1,000 ps
spaces( €& )Theoccupancy goal for-street parking should be approximately 90%, edkh a p
occupancy goal of 85% in parking structures. The preliminary recommended supply and projected de
assume full occupancy at Preston Center, as well as permanent inatieased th# Pavilion

Garage, but does not assume any additional laradded 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 275,0@0 &. Preston Center Garage is 800 spaces, split betweaea gravedsie!

and a roof level. The garage was built over an existing surface lot in 1965 and completed in 1966, wil
original surface lot comprising the ground level, and avelwaosfructed above. (pg 17)

The structur eods o preEsimpikeasnping systenwaredesitive elemerds. Howevdr, e
several conditi@isoth a function of design and obwetmar commensurate with an owerasold
structur@ inhibit the ability of the garage to adequately service its patrons. These include
A AThestructure, completed in 1966, is over 50 years old and is at or closely approaching t
end of its useful life. Improvements to the garage at this fedgtle dsnliimprove (at least
temporarily) the aesthetic condition of thebgdrageunable to permanently solve structural
problems associated with an aging facility. Maintenance costs of the garage are likely to incre
dramatically over time a® msiouctural failures occur due teandtear
A Circul at iThenmof laval deckawas cerstaucted over an existing surface lot (now
the first l evel of the structure) with no
circulatin patterns, which have patrons exiting drive aisles onto roadwaysexgdtive the
aisl® effectively making the -wag streets surrounding the garage its internal circulation
network. This not only creates traffic congestion on these roddusisati@ndor thru
travelers; it also prevents, in practical terms, Bgomstbla parking access and revenue
control system (PARCS) as there are too many entry/exit points to effectively control access.
A L i dhspite regent upgrades todLts, the lighting configuration combined with ceiling
height and design conepdsm have resulted in a ditnfirst floor, creating an unfriendly
environment for parkers (and especially pedestrians returning to their vehicles after dark) &
making difficult for patrons to read signage.
A Concr et e an dPosting of the smugture; particlliarty alang the ramp and on
the roof level, suffer from concrete spalling and cracking. On the roof level, faded stripi
contributes to mpiarkng and a general lack of parking efficiency. Note, however, that a restriping
woud be unlikely to result in any tangible benefit in terms of effective supply in the structure.
A CI e aThé firshflea ef the garage has significant dust antpdarigileoutaenefit
from a regular power washing schedule in-themedpd8)
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TRAFFIC CIRCULATION, VEHICULAR ACCESS, & MULTIMODAL MOBILITY

Parking Garage Access

The Preston Center parking garage #eadwgarage with multiple accéss po the east and west

sides of the garage. The lower level of the garagadrasineehicle circulation and vehicles must exit

the garage to access other areas of the garage as shown in thé&igxaenglé5im some cases,

vehicles must ¢&r@round the garage anrenter the garage from the other side due towag one

street configuration. This external circulation increases the risk of pedestrian/vehicle and vehicle/ve
conflicts. (pg 21)

The parking garage study area was natedbsetbe congested, but it was observed to have an
unnecessary number of pot@etiidstrian/vehicle and vehicle/vehicle conflict points. Pedestrians take
the shortest path out of the garage and cross the roadways at random locations ratldedtt@n being gu
a designated pedestrian crosswalk. fneund parking garage circulitien has garage users

entering and exiting the circulation roadway, garage users circulating, and pedestrian crossing to and
the parking garage.

Since the ground leokthe garage has no internal circulation, each ingress driveway pravides access f
only one drive aisle. Essentially, Westchester Drive, Berkshire Lane, Luther Lane, and Kate Street pr
circulation for the ground floor. This maximizes the padedgpite, at the cost of a significant

traffic burden on these roadwaysrasairculate onto and off these roadways multiple times trying to
find a space on the ground floor during busy periods. Additionally, this circulation patahs frequently
in users waiting within the garage for a space, blocking internal datherldhan exiting and
returning via the roadways. (pg 22)

EXISTING TRANSIT, BICYCLE, & PEDESTRIAN FACILITIES

Transit service for the site is provided by DalRapidelransit (DART) Bus Route 36, with a stop with

a bench and no shelter on Pré&tad just north of Luther Lane. Route (428) provides service off
Northwest Highway wefsAmes Street. The bus stop at that location consists of a sign only and no
shdter. Little to no activity was observed at these bus stops.

The study area is noyde friendly, with nestreet bicycle lanes and very little bike parking (one bike
rack between Annab6s Tail ors and red, ithin thenstudya n c e
area or on major regional roadways such as Preston Road,dnaegdadNorthwest Highway.

The entire areab6s sidewal ks and pedestrian a
comfort, creativity, or cohesioedesfians. Despite this, there are many pedestrians coming from the
office buildingest of Douglas Avenue to have lunch or run an errand. There are no visible pedestri
amenity upgrades in the study area, sucpassnient flashers, pedestrian ssignalesignated
crossings, or public benches. The traffic dRyaatast Avenue/Bdrike Lane lacks pedestrian push
buttons and pedestrian walk indicators. There is no accommodation for pedestrians on Northwest Hig
including a lack of continuatsnguand sidewalks. (pg 24)

KEY TAKEAWAYS
A A license agr e eafiasmid thb Breswore @enter Wese Coaration, ao f
group of private citizens with ownership stake in the properties surrounding the garage, dicte
that the garageesihust be used for public parking.
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A The Preston Center Wsethd ultiGaerdpsmm selecied for am a s
updated parking garage.

A Preliminary conversations with both the
goas for a new parking structure, including a high level of service and a reduaioom conges
Preston Centero6s internal roadways.

A The overall Preston Cent er -steea,rsiface,cands y st e
structured parking) eipeed peak occupancy on a weekday between 12:00 and 1:00 PM, with
a total occupancy d¥%. The Preston Center Garage was 95% occupied at the peak hour.

A Current vacancy | evel-55%. Assuniing a00% ocaugancy,a r e ;
recommendexipply should reach 1,200 spaces to accommodate potential intensification of th
sites supunding the facility.

A Several considerations related to enforc
could improve the overall efficiency andet@sssof the Preston Center parking system as a
whole.

A Sever al f acheahility of the RrestoreCenter Gamagedodserve fits patrons well,
including age, circulation and access, lighting, concrete and striping conditions, and cleanliness
AL The study area is bounded and accessed
Highway, Preston Road, and the Dallas North Tollway. Circulation immediately around the gar
is characterized by-@ray, counterclockwise, streets.

A The refficipatternsncgmbihed with a lack of multimodal amenitiesg@mcluding
continuous ammborly maintained sidewalks) result in an unfriendly environment for pedestrian:
and cyclists. (pg 26)

CONCLUSION

A central recommendation of the 2016 Ardar Rten neighborhoods surrounding the Northwest
Highway and Preston Road interchange debgltipe North Central Texas Council of Governments
(NCTCOG) was the redevelopment of the aging Preston Center Parking Garage. The redevelopment
championdaly the community included an underground parking structugradéhcomahunity park

ontop.

While the overall Preston Center parking system (including publiclystresitalderface, and
structured parking) experienced peak occupancgkoiay bedween 12:00 and 1:00 PM, with a total
occupancy of 71%, the Preston Center Gar&@g&owacupied at the peak hour. Although several
strategies related to enforcement, management structure, andsh@ongatiomd improve the

overall efficiey and cohesiveness of the Preston Center parking system as a whole, future parkir
demandsf the study demonstrate a need for approximately 1,200 spaces at the Preston Center Gar:
site. Additionally, factors such as age, circulation and acgessnlgéte and striping conditions, and
cleanliness i mpactspatthrswallar agebdés ability to se

l nput from community members confirms the Are
parking facility that serves the neighboo d 6s needs rel ated green sp
storing parked vehicles, datire to provide pedestrian and #ieyily amenities in addition to a

park agrade.

A range of garage sizing options were explored for both comtegts ghesesection. These sizing
options were derived from a variety of sources, goelntiiagve analysis, community feedback, and
recommendations for the Area Plan. Sizing options include 1,000 spaces, 1,200 spaces, and 1,600 sp
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The basis fdConcept 1, a 100% underground structure witta@de aammunity park spanning the
wholesite, is the Area Plan recommendation for redevelopment of the Preston Center Parking Garage
and was identified as t hthe RrefeoredtVisianrfor the studylareae | e r
including aexpansion of existing capacity withigarage, provided fullygsatle, as well as an
engagement of the pedestrian environmengrade atreetscape with a community park. Concept 2
includes hifcation of the subject site, with a portion of the site dedicatdeviel gpmrmgaskace

and of the other portion of the site dedicateshdoadovgrade parking with an opportunity to build
additional density atop, in keeping with féextbdbk community. This concept would also include sub
grade, while also honoring the comimynd s d egmadergreen Spaae or gk 8@ t

DOWNTOWN DALLAS

City Center TIF District Parking Strategy Study
Prepared fofhe City of Dallas

Pre@red byKittelson & Associates, Inc

DRAFT

June 2001

(63 pages)

Existing Zoning: -CAPD No619 per Chapter 51A:
(i) Except as provided in this section, for all uses exdeypismeytel duplex;stféet parking is only
required for a buildinglt after June 26, 1967, or an addition to an existing building, at a ratio of one
parkingpace for each 2,000 square feet of floor area.
(i) Except as provided in this section, no parking is requiredltmrgedain@nd personal service
uses except for the following:
(aa) Alcoholic beverage establishment opasatibgr, lounge, or tavern.
(bb) Commercial amusement (inside).
(iif) No parking is required for the first 5,000 square feefflobgifbamnarea for a restaurant without
drivein or drivéhrough service.

Introduction

Backgroud

A Tax Increment Financing Reinvestment Zone for downtown Dallas (City Center TIF District) was cr
in June 1998 to fund the development of an attbactieenter within downtown. The boundaries of

this District are shown in Figure 1. ThéogtasTIF 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 Dall&DA}sociation (
independently hired a consultant to conddatnt@mmerce/Elm Street Parking Afdlgsssudy

showed the need for additional parking facilitiesvelopmeiat and/or redevelopment occurred. To
expand the scope of the analysis already geafutrdevelop an overall parking strategy for the TIF
District, th€ity Center TIF District Parking Management siidyeggs commissioned in 1999. The
emphais of this study was to determine effectnastlparking solutions that increasadiea@ffof

the existing parking management system while facilitating and supporting planned revitalization. T
solutions are to be coupled with developmiesttpatiwill further support the City goals of additional in
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town housing, increased afficepancy, and the realization di@24owntown through expansion of
retail that is both supportive of the District and desgnétidn(page 5)

NORTH
(NOT TO SCALE)

(pgb)

Report Purpose

This report summarizes the work completeCityy @enter TIF DistRarking Strategiudy. The

purpose of this Summary Report is to provide sufficient information in a consolidated form to faci
preliminary decisionghgy City Council regarding the commitment of funds to parking investments in th
TIF Districtmplementation of initial Council decisions will be followed by management, administration,
oversight activities to ensure continual progress towanemcbighie 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, achessiblest2vation. Within this
recognition ise understanding that a new paradigm for the management of the parking and transportat
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system must be deyed and implemented. Central to that new paradigm is the belief that the stree
system providing access to the downtown serves multipleNpuligrogescan the street system be
managed to serve a single purpose; rather, it must be manageattegsinviteto several desired
economic uses while balancing the need for safety, mobility, reliability, and convenience. (pg 9)

Guiding Priaiples for Access

1.Make the downtown accessible to all uggrsess should be provided to all usersaiibena,
including transit, automobile, and bike/walkhes@isy should strive to create and implement
as many access options as posBibtking management strategies and programs should
support and complement all access modes.

2. Provide the higlst mix of access possible in the downtown cbhe. core area of downtown
should provide the highest mix of access possible to suppgsrthts celgral access point
connecting all the districts of the dowBtoglayees, customers, visitors, siddnis should
be provided with multiple options for moving to, through, and within the core.

Guiding Principles for Priority Parking

3. Provde sufficient, convenient parkirgufficient parking should be provided to support desired
economic activities each downtown district. The most convenient parking spaces should be
reserved to support customer/client/vendor/visitor access to nhosectxaties within each
area.

4. Provide adequate employee parkiAdequate parking should be providedetoemployee
demand, in conjunction with a transportation system that provides balanced travel mode optic
All parking strategies should drelinated with transportation demand management goals and
objectives to ensure that commuters and customeasdraaiele options available for access.

5. Expand osstreet parking wherever possibBnstreet parking should be restored along strategic
corridors to improve customer/visitor accessibility and to facilitate revitalizeia of street
activitieOnstreet parking and pedestrian access should, in some cases, take priority over stre
capacity and vehicle speeds.

6.Promote mixedse offstreet facilitiesOffstreet parking facilities should be developed to serve a mix
of uses to facilitate camtih access activity throughout the day and into the evenings and
weekenddacilities should be strategically located to assure that sefchaakimik uses
(particularly customer/visitor access) is conveniently and economically served. (pg 10)

Section3

Existing Conditions

Data Collection

The data collection effort in this study included an extensive effort to determine tgeacdrrent parkin
transportation conditions in the TIF District. Parking data were collected in September of 1999 on a t
day in downtown Dall as. This fAtypical dayo wa
members of the business commiuioignsure consistency between the days, aerial photography was
used to identify any changes in system utiDedasiorollection for transportation and traffic conditions
was | argely an effort of summatawere coligcted dueng Ci t y
essential hours of the day across the entire parking supply that was accesstbleeriboisse tim
included the early morning hours (6:00 to 10:00 a.m.), the midday hours (11:30 a.m. to 1:30 p.m.), th
afternoon hours (3 @800 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 bedrdistded into six sectors to provide more refined analysis of parking conditions
These sectors, shown in Figure 2, are definedxstithgeiiaad uses, the types of parking facilities, and

the special relationship of parking facilities to devélpalysistand presentation of parking supply

and demand data at the sémtel also ensures that the data provided by the parkirsganedreld

in confidence.

Methodology

Existing parking conditions within the TIF District were analyzresstepngracess: data collection

and demand analysis. Data collection included an inventory of parking facilities and survey of pal
demand. Analysis of the demand data focused on the weekday peak hour for demand (11:30 a.m. to :
p.m.), in recogoitithat a system that accommodates the peak hour will adequately serve virtually &
normal circumstances (with special events aighihedasons being extraordinary).

Parking Supply

The TIF District contains over 29,750 parking spaces. Thissupgsyapproximately 55@reet

spaces, approximately 4,750 surface lot spaces, and approximately 24,450 structurediespaces. An ove
of parking utilization in the District is presented in this section, and Figure 3 locates the types of pa
fecilities found in the TIF District. A detailed summary of the existing parking utilization by sector wi
provided under separate caver amount of parking that is under private control is approximately 29,020
spaces, including all 4,750 surfaspalcés and approximately 24,270 structured spaces. Well over
17,000 of the structured spaces are known to be accessory to spevilomfimet within the

District.

There are only 730 parking spaces within the TIF District that are untlel, pwbiedcby City of

Dallas. (The City owns two garages outside the District that are potentially available for remote parl
The 55@nstreet, genefalirpose spaces are controlled primarily by parking meters. The remaining 18(
spaces are locatecamunderground facility associated with the librargtréaesupply represents
approximately 1.8 percent of the total parkiwgvgbppithe TIF District (a very low percentage in
comparison with other metropolitan areas). The majorityattbwnétdmsur time stays, with the
standard meter rate throughout the TIF District being $1.00 per hour ($0.25 every 15 minutes).

The @y currently restricts access to a significant portionsfettepanking supply during specific
times of theagl to accommodate inbound and outbound commuter peak hour vehicuaidagffic. Time
restrictions reduce the number of availabdebgpd22 during the a.m. period (59 percent) and by 345
during the p.m. period (63 percent) commuter peak p&sipds. (pg
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Figure 3 Parking Facilities

=\ g
#) SECTOR NUMBER
SURFACE LOT
PARKING STRUCTURE
PARKING METERS

(pg 17)

Additional City Parking Supply

The City owns additional parking facilities in the form of parking garagesgdimeated/imatea, but

outside the City Center TIF District. The Reunion Arena and Arts District garagesieretitiaaently u

and provide opportunities for inclusion in specific management strategies to increase the utilization
potentially servéyOCenter TIF District parking needs. (pg 18)

Parking Demand

3
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Figure 4 Measured Parking Demand Profile

(pg 18)
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The Distristide peakour occupancy, shomw Figure 5, is approximately 70 percent, leaving
approximately 9,225 spaces vagaproximately 72 percent of these vacant(sp&c@s0 spaces)

are located in garages and underground facilities that are dedicated to serve office deneelopments an
unavailable for general use, due to the way the supply is accessed and managed. This lea
approximately 2,575 of the vacant shaicesthe typical weekday peak hour available to serve general
use parking demafug 18)

80%

70%
70%

) O TECEAUPBSIEERE I | | N BB R

50% 47%

40% T --------~ 36%- - - ——- R

Utilization

30% +--------1 --- -—- -1 e T e e

20% - - -l -mm --- e T e

10% + - —_— — —— — — e i O

0% T T

7:00-8:00 8:00-9:00 11:30-12:30 12:30-1:30 4:00-5:00 5:00-6:00 7:00-8:00 8:00-9:00

Time of Day

Figure 5 District-wide Weekday Total Parking Utilization

(pg 19)

Onstreet occupey across the District, shown in Figure 6, is 65 percent during the parking demand pe
hour, leaving approximately 190 spaces Aapaoximately 25 percent of the occupstgbebn

spaces (nearly 90 vehicles) are estimated by City staff doblyevatiidles with an Accessible Parking
Permit. Such permits allow use of the metered stall all day and at no cost. Abusdsoisthese per
suspected and the adverse impact to owdrakigparking availability is significant.

As shown in Figureapproximately 82 percent of the 4,750 parking spaces in surface lots are utilize
during the peak hour. This utilization leavesmapeso 860 vacant parking spaces. Surface lot
utilization is the highest of the three parking facility typeBeakdrten.demand was measured for
approximately 19,100 of the 24,450 parking garage spaces in the TIF District. Utilizatied of this mea
supply is 67 percent, as shown in Figure 7. If the utilization of the measured garage spaces in each s
is assmed for the garages where demand data were not available, an estimated 8,175 garage space
the TIF District are vacant. (pg 19)
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(P 20)

Effective CapacigRule of 85 Percent

Table 2 provides a summary of effective parking use rates and eéemsitipnerdross the TIF

District and within the denser downtown core. A unique factor identified in the land ese analysis is
current employment density. While most major urban areas of the country experience densities in the
of 3.0 to 4.0 empdey per 1,000 square feet of occupied space, the employment density rate in the Tl
District is only 1.77 employees per 1,@08 fapt. This would explain the equally low parking demand
rate of 0.95 spaces per 1,000 square feet of leased spacthef@isttioh. Other major cities with

dense urban cores experience rates between 1.0 and 2.25 spaces per 1,000 28pare feet. (pg

Table 2
Parking Rates & Employment Densities
Total Parking Occupied Space Parking Rate i
Demand (ksf) (spaces/ksf) Employment Density
Downtown 4,410 7,860 0.56 2.06
Core
TIF District 20,525 21,600 0.95 1.77

(pg 23)
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Section 4

Future Conditions

Introduction

The purpose of examining future conditions is to determinedthier geriang, the adequacy of
existing supplies to meet those demands, and the opportunities to create addit@mtaissapply, as
Future parking demand comprises current uses expected to continue, evolving uses of the same occ
space, and newas that either reoccupy vacant buildings or are built.

A significant portion of the parking supply is transittoyateeing surface lots, which do not realize

the highest and best use of the land. Therefore, it is expected that futube grovetimmagated at

the expense of these surface parking lots. This could mean the net loss of parking fahthe District, v
would adversely impact the economic viability of the area.

Predicting what form of development will occur in the futunsillidfeetecated, and the amount of
parking it will need remains a speculative endeavor. The value gained fréntuirarmomglitien is

in understanding the commitments necessary to succeed with the vision that has been defined. The
is an uderstanding of the effective parking management strategies necessary to improve parking sys
efficiency and the scaldutfre parking infrastructure needs that would likely result from successful
economic development. (pg 26)

Determining Parking Raito be used to estimate Future Parking Demand in the City Center TIF
District

The ratios associated with dat#isgedallas are most likely to reflect future parking needs by land use
category since it is specific to the environment, employtyneartdieniz of uses found within the TIF
District. The ULI rate for retail was used because of an inatditthéoretail parking demand in

Dallas. The combined use of these rates is considered to be reasonable for the purpose of estim;
futuredemand. Application of the 15 percent buffer to the base rates is necessary to ensure future su
adequacy oveme and allows the 85 Percent Rule to be applied to public parking.

The Zoning Ordinance for the Dallas Central Business Distiititraets anmaunt of parking to be
provided in new developments (1 space per 2,000 square feet of dexgdopesent land use

category). There is no additional parking requirement related to the conversion of existing buildings fo
uses. This amals of parking generation ratios is for projection purposes only. This study does n¢
recommend that the Zoninqh&rce be modified to set a limit on the maximum amount of parking that
will be allowed in a new development or redevelopment @egecheld ihat the functioning of the
private market will insure that the parking provided privately forsidigceiainderelopments will be
efficient. (pg 28)

The public portion of the projected parking demand includes only the retailaceBgsasEimes

that the private sector will provide adequate parking to meet office and resideat@ity €=igan

TIF District. The City enables the private sector to provide accessory parking with office and reside
developments, irspense to the demands of the marketplace. This position by the City provides th
assurance that economic devetdpopportunities will not be hampered due to parking policy. Some
developers may find that parking ratios as high as the ULI rateghéo) akemécessary to facilitate

a project. Others may be able to support a project with parking ratioshweaisting ratios.
Monitoring the parking system and updating the parking use ratios by land use type will enable the C
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track the elution of these rates and adjust the implementation of the overall Parking Strategy accordin
(pg 28B0)

Poential Utilization of the Existing Parking Supply

Due to the access constraints of the existing, vacant parking supply, it is wifiltieeltyahadsigs of

retail absorption or new residential development could be achieved, beyondotip&oanffice abs
Therefore, a change in parking management and/or an increase in the parking supply is necessa
achieve the retail and residentiabnentp of the -yBar development scenario. Due to the access
constraints of the existing, vacant parkilyg isup unlikely that significant amounts of retail absorption

or new residential development could be achieved, beyond the officehalorgti@ancfiange in

parking management and/or an increase in the parking supply is necessary tetatlapte the
residential components of tlyedisdevelopment 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 accommodatse
forecat reveal that office absorption can be partially accommodated within the available supply. There
building owners and managers should coctimi®kaurrent supplies to facilitate this office absorption.

In addition, owners and managers shau&bssagly pursue policies that would attrition out
dedicated/reserved stalls in leases to tenants. This will provide for greater flaxibgagynenthef m

the office development parking system and facilitate more efficient use of exmi8@)supplies.

Future Residential Parking Supply Needs

New residential development will likely need to be accommodated through development of new pa
supplies or the conversion of existing supplies to serve these needs. Conversion of exidting supplies
either impact the 15 percent buffer (also potentially impacted by office absorptiomelatefdrce office
spillover parking to occur outsiderRHgistrict boundary. Neither scenario is desired; however, it may be
determined that directed smillaghieves a higher and better use of land and infrastructure and is,
therefore, acceptable. (pg 31)

Future Retail Parking Supply Needs

Absorption ghcant retail space is likely not possible without expansion of the general use public park
suppf within the TIF District. The estimated need for 800 stalls is considered to be conservatively low
assumes a strong land use interaction resaltieganto demand on the street and associated parking
demand. Spaces for this use could be coratdkfexisting supply, but would require the displacement

of office/employee parking to locations outside the District. This supply need caultbdatdzke acco

by the 15 percent buffer because the intended purpose of this buffer is to acasmmaaodate the
variability created by customers and visitors, largely associated with retail development.

It is likely that TIF funds could be applied to [tpéeveof new public parking supply dedicated to
support retail development. Logically, thisveuigblige managed to provide general use access and

therefore satisfy the fpublic goodod intent 0
revitakation benefits of such an investment are significant and would be readily realizadsin the early y
of infrastructuresodé existence. (pg 31)
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Application to City Code

Dall asd historical par ki ng c¢ od e ghatitlaselgmatcheg at e d
the measured parking demand for office developments within thel ié~cDistmttoffibailt ratio

for parking is approximately 1.11 spaces per 1,000 square feet of development, averaged across the
TIF District. By a@ast, the current office demand ratio is approximately 1.06 spaces per 1,000 square fe
of occuied development. The office demand ratio was determined by comparing the measured demar
accessory parking facilities to the occupied space withthdyddengpecifically targeted to serve.

Although data are not available for parking suipggynand immediately outside the TIF District
boundary, anecdotal information strongly suggests that there is a significant net spillover of office ps
denand outside the TIF District. One noted example of this is the heavy reliance of beth the Bank
Tower and 1700 Pacific office towers to accommodate employee parking in the EIm Street parking ge
located immediately outside the TIF DistrictvdfetHi®rne out through further data collection and
analysis, the likely conclusion would &eé#nking code rate greater than 1.0 spaces per 1,000 square
feet of office development may be appropriate.

Constraints on the provision of parking fgreerap become a supporting strategy for transit and
transportation de matimglcommute aranstmedetsplit oDapproxienatedy 3@ x
percent (according to DART sources) is very good when compared to other urban areas. This is evic
of the relationship between quality transit service and a constrained central businggs district parl
environment. The Guiding Principles support the acknowledgement and advancement of this relations

It is strongly recommended that the GuidinigdPcoctpined in this document be adopted as a policy

el ement wi t hin t hee pnhcipleg Gvsl giye aguidanca gnd direddian .in theh e
implementation of the code for future development. Greater attention in the code should also be giv
standardizing appearance requirements for existing and future surface parking. Thisoneuld include
aggressive landscaping and lighting standards as a means to support an improved pedestrian environ

(pg 46)

Downtown Dallas 2Century Strategiearking Plan

Prepared fobowntown Dallas inc; Moore lacofano Goltsman

Prepared bitimleyHorn and Associates Inc

January 2011

(100 pages)

http://www3.dallascityhall.com/committee briefings/briefings0611/TE@&ld38arkmasirategicPI
an_061311.pdf

Introduction Parking Strategic Plan Overview

DEFINING CHARACTERISTICS

Around the country parking management prograensgagéevated to new levels of success and
performance. These programs are guided by atagw approach to parking management. This
parking strategic plan captures this new approach and has been developed to be one of the five
transformativeatgies of the Dallas 360 Downtown Master Plan.
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The defining characteristics of the pagkiagement strategic plan are:
AThe devel opment of a fivertically integrate
AA focus on improving customer service and nmatstandards of parking facility safety,
maintenance, and ease of use.
AA comprehensiveddntegrated approach to both parking and transportation issues.
AAn alignment and integration of parking philosophy and programs with larger community strat
goals.
ALeveraging new technological advances.
ACreating a defined parking investmesgystratan element of the larger downtown economic
development strategy.
APromoting a new generation of parking facility designs and integsatédaiiézed
AActively promoting new sustainable design and management principles. (pg 7)

A few afhe key recommendations related to these core strategies are summarized below:

Enhanced Planning, Urban Design and Community Reinvestment

. Use parking garagdagtet support and emphasize goodusexddvelopment.

. Identify potential parkévgldpment locations with the greatest benefit to existing and future demands.

. Develop new parking facility design guidelines.

. Create a parking developmentaralipyogram (linked to the downtown ectvaiopment plan).

.Usegood urbandesigpr i nci pl es to maxi mize the Avaluebo
Adopt and promote fAGreen Parking Designo p

. Reinvest a portion of magkiagram revenues back into the districts in which geegnatyd on

an annual biss (pg 8)

~NoO ok, WNBE

Il n Summaryé

Placing more focus and investment in parking will provide significant community dividends, if done
Parking affects downtown visitoreyeeml residents and businesses in very direct and tangible ways.
Improvements to ficiiparking programs are noticeable and important. It is important that the public sect
not ignore parking and relegate it as a purely private sector issueai@nvieecbatienge the City to

not only be involved, but to set a high commuaity staed 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 IRRang Strategic Plan, a Parking Steering Committee and other stake potdédertoup
specific direction on the particular issues and opportunities facing Downtown Dallas with respect to pa
A core challenge facing Downtown Dallas today kinth& parecessary but often undesirable part of

the Downtown experiencaentomy visitors, workers and residents. Like several other large American
cities, Dallas has largely relied upon the private sector to build parking supply in compimnce with min
parking requirements. As a result, the public parking programosatiygiagatented and does not
address parking in a comprehensive manner. For example, with the esteptipargiray the City

does not own or control any signickinigpassets. Visitors are often forced to search for a new parking
locatomd ur i ng each vi sit tiosiDhocwen ttohwenrdes anmraen yf edwe sit ki
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where to park in a convenient, predictable and enjdyalbielvencreases thelihood of a negative
experience. (pg 11)

Parking policies and prograeneairdeveloped or aligned with larger community strategic goals and are
managed as a separate and isolated function as opposed to an integral component of a lar
transportatiosystem. This has created departments and policies that sometimss punoaesro

The | ack of strong public parking management
through efforts such as providing retail support ifar&mgng the parking market, and promoting
adaptive #fll and reuse of g buildings through the strategic investment in public parking. Further,
limited public parking has prohibited Dallas from strategically reinvesting parking reeectnges to enhan
parking experience or contribute to other community desired geafsildicchart, support of
transportation alternatives, specific district enhancements, and bike share programs. Finally, the la
investment in modern parking technologgesspbmwntown from improving customer service, providing

a greater range afyment options, allowing for creative pricing and enforcing options, and improvin
operational efficiency. (pg 11)

Planning Context
Center City TIF District Parking Stratethys study was conducted in 2001 to evaluate existing parking
conditionand potential effectivedost parking solutions within the Center City district. The study was in
response to growing concern i n notiheablé tasupportt 9 9 0 0
expanded retail and residential developnoentrmotie centralized public parking. The study found that
even thought there was available parking, the location and accessibility of parking was not adequate
overarching studyaetnendations included:

AEstablishing an organization to manage parking

AMaximizing etreet parking capacity

ADedicating parking revenue for system sustainability

AAcquiring or leasing approximately 28@rshquiiblic parking spaces in the dowotewn

AExpand sheerm public parking supply when retail attradtedntown and/or existing

parkingitilization reaches 85% of capacity

AProvide collateral support for parkivayfinding/signage, site upgrades, new equipment,

marketing and customatreach

ABalance provision okteet parking with traffic access

Acalm traffic on EIm, Main, and Commerce to support pedestrian usage

AEstablish a free transit zone in the downtown core

Arts District Parking Studythis study was conductednjunotion with the Arts District Strategic Plan.

The study analyzedkpay demands generated by various event venues (existing and proposed).
Collected parking occupancy counts showed that 62 percent of capacity was utilized on an avel
weekday. Parkimyentory counts in the area showed that there were 3,500 aegstigpsaphle
development plans showed that an additional 1,500 spaces were proposed in conjunction with new pr
(most spaces found in DCPA garage and One Arts Plaza gamag@ctitvesishow that future event
demands will utilize all of thdade future supply; however, with the addition of the proposed Artists
Square, parking deficits grow much larger when concurrent events occur lfaéhoogt, ahe
concurrergvents is small). (pg 15)

The following studies were used ae #obahis study:
ACentral Business District Transportation Plan
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ADowntown Dallas Transit Study
ADART 2030 Plan

AProject Pegasus

Awoodall Rogers Freeway Master Plans
AStreetcar Aligent and Studies

This parking analysis was also intended tdirabitfy with ongoing community and economic
development policies. This study was crafted linear to the ongoing Dallas 360 Implementation Study,
also cognizant of other plannintg eiffiok guiding principles developed throughout the yeassnn downto
Dallas, including:

AArts District Master Plan

AMain Street Retail Action Plan

ARetail Recruitment Strategies

ATrinity River Corridor

AFarmers Market Master Plan

Study Area

The Dowawn Dallas Parking Strategic Plan evaluated parking fiohditisns de t he L oo
represents the core of the Downtown Dallas area. The official boundaries of this study area are the Wi
Rogers Freeway to the north, Stemmons Freeway to thd hastioR Freeway to the south, and the

North Central Exprgay to the east.

This study area represents the Central Business District for the City of Dallas. The area is 1.4 square
in area with an approximate population of around 10,00@&ndsiderdgsthan 135,000 downtown

employees in the numerous dtiwers. The CBD is the largest employment center in North Texas,
representing 20 percent of Dallasds empl oymen

The area represents more than 200 city blocks, with land usdgevdoyusgspfresidential units,
boutique retail, and upscataueants. 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 Downtowr
connectde 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 dowr
Dallas. Of this total, nearly 50,000 spaces are found in panesgeither above or below ground.

While most of the umgpgleund garage parking is typically attributed to the office uses in downtown Dalla:
between half and thwds of the parking is available to the public in some form (transient, monthly, o
vakt).
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Existing Parking in Downtown Dallas
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(pg 24)

The total land area within the downtpwia &gaproximately 955 acres. The total amount of that land
currently dedicated to parking is approximately 257 acres or 27%. Of the total land area dedicate
parking, approximately 125 a@®%)(is currently utilized by surface parking. Strutimegd pa
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 pe
into a single parking stractihe diagrams below illustrate what the surface pphkiagdsihe

structured parking supply would look like if they were consolidated into parking structures with e
footprints (approximately 42,000 square foot areas). The surface parkingprespadting
approximately 16,000 spaces would reoarikéeng structure that is 110 stories tall. For the structured
parking, which includes approximately 50,000 spaces, the required struSt@estooigis tad. (pg

25)
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Structured
Parking

Surface
Lo QTKINg

Surface parking consolidated into Surface parking (110 stories) compared
a single parking facility (110 stories tall) to Structured parking (360 stories)

(pg 25)

Public vsPrivate Parking

Of the nearly 70,000 parking spaces towdonaimost 50,000 of those are available to the public in
some fashion (whether through monthly permitting, transient parking, or valet). Publicly available ps
represents approximatelyer€ept of the parking supply in downtown Dallas.

Approximaly 16,000 of the total spaces are available in the numerous surface parking lots four

throughout town. Nearly 90 percent of this supply is available to the public, albeit throtegh primarily p

vendors. There are also approximately 2sb@@tospzes 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)
Public vs. Private Parking Supply
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Parking Occupancy
An occupancy data siemyas collected from five Downtown Dallas parking, sticlatlirg the four
designated CityPark facilities. The structures are located across the central portion of the downtown
area, which provides a more even distribution of the sarhglé\wemalyzed garages includes:
Metropolitan GardgE31CEIm Street (Total Number of Available &pGces
Star Parking Garage200Ross Avenue (Total Spad@00
DalPark Garagd 600Commerce Street (Total Spat®S
Third Rail Lofts Garad&l00Block of EIm &#t (Total Space$0Q
EIm Street Garag200CEIm Street (Total Spa@269 (pg26

Occupancy counts were takeweekl to avoid variance due to external factors such as holiday travel,
special events, company furloughs or heavy condtrig@éwagd 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.

100
90
80
70 Legend
. Total Occupancy
E 2 60 == Metropolitan Garage
o
B g e Star Parking Garage
H
8 & 50 +
= == DalPark Garage
w=st=Third Rail Lofts Garage
40 «@-Elm Street Garage
30
20
10
0 T T T T
8:00AM 10:00AM 12:00PM 2:00PM 4:00PM 6:00PM
Public Parking Garages - Daily Occupancy
Percent of Spaces Occupied By Garage
Metropolitan Garage |Star Parking Garage |DalPark Garage |Third Rail Lofts Garage |Elm Street Garage
600 1300 485 400 2266
8:00 AM 53% i 25% | 35% | 50% 24%
10:00 AM 60% ] 37% | 62% | 57% 64%
12:00 PM 61% 41% | 63% 57% 61%
2:00 PM 66% 72% | 54% | 61% 67%
4:00 PM 38% | 83% | 60% | 53% 48%
6:00 PM 52% 9% 22% i 25% 20%

The percent of occupied parking structure spaces is consistent with previous studidbeperformed fo
Downtown Dallas area. Previous studies showed a wide discrepancy of occupancy between surface
parking structures. Surface parking lots consistently achieved an occupancy level over 80% while avi
occupancy in parking structures scarcelyext®édt any given time period. (pg 28)
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Measured District Wide Off-Street Parking (Kittleson and Associates, Inc 2001)

90

Measured Utilization

7:00-8:00 8:00-9:00 11:30-12:30 12:30-1:30 4:00-5:00 5:00-6:00 7:00-8:00 8:00-9:00

Time of Day M Parking Structures

W Surface Lots

Weekday Parking Occupancy (Wed. Jan. 31, 2007) (Arts District Study - Carl Walker, 2007)

No. of | Occupied | Percent

Parking Facility Spaces Spaces |Occupied

Lot 19 (Woodall & Olive) 270 266 98.5%
Lot 20 (Olive & Flora) 160 122 76.3%
Dallas Museum of Arts Garage 415 330 79.5%
Dallas Museum of Arts Surface Lot 27 22 81.5%
Southwestern Plaza Garage 400 318 79.5%
2001 Ross Avenue Garage 1,183 760 64.2%
Belo Mansion Garage 265 90 34.0%
2100 Ross Avenue Garage 451 356 78.9%
Lot 26 (Ross, Olive & Harwood) 325 290 89.2%
Lot 27 (St. Paul, Ross, Harwood)* 41 36 87.8%
First Baptist Church Garage 1,201 848 70.6%
On-Street 137 26 19.0%
| Total 4,875 3.464 71.1%

* Parking capacity does not include 750 St. Paul Street Garage

(pg 28)

Parking Analysis Zones

For the purposes of the Downtown Dallas Parking Strategic Plan, the demand model was built using
land use characteristics taken from the Dallas Central ApjotafeaivBisilascad.prihe parking

supply was obtained from several sources, including field investigation, local parking operators, and
property managers. Muodtilal data was obtained from th&@09&nericarCommunity Survey and

recent transportation studies for the downtown area. (pg 32)
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Existing “Normal” Weekday Scenario
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Parking Issues
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Through the existing parking analysis and the development of the parking demand model, several th
emergedhtit helpeds better understand the exact parking problem (or perception of parking problem:
throughout the Downtown Dallas area. The true problem with the parking system is not an issu
availability or demand. Rather, the parking problem isesawitfygaased 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 pesae diatheitain Street
district, where demand for parking (caused by a large presence of high volume destinations, or
generators) exceeds the actual fAavailableo su
it just may not isiblerahe most desirable parking location. (pg 36)

Public Parking Consistency
The lack of consistency with the public parking supply is very simiindmthessuay While there
are nearly 50,000 spaces that are available to tive gmbécfasimpall of these are provided by
private operators with no clear and consisten
signage between facilities managed by the same operator. While there are no true ditldsly owned fac
thereare four parking garages that are contdegquhrt of the CityPark parking system:

Star Parking GaragE200Ross Avenue, approxima@parking spaces

DalPark Garagd 600Commerce Street, approximbparking spaces

Metropolitan GardgE31CEIm Street, approxima&@éparking spaces (@9

Third Rail Lofta@gea 1400Block of EIm Street, approxindai@arking spaces

These four garages have a total of 2,755 spaces, which is approximately 5% percent of the total struc
supply in Downtown Dallas. While these garages are still operated layqpsivhey @persigned and

branded as CityPark facilities to provide a semblance of public parking in the downtown. Three o
garages are located in the Main Street District (DalPark, Metropolitan, and Third Rails Loft), while the
(Star Parking)located within a reasonable walking tolerance. (pg 37)

(pg 37)
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