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Councilmember Jose Huizar
Chair, Planning and Land Use Management Committee 
200 N. Spring St.
Los Angeles, CA 90012

Subject: Bicycle Parking Ordinance Update

Dear Mr. Huizar:

Established in 1924, Central City Association (CCA) is committed to advancing policies that enhance 
Downtown Los Angeles' vibrancy and increase investment in the region. Downtown is the region's 
center for growth and commerce, and we strongly support improving mobility with safe, convenient, 
and well-connected multi-modal options.

First and foremost, we want to thank the Department of City Planning for their efforts in developing the 
Bicycle Parking Code Amendment. We believe that the provisions included in this update will increase 
compliance with ordinance requirements and will result in better project design, which will benefit 
residents and builders alike.

While the proposed updates are under consideration by your Committee, now is also the ideal time to 
resolve some of the other challenges and obstacles experienced since implementation of the ordinance 
in 2013. What follows are recommendations that will address design impediments and utilization 
shortfalls identified by our members, as well as new opportunities presented by bike sharing as it has 
grown and advanced. We believe these suggestions are compatible with the intent of the update, which 
is to support smart and effective bicycle parking provision at new developments.

A guiding principle of these recommendations is the recognition that a one-size-fits-all approach is not 
appropriate for a city with the physical, geographical, and social diversity of Los Angeles: what works for 
Chatsworth or Venice may not work for Downtown, and vice versa. Without flexibility, rules that work 
well for one neighborhood can create real impediments in another. And as we've seen with the bicycle 
parking ordinance, some design and siting requirements have unintentionally stymied high-rise 
development projects in the Downtown area.

These revisions will ensure that the ordinance works better with dense development while continuing to 
promote a growing bicycle culture in Downtown and throughout LA. High-rise development is key to 
Downtown's future as it supports quality construction jobs, significantly increases the tax base, and fully 
leverages public investment in mass transit and other community resources.
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We have also included a summary of each recommendation which can be found on the final page of this 
letter.

Tiered short-term and long-term bicycle parking requirements

During tours of several Downtown apartment and condo buildings completed in the past year, we have 
found that bicycle parking is consistently, significantly underutilized. Among four such projects toured by 
CCA staff, bicycle parking utilization ranged from as much as one space per three occupied dwelling 
units (du) to as little as one space per 10 du, suggesting that the existing requirement of one parking 
space per dwelling unit is too high.

Bicycle parking requirements have placed a special burden on high-density residential projects. Parcel 
size is constrained for such projects, but the number of dwelling units—the measure upon which bicycle 
parking requirements are set—is not. Maximum residential densities outside of Downtown LA range 
from 217 to 390 dwelling units per acre; in Downtown, where density limits have been eliminated, some 
projects exceed 800 du/acre. This makes it challenging to accommodate short-term parking along a 
limited street frontage and long-term parking within a limited floorplate.

Based on these findings of underutilization and increased design constraints for higher-density 
multifamily housing, we suggest a tiered structure for bicycle parking requirements (REC#1). With such 
a structure, the number of parking spaces per dwelling unit would fall as building size increased: E.g., 
one long-term space required per dwelling unit up to 25 units, one space per two du for units 26 
through 50, and so on. Short-term spaces would be similarly tiered, maintaining their current ratio of 
approximately one short-term space for every 10 long-term spaces. San Francisco enacted similar 
standards in a recent update to its bicycle parking ordinance, allowing the bicycle parking ratio to 
decline as building size grows. 1

A tiered approach to bicycle parking requirements would continue to provide an abundant supply of on
site bicycle parking, which CCA supports and believes is a valuable resource for many Downtown 
residents. At the same time, it would recognize the unique design constraints faced by high-rise 
development and the ability to share facilities amongst a large number of residents, similar to how 
access to car-share can reduce the total number of vehicles needed within a given community. It would 
also acknowledge the growing role of Metro bike share in the mobility choices of residents, workers, and 
visitors in Downtown.

Greater flexibility with short-term bicycle parking siting, and limits on outdoor placement

Due to the limited street space available on densely-developed sites, short-term bicycle parking can 
quickly overwhelm the streetscape in neighborhoods like Downtown LA, to the detriment of other

1 https://www.sfmta.com/sites/default/files/file attach/2017/1 SFMTA bicycle parking guidelines-Updated-01-17-2017.pdf. 
accessed October 28, 2017.
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important considerations such as street trees, outdoor seating, pedestrian level lighting, and ADA 
compliance. It may also affect building design, forcing projects to abandon unique and attractive 
features, including pedestrian-friendly streetwalls, which make Downtown special. Requirements to 
locate short-term parking within a specified distance of pedestrian entrances compound this problem by 
further limiting the locations available for bicycle rack installation.

One way to avoid "clumping" of short-term parking is to increase the maximum distance that bicycle 
racks can be located from pedestrian entrances (REC#2), per Section 12.21.A.16.(e)(2)(iii)(b). The 
current City Planning Commission draft of the bicycle parking ordinance requires that spaces be 
provided within just 50 feet of a pedestrian entrance, or potentially even less depending upon the 
location of the nearest nondisabled off-street automobile parking space. To promote better streetscape 
design, this distance should be increased to at least 150 feet, which remains a very short walking 
distance—less than a quarter of a block for many of Downtown's north/south-oriented streets.

Even with this relief, many of the highest-density developments in Downtown will still be required to 
provide dozens of short-term bicycle racks near each pedestrian entrance, which can be detrimental to 
streetscape design and aesthetics. To avoid overconcentration and the crowding out of other 
streetscape priorities, we suggest establishing a maximum number of outdoor short-term bicycle 
parking spaces based on street frontage (REC#3).

Such a standard might allow, for example, no more than one short-term space per 10 feet of street 
frontage within 150 feet of pedestrian entrances (without requiring that they be uniformly distributed), 
and no more than one space per 25 feet for any street frontage outside the pedestrian entrance zone. 
This requirement should be inclusive of any existing or replacement short-term bicycle parking racks 
already located within the street frontage area. Any remaining short-term bicycle racks required by 
Section 12.21.A.16.(a)(1)(i) could be provided inside the building, or better yet be donated to the 
Department of Transportation for installation at other sites of greater need throughout the city. The 
Bureau of Street Services uses a similar approach for street trees, allowing off-site tree planting when 
on-site space is limited. Street tree donation is a common practice in Downtown where streetscape 
space is often at a premium, and extended to this ordinance it would spread short-term parking 
throughout the neighborhood rather than concentrating it at a select few locations.

We also recommend eliminating the nondisabled off-street automobile parking clause (REC#4) from 
Section 12.21.A.16.(e)(2)(iii)(b) because it establishes an additional constraint on short-term bicycle 
parking design that is redundant with the pedestrian distance location requirements found in the same 
subsection, creating unnecessary complexity and uncertainty for developers as well as city planners. The 
appropriate design of indoor automobile parking should not be negatively impacted by the location of 
outdoor short-term bicycle parking, and vice versa.

In Section 12.21.A.16.(e)(2)(iii)(c), we recommend eliminating the phrase "in approximately equal 
proportions" (REC#5) because it is an imprecise metric for City Planners to assess compliance, it causes
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confusion when interpreted alongside the "no more than 50 percent" requirement from the same 
subsection, and because we believe this goal is adequately addressed by REC#3, above.

Updated regulations for long-term bicycle storage located on residential floors

The current draft of the bicycle parking ordinance, per Section 12.21.A.16.(e)(2)(iv)(d), allows for 
residential long-term bicycle parking to be provided in common storage facilities on residential floors— 
so long as the amount of bicycle parking matches or exceeds the number of dwelling units on a given 
floor. This has the unintended consequence of requiring developers to choose between providing all of 
their long-term parking on residential floors, or all of it within a garage facility; it cannot be split 
between the two locations without providing bicycle parking in excess of the requirements set forth in 
Section 12.21.A.16.(a)(1)(i).

To address this, we recommend reducing the required number of long-term bicycle parking spaces per 
residential floor (REC#6) outlined in Section 12.21.A.16.(e)(2)(iv)(d). We believe it would be appropriate 
to require that the number of bicycle parking spaces match or exceed 50 percent of the number of 
dwelling units on each floor. This would give developers the flexibility to provide bicycle parking facilities 
in garages and on residential floors of the same building, and would offer residents more options as to 
how and where they could store their bicycles.

Increased offsets for bicycle share stations

The introduction of Metro's bike share program has significantly changed the mobility landscape for 
Downtown LA, and CCA is happy to see bike share incorporated into the proposed bicycle parking 
ordinance update. Unfortunately, the proposed revisions do not go far enough. We recommend that 
the City significantly increase short-term bicycle parking offsets for nearby bike share stations 
(REC#7).

Section 12.21.A.16.(f)(3)(ii) currently allows a reduction of up to four short-term bicycle parking spaces 
or 10 percent of the total, whichever is less. In Downtown, where more than 80 short-term spaces may 
be required for a single development on less than half of a city block, the proposed offset has very little 
impact and doesn't allow for projects to take full advantage of the many benefits of bike share. Further, 
it does not account for the City and Metro's goal of expanding and increasing ridership on the bike share 
network, which is likely to reduce demand for non-bike share short-term parking spaces. We 
recommend that the ordinance be updated so that any bike share docks within 500 feet of a 
development site may count toward up to 30 percent of the required number of short-term bicycle 
parking spaces.

Administrative approval process for bicycle parking redesign of approved and under-review projects

Amendments to the bicycle parking ordinance are intended to improve occupancy, design, and siting of 
bicycle parking, and ultimately to support increased bicycle ridership throughout LA. As such, any relief
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provisions adopted by the City should benefit as many projects as possible. To achieve that goal we 
recommend that the City create an administrative process for approved and under-review projects to 
revise their plans in accordance with the new provisions of the updated bicycle parking ordinance 
(REC#8). This will ensure better outcomes for bicycle parking provision including improved project 
design, increased options for tenants, and a more equitable distribution of short-term parking spaces. 
Participation in such a process should be simple, non-discretionary, and voluntary.

Finally, we recommend including language to enable future conversion of car parking facilities into 
bicycle parking. As you know, investments in transit and active transportation as well as technological 
advancements like car-share and autonomous vehicles are decreasing the demand for car parking. Over 
time we can expect to see the utilization of parking garages continue to decline, in both public and 
private facilities, and will need to find ways to put that space to better use. Concurrently, demand for 
bicycle storage is likely to increase, and so it will be important to have policies in place that can help us 
make way for this growing travel mode (bicycling) even as another declines (single-occupancy vehicle 
driving). A flexible conversion policy would enable this transition organically while discouraging over
provision of parking facilities—which can be both financially and environmentally wasteful—in the 
interim.

Taken together, CCA strongly believes that these amendments will promote improved project and 
streetscape design while continuing to provide bicycle parking, both short-term and long-term, that 
meets current needs and can absorb future demand as our bicycling culture grows. We appreciate your 
consideration and look forward to continuing to work together to improve livability in Downtown.

Sincerely,

Jessica Lall
President & CEO, Central City Association of Los Angeles

Councilmember Marqueece Harris-Dawson, Vice Chair 
Councilmember Bob Blumenfield 
Councilmember Mitchell Englander 
Councilmember Curren Price

Cc:
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Summary of proposed recommendations for bicycle parking ordinance update

RECOMMENDATION #1: Tiered short-term and long-term bicycle parking requirements
Implement a tiered, "marginal" structure for determining bicycle parking requirements that recognizes 
increased burden and greater opportunity for shared resources in high-density developments. E.g., 1 
long-term space per one dwelling unit (du) for units one to 25, one space per two du for units 26 to 50, 
and so on.

Section: 12.21.A.16.(a)(1)(i)

RECOMMENDATION #2: Increase maximum distance that bicycle racks can be located from pedestrian 
entrances
Increase distance requirement from 50 feet to 150 feet to prevent overconcentration of bicycle racks 
near pedestrian entrances, and to promote better project and streetscape design.

Section: 12.21.A.16.(e)(2)(iii)(b)

RECOMMENDATION #3: Establish maximum number of outdoor short-term bicycle parking based on 
street frontage
Limit the number of short-term bicycle parking spaces that may be located outdoors, based on project 
street frontage, to further prevent poor design and crowded streetscapes.

Section: 12.21.A.16.(e)(2)(iii)

RECOMMENDATION #4: Eliminate nondisabled off-street automobile parking clause
Remove language tying the location of off-street automobile parking to the distance of short-term 
bicycle parking from pedestrian entrances, which is unnecessary and may have adverse design impacts. 

Section: 12.21.A.16.(e)(2)(iii)(b)

RECOMMENDATION #5: Eliminate "in approximately equal proportions" requirement for outdoor 
bicycle parking
Remove language requiring short-term bicycle parking to be distributed "in approximately equal 
proportions," which is imprecise and sufficiently addressed by the remainder of this subsection. 

Section: 12.21.A.16.(e)(2)(iii)(c)

RECOMMENDATION #6: Reduce required number of long-term bicycle parking spaces per residential 
floor
Reduce long-term bicycle parking spaces required on each residential floor to at least 50 percent of the 
number of dwelling units on each floor, increasing design flexibility and tenant options.

Section: 12.21.A.16.(e)(2)(iv)(d)

RECOMMENDATION #7: Increase short-term bicycle parking offsets for nearby bike share stations
Allow Metro bike share stations to offset up to 30 percent of short-term bicycle parking spaces, reducing 
streetscape clutter and recognizing significant benefits of a strong bike share network.

Section: 12.21.A.16.(f)(3)(ii)

RECOMMENDATION #8: Administrative approval process for bicycle parking redesign of approved and 
under-review projects
Create an administrative process for approved and under-review projects to revise their plans in 
accordance with the new provisions of the updated bicycle parking ordinance.

Section: TBD
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