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PARKING POLICY AND YOU
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OUTLINE

 Emotional experiences. And how they shape parking policy.
 The “opportunity”. How better parking policies can transform your city.
* Fast-following or leap-frogging. And what you can learn from other cities.

 Observations, follies, and further reading ...

Goal: Today, | hope to arouse your passion for parking policy, empowering you to
engage more readily and effectively with (1) elected representatives, (2) policy-
makers, and (3) friends, family, and fellow residents.
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EMOTION, MORE THAN EVIDENCE, SHAPES POLICY




RE-FRAMING PARKING

Let’s start by considering a “common” parking experience.

Consider a situation where you’re running late for an appointment and you can’t
find somewhere to park. What do you do? Most of us keep searching for a car-
park. And how does that make you feel? Usually, frustrated and disempowered.

Emotions shape people’s experiences of parking = heavily influence policies.

Being unable to find a car-park is intensely frustrating; parking policies need to
recognise, validate, and address these experiences.
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EMOTION, MORE THAN EVIDENCE, SHAPES POLICY

' an $11 million funding allocation for additional park and ride facilities ...”

1 “Additional parking spaces are urgently needed at Ferny Grove station where commuters are
- now forced to find parking in adjoining streets — spreading the frustration

s

to local residents.”
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IN WELLINGTON, SPACE IS IN SHORT SUPPLY




THE “OPPORTUNITY”

Since WW!II, parking policies have caused real damage. Both socioeconomically, in
the sense they’ve undermined the prosperity of our cities, and psychologically, in
the sense they’ve cultivated an unrealistic sense of entitlement to “free” parking.

More recently, cities have come to realise (1) space is scarce and (2) parking is
space-intensive. This realisation has informed policy changes, such as the removal
of minimum parking requirements and charging for parking, for example.

Parking policies need to reflect the value, or “opportunity cost”, of urban space.
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AUCKLAND HAS BLAZED A TRAIL




FAST FOLLOWING

Auckland City Centre Population GREATER Iﬂ
Source: Stats NZ AUCKLAND
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FAST FOLLOWING

== Parking supply cost/day == Parking price/day
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Source: Nunns, P., Donovan, S. B., & Genter, J. A. (2020). Chapter 9: Auckland, New Zealand. In Parking: An International Perspective (pp. 147-167). Elsevier.
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AN EXAMPLE FROM AUCKLAND: LINKING POLICY TO EXPERIENCE

AT recommends the introduction of priced parking with no time limits in areas with high parking demand and a low
availability of spaces. Prices for on-street parking will be set according to the following general principles:

* Prices for on-street parking will be set at levels that ensure people can find a car park most of the time within a short

walking distance of their destination.

* |n general, if the demand for parking in an area is found to decrease, then prices should also decrease and vice versa.
Parking will be regularly monitored to ensure prices are resulting in an appropriate level of occupancy.

* On-street parking in town centres will be prioritised to support customers and other short-term visitors ahead of long-
stay commuters and residents. Prices are more effective than time-limits at prioritising users in this way.

* The way parking prices are set in different parts of Auckland should be transparent and based on up-to-date empirical

evidence of parking demand patterns in that area and observed trends in these patterns over time.

Policy 1C: Demand Response Priced Parking — On-Street (AT Parking Strategy)
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AN EXAMPLE FROM SAN FRANCISCO: THE EVIDENCE BASE
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FAST-FOLLOWING OR LEAP-FROGGING?

Feedback: Better management of parking €<= more support for further reforms.

Wellington can learn from the experiences of other cities. Main messages:
* For public parking, prices are considerably more effective than time-limits
* For off-street parking, you don’t need minimum parking requirements, at all

e Technology is really helping, especially with pricing and enforcement

Is Wellington just a “fast-follower”? Or can you “leapfrog” into the lead?
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EVEN HERE, PARKING IS NOW PRICED
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OBSERVATIONS

General comments
Wellington’s Draft Parking Policy Proposal (DPPP) moves in the right direction
« DPPP tends to emphasise policy, rather than experiences and evidence

e Latter are critical; treat parking as a dry policy issue at your peril!

Specific comments
« DPPP Principle A (s4.2): desire for “iterative” improvements is muddled with “changes in revenue”?

«  DPPP considers resident’s parking permits (s4.5.5), e.g. priorities for allocating permits, but does not
appear to mention (1) pricing of permits or (2) whether permits are grandfathered?

« DPPP doesn’t mention Wellington’s parking app? The app itself is rated only ~3/5 versus ~4.6 for AT
Park. Auckland’s app processes ~50% of transactions and is seen as a key part of user experience.
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FOLLIES

Folly Technocratic response

“There’s not  The supply of parking responds to the price. If insufficient
enough parking is being provided, then it suggests parking prices
parking” are too low to stimulate more supply.

“The price of Where car-parks are well-utilised, prices cannot—by
parking is too definition—be “too high”. High prices arise when (1)
high” demand is high and / or (2) space is valuable.

“Developers  Developers respond to demand. Using prices to manage
won’t provide public parking will incentivise people to demand more

parking” private parking and influence the behaviour of developers.

Intuitive response

Yes, it’s frustrating when you can’t find a car-park.
Our policies seek to ensure some car-parks are
always available when and where they’re needed.

Yes, we should set prices to ensure parking spaces
are well-used but not over-saturated. In many
situations, the right price for parking may be zero.

Yes, new development can place increased
pressure on public parking. Let’s adopt policies to
reduce the pressure placed on public parking.
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FURTHER READING

Parking policy

Parking Management Best Practice (Litman, 2008)

The High Cost of Free Parking (Shoup, 2011) — updated

Pilot Project Evaluation Summary Document (SF Park, 2014)

Auckland Transport’s On and Off-street Parking Strategy (2015)

Parking: An International Perspective (Pojani et al, 2020)

Public engagement (or moral psychology?)

The Righteous Mind: Why good people are divided by politics and religion (Haidt, 2012)

N
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https://vtpi.org/PMBP_ITE_SEPT2008.pdf
https://www.amazon.com.au/High-Cost-Free-Parking-Updated/dp/193236496X
https://www.sfmta.com/sites/default/files/reports-and-documents/2018/04/sfpark_eval_summary_2014.pdf
https://at.govt.nz/about-us/transport-plans-strategies/parking-strategy/
https://www.elsevier.com/books/parking/pojani/978-0-12-815265-2
https://www.nytimes.com/2012/03/25/books/review/the-righteous-mind-by-jonathan-haidt.html
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“Keep your eye on the intuitions and don’t take people’s moral arguments at face

value. They’re mostly post hoc constructions made up on the fly, crafted to advance
one or more strategic objectives.”

Jonathan Haidt, The Righteous Mind
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