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Introduction and Overview: Generally, parking within communities is governed by off-street and on-street parking provisions within the City’s code. This analysis provides a review and comparison of the City of Largo’s parking requirements with other municipalities in Florida – City of Sarasota, City of Bradenton, and City of Gainesville along with nationally recognized professional organizations (Institute of Transportation Engineers1 and the American Planning Association2).  In addition, the Cities of Dania Beach, Delray Beach, Hollywood, and City of Orlando were reviewed and summarized.

KHA compared the City of Largo’s current off-street parking requirements in Section 6100 of the Comprehensive Development Code (CDC) which in addition to the standard parking requirements and generation rates, also includes bicycle parking requirements, location of parking facilities and other, similar features.  Included within this review was analysis of the Walkability and Complete Streets Study (“Multi-Modal Transportation Systems” Plan), City’s current Use Table (i.e., those uses which the City defines through the applicable code components with regard to permitted uses, comprehensive plan compliance, etc.) in relation to the existing parking code and the other communities surveyed.      
Currently, the City’s parking regulations include eight (8) general categories with additional, specific uses and their required standard.  In addition, parking requirements are calculated on varying standards including but not limited to per unit (residential), gross square feet (gsf) or square feet of office area (osf) (non-residential), per room (hotels, dormitories), per seat or number of seats, and/or based on the number of employees of the largest shift.  
As summarized in Table 1 (page 4), the City of Largo’s parking rates for most uses are generally higher than the communities surveyed.  In addition, the City of Largo basis parking varying standards specifically with regard to non-residential uses using either a per gross square foot (gsf) or per office square foot (osf) standard.  The higher than average parking ratios for these uses requires each site to provide one additional space as compared to other communities which based on potentially limited developable land, this requirement can become a significant impediment to development and redevelopment. For example, in the City of Largo, a 25,000 square foot retail center requires 125 off-street parking spaces plus an additional number of accessible parking spaces.  In contrast, using the next lowest standard of 1 parking space per 250 gross square feet requires 100 spaces.  This results in an additional 25 spaces or approximately 6,750 square feet of site area to be designated for parking (assumes the net effective area of a space is 270 square feet, including ½ drive isle). In addition, the City requires that accessible parking be in addition to the required parking as compared to an inclusive parking standard.  Note: the City’s single-family parking rate is also higher than the other cities that were reviewed. While single-family parking is typically accommodated on-site and for the most part has not been noted as an issue by the City, the higher rate can create a perception of limitation(s) for residential developers.   

In comparison to the code required parking within downtown Orlando, each municipality considered, required a significantly higher amount of parking. This is a result of several key factors. The City of Orlando can be considered a more urban environment than the other cities reviewed. As a result, it contains a far more intense development pattern and is supported by a wider range of pedestrian, bicycle, and transit facilities. In addition, Orlando’s rates are based on maximums and minimums with higher emphasis on public parking rather than private parking. This provides the flexibility to the City of Orlando to adjust to site-specific conditions and further encourage alternative modes of transportation.

This study provides a series of recommended (available) parking strategies on beginning on Page 16 that can be implemented in whole or in part by the City consistent with their goals for increased flexibility, economic development incentives and application of best management practices supportive of multi-modal elements.  
______________________________

1 = ITE’s Parking Generation generally provides information on parking generation rates observed/studied for certain types of uses and not confined to a specific geographic area.  The ITE rates provided in this analysis are based on the 85th percentile of studies and the highest peak parking period (i.e., weekday vs. Saturday).  
2 = The APA-Planning Advisory Service Parking Standards (PAS 510) provides samples of responding communities with regard to individual parking provisions.  Information obtained from this source also identifies the community surveyed.
______________________________

	STANDARDS SUMMARY
These standards are provided for new or existing development within the City of Largo; parking standards provided in the CRD or Special Area Planning shall apply within those areas. 

	USE*1
	CITY OF LARGO
	SAMPLE COMMUNITY RANGE
	RECOMMENDED

STRATEGIES*2

	
	
	
	Minimum
	Maximum

	Residential
	
	
	
	

	          Single Family
	2.0 / dwelling unit
	1.0 – 2.0 / dwelling unit
	1.0 / dwelling unit
	2.0 / dwelling unit

	          Multi-Family
	1.5 – 2.5 / dwelling unit
	1.0 - 2.0 / dwelling unit
	1.0 / dwelling unit
	2.5 / dwelling unit

	          Recreational Vehicle
	1.0 / 250 osf plus 1.0 / rental space
	1.0 / RV Space
	1.0 / 400 gsf office and related accessory uses (i.e., sundries) plus 1.0 / rental space
	1.0 / 250 gsf office and related accessory uses (i.e., sundries) plus 1.0 / rental space

	Office
	
	
	
	

	          Medical
	1.0 / 250 gsf
	1.0 / 150 – 400 gsf
	1.0 / 350 gsf
	1.0 / 250 gsf

	          Professional
	1.0 / 250 osf
	1.0 – 1.5 / 250 – 300 gsf
	1.0 / 400 gsf
	1.0 / 250 gsf

	Commercial
	
	
	
	

	         General Commercial
	1.0 / 200 gsf
	1.0 / 250 - 300 gsf
	1.0 / 400 gsf
	1.0 / 250 gsf

	         Shopping Centers/ Large Scale Retail Uses
	1.0 / 200 gsf
	1.0 / 250 – 300 gsf; Bradenton FBC = 1:350-500 gsf, Venice CSC Zoning District = 1:1,000 gsf
	1.0 / 500 gsf
	1.0 / 250 gsf

	         Restaurants (eating and drinking establishments)
	1.0 / 100 gsf
	1.0 / 150 – 300 gsf; or 

1.0 / 3.0 seats
	1.0 / 4.0 seats
	1.0 / 3.0 seats

	        Theater
	1.0/ 250 osf plus 1.0 / 3 seats maximum capacity
	1.0 / 3 – 4 seats
	1.0/ 4.0 seats
	1.0/ 3.0 seats


	STANDARDS SUMMARY (cont.)

	USE*1
	CITY OF LARGO
	SAMPLE COMMUNITY RANGE
	RECOMMENDED

STRATEGIES*2

	
	
	
	Minimum
	Maximum

	Lodging
	
	
	
	

	          Lodging
	1.0 / 250 osf plus 1.0 / room plus 1.0 / 200 gsf restaurant and other uses
	1.0 / room plus 0.10 / room plus a percentage (typically 75%) of accessory uses requirements
	0.5 / room plus 50 percent of accessory uses that exceed five (5) percent of the principal use gsf
	1.0 / room plus 50 percent of accessory uses that exceed five (5) percent of the principal use gsf

	Industrial
	
	
	
	

	          Warehousing/wholesale
	1.0 / 250 gsf
	1.0 – 1.5 / 500 – 1,000 gsf
	1.0 / 1,000 gsf (office/showroom area) plus 1.0 / 4 employees largest shift
	1.0 / 500 gsf (office/showroom area) plus 1.0 / 2 employees largest shift

	All other Industrial Uses
	1.0 / 250 gsf
	1.0 – 1.5 / 500 – 1,000 gsf
	1.0 / 1,000 gsf (office/showroom area) plus 1.0 / 4 employees largest shift
	1.0 / 500 gsf (office/showroom area) plus 1.0 / 2 employees largest shift

	Recreational
	
	
	
	

	          Recreational
	1.0 / 250 osf plus 2.0 / acre (passive); 5.0 / acre (active)
	1.0 – 3.0 / 10 acres plus 1.0 /  300 gsf
	1.0  / 10 acres plus 1.0 /  300 gsf buildings open to the public
	1.0 / 5 acres plus 1.0 / 250 gsf buildings open to the public

	Public & Civic
	
	
	
	

	          Public & Civic
	1.0 / 200 – 250 gsf; or

1.0 / 3 seats
	1.0 / 300 – 400 gsf; or 

1.0 / 3 – 5 seats
	1.0 / 500 gsf
	1.0 / 300 gsf

	         Religious Institutions          (based on Main Assembly Hall)
	1.0 / 3 seats
	1.0 / 3 – 5 seats
	1.0 / 5 seats
	1.0 / 3 seats

	Educational
	
	
	
	

	          Education
	1.0 / 250 osf plus 1.0 / classroom (elementary); 1.0 / 3 seats (high school/college)
	1.0 - 2.0 / classroom plus 1.0 / employee (elementary); 
	2.0 / classroom plus 1.0 / employee
	1.0 / classroom plus 1.0 / employee


*1 = Parking requirements for Specialty Uses not listed above shall be determined by a parking study as approved by the DCO and the City Engineer  
*2 = Recommended parking amendments do not replace or update those standards currently included within the City of Largo Community Redevelopment Area.  

Residential uses typically include single family detached dwelling units, duplex/townhouse and multi-family residential units.  Generally, most communities surveyed require between 1.0 – 2.0 parking spaces for most residential uses.  The City of Largo further differentiates parking for multi-family developments based on the number of bedrooms up to 2.50 spaces per dwelling unit, most communities require up to 2.0 spaces; only the City of Bradenton requires additional parking on a ratio of 1.0 spaces for every 10 units to be provided to accommodate visitors and overflow parking needs.  In addition, the City of Sarasota provides a separate standard for Age-Restricted (i.e., 55 and older) dwellings of 1.5 per dwelling unit.    
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Single Family
	4.0/du
	2.0/du
	2.0/du
	1.0/du
	2.14/du
	2.0/du

	Multi-Family*1
	1.50-2.50/du (efficiency-three or more bdr)
	2.0/du (no difference based on the number of bedrooms)
	2.0/du + 1.0 per every 10 multi-family units
	1.0/bedroom (bdr)
	1.46/du
	1.0-2.0/du (maximum of 2.0 regardless of number of bedrooms)

	Age-Restricted Dwellings
	NA
	1.50/du
	NA
	NA
	--
	--

	Subsidized Housing
	NA
	NA
	NA
	1.0/du
	--
	--


*1 = Current City of Largo differentiates between Efficiency, One-Bedroom, Two-Bedroom and Three or more bedrooms.
Medical Facilities include a range of standard medical related uses along with limited quasi-residential uses (i.e., assisted living facility, nursing home and rehabilitation facility).  The City separates Medical Facilities from the Office/Professional Office category; however, several communities include both under the general category of “Office”.  In addition, the City includes two standards relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the use.         
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Medical Office & Clinic (includes medical  laboratory)
	1.0/250 gsf
	1.0/200 gsf (up to 3,000 gsf); 1.0/250 gsf (3,001-5,000); 1/300 gsf (5,001-10,000 gsf); 
1/350 gsf (10,001-20,000 gsf); 1/400 (20,000 gsf or more)
	1.0/exam room
	1.0/150 gsf
	4.74/1,000 gsf (Clinic); 4.30/1,000 gsf (Medical/Dental Office)
	4.0 min-5.0 max/1,000 gsf (Clinic); 4.0 min – 6.5 max/1,000 gsf (Medical/Dental Office)


	Veterinarian
	1.0/250 gsf
	Included with medical offices
	1.0/exam room
	1.0/250 gsf (excluding boarding area)
	--
	3.0/exam room plus 1/employee of the largest shift

	Hospital
	1.0/250 osf plus 1.0/licensed bed
	1.5/bed
	1.0/3 beds based on maximum patient capacity
	1.5/bed
	5.19/bed
	1.35/bed
1.0/bed

	Halfway House & Rehabilitation Facilities
	1.0/250 osf plus 1.0/2.5 clients based on licensed capacity
	0.5/bed
	1.0/6 beds plus 1.0/independent unit plus 1.0/20 clients
	1.0/3 beds (convalescent home); 
1.0/bdr (community residential home)
	--
	--

	ALF/Nursing Home
	1.0/250 osf plus 1.0/2.5 clients based on licensed capacity
	0.5/bed
	1.0/3 beds based on max patient capacity
	1.0/3 beds (nursing home); 1.0/3 units (housing for the elderly)
	0.36/du (ALF); 0.21/bed (Nursing home)
	1.0/staff plus 1.0/4 residents



Lodging includes traditional transient lodging facilities (i.e., bed & breakfast, hotel/motel) as well as dormitories and recreational vehicle (RV) parks.  Other communities review and analysis are consistent with the City’s list of uses with the exception the City includes two additional standards (provisions) relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the use.      
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Bed & Breakfast
	1.0/250 osf plus 1.0/room
	1.0/guest unit plus 1.0 per du
	1.0/sleeping room + 1/resident manager
	1.0/400 gsf
	--
	0.75 (min)/bed – 1.5(max)/bed

	Boarding House
	1.0/250 osf plus 1.0/room
	NA
	See above
	See above
	--
	1.0/2 beds

	Dormitories
	1.0/250 osf plus 1.0/room
	0.5/bed
	1.0/2 residents max capacity plus 1.0/employee
	1.0/400 gsf (Note: City also regulates Sorority/Fraternity Houses at 1.0/110 gsf plus 1.0/resident assistant)
	--
	1.0/3 beds


	Hotels*1
	1.0/250 osf plus 1.0/room plus 1.0/200 gsf restaurant and other uses
	1.0/room plus 0.10/room plus other uses as included in the parking requirements
	1.0/unit plus 4.0/50 units plus other uses on-site
	5.0 plus 1.0/guestroom plus 75% of required spaces for accessory uses
	0.71-1.14/room
	1.0/room

	RV Park (Commercial Campground, Long term RV Park)
	1.0/250 osf plus 1.0/rental space
	NA
	NA
	NA
	--
	1.0/RV space



*1 = Current City of Largo requires hotel uses to provide parking for each use in addition to principle hotel function (i.e., rooms); other communities surveyed also require separate calculation excluding City of Gainesville which calculates secondary/accessory uses at 75%.
Based on review of the ITE Parking Generation information, identified studies do not separate out or require calculation of accessory type uses within this category; parking requirements are identified for the principal hotel/motel use only.  
The City of Largo’s Office category is broad in that it currently only includes two listed uses: Catalog Office and Professional Office.  In its list of allowable uses, the City expanded has expanded the list in its listing of allowable uses to include General Offices and Home Office of Convenience.  Other communities further differentiate certain uses if they are considered trade or service establishments, personal and professional services or are located within a specific zoning district. Similar to the previous groups, the City includes two standards relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the use.         
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Catalog Office
	1.0/250 osf 
	NA
	NA
	NA
	--
	--

	Professional Office
	1.0/250 osf
	1.0/200 gsf (up to 3,000 gsf); 1.0/300 gsf (3,001-10,000); 1/325 gsf (10,001 or more); 1.0/250 gsf plus 1.0/atm (financial institution) 


	1.0/250 gsf
	1.0/300 gsf (Finance, banks, insurance, real estate, professional and other office uses)
	3.44/1,000 gsf
	1.0/300-400 gsf

	Trade or Service Establishments
	NA
	1.0/350 gsf
	1.0/employee plus 1.0/200 gsf customer service area
	NA
	--

	--


Public and Institutional Uses generally include education/schools, religious institutions, libraries, government buildings, and similar uses.  The City’s parking rates for the listed uses are generally higher than the other communities surveyed.  In addition, the City includes two standards relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the use.
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Public/Private School (K-8)
	1.0/250 osf plus 1.0/classroom
	2.0/classroom plus accessory uses (i.e., auditorium)
	1.0/100 students
	30.0 plus 2.0 per classroom
	0.36/student
	1.0/class-room plus 1.0 per employee

	High School/College/
University/

Technical School
	1.0/250 osf plus 1.0/3 seats
	6.0/classroom plus accessory uses (HS); 10.0/classroom plus accessory uses (College)

	1.0/5 students (Business Training & HS); 1.0/10 resident students plus 1.0/5 commuter students
	1.0/employee plus 1.0/10 students design capacity(HS); 
	0.29/student; (HS); 0.25-0.34 student (College)
	1.0/3.5 full-time students


	Commercial/Trade Schools
	1.0/200 gsf
	NA
	1.0/5 students
	1.0/employee plus 1.0/3 students design capacity
	--


	--

	Religious Institutions
	1.0/3 seats
	1.0/5 fixed seats or 1.0/60 gsf without fixed seats)
	1.0/3 seats maximum capacity
	1.0/4 seats or 1.0/40 gsf main assembly hall
	0.21/seat
	1.0/5 seats (main assembly hall) 

	Private Clubs, Lodges, and Fraternal Order
	1.0/seats maximum capacity
	1.0/200 gsf
	
	1.0/40 gsf main assembly hall
	--
	3.3/1,000 gsf or 1.0/4 seats maximum capacity

	Libraries, Museums, Auditoriums
	1.0/250 gsf
	1.0/300 gsf
	1.0/100 gsf visitor floor area
	1.0/200 gsf (library); 1.0/4 seats (Auditorium
	4.19/1,000 gsf
	1.0/400 gsf to 
2.0/1,000 gsf

	Community Center
	1.0/200 gsf
	1.0/200 gsf
	NA
	4.0/1,000 gsf (recreational facility not elsewhere defined)
	5.82/1,000 gsf
	--

	Cemetery
	1.0/250 osf
	1.0/250 gsf 
office
	1.0/3 seats maximum capacity
	1.0/ 5 seats in the Chapel
	--
	1.0/4 seats maximum capacity (Chapel)

	Telecommunications Tower
	1.0
	1.0
	
	
	
	


	Government Offices
	1.0/250 gsf
	1.0/300 gsf (public use 
area) plus 
1.0/600 gsf 
(non-public use area)
	NA
	NA
	6.13/1,000 gsf
	1.0/300 gsf

	Day Care Center
	1.0/250 osf plus 1.0/classroom
	1.0/300 gsf plus 3.0 for unloading/ loading
	1.0/10 clients
	1.0 for unloading/ loading (min 4) plus 1.0/employee maximum shift
	3.7/1,000 gsf
	1.0/emp plus 1.0/10 attendees

	Correctional Facilities
	1.0/250 osf plus 1.0/largest number of employees on duty at one time
	NA
	NA
	NA
	--
	--


Recreational Facilities include a broad range of active and passive recreational facilities including youth centers, boat ramps/marinas, nature areas, and sports arenas/stadium.  Similar to other categories, the City’s parking requirements are higher than other communities surveyed.  In addition, the City includes two standards relative to parking calculations for using either gross square foot (gsf) and office square foot (osf) depending on the use (i.e., Passive Recreation and Boat Ramps, etc.).
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Youth Centers (YMCA, Boy Scouts
	1.0/250 gsf
	1.0/gsf plus 1.0/1,000 gsf outdoor recreation area
	NA
	
	5.82/1,000 gsf
	1.0/500 gsf (max), 1.0/600 gsf (min)

	Passive Recreation Park
	1.0/250 osf plus 2.0/acre
	1.0/10 acres plus 1.0/300 gsf buildings

	
	3.0/10 ac plus 1.0/each additional 10 acres (under 50 acres) or 1.0/2 ac up to 10 acres, 1.0/5 ac in excess of 10 acres + 75% each park facility
	15/acre
	4.0/acre



	Boat Ramps and Indoor Boat Storage
	1.0/250 osf plus 5.0 double length per boat ramp plus 1.0/4 dry storage berths
	See Marina
	See Marina
	1.0/employee plus 1.0/3 students design capacity
	--


	--

	Marina
	1.0/250 gsf plus 1.0/boat slip plus 1.0/dry storage berth
	1.0/500 gsf (storage and repair) plus 1.0/3 slips plus 1.0/3 seats on charter boats
	1.0/2 boat slips plus additional for restaurants, retail sales and other facilities
	NA
	0.35/berth
	1.0/boat slip – 2.0/boat slip

	Active Recreation Facilities
	1.0/250 gsf plus 5.0/acre plus 1.0/2 activity participants plus 1.0/3 spectator seats
	1.0/4 seats plus 1.0/100 gsf (capable of temporary seating)
	1.0/3 visitors maximum capacity (indoor); 1.0/participant plus 1.0/3 seats maximum capacity (outdoor/ spectator)
	1.0/4 seats (auditorium); 2.0/tennis court plus 1.0/200 gsf clubhouse (tennis); 1.0/200 gsf pool area plus 1.0/200 gsf building area (in excess of 1,000 sf)(swimming pool)
	9.83/hole (golf course); 4.13/court (tennis); 3.0/1,000 gsf (recreational community center)
	1.3/hole (golf course); 2.0/court (tennis); 1.0/ 2.5-4.0 seats (stadium)


Commercial Uses includes, but not limited to, general commercial uses, movie theaters, Automobile Oriented uses (car wash, quick lube, etc.), restaurants and limited light industrial uses (i.e., mini-storage facilities).  Other communities surveyed further delineated additional, more specific commercial uses including shopping centers (based on size).  Similar to the previous categories, the City includes two standards relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the use as compared to other communities.

	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	General Commercial
	1.0/200 gsf
	1.0/250 gsf (retail); 1.0/300 gsf (shopping mall);
	--
	1.0/250 gsf (retail); 1.0/250 gsf (up to 400K), 1.0/200 gsf (400-600K)
	5.06/1,000 gsf
	1.0/250-300 gsf


	Movie Theaters
	1.0/250 osf plus 1.0/3 seats maximum capacity
	1.0/4 seats

	--
	1.0/3 seats
	0.23/seat
	1.0/3-3.5 seats


	Car Wash
	1.0/250 osf plus 1.0/largest number of employees on duty at one time
	1.0/bay plus 1.0/pump island plus 1.0/200 gsf (auto-related uses)
	1.5/ person employed on premise plus 1.0/ office, retail sales and other facilities plus 1.0/4,500 gsf sales/display
	3.0 min + 3.0 for vehicle queuing plus 2.0 spaces if employees present
	--


	--

	Quick Lube/Mechanical Repair Shop
	1.0/ 250 osf plus 1.0/service bay
	See above
	See above
	1.0/200 gsf (service station); 1.0/200 gsf including outdoor work area (auto repair)
	--
	1.0/bay plus 1.0/mechanic

	Freestanding Restaurants
	1.0/100 gsf
	1.0/300 gsf (fast food); 1.0/150 gsf (restaurant)
	1.0/3 seats (maximum capacity)
	3.0 plus 1.0/3 seats (service provided)
	0.48/seat (high turnover); 0.57/seat (fast food w/drive thru)
	1.0/4 seats; 12.4/1,000 gsf


	Bars, Taverns, Lounges, Nightclub
	1.0/ 100 gsf
	1.0/100 gsf
	--
	See above
	--
	--

	Pool Halls, bowling alley
	1.0/175 gsf
	--
	--
	2.0/table/alley
	
	

	Mini-storage facilities
	1.0/250 gsf plus 1.0/25 rental units (w/o parking in front of units)
	1.0/300 gsf plus 1.0/1,500 gsf yard area
	1.0/person employed plus 1.0/200 gsf customer area plus 1.0/10 storage units
	5.0 plus 1.0/200 bays
	--
	1.0/100 storage units


	Recycling Center
	1.0/250 gsf
	1.0/300 gsf plus 1.0/1,500 gsf yard area
	--
	5.0 plus 1.0/each acre in excess of 5 acres
	--
	1.0/employee; 1.0/10,000 gsf yard area


	Convenience Store/Gas Station
	1.0/200 gsf
	See car wash
	See car wash
	1.0/200 gsf
	3.77/1,000 gsf
	1.0/150 gsf; 1.5-2.5/gas pump

	Wholesale business
	1.0/1,000 gsf plus 1.0/250 osf
	1.0/500 gsf
	--
	3.0 plus 1.0/1,000 gsf
	--
	1.0/500 gsf


	Automobile Dealership
	1.0/2,000 gsf open sales area plus 1.0/250 osf
	1.0/250 gsf (showroom, parts, offices) plus 1.0/2,000 gsf outdoor display area
	See car wash
	1.0/500 gsf
	--
	4.0/1,000 gsf; 1.0-1.3/1,000 gsf


	Funeral Home
	1.0/200 gsf
	1.0/5 seats
	1.0/3 seats
	1.0/5 seats
	--
	1.0/1,000 gsf


The City of Largo’s Industrial Uses generally include the broad categories of indoor industrial and outdoor industrial.  In addition, the City lists firing ranges and race tracks within this category.  However, the City’s Use Table further identifies a number of industrial related uses including dry cleaning, food processing, trade shops, broadcast facilities, industrial parks, truck terminals, stables, resource recovery facilities, lumber yards, bulk sales of fuels, asphalt and concrete mixing plans, warehouse, manufacturing and assembly, crematories, truck terminals/airports/heliports, and borrow pits.  Several of these uses are currently located within other parking categories and should be rectified with the use table.  Consistent with the other, previous categories, the City includes two standards relative to parking calculations using either gross square foot (gsf) and office square foot (osf) depending on the specific use.  Other communities surveyed utilize either gsf or a per employee basis.           
	Use
	City of Largo (existing)
	City of Sarasota
	City of Bradenton
	City of Gainesville
	ITE Parking Generation
	APA

	Indoor Industrial
	1.0/250 gsf 
	1.0/500 gsf
	0.70/employee largest shift plus additional for office and other uses
	1.0/500 gsf
	--
	1.5/1,000 gsf; 1.0/1.5 employees (largest shift) + 1.0/10 employees (visitor parking)

	Outdoor Industrial
	1.0/250 osf plus 1.0/1,150 sf of site area
	See above

	See above
	See above
	--
	See above

	Firing Range
	1.0/200 gsf
	NA
	NA
	NA
	--


	--

	Race Track
	1.0/250 osf plus 1.0/3 seats
	See Recreational Areas/Stadium
	See Amusement (indoor/outdoor)
	See Auditorium/Sports Arenas
	--
	--


	The City of Sarasota, City of Bradenton and City of Gainesville provide alternative parking requirements for special/overlay districts including the Central Business District, Form Based Code Overlay and Central City District, respectively.  Each of these areas have generalized parking standards as follows:

Use

City of Sarasota – CBD
Hotels/Motels
1.0/sleeping room plus 1.0/10 sleeping rooms plus 1.0/3 seats restaurant plus 1.0/4 seats meeting room
House of Worship
1.0/5 seats
Private Clubs
1.0/100 gsf
Retail/Service (mixed use or with hotel)

1.0/350 gsf

Child/Family Day Care

3.0 (total) unloading/loading only

Other Permitted/Conditional Uses

1.0/350 gsf

DOWNTOWN DISTRICT

Residential

1.0-1.5/du

Non-Residential

1.0/350-500 gsf

Transient Lodging

0.5-1.0/guest room

Use

City of Bradenton – Form Based Code
Residential
1.0-1.5/du
Lodging
 .5-1.0/guest room
Office
1.0/350-500 gsf
Civic

--

Retail

1.0/350-500 gsf

Other Permitted/Conditional Uses

--

SHARED PARKING RATIO

Use

City of Gainesville – Central City District
Residential
1.0/du
Other Permitted/Conditional Uses

Subject to “business uses”, except where exempt

In addition to the previously communities surveyed, KHA reviewed general standards from other similarly sized, situated communities including Dania Beach, Delray Beach and Hollywood.  In addition, the City of Orlando was reviewed due to their urbanized character as well as providing ranges for non-residential uses within their parking standards.  



	 
	 
	 
	 
	Orlando

	 
	 
	 
	 
	City-Wide
	Downtown

	General Uses
	Dania Beach
	Delray Beach
	Hollywood
	Min
	Max
	Min
	Max

	Lodging (spaces/unit) 
	1.4
	1.0
	0.7
	0.5
	0.8-1.0 
	0.5
	0.8-1.0 

	Restaurant (sf/space) 
	67.0
	100.0
	83.0
	200.0
	67-50 
	200.0
	67-50 

	Multi-Family (spaces/unit) 
	2.0
	1.5
	2.0
	1.7
	No Max 
	0.9
	1.0

	Single Family (spaces/unit) 
	3.0
	2.0
	2.0
	1.0
	No Max 
	1.0
	2.0

	Retail (sf/space) 
	250.0
	222.0
	250.0
	400.0
	200-143 
	400.0
	200-143 

	Office (sf/space) 
	250.0
	250.0
	250.0
	385.0
	200-143 
	400.0
	200-143 

	Marine/Marina (spaces/unit) 
	2.4
	0.5
	2.1
	-
	-
	-
	-

	Warehouse (sf/space) 
	789.0
	1,000.0
	1,000.0
	3,750.0
	395-283 
	1,000.0
	333.0


Note: the majority of communities surveyed above calculated accessory type uses associated with lodging facilities on a percentage basis ranging between 50 to 75 percent of the accessory use square footage.  
PARKING UPDATE IMPLEMENTATION STRATEGIES
There are several development and best practices related strategies the City of Largo can undertake to update the City’s current parking regulations.  While these recommendations are intended to assist in development and redevelopment efforts, they are also intended to streamline and simplify the current code requirements and process in order to achieve consistent, clear parking requirements.  The recommended strategies include:

STRATEGY 1: PARKING USE REVIEW

Currently the City includes the various parking generation rates/requirements in eight (8) general categories with individual uses listed within each category.  However, the current list is not consistent with the City’s Land Use Designations and Allowable Uses listing (CDC Chapter 4).  The parking requirements contain certain uses, the Allowable Uses listing either contains different terminology for similar uses and/or may not include certain uses altogether.  In addition, the current parking requirements also contain outdated uses (i.e., catalog office) that are either no longer prevalent in the current market or have been generally eliminated altogether.  Table 1 provides a recommended, simplified approach to the categories and subsequent list of uses that are (1) broad based to allow increased flexibility in application and interpretation and (2) eliminates the need for wholesale, future modifications to the listing.  Table 1 also provides additional flexibility to the City with regard to interpretation of Specialty Uses to accommodate future development projects and uses.  

An additional recommendation within this strategy is the conversion to a single, standard calculation method (where applicable) from office square foot (osf) to utilizing gross square foot (gsf).  This will allow for the elimination of ambiguities in the application of the parking generation rates.
STRATEGY 2: PARKING RANGES
Consistent with the City’s direction, Table 1 provides a range of parking standards (minimum and maximum standards) to allow for increased flexibility in the application of parking generation for individual uses.  Standard parking codes may require a set rate for a specific use (i.e., sit down restaurant) with a “one size fits all” approach; however, the codes do not take into account site specific and/or use specific criteria that may impact the overall parking rates and the respective site’s needs.  In addition, most codes do not take into consideration existing travel patterns or multi-modal opportunities which may effectively decrease the parking needs for a respective site.  Providing a minimum and maximum range will allow projects to better comply with the City’s desired development outcomes without undue, additional processes.  The recommended ranges still allow for alternative parking provisions through the review and approval of a parking generation study.   
Additional Strategies:
There are a number of additional parking strategies available to the City beyond the standard parking requirements which, if applied, can further reduce the need for additional off-street parking for specific uses.  These strategies include: (1) Shared Parking, (2) Payment-in-lieu-of Parking, (3) Transportation Demand Management (TDM) Programs, and (4) On-Street Parking.  The City currently permits shared parking and off-site parking; however, the current regulations may be perceived as vague or specific to off-site parking are limiting (150’ maximum distance).  Due to the nature of these strategies, additional discussions including pros/cons of each have been provided for the City’s consideration.  
STRATEGY 3: SHARED PARKING

Shared parking is generally defined as the use of a parking space(s) to serve multiple land uses generally with different peak characteristics for parking demand. Shared parking can be provided as a tool to reduce the overall parking required to adequately serve individual and or multiple properties. The ability to share parking facilities depends on two primary conditions:

1) Variations in the accumulation of vehicles by hour, by day, or by season at the individual land uses, and

2) Relationships among the land uses that result in less overall parking demand created by residents/customers visiting multiple land uses on the same vehicle trip. This typically occurs on sites that contain complementary land uses where the urban design encourages users to visit multiple uses.
The sharing of parking spaces can occur through the use of both on-street and off-street parking spaces that are open to all potential users. However, parking spaces reserved for specific users/uses are typically not considered a part of the available spaces that can be shared. The principles of shared parking can be implemented through various strategies, including shared parking agreements between a group of users or property owners. Note: Parking In-Lieu programs can also be considered a form of shared parking, where uses share parking in a common parking facility rather than providing parking at a level defined by demand calculations for each individual site. A detailed discussion of Parking In-Lieu is provided under Strategy 2.
Group of Users. Parking spaces can be shared among a group of users, such as employees or residents.

Since some employees do not arrive at work at the same time or work every day, this creates an opportunity to share the available parking supply. Similarly, not all citizens have a personal automobile, which presents the opportunity to share the available parking supply.  For example and depending on the uses involved, employees or residents can usually share approximately 80 percent of the total required parking spaces on a particular site. This approach is similar to and compliments other parking and transportation demand management (TDM) strategies that encourage carpooling and the use of alternative modes of transportation.
Property Owners. Parking spaces can be shared among different property owners. This includes sharing parking among tenants at an individual site or multiple sites where uses have different peak parking demand characteristics. For example, the peak parking demand for an office occurs during the weekday hours of 8:00 am to 5:00 pm, while the weekday peak parking demand for residential uses are typically from 5:00 pm until 8:00 am. On the weekend, the office demand is minimal, while the residential demand is high. Therefore, a mixed use site that contains office and residential uses has the opportunity to share the available parking facilities. The overall reduction varies depending on the local parking characteristics and development density and intensity of the uses. However, shared parking reduction can be between 10 to 30 percent and even higher in some cases. 

Shared Parking Facility Service Area.  The effectiveness and utilization of shared parking facilities depends on the geographic location of the surrounding uses (destinations), adopted (available) access management practices and eliminating physical barriers to parking connections. Parking spaces that are to be utilized for shared parking should be located within a practicable walking distance of all destinations. For example, the parking field that serves a shopping center that includes a variety of office and retail uses should be designed such that all spaces that are considered to be shared should be within approximately 400 to 800 feet of the destinations. However, should some of the uses be workplaces or major destinations designed as a part of a pedestrian oriented environment (entertainment districts, specialty shops, shopping malls, and/or downtown areas), users will be more likely to walk distances of approximately one-quarter mile (a five minute walking radius). For off-site and shared parking facilities, shade in the form of awnings, street trees, plazas or similar should be provided along pedestrian routes to better encourage their use and provide for a more inviting environment.   In special cases where shared parking facilities such as public/private parking garages are located within a downtown area, some users can be expected to walk up to one-half mile (12 to 15 minutes).

Benefits of Shared Parking

· Reduces the overall parking requirement for uses within mixed-use areas.
· Serves as an economic development tool.
· Provides the opportunity to identify site specific parking needs.
· Provides the opportunity to identify potential parking facilities that will be used to provide adequate parking for specific projects or areas.
· Can be combined with parking charges to finance parking.
· Supports local businesses by facilitating cross-patronage and joint marketing opportunities
· Placemaking and destination creation. 

· Benefits businesses participating in shared parking agreements by attracting new patrons to the area and reducing the costs of developing and maintaining parking areas.
· Increases communication and coordination between individual businesses and among business districts and neighborhood residents.
· Reduces the amount of land needed for parking, creating opportunities for more compact development, more space for pedestrian circulation, or more open space and landscaping.
Challenges with Shared Parking

· Can require legal agreements (cross access agreements) among multiple owners.
· Can restrict redevelopment depending on shared parking agreements between owners and tenants.
· Often requires new or revised parking studies to be performed as property owners change land uses to ensure adequate parking is provided.
· Limits the use of reserved or preferred parking spaces.
· If the shared parking provisions are based on localized conditions, a detailed study of the existing parking requirements and local parking demand conditions will be needed to establish the necessary parking requirement parameters.

This strategy can be implemented and utilized to create more walkable neighborhoods as desired by the City of Largo.  

STRATEGY 4: PAYMENT-IN-LIEU OF PARKING

One of the more widely implemented parking management strategies throughout the country is the payment-in-lieu of private parking option. Under this mechanism, private developers have the option to pay a fee into a municipal parking trust fund in lieu of providing the required off-street parking spaces within each development. The cities then use the revenue to provide public parking spaces usually configured in centralized parking lots or parking structures to replace the private parking spaces the developers would otherwise have to provide. Some cities also use these funds and mobility fees for providing transit, bicycle, and pedestrian improvements that can reduce parking demand. 

A payment-in-lieu of parking system is especially relevant and suitable in downtowns where the lots are smaller in size and where it is difficult to achieve an economically feasible balance of building space and parking. Maximum and or minimum parking requirements often serve as impediments to new development and redevelopment. In-lieu fees provide developers with an alternative to providing all or part of the required parking spaces on-site.  Many cities within Florida have also implement a payment-in-lieu system with varying levels of success including Orlando, Delray Beach, Hollywood, Miami, Miami Beach, and West Palm Beach.
The total fee paid by a developer is the product of the number of parking spaces required but not provided and the current cost of providing a parking space within the parking district in which it is provided. In-lieu fees can be established as a flat rate per parking space not provided or per square foot of floor area, or through a case-by-case determination for the development as a whole. Fees may be imposed as a property tax surcharge or charged when a development is permitted. Certain communities use uniform fees which are much easier to administer and for developers to use. For larger communities, the fee may be graduated based on the area’s land values and whether or not parking can be accommodated though surface parking lots or garages.

Most communities re-evaluate their in-lieu fee periodically to adjust for inflation and construction costs.  If they are allowed in a large geographic area, it may be wise to set graduated fees that are higher in areas where land values are greater or to reflect where a public surface lot would be built rather than a garage.

Some cities mandate participation in the payment-in-lieu program while most of them offer developers the choice of whether to provide parking or pay the fee. The choice of whether to mandate or offer choice to developers depends on the unique circumstances and vision within each community. In order to make paying a fee more attractive to developers than providing parking on site, it must save them money. On the other hand, the fee must be high enough to allow for development of centralized parking facilities or to make enough transit or non-motorized mode improvements to reduce parking demand. 
Developers may be concerned that the lack of on-site parking will make their development less attractive, especially if there is not much public parking available, or it is not convenient to the site. If developers are allowed to choose between providing parking on-site and paying the fee, those who most value on-site parking will build it, and those who don't will not be forced to. Another concern is that the parking may not be built where or when the developer would prefer. Fees-in-lieu are more effective when there is sufficient concurrent development in a defined area to generate the funding to develop municipal parking structures or when there is sufficient excess parking capacity in public lots already to absorb the demand from new developments until additional spaces can be built. The community may also allow developers to defer payment until the parking spaces are built. 

If the fee is assessed per space, it may make sense to factor in differences between the number of parking spaces that would be required if they were built for the sole use of the development and provided free to users and the number required in a shared public facility where there is some cost to park. Factoring in reductions in the number of spaces that the developer must pay for, in essence, can mean that the fees are both cheaper than what it would cost for the developer to provide parking on site and sufficient to cover the full cost of the parking that will need to be built. 
The reductions from the minimum parking requirements should ideally be standardized rather than determined case-by-case, but could be calculated based on the extent to which the anticipated peak parking hours of the new use overlap with the current peak parking hours for municipal lots in the area. For example, predominately weekend and evening uses such as movie theaters would be given a greater reduction in places where weekday demand is highest and little or no shared parking reduction if evening and weekend hours are already busy. Another consideration might be the anticipated duration of parking for the use, e.g. less reduction for employee (all-day) parking than for shopper (short-term) parking. The community may grant an additional reduction in the number of spaces the developer must pay for if motorists will have to pay to park, as this may reduce parking demand somewhat by encouraging carpooling or use of alternative modes. 

Funds generated by the payment-in-lieu program are generally deposited into a parking trust fund account specifically established to provide parking and related improvements within a specific parking district or overlay district. The program is managed by a variety of entities ranging from specific parking authorities to a department point person that oversees the payment-in-lieu program. Fees collected from private developments are used by the cities for the exclusive purpose of paying the cost of construction or reconstruction of parking spaces or increased transit/mobility opportunities.

The required number of parking spaces may be provided in a facility developed through a joint venture agreement with the city or by a private entity in which the required number of parking spaces in a parking facility is specifically reserved for use by a specific development.

Benefits of In-lieu Fees

Payment-in-lieu system of parking management can offer many benefits to the city and developer.

Some of the benefits are listed below.

· Offers developers some flexibility and an alternative to providing all of the required parking spaces on-site when it becomes too difficult or expensive to provide parking on-site.

· In a downtown with a mix of land uses, public parking allows for sharing of parking among different sites thus reducing overall parking demand.

· Through consolidation of parking in public parking spaces, it allows for more efficient use of buildable space on individual parcels within downtowns and redevelopment areas.

· Reduces the need for parking variances by developers due to the inability to provide parking onsite.
· Increases economies of scale of providing parking due to consolidation of parking in a few targeted locations.

· Promotes shared parking since customers can park once and visit multiple locations thus reducing multiple shorter trips within a downtown or redevelopment area

· Due to the shared supply of parking it is possible to reduce the total number of parking spaces 

Challenges with In-lieu Fees

In spite of all the apparent advantages some jurisdictions have had difficulty with effectively implementing a payment-in-lieu system. Some of the challenges generally reported in the literature are listed below.

· Some developments have reported difficulty obtaining loans from financial institutions since the lack of on-site owner-controlled parking is often perceived as an economic impediment.

· Due to the lack of on-site owner-controlled parking there might be difficulty in attracting tenants and customers in some cases.

· In some cases, the fees are perceived as being too high by the developers and there might be a reluctance to pay the City for parking. It is especially relevant to downtowns and redevelopment areas that already experience difficulty in attracting businesses.

· In cities that currently have no public parking and are newly establishing a payment-in-lieu system, the parking has to be provided first before the developments can be waived from providing on-site parking. In such cases, the cities will have to invest enough money up front to construct adequate parking or find other interim solutions for developments that have participated in a payment-in-lieu system but have no additional parking available.

Payment-in-lieu systems are still considered as one of the more effective parking management strategies, especially for downtown areas. These types of systems work effectively when combined with high quality, mixed use, urban developments that effectively generate the economies of scales required for shared public parking and similar facilities.

STRATEGY 5: TRANSPORTATION DEMAND MANAGEMENT PROGRAMS

Transportation Demand Management (TDM) programs include strategies to reduce traffic and parking demand. TDM is a term for strategies aimed to achieve efficient use of the transportation system by reducing demand rather than increasing the supply. Reducing the transportation demand effectively translates into reduced parking demand. TDM strategies are policies or programs intended to achieve shifts in travel patterns such as a shifting from automobile to non-automobile modes, from single occupancy vehicles to higher occupancy vehicles, and from peak hour travel to off-peak travel. TDM strategies typically involve employers and public agencies who can influence the travel behavior of employees and citizens. To reduce parking demand, developers typically provide incentives such as transit passes for commuters, special parking spaces for carpooling vehicles, employee vanpool program, bicycle parking, shower and locker facilities, etc. Municipalities generally partner with other governmental agencies to strengthen the public transit, bicycle and pedestrian systems to encourage travel by the alternatives to single occupancy vehicles.  TDM can be effective within Activity Centers and Employment Centers.
The more common TDM strategies that are in use include ridesharing, telecommuting, flexible work weeks, bicycle and pedestrian master planning, parking management, transit incentives, and other related commuter benefit programs and activities. Many cities allow for parking reductions or variances from requirements if the developers can adequately demonstrate reduction in motor vehicle demand and hence parking demand. Developments that are adequately served by transit, bicycle and pedestrian facilities and supported by TDM programs can create a significant reduction in parking demand within a downtown. Parking reductions for the implementation of TDM strategies can vary from 5 to 40 percent depending on the number of strategies utilized. For example, the City of Boca Raton allows for up to a 5 percent parking reduction for developments that provide on-site showers, bike racks, transit stop, financial contribution for a local transit circulator, and TDM information kiosks.
TDM strategies are generally implemented through requirements within a community’s land development code. The City of Orlando requires developments that provide more parking than required to contribute a fee for the additional parking spaces. These funds are then used for transit, bicycle and pedestrian improvements to strengthen the multimodal infrastructure. Such measures not only address parking management but also address traffic management. In addition, some cities also require mandatory bicycle parking, locker, and shower facilities for multifamily and non-residential developments to help reduce motor vehicle use and parking demand.

Benefits of TDM Strategies

· Reduces development costs through the reduction of required parking.
· Reduces traffic congestion (vehicle emissions).
· Promotes alternative modes of transportation (walking, biking, and transit).
· Improves urban design.

· Changes travel habits of commuters and increases public awareness of travel choices.
Challenges with TDM Strategies

· In absence of adequate pedestrian, bicycle, and transit facilities, TDM program may not be supported.
· Not suitable for all developments, specifically small businesses or small redevelopment projects.
· Not highly accepted by all property owners due to lack of knowledge regarding benefits (i.e., lack of educational process and information).
STRATEGY 6: ON-STREET PARKING

As communities have begun to renew their focus on the revitalization of their downtown areas, the availability of on-street parking has become extremely important. The provision for on-street parking serves as an effective parking management tool, while increasing pedestrian safety and supporting local businesses. On-street parking offers convenience uses less space than providing parking lots or garages, reduces traffic speeds, and creates an atmosphere that encourages walking, bicycling and public transportation thus contributing to a healthier and busier downtown.

Typically, on-street parking is a more cost effective method for providing public parking within constrained downtowns as compared to providing public parking only through parking garages or surface lots. The primary constraint to providing on-street parking is the availability of right-of-way within tight grid downtown street networks. Where sufficient right-of-way is available, on-street parking can provide one element of a roadway diet.  The availability of right-of-way will determine to what degree on-street parking is feasible. Where there is a lack of right-of-way, alternative strategies can be used to create the necessary space to provide on-street parking, including converting travel lanes into parking (e.g., parallel parking), purchase of private land to expand right-of-way, and/or easement or other legal agreements for use of private property for on-street parking.
Standard on-street parking stall dimensions typically range from 7 to 9 feet wide by 18 to 20 feet in length. On-street parking can be configured in several ways depending on the existing conditions and available right-of-way. For example, on-street parking configurations can include:

· Parallel parking on one or both sides of roadway.
· Diagonal parking on one or both sides of roadway.
· Back-in diagonal parking on one or both sides of roadway.
· Combination of the above.
In areas where on-street parking does not exist, increasing public awareness regarding the benefits of on-street parking is an important aspect to achieving support for designating and implementing on-street parking. In some communities, on-street parking is not viewed favorably due to its perceived impact on traffic flow, safety, drainage, and the need for additional parking enforcement staff. However, the presence of on-street parking in downtown areas helps support mixed-use developments and similar economic development strategies, especially those that contain ground floor retail uses which directly benefit from on-street parking. On-street parking also reduces the need for additional land required for parking lots and garages. This provides the opportunity to not only add additional public parking spaces, but also increase the available space for public parks and plazas. The inclusion of on-street parking regulations should be considered in context to an overall redevelopment plan and parking management strategy.

Benefits of On-Street Parking

· Creates a buffer between traffic and pedestrians on the sidewalks.
· Serves as a traffic calming device.
· Reduces severity and number of automobile accidents.
· Increases efficiency of the use of land.
· Utilizes less land per space than off-street parking.
· Provides for more pedestrian-friendly environment.
· Supports local businesses by providing parking that is easily accessed.
· Provides an additional revenue source.
Challenges with On-Street Parking

· Increases visual obstructions between drivers and pedestrians.
· Increases conflicts between on-street parking and bike lanes.
· Requires additional right-of-way (depending local conditions).
· Potentially increases traffic congestion as drivers perform parking maneuvers and/or search for on-street spaces.
· Requires staff to enforce parking regulations.
· Charging for parking is often met with resistance.
As part of this available strategy the City may implement the use of Context Sensitive Street Design Elements that can assist with identifying appropriate designs and measures including items for on-street parking.  Elements should be consistent with the design and intent of the City and/or specific areas (neighborhoods of the City) and should also be consistent with the City’s ongoing Community Street Network-Multimodal Transportation System Plan.  Within this Plan, the City is preparing design guidelines for a number of items including: 

· Pedestrian Facilities

· Signage & Signals

· Sidewalks

· Crosswalks/Alternative Crosswalks

· Bicycle Routes

· Paved Shoulders

· Bicycle Lanes

· Shared Lane Markings (Sharrows)

· Wide Curb Lanes

· Bicycle Boxes

· Bicycle Boulevards

· Bicycle Parking

· Shared Use Paths

· Facility Maintenance

· Median Refuge

· Wayfinding Signage

· Traffic Calming Measures
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The purpose of this report is to identify the existing parking requirements within the City and identify potential parking strategies and best practices to help the City address existing and future parking needs.  The parking study is intended to serve in a complementary role to further the City’s vision and serve as an integral component of the CDC.  


Parking is generally one of the first activities that visitors, residents and employees engage in at a destination. Communities, specifically urbanized communities and downtowns that have convenient and adequate parking are generally more economically viable than the ones that provide inefficient parking facilities. There is generally a comparative, economic disadvantage to providing too much parking (underutilization of properties, inefficient land use patterns) as there is with too little parking (actual and/or perceived lack of safe, convenient parking). Providing optimal parking which is convenient, safe and efficiently utilizes valuable commercial space can enhance the economic vitality and livability of a community.  


Kimley-Horn and Associates, Inc., as directed by the City, has developed “reasonable ranges” of parking thresholds to provide flexibility in response to market conditions and respective (individual) parking analysis of specific uses.  
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