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Distance to Commercial  
& Mixed Use

Avg distance to commercial  
& mixed use:
Existing = 120 ft   Planned = 116 ft

= 4 ft decrease

Diversity of Land Uses
Currently most of the development within a quarter-mile of 
the corridor contains only a single land use most often retail 
businesses. While there are examples of a few recent mixed use 
developments, they represent only a small portion of the overall 
development along the corridor. Changing the development 
regulations that govern height requirements in the 50-foot zone 
and adjusting parking standards throughout the corridor could 
significantly accelerate the redevelopment of underutilized land 
into mixed use development that would accommodate a diversity 
of land uses.



The PD-29 District
The corridor study area falls under the jurisdiction of City’s 
Planned Development District 29 (PD-29). The implementing 
ordinance for PD-29, adopted in the spring of 2007, is intended to 
revitalize the economically distressed corridor by encouraging:

A.	A ssemblage of small lots into sites large enough to ensure an appropriate 
level of economic utilization

B.	D evelopment of quality commercial, residential, institutional  
and light industrial projects which are compatible with viable  
neighboring uses

C.	T ypes of uses and levels of intensity that will take advantage of the light rail 
service and augment the cost-effectiveness of that service  

D.	A  pattern of development that will enhance the physical and visual quality of 
the boulevard, thereby contributing to its economic viability and the viability 
of the downtown and the City as a whole 3

Legend:
PD-29 Zone Areas

150ft 50ft
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3 Long Beach Boulevard Planned Development District (PD-29). )http://www.longbeach.gov/civica/filebank/
blobdload.asp?BlobID=7353

Redevelopment analysis
A redevelopment analysis was conducted to determine any redevelopment 
opportunities along Long Beach Boulevard that could be enhanced or made 
more feasible through regulatory adjustments. Development regulations 
such as height restrictions or on-site parking requirements can sometimes 
impose significant costs on a proposed development project. Examining 
the extent to which certain regulations impact the financial feasibility of the 
types of development that the City is hoping to encourage helps determine 
how adjustments to the regulatory environment can better enable the kind of 
development envisioned and desired for a neighborhood.

As part of the redevelopment analysis, the project team conducted a review 
of the current development requirements within the district. 

District Height & Density Limits
One of the primary means of influencing the corridor’s urban form is through 
regulating height limits. There is no prescribed floor-area ratio (FAR) 
limitation or lot coverage restriction on parcels within the district. 

The PD-29 district has two height districts; a 50-foot district denoted as 
Sub-areas 1, 3 and 4, and a 150-foot district denoted as Sub-areas 2 and 5. 
The 50-foot district  comprises the majority of land along the corridor at 
approximately 128 acres. The 150-foot district covers significantly less area at 
approximately 76 acres and includes the southern end of the district between 
7th to 14th Streets and the northern section of the district near Long Beach 
Memorial Hospital between 25th and 27th Streets. 
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redevelopment analysis

4 Long Beach Municipal Code Section 21.31.020, Districts Established

R-4-N District

Lot Area (Sq Ft) Max Densities
(DU/Acre)

Max Density 
(DU/sq ft)

0—3,200 0—25 1 unit/lot

3,201—15,000 26—120 1 unit/1,500 sq. ft.

15,001—22,500 121—180 1 unit/1,200 sq. ft.

22,501 or more 181 or more 1 unit/975 sq. ft.

R-4-U District

Lot Area (Sq Ft)
Maximum 
Densities  

(DU / Acre)

Maximum Density 
(DU / sq ft)

0—3,200 0—25 1 unit / lot

3,201—15,000 26—120 1 unit / 1,500 sq. ft.

15,001—22,500 121—180 1 unit / 975 sq. ft.

22,5001—30,000 181—240 1 unit / 500 sq. ft.

30,001 or more 241 or more 1 unit / 400 sq. ft.

Long Beach Municipal Code (Section 21.31.205) Units per lot and lot  
area per unit.

Residential Densities Housing density in PD-29 is regulated on a sliding scale based 
on lot size and width whereby the larger the width of the lot, 
the greater the allowed density. The 50-foot height district is 
regulated by standards that apply to the R-4-N district; a high 
density multifamily residential district intended to meet the 
demands of a broad segment of the population by providing a 
diversity of housing choice. The maximum allowable density is 
one unit per 975 square feet of lot area. For a one-acre parcel, this 
translates to a maximum density of 44 units-per-acre. 

Housing density in the 150-foot district is regulated by standards 
that apply to the R-4-U district; a high-density, multifamily 
residential district intended to provide housing opportunities in 
an urban context and design style to support downtown activity 
center employment with adjoining housing.4 The maximum 
allowable density is one unit per 400 square feet of lot area. For 
a one-acre parcel, this translates to a maximum density of 109 
units-per-acre.

Off-Street Parking Requirements  
within the District
In addition to height and building envelope restrictions, the other 
major regulatory component that influences urban form is off-
street parking requirements. The PD-29 district is regulated by 
the general citywide parking standards, as described in Section 
21.41.216 of the municipal code. These parking standards apply 
to all development in the City, though there is a provision for 
a discretionary 20 percent reduction in required parking for 
projects within 600 feet of a transit zone. 

The Tables 41-1A and 41-1C from the municipal code outline 
the number of parking spaces that are required to be built 
on-site as part of development. The current minimum parking 
requirements for residential uses require one space for studios, 
1.5 spaces for large studios and one bedrooms and 2 spaces 
for units with two or more bedrooms. The existing code was 
simplified to an average of 2 spaces per unit in order to model 
the financial impact of parking standards using a Return on 
Investment (ROI) model. The current parking requirements for 
shopping and other retail uses are 5 spaces per 1,000 square feet. 
Restaurants are required to provide 10 spaces per square foot 
of dining area. Office uses are required to provide four or five 
spaces per 1,000 square feet, depending on their particular use.

Impact of Existing Regulations on Development
To test the impact regulations have on development, the 
project team employed a return on investment (ROI) building 
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Residential parking standards

Number of Units/
Bedrooms (e)

Existing 
Standards

Proposed 
Market-feasible 

Standards

# of spaces / 
unit

# of spaces /
 unit

0 bedrooms  
(not more than 450 sq. ft.)

1.00 0.5

1 or more bedrooms  
(or zero bedrooms, 451 sq. ft. 
or more)

1.50 1.0

2 bedrooms or more 2.00 1.5

Guest parking  
(b)(c)(d)(e)

1 space/
4 units

1 space/
4 units

non-residential Parking standards

Use Existing Standards
Proposed 

Market-feasible 
Standards

Community, 
regional or 
neighborhood 
shopping centers

5 per 1,000 SF-GFA 
plus parking for a 
detached fast-food 
restaurant calculated 
separately. However, 
shopping centers 
greater than 150,000 sq. 
ft. in size may receive 
approval of a lower 
parking ratio pursuant 
to Section 21.41.219

2 spaces per 
1,000 sq. ft.

Dinner  
restaurant

10 per 1,000 GFA of 
dining areas plus 20 
per 1,000 GFA for 
tavern area and 25 per 
1,000 for dance floor

2 spaces per 
1,000 sq. ft. of 
dining area

Banks, savings  
and loans

5 per 1,000 GFA  
(no additional parking 
is required for 
accessory automatic 
teller machines)

2 spaces per 
1,000 sq. ft.

Medical or  
dental office

5 per 1,000 GFA 2 spaces per 
1,000 sq. ft.

Professional or 
unspecified office  
(no additional parking for 
restaurants or medical 
offices in office building 
if less than 10 percent of 
building area)

4 per 1,000 GFA up 
to 20,000 GFA and 
2 per 1,000 GFA 
for GFA more than 
20,000, or 1 space for 
each company vehicle 
exceeding 5, whichever 
is greater

2 spaces per 
1,000 sq. ft.

redevelopment analysis

Existing & market feasible  
Parking standards

prototype model to test the financial impact of the corridor’s 
existing regulations on hypothetical development projects. The 
ROI prototype tool allows for the ability to input regulatory 
standards (e.g. height limits, parking spaces per unit, etc.) as well 
as land, construction, and financing costs to evaluate the financial 
feasibility of a proposed project. The model outputs the project’s 
possible project density, pricing, and other market  
feasibility indicators.

As part of the ROI analysis, the different height allowances 
within the district were tested to determine their direct effect on 
financial feasibility of potential infill development. To compare 
the impact of changes to regulations on a specific project’s 
financial feasibility, two sets of prototypes were created and 
compared, one set for the 50-foot district and another set for 
the 150-foot height district. A set of “baseline” prototypes 
were constructed to model the existing regulations and a set of 
“market feasible” prototypes were constructed to model how 
optimal changes to various regulations could produce the most 
desirable results from the perspective of the city, a developer, 
and the community.

The prototypes include multi-story mixed use buildings with 
residential units above and retail or service space on the ground 
floor. The buildings accommodate parking for residents, 
employees and customers on-site and within the building 
footprint. Land acquisition costs for all of the prototypes were 
set at $100 per square foot based on estimate interviews with real 
estate financing and development professionals who work in 
the area. Each building prototype was designed to represent the 
type of structure envisioned by the PD-29 plan along Long Beach 
Boulevard—buildings with relatively high residential densities, a 
complimentary mix of uses, and quick access to the transit line. 

Although the existing residential parking requirements are 
based on the number of bedrooms in each unit, the return on 
investment (ROI) model used to test financial feasibility assumes 
parking requirements are on a per unit basis, so to simplify the 
parking requirements, an assumption was made that the average 
size of units in the prototype buildings would be 1,000 square 
feet. An average unit size of 1,000 square feet accounts for a 
decent mix of unit sizes within each prototype building, from 
studios, to one-bedroom units, to multiple bedroom family units. 
The additional requirement for guest parking at 1 space per 4 
units also increases each average unit’s parking requirement. 
As a result, an average on-site parking requirement of 2 spaces 
per unit was used in the ROI models to reflect the existing 
regulations. 
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redevelopment analysis

Test site:
150-Foot Height District
Assumed Land cost = $100/Sq Ft

Expert opinion cost estimate ≈ $80-120/Sq Ft

45,000 Sq Ft Assembled Lot on:  
SE Corner of Anaheim & Long Beach Blvd

In the 150-foot height district, the project team designed a building 
prototype for a 45,000 square foot lot at the southeast corner of Anaheim 
Street and Long Beach Boulevard. A site of this size would require some 
parcel assembly, as many lots along the corridor are generally smaller 
than one acre. The 150-foot height limit for buildings in this district 
effectively limits buildings to 12-15 stories. However, developing beyond 
6 stories, or 75 feet, requires higher costs of construction and is therefore 
unlikely to occur in the near term. Consistent with recent development 
trends, the building prototype designed for this district were held at six-
stories tall.

The “baseline” prototype was modeled under the existing parking 
requirements of two spaces per dwelling and five spaces per 1,000 of 
retail space. Since this particular prototype building is already within the 
150-foot zone, no changes to height were necessary. The model produced 
a six-story mixed use building with approximately 61 dwelling units 
to the acre. However, this baseline prototype did not achieve financial 
feasibility, In order to achieve a modest but feasible 15 percent profit, the 
unit price would need to average about $414,000 per 1,000 square foot 
unit. According to local sources and real estate comparables, this unit 
cost would not compete in the area. For a developer to produce sellable 
units they would have to settle for almost no profit or rely on significant 
public subsidy. As detailed below, making adjustments to the parking 
regulations within this zone significantly improve the market feasibility 
and required subsidy of a prototypical mixed use building.

To construct a market feasible prototype mixed use building that achieves 
a reasonable financial return, the parking requirements were decreased 
to 1.5-spaces per dwelling unit and two spaces per 1,000 square feet of 
retail. Structured parking spaces remain quite expensive to construct. By 
reducing the required number of parking spaces on-site greatly improves 
the building’s efficiency in terms of sellable units and leasable space, 
increasing densities by 29 percent to 81 dwelling units per acre as well 
as increasing the overall project value by an additional 12 percent. By 
allowing more sellable units, each unit has a lower cost of construction 
which allows the developer to sell them at a lower price point and still 
achieve a reasonable profit. When profits are held at 15 percent, the unit 
price in the market feasible prototype decreases by 14 percent over the 
baseline prototype down to $360,000 per unit.



Anaheim

East Anaheim St. & Long Beach Boulevard Prototypes

150 ft
 Baseline 
Prototype

150 ft
Market Feasible 

Prototype
Change

Parking  
Standards

2 spaces per  
unit, 5 spaces per  
1,000 sq ft of retail  

and office

1.5 spaces per  
unit, 2 spaces per 
1,000 square feet  

of retail and office

Overall
Reduction

Parking Spaces 182 150 -18%

Land Used 45,000 Sq. Ft. 45,000 Sq. Ft. 0%

Density 63 DU / Acre 81 DU / Acre +29%

Floor Area 
Ratio 1.95 2.5 +28%

Project Value $26.3 Million $29.5 Million +12%

Unit Cost $413,823 $357,993 -14%

Lowering parking 
requirements results 

in higher land-use 
efficiency, greater 

project value & lower 
unit costs

Market Feasible
6-story mixed use,  

lowered parking requirements

Baseline
6-story mixed use,  

existing parking requirements

long beach boulevard
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redevelopment analysis

The 150-foot prototype site is a 45,000 square 
foot assembled lot on SE corner of Anaheim and 
Long Beach Blvd.

Test site: 150-Foot Height District
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redevelopment analysis

Test site:
50-Foot Height District
Assumed Land cost = $100/Sq Ft

Expert opinion cost estimate ≈ $80-120/Sq Ft

43,000 Sq Ft Assembled Lot on:  
nw CORNER OF pch & Long Beach Blvd

In the 50-foot height district, prototype buildings were specifically 
designed for a 43,000 square foot site at the corner of Pacific Coast 
Highway and Long Beach Boulevard. The baseline prototype modeled 
under the existing parking and height requirements produced a four-
story mixed use building with a density of approximately 33 dwelling 
units to the acre. At four stories, the baseline prototype in the 50-foot 
zone is even less financially feasible compared to the 150-foot baseline 
prototype. A 15 percent profit would require a developer to sell 1,000 
square foot units at $496,000 each, an unlikely scenario even in desirable 
areas of Long Beach.

In order to create a market feasible mixed use prototype, the model 
inputs were optimized by increasing the building height an additional 
two stories, the maximum height allowed before costs escalate due to 
the requirements of steel construction for additional floors. In addition, 
reducing off-street parking requirements to 1.5 space per unit and 
two spaces per 1,000 square feet of retail space further increased the 
prototype’s feasibility. 

The efficiency gains in the 50-foot zone out scale those achieved in the 
150-foot zone because not only are there more sellable units and leasable 
space as a result of reduced parking requirements, but increasing 
the height two additional floors creates even more sellable units. The 
residential density nearly doubles in the market feasible prototype from 
33 units to 62 units per acre. Because of the significant increase in sellable 
units, a developer could afford to sell the units as much as 26 percent 
less in the market feasible scenario than in the baseline prototype and 
still make a reasonable profit. The overall project value also increases 35 
percent from $17.4 million to $23.5 million as a result of the improved 
building efficiency, which has significant implications for Tax Increment 
Financing districts, discussed later. Ultimately, the land use efficiency 
improvements achieved by increasing height standards and reducing 
parking requirements, would also help achieve the stated goals of the PD-
29 district in terms of creating a more vibrant mixed use corridor while 
delivering housing at a substantially reduced price.
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ROI Comparison: Baseline vs. Market Feasible Development

4-Story
 Baseline Prototype

6-Story
Market Feasible 

Prototype
Change

Height 4 Stories 6 Stories +50%

Parking Standards

2 spaces per unit, 
5 spaces per  

1,000 sq ft of retail  
and office

1.5 spaces per unit, 
2 spaces per  

1,000 square feet of 
retail and office

Reduction

Parking Spaces 121 115 -5%

Land Used 43,000 Square Ft 43,000 Square Ft 0%

Density 33 DU / Acre 62 DU / Acre +88%

Floor Area Ratio 1.2 2.0 +67%

Project Value $17.4 Million $23.5 Million +35%

Unit Cost $496,232 $369,841 -26%

Lowering parking 
requirements 

& GREATER HEIGHT 
ALLOWANCES results 

in higher land-use 
efficiency, greater 

project value & lower 
unit costs

redevelopment analysis

The 50-foot prototype site is a 43,000 square foot 
assembled lot on NW corner of Pacific California 
Highway and Long Beach Blvd.

Test site: 50-Foot Height District

Baseline
4-story mixed use,  

existing parking requirements

Optimal
6-story mixed use,  

lower parking requirements
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Prototype
Market 

Rate 
Unit Cost

Subsidized 
Unit Cost

Per Unit 
Subsidy

Difference 
in Per Unit 

Subsidy

150-foot 
Baseline $413,823 $315,000 $64,309

150-foot 
Market 
Feasible

$358,152 $315,000 $27,922 57% 
reduction

50-foot 
Baseline $496,232 $315,000 $115,277

50-foot 
Market 
Feasible

$369,841 $315,000 $35,820 69% 
reduction

redevelopment analysis

subsidy required (by prototype) to produce a 
1,000 sq ft, $315,000 condo unit

Baseline vs. Market FEasible:
Per Unit Subsidies for prototypeS

150-foot Prototype 50-foot Prototype

reducing costs

for the cost of subsidizing 
one current baseline unit, 
three units could be 
subsidized in the market 
feasible prototype building.

$64,309

$27,922

$0

$10,000

$20,000

$30,000

$40,000

$50,000

$60,000

$70,000

Per Unit Subsidy

$115,277

$35,820

$0

$20,000

$40,000

$60,000

$80,000

$100,000

$120,000

$140,000

Per Unit Subsidy

Baseline OptimalBaseline Optimal

57% 
Less 69% 

Less

Impact of Regulations on Amount of  
Subsidy Required for Affordable Housing
In addition to analyzing the implications of possible changes 
to current regulations in terms of market rate construction, it is 
important to understand how these same changes could affect 
the amount a project requires in public subsidy. In discussions 
with the City of Long Beach staff, the project team established 
a target price point for a 1,000 square foot bedroom at $315,000. 
The Redevelopment Agency may not currently achieve that low 
of a unit price, even with substantial subsidy, however that is 
considered the “ideal” to target.

As mentioned previously, the average unit cost for a market rate 
baseline prototype unit in the 150-foot zone is about $415,000. 
The same 1,000 square foot unit in a market feasible prototype 
unit is about $360,000. A subsidy of about $65,000 per unit, or 
nearly 16 percent of the original market price, is required to 
reduce the per unit price for a baseline unit from $440,000 to 
$315,000 per unit. Meanwhile, to reduce the market feasible 
prototype unit price would only require a subsidy of about 
$28,000 per unit, or 8 percent of the original price. The difference 
in subsidy required for the market feasible prototype is 57 
percent less compared to the baseline.

In the 50-foot zone, the savings in terms of subsidy are even 
more dramatic. In order to reduce the unit cost of a baseline 
prototype building down from the market rate of $496,000 to 
$315,000 requires a subsidy of nearly $115,000 per unit, or more 
than 23 percent of the original price. Reducing the unit price 
of the market feasible prototype from the market rate of about 
$370,000 to $315,000 requires a subsidy of only $36,000 per unit, 
or 10 percent of the original price. By allowing increased height 
and reducing parking requirements, the subsidy required within 
the current 50-foot zone is reduced by 69 percent. In other words, 
for the cost of subsidizing one current baseline unit, three units 
could be subsidized in the market feasible prototype building.



Opportunity Sites: 
Used Tipping Point Analysis 
to determine which parcels 
are “ripe” for investment 
based on their market value

83 total acres 
identified
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Using the results of the return on investment analysis, 
the project team conducted an infill potential analysis to 
determine which parcels or groups of parcels along the 
corridor have the highest potential for infill development. 
The infill potential analysis sought to determine the 
“tipping point” land value (in dollars per acre) where it 
becomes financially feasible for a developer to purchase 
land and make a reasonable profit on a development 

project. Currently land in the study area sells within a range 
of $80-$120 per square foot. 

Through the return on investment analysis, the model 
showed that a developer could afford to pay approximately 
$100 per square foot for land or less along the corridor and 
still make a medium density mixed-use project “pencil” 
financially. For the purposes of the infill potential analysis, 

Infill Potential Analysis
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infill potental analysis

the model assumed that developers would pay the $100 per square 
foot to ensure feasibility. However, to achieve this, changes to the 
current development code would need to be made to allow for greater 
height in the 50-foot zone and lower parking standards in both zones. 
Without these changes, it is unlikely that any mixed use projects will 
get off the ground along the corridor given the current land costs. 

The first step in determining which parcels could redevelop, or “tip,” 
when land hits $100 per square foot required making adjustments 
to the tax assessor data in order to establish an approximation of the 
“market” value for the land. As a result of the passage of Proposition 
13 and the capping of property taxes in California, the assessor 
data on land and building value remains significantly lower than 
the true market value. Therefore, the land values were inflated to 
an approximation of the real market value, and recent sales data 
were compared to assessor values. Generally, the parcel values in 
the assessor data were about 40 percent undervalued compared to 
the recent sales data. Many factors affect land value, but location 
is probably the most important factor. As this analysis focused 
primarily on parcels directly on Long Beach Boulevard and the major 
arterials that cross it, recent sales data were used from parcels located 
on these major arterials.

Although the study area for the infill analysis encompasses 2,853  
parcels or roughly 578 acres of land within a quarter mile walking 
distance of Long Beach Boulevard, the City of Long Beach 
recommended focusing on parcels within one full block of Long 
Beach Boulevard and the major arterials that cross the corridor. 
The City wanted to minimize any potential disruption of the stable 
neighborhoods surrounding the corridor that could occur through 
redevelopment, resulting in the targeting of about 340 acres or 1,300 
parcels. In addition, after conducting the targeted “tipping point” 
analysis, further refinements including a field check with City staff 
helped narrow the “tipping” parcels even further. 

After the two rounds of refinements, the final infill analysis identified 
over 82 acres or some 310 parcels with redevelopment potential. The 
vast majority of the parcels comprise small lots under one-half acre. 
As a result, redevelopment in the area will likely require significant 
parcel assembly. However, 21 parcels larger than a half-acre together 
represent 30 of the 82 acres identified as redevelopable. In summary, 
with 37 percent of the acres at least one-half acre in size, even without 
immediate parcel assembly, significant redevelopment opportunities 
exist along the corridor.

Existing conditions
potential redevelopment  
sites along the corridor
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multi-family

mixed use

Development Scenarios
Populate the Corridor  

with a mix of building types

office

Long Beach Boulevard 
Development Scenarios
2 Scenarios tested at 50% build-out of identified 
opportunity sites (44 acres):

Scenario 1: Baseline Buildings
Scenario 2: Market Feasible Buildings

Examine Differences in:

•	 Housing production
•	Re tail space and jobs created
•	P arking impacts
•	 Value added for Tax Increment  

Finance purposes

After completing the infill potential analysis, the implications 
of future development along the corridor were measured. Two 
50 percent build-out scenarios of new development along the 
corridor were developed to test the differences between using 
the baseline versus the optimal development standards. The 
baseline development scenario assumed redevelopment would 
occur under the existing regulations, while the market feasible 
development scenario assumed the corridor would redevelop 
under modified development regulations established as a result 
of the market feasibility analysis, discussed earlier in this report. 
Specifically, the scenarios examined implications in terms of land 
use efficiency by adjusting the number of houses and jobs added 
to the area by various prototypical mixed use buildings and the 
potential to increase Tax Increment Financing (TIF) revenue. In 
addition, this development scenario helps to inform the parking 
analysis and walkability analysis discussed later.

Currently, there are very few housing units located directly on 
Long Beach Boulevard. The corridor acts as primarily a retail job 
center with employers ranging from regional discount retailers, 
to medium-sized grocers, to local hair dressers. However, as the 
area transitions into a higher density, mixed use urban corridor, 
developers will likely build more residential units in the future. 
How many housing units, the type of jobs and the potential tax 
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development scenarios
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cumulative tif revenue over 20 years

Existing  
$95 million

Market FEasible
$118 million
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development scenario results
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Housing production is much greater in the Optimal 
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Value added from build-out:  
25% more in the Optimal scenario

Value added comparison
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revenue generated by the corridor will depend in large part on 
what development regulations will guide development. 

The market feasible development scenario accommodates 
significantly more housing units on the same number acres 
due to increased land efficiency through higher levels of 
redevelopment of existing underdeveloped parcels. Although 
the market feasible scenario adds significantly more housing, 
the lower parking standards translate to proportionately less 
required parking space. The number of units in the corridor 
increases by 57 percent, while parking increases only 18 percent. 
The lower parking requirements in the optimal scenario as 
opposed to the baseline scenario also free up added space for 
ground floor retail by an additional 10 percent across  
the corridor. 

The addition of more sellable units and leasable retail space 
means that development projects along the corridor become 
significantly more valuable, which in turn generates higher 
revenue in a TIF district. Under the baseline scenario the 
development values $906 million dollars upon construction, 
while the market feasible scenario values $1.13 billion. This 25 
percent increase in value translates into higher tax revenues for a 
TIF district. Over 20 years the baseline scenario could be expected 
to produce cumulative revenue of $95 million, while the market 
feasible scenario generates $118 million in the same time period. 
Implementing the optimal development regulations achieved in 
the market feasible scenario could result in 24 percent more TIF 
revenue over the next 20 years. The extra $23 million in revenue 
could be used to achieve various city goals such as open space 
acquisition or the provision of affordable housing. 
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Anaheim Boulevard photomorph depicting the potential for 
more mixed use development types that would enhance existing 
transit centers. 

market feasible

existing

development scenarios
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Long Beach Boulevard Photomorph - depicting existing development 
and market feasible development potential. 

TIF revenue generated from private investment can be reinvested in livability 
improvements along the corridor, i.e. curb extensions, beautification, open space, etc.

market feasible

market feasible

existing

development scenarios
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In recent years, several scholars have attempted to quantify the financial 
impact of high off-street parking requirements and their impact on the 
physical design of the places we live. Donald Shoup, a professor of 
urban planning at UCLA, has been involved in the latest research into 
the financial implications of high parking standards and summarized his 
findings in a recent book, The High Cost of Free Parking (below).

Even popular media has featured articles about how high parking 
standards have raised home prices and contributed to low density 
sprawl. An article entitled, “We Paved Paradise”, featured in Salon 
Magazine in 2007 stated: 

“As parking lots proliferate, they decrease density and increase sprawl. In 
1961, when the city of Oakland, California, started requiring apartments to 
have one parking space per apartment, housing costs per apartment increased 
by 18 percent, and urban density declined by 30 percent. It’s a pattern that’s 
spread across the country.”

“Eliminating 
minimum parking 
requirements 
would reduce 
the cost of urban 
development, improve urban 
design, reduce automobile 
dependency, and restrain 
urban sprawl.”

Donald Shoup, 
The High Cost of Free Parking, 1997

Parking Demand Analysis 
A parking analysis was conducted to explore how the  
existing parking standards compare to actual demand along 
the corridor. The analysis was conducted to uncover the 
answer to several key questions: Is the corridor currently 
requiring more parking than is actually demanded?  What is 
the actual demand?  And do the market-feasible standards 
tested earlier in the Return on Investment (ROI) section 
adequately meet parking demand?

The analysis is broken into several steps that will be expanded 
further below, but in summary the parking analysis was 
conducted as follows:

•	 Estimate the number of parking spaces required under 
existing code for the development scenarios described in 
the previous section

•	 Estimate the actual parking demand along the corridor 
and compare to the requirements of existing code

•	 Refine assumptions about the estimated demand by 
accounting the urban characteristics of the corridor that 
could impact travel behavior such as mode split and 
internal trip capture 

•	 Estimate the number of parking spaces that could be 
saved if Shared Parking between uses was implemented

•	 Evaluate the extent to which the lower, market feasible 
parking standards meet actual demand

 

Several tools exist to measure the parking demand generated 
by different land uses at different times of the day. The project 
team employed the widely respected Urban Land Institute 
(ULI) Shared Parking Model, to account for how the character 
of a place, e.g. urban vs. suburban, can impact travel behavior 
and parking demand. 

Rethinking Minimum Parking Standards
The two main differences between the baseline and market 
feasible scenarios involve changes in the requirements 
for building height and parking requirements. Of the two 
variables, the impact of high parking standards on financial 
feasibility is less understood by the average person. The 
parking standards that are still widely used across the 
United States today were established in the 1960’s and 
1970’s when zoning was used to establish accommodations 
for automobiles. In recent years, however, a growing body 
of evidence has begun to challenge the notion that with 
development must come an abundance of free parking. The 
latest research makes the case that the common practice of 
requiring a large amount of off-street parking spaces leads to 
inefficient land use, underutilized parking  
spaces, while placing unnecessary financial burden on  
new development projects. 
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parking demand analysis

Factors Affecting Actual Parking Demand
Several factors about particular places can dramatically impact 
the actual parking demand generated. These factors often center 
around the nature of the built environment and if it is easily 
accessible by transit and designed for pleasant walking. The three 
factors that the ULI Shared Parking Model can account for are the 
impact of a shared parking strategy in an area, mode split or how 
people travel into the area, and internal trip capture or the ability 
of a place to meet the needs of people locally.

Traditionally, parking standards require developers to include 
on-site parking spaces for each separate use, such as separate 
spaces for residential units and retail establishments. If an area has 
a shared parking strategy, spaces can be used for more than one 
purpose over time due to land uses with peak parking demand 
during different times of day. For example, a dry cleaner open 
during the day may utilize the same spaces as a restaurant open 
only at night. According to ULI, implementing a shared parking 
program within a district can reduce the need for spaces by 15-30 
percent alone. 

The mode split, or the percentage of people who travel within the 
district without using an automobile, also acts as an important 
factor. Often minimum parking standards assume all people travel 
using a car and thus everyone needs a parking spot. However, in 
more urban settings the number of people who do not use an auto 
to travel can be quite high. In the City of Long Beach, for instance, 
the mode split is 26 percent, meaning that only 74 percent of 
people travel by auto. 

The third factor that impacts parking demand is internal trip 
capture, or the number of trips that might have gone outside the 
area but have been captured within the area because of a more 
mixed use environment that provides the services people need in 
closer proximity.

Determine Actual Parking Demand  
within the District
In order to determine whether the existing versus the market 
feasible parking standards are adequate to meet future parking 
demand along the corridor, it is first important to determine the 
actual future parking demand along the corridor. The parking 
analysis model requires several inputs to evaluate parking 
demand, including number of units and square footages of 
different uses. The development scenarios described in the 
previous section prescribe a range of land uses that could 
reasonably locate on the corridor over the next few decades.  

While most people drive alone, Long Beach has 
significant shares of carpoolers and public transit 
riders: 26% of people do not drive to work.

This split will likely increase as Long Beach 
Boulevard increases intensity and attracts additional 
pedestrians, cyclists and public transit riders.

Normal minimum parking requirements do not 
recognize that different land uses have peak 
parking demand during different times of day.

If some spaces are shared between uses, space 
requirements can be reduced by 15% to 30%. 
Mixed-use areas are perfect for these strategies.

City of Long Beach Mode Split (2006 ACS)
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74% drove alone 11% carpooled

6% public transportation 4% worked at home

3% walked 2% other

74% drove alone

11% carpooled

6% public transportation

4% worked at home

3% walked

2% other
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parking demand analysis

long beach blvd - 
two corridor districtS

North: Memorial District
Mixed-use and office focus

South: Anaheim to PCH District
Mixed-use and residential focus

The numbers of units and square footages of retail and office 
from these scenarios were used as inputs into the parking 
analysis model. 

Two Parking Districts Analyzed
The study area was divided into two sub-districts:  the 
Memorial District and the Anaheim to PCH District. The mix 
of land uses in each district is expected to be mixed use in 
nature, but with slightly different users. The northern Memorial 
District has an office focus while the southern Anaheim to PCH 
District has more of a retail and residential focus. ULI parking 
model was used to calculate the future parking demand within 
each district.

Memorial District Future Parking Demand 
The Memorial District spans from the 405 Freeway to the north, 
past Memorial Hospital, down to Hill Street to the south. The 
City envisions the area to become a largely mixed use in the 
future but with an emphasis on office jobs, particularly those 
related to the hospital. The Memorial District contains 25 of 
the 40 acres redeveloped under the 50 percent development 
scenario. Redeveloping these 25 acres could result in as much 
as 100,000 square feet of office space, as many as a thousand 
housing units and roughly 300,000 square feet of retail and 
service space. The mix of land uses will likely be different but 
it is safe to assume a healthy mix of residential, office and retail 
within the district. 

Under existing parking standards, the district would be 
required to produce about 5,000 parking spaces. The ULI 
Shared Parking Model estimates the actual demand to be 
5 percent lower at about 4,800 spaces. When factors such 
as shared parking, mode split and internal trip capture are 
accounted for, parking demand along the corridor is estimated 
to be about 3,100 spaces or 38 percent less than what current 
parking standards would require. Interestingly, the optimal 
parking standards recommended from the market feasibility 
analysis earlier would produce about 3,200 spaces in the same 
area. While there would already be adequate on-site parking 
to meet demand using the optimal market feasible standards, 
the presence of nearly 700 on-street parking spaces within the 
district means there would be more than enough parking to 
meet demand within the district.

Anaheim to PCH District Future Parking Demand 
Similar results were found for the second sub-district, the 
Anaheim to PCH District, which spans from Hill Street to 
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Comparing Parking Demand

Existing regulations over-estimate actual demand by 
1,920 spaces or 38%5,001 spaces vs. 3,081 spaces

Memorial District

Existing regulations over-estimate actual demand by 
1,075 spaces or 35%3,120 spaces vs. 2,045 spaces

anaheim to pCH district

The recommended code would provide 5,347 private off-
street spaces. The area also contains over 1,100 on-street 
parking spaces within a block of Long Beach Boulevard.
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the north down to 9th Street to the south. The City envisions 
this area to become largely mixed use but with an emphasis on 
accommodating high density residential. Redeveloping these 15 
acres could result in building nearly 1,300 residential units and 
nearly 120,000 square feet of retail and office space. 

Existing parking requirements would require the Anaheim to 
PCH District to provide about 3,120 spaces. The ULI Shared 
Parking Model estimates actual demand to be about 2,800 spaces, 
or 10 percent lower than current requirements. When factors such 
as shared parking, mode split and internal capture are accounted 
for, the actual demand estimate falls to just over 2,000 spaces or 
35 percent less than what would currently be required. Again, 
the optimal market feasible parking standards would yield just 
over 2,100 spaces, adequately meeting demand by themselves. 
Including the 420 spaces of on-street spaces, the district would 
have more than enough parking to meet demand under the 
optimal standards.

Parking Analysis Conclusions
Current parking standards would require the corridor to provide 
far more spaces than are actually needed. When factors such 
as mode split and internal trip capture are accounted for, the 
number of parking spaces required to meet demand along 
the corridor is reduced significantly beyond what is currently 
required. Given the changing nature of the corridor from an 
auto-oriented arterial to an urban, transit-oriented boulevard, the 
current parking standards require far more parking than what is 
actually needed. The optimal parking standards, however, would 
more than adequately meet parking demand and would also 
allow for financially feasible construction of mixed use projects.

In addition, ground floor uses with a footprint of less than 5,000, 
or even 7,500, square feet could be exempted from parking 
standards entirely without significantly impacting parking 
demand along the corridor. The optimal parking standards along 
with existing on-street parking provide more than adequate 
parking to meet demand. High parking requirements can be 
expensive, especially for small businesses. Exempting small 
footprint ground floor uses would help small-scale, pioneering 
businesses afford to locate along the corridor. Smaller scale 
businesses are critical to serve area residents in the period 
between now and when a critical enough mass of businesses 
and people are located there to support larger development. 
Encouraging small scale businesses will help the area become a 
desirable place to live, work and shop. 

parking demand analysis
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Recommendations
A few key changes to the regulations that govern development 
along Long Beach Boulevard could help facilitate and accelerate 
the transition of Long Beach Boulevard from an auto-oriented 
major arterial to a more urban, transit-oriented boulevard. 
Increasing the maximum allowable height within the 50-foot 
zone to 75 feet would greatly increase the financial feasibility 
of constructing mixed use development within those areas. 
Establishing lower parking requirements for the entire study area 
and not relying on the current one-size-fits-all parking standards 
in place city-wide would also dramatically improve the financial 
feasibility of mixed use construction. In addition, exempting 
small ground floor land uses from complying with parking 
requirements would help pioneering, small businesses move into 
the corridor thereby increasing services for the growing number 
of local residents.

In addition to making strategic changes to improve the ability 
of developers to build the types of desired mixed use projects, 
the City should focus on making improvements within their 
jurisdiction to strengthen the livability of the area. For example, 
a streetscape beautification project along Long Beach Boulevard 
that includes adding curb extensions, painted crosswalks, 
landscaping and bicycle parking would improve the pedestrian 
environment and help entice new development. Establishing a 
Tax Increment Financing District along the corridor would help 
provide a dependable source of funds to reinvest in the district. 

The regulatory changes recommended above would also result in 
higher value projects along the corridor which could significantly 
increase TIF revenue and better position the City to purchase 
land for open space, more efficiently subsidize affordable 
housing and continue to make streetscape improvements such as 
curb extensions and more clearly painted crosswalks.

Moving forward the city should engage in a public process to 
update or amend the PD-29 zoning regulations to make the 
development of mixed use buildings more market-feasible.  Of 
critical importance is understanding the linkages between the 
regulations governing development and how they help or hinder 
the creation of the type of development the city desires.  In the 
case of Long Beach Boulevard, the current regulations limit the 
ability of the private sector to deliver the types of mixed use 
development that are desired by the city without significant 
public subsidy.  With relatively minor changes, however, the 
vision of a vibrant, transit-oriented corridor is within reach.

Land Use Existing Standard Proposed Standard

Residential

 0 Bedrooms 1 space 0.5 spaces

 1 Bedrooms 1.5 space 1 spaces

 2 Bedrooms 2 spaces 1.5 spaces

Retail & 
Commercial

5 spaces per  
1,000 sq. ft.

2 spaces per  
1,000 sq. ft.

Office 4-5 spaces per 
1,000 sq. ft.

2 spaces per  
1,000 sq. ft.

Dining
10 spaces per 
1,000 sq. ft. of 
dining area

2 spaces per 1,000 
sq. ft. of dining area

Final Recommendations:
•	 Strengthen the financial feasibility  

of mixed use development along  
the corridor by 
-	 Increasing allowable height to 75 feet  

within the current 50-foot PD-29 Zone

-	 Lowering parking requirements within the  
corridor for residential, retail and office uses

•	 Assist pioneering small businesses 
by removing minimum parking 
requirements from retail uses under 
5,000 square feet

•	 Invest in the “livability” of the  
corridor by establishing a Tax  
Increment Financing (TIF) district  
along the corridor

Proposed Changes to 
Parking Standards


