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	A. Factors that Reduce Parking Costs


	

	The cost of providing parking is driven by three factors: the number of parking spaces required, the cost per parking space and the opportunity cost of the land used up for parking
	The more parking spaces required, the higher the cost of parking.  The connections between parking requirements and development cost consist of: 
1. Parking ratios: These are dictated by zoning codes and the general parking ratios are usually too high for Transit Oriented Districts with good access to transit, for low income housing where residents use more public transit and for Senior Housing.
2. Costs of physically providing parking including initial construction cost as well as maintenance, utilities, insurance, administrative, and operation costs. 
3. Expected financial return associated with the amount of parking vs. other uses of the land.  Because parking consumes land, if less parking is required, more land is available for alternative uses. If the project includes residential use, the land not needed for parking may be used to increase density or include retail / commercial mixed-use where revenues from retail rents or sales can partially subsidize the monthly costs for the residential units.  Land not used for parking may also be used to provide community amenities, such as landscaped open space or public plaza.



	
	

	B. Strategies for Reducing Parking Cost and Congestion

  
	

	Property Location:


	1. Locate development within ½ mile of a major transit stop (Transit-Oriented Development) so residents, employees, or shoppers can use less parking than if site were farther away.  This can support a reduction in minimum parking ratios because TODs produce less parking demand1.

2. Locate development on geologically stable and relatively level sites to reduce parking construction costs associated with engineering the site and coping with difficult topography.

3. Locate development on relatively large lots because parking lots and/or structures are more expensive to build and operate on smaller lots and complex land configurations due to economies of scale.  For example, smaller garages have higher costs per parking space because of fixed capital costs (e.g., stairwells, ramps, and elevators) and fixed operating costs.



	City Building & Zoning Requirements:


	1. City reduces the minimum on-site parking ratio for developments in consideration of the developer’s providing community benefits to the city.  This can reduce the total number of spaces required which reduces cost. 

2. City eliminates requirement for underground parking. Structured parking is more costly to construct, operate, and maintain than open surface parking.  Fully underground parking structures are more costly to construct than above ground structures because of the added expense of excavation, fireproofing, ventilation, and dewatering.  The estimated cost to construct an underground concrete parking structure is about $30K2 per space. A half-underground concrete parking structure with natural ventilation costs about $25K per space.  A concrete aboveground parking structure is $20K2 per space.  Open asphalt surface parking lot costs about $5K per space. Underground parking is often desirable in a Transit Oriented District with higher densities that makes ground floor space very valuable for active uses.

3. City requires fewer parking spaces if developer institutes a robust Transportation Demand Management (TDM) program3 for the residents.  This recognizes the benefits of TDM in reducing auto use and traffic congestion.  (See TDM Briefing paper that more fully describes TDM).

4. City allows developer to pay an in-lieu parking fee4 instead of providing physical parking on-site.  This fee is used by the city to provide parking facilities off-site, either as on-street parking, on in nearby municipal parking lots or structures.  City funded parking is usually less expensive to build than on-site development parking due to economy of scale, thus cost per space is reduced.

5. City allows tandem parking5 (in residential projects) to reduce site area dedicated to parking access aisles, which reduces construction cost.

6. City allows a reasonable percentage of compact spaces that take up less room than full size spaces.

7. City allows on-street parking adjacent to the development to be counted as meeting a portion of the overall parking required.  This reduces parking required on-site, which reduces parking construction costs.

8. City allows shared parking6 where different uses can share parking spaces at different times of day. This will reduce overall parking spaces needed.  

9. City requires “unbundled” parking7 where rents for, or purchase of residential, retail or office space is separated from the cost for a parking space.  This gives an economic incentive for tenants or buyers to own fewer cars.  Rather than being provided with a set number of spaces whether they need them or not, tenants or buyers can choose how many spaces they wish to purchase or rent.  If the fee charged to users to park is sufficient to cover construction, operation, and maintenance costs, it will cause some users to choose not to own a car, or not to own more than one car, thus reducing the total number of spaces needed.  Even where there are few alternatives to driving, parking pricing can encourage residents to seek out carpooling partners.  

a. Opposition to unbundled parking often comes from nearby residential and commercial neighbors where free parking is provided.  They are concerned that residents with “unbundled” parking will choose to park on neighboring streets rather than pay to park in their own development.  One strategy to overcome this resistance is to establish residential permit parking in residential areas which limits the time that unpermitted parking is allowed.  Installing parking meters in commercial districts is also effective.

10. City allows developer to provide less parking if a portion of the site is set aside as a landscape reserve that can be converted to more parking if needed.  Palo Alto, for example, allows reductions of up to 50 percent in minimum parking requirements provided that the difference is made up through a landscape reserve.

11. City allows Transferable Parking Entitlements, which designate the number of parking spaces for a particular development as an “entitlement” that can be transferred or sold to another development if they are unused. This policy enables cities to approve developments that would not be feasible without additional parking by allowing tenants of the parking-deficient development to park off-site in a parking space in an adjacent or close-by development.  From a financial standpoint, both developers benefit. Projects that require more parking can proceed, while those that have excess parking can benefit by selling their rights, or negotiating shared parking agreements with their neighbors.



	In downtown or high-density neighborhoods:
	1. Property owners can establish a Transportation Management Association8 which pools fees from all the developments in the neighborhood to be used to support programs to reduce vehicle trips, such as local shuttle, carshare and bikeshare stations, transit pass discounts, improvements to bike and pedestrian facilities, to market driving alternatives, and/or to implement other neighborhood TDM practices.  This can induce the city to reduce parking requirements.  And, since the cost of the TMA is distributed between a large number of developments, ambitious plans can be made and implemented to reduce parking at minimal cost to land owners.
2. City can establish a Parking Benefit District (PBD) where parking pricing strategies are implemented that return revenue from parking meters and residential permits to the local neighborhood.  Once administrative costs are covered, all money goes to build neighborhood parking structures, to programs to reduce driving, and fund improvements such as attractive sidewalk paving, street furniture, and undergrounding of utility wires.  Parking Benefit Districts allow developments to be built with less parking, while addressing potential spillover problems through market pricing of curb parking. Earmarking revenue to directly benefit the neighborhood or commercial district helps to generate support for charges from local residents and businesses, which might otherwise resist charging for parking that used to be free. 

3. City can establish a Parking Management Districts (PMD) where the local municipality regulates parking rates and supply to meet the overall needs of the area.  PMDs are typically established to encourage mixed-use development that maximizes land use by easing on-site parking requirements.  



1The 2010 collaborative research with San José State University (SJSU) and VTA titled “A Parking Utilization Survey of Transit-Oriented Development Residential Properties in Santa Clara County” – http://www.sjsu.edu/urbanplanning/docs/VTA-TODParkingSurveyReport-VolI.pdf  - found that parking usage rates at 12 transit-oriented developments (TOD) near VTA light rail and Caltrain stations were significantly over parked. Nearly 26 percent of residential parking spaces for the 12 survey sites were not utilized during peak parking times (overnight). Further, parking demand research by Robert Cervero, John Boroski, Hollie Lund, and Katz, Okitsu & Associates in 2009 studied 16 TOD projects near BART in Fremont, Pleasant Hill, San Leandro, and Union City.  In 26 out of 28 projects, parking demand was under 1.5 cars per unit and generally closer to 1.3 cars per unit.

2University of California Transportation Center Research paper UCTC-2010-03, page 30 – see http://www.uctc.net/research/papers/UCTC-2010-03.pdf
3The City of San Carlos Zoning Code includes TDM measures that could serve as a model for other cities.  http://www.codepublishing.com/CA/sancarlos/, Title 18 – Zoning, para. 18.25.

4The City of San Carlos Zoning Code includes parking in-lieu fee description that could serve as a model for other cities.  http://www.codepublishing.com/CA/sancarlos/, Title 18 – Zoning, para. 18.20.060.  Also, see Redwood City Zoning Code -  http://library.municode.com/index.aspx?clientId=16091, para. 30.3.  
5The City of San Carlos Zoning Code includes a tandem parking section that could serve as a model for other cities.  http://www.codepublishing.com/CA/sancarlos/, Title 18 – Zoning, para. 18.20.100,B

6The City of San Carlos Zoning Code includes parking reduction alternatives that could serve as a model for other cities.  http://www.codepublishing.com/CA/sancarlos/, Title 18 – Zoning, para. 18.20.050.  

 7The City of San Carlos Zoning Code includes an unbundled parking section that could serve as a model for other cities.  http://www.codepublishing.com/CA/sancarlos/, Title 18 – Zoning, para. 18.20.030,E; however, it would be preferable if unbundled parking was required in this section rather than as the developer’s choice under a minor use permit. 
8For an example see Contra Costa Center Transit Village - http://contracostacentre.com/03. 3.pdfhttp://www.uctc.net/research/papers/UCTC-2010-03.pdf
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