
 
MAYOR AND CITY COUNCIL 

PLANNING COMMISSION 
JOINT WORK SESSION AGENDA 

 
 

Monday, March 8, 2010 
7:30 p.m. 

City Hall Council Chambers 
 
 

(Please turn off all cellular phones and pagers prior to the meeting.  Hand held 
signs brought into the meeting may not be displayed in a manner which 

disrupts the meeting, blocks the view of spectators or cameras and poses a safety 
concern [e.g., signs mounted on stakes].  Your cooperation is appreciated.) 

 
 

 
I. Call to Order 
 
II. Discussion Topic 

 
A. Z-312/SDP-09-001 - Application requests rezoning 

43.33 acres of land from the R-20 (Medium 
Density Residential) Zone to the MXD (Mixed Use 
Development) Zone. The property is bound by 
Clopper Road (MD 117), Quince Orchard Road 
(MD 124), and Metropolitan Grove Road and a 
State Highway Facility. In addition, the schematic 
development plan application requests approval 
for a 410 unit multi-family residential building with 
a structured parking garage on an 11-acre portion 
of the site. 

 
III. Adjournment 
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This schedule is subject to change.  Work Sessions are broadcast over Cable TV, Channel 13 and on the Internet at 
www.gaithersburgmd.gov/tv.  Receive City agendas, minutes and news via e-mail.  Log on to the myGaithersburg e-mail-based news service at 
www.gaithersburgmd.gov/myGaithersburg.  Please contact 301-258-6310 prior to meetings to confirm accessibility accommodations. 
 
 

   **********************************  
    

 
THE NEXT REGULAR MEETING OF THE MAYOR AND CITY COUNCIL 

WILL BE HELD MONDAY, MARCH 15, 2010, 7:30 P.M. AT THE 
CITY HALL COUNCIL CHAMBERS 

31 SOUTH SUMMIT AVENUE 
 

 
TO CONFIRM ACCESSIBILITY ACCOMMODATIONS, 

PLEASE CONTACT DORIS STOKES AT CITY HALL, 301-258-6310 
 
 

   **********************************  
    
 

UPCOMING COUNCIL MEETING AND WORK SESSION ITEMS 
This list is not all-inclusive, and does not reflect priorities or scheduling 

But is intended to provide a glance at future items to come before the City Council. 
 
 

Regular Meeting of the Mayor and City Council 
 
Mar. 15  - Presentations  - Active Aging Commitment Award  
       
  Ord., Res., Regs. - Intro. Ordinance to Amend Chap. 15 “Special Events, Permit 

Requirements”  
   
  Public Hearing - Ordinance to Amend Chap. 4 “Animal and Fowl” 

 
 

   ********************************** 
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Call to Order 
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Work Session 
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MAYOR & COUNCIL AGENDA COVER SHEET 

 
MEETING DATE: 
 
March 8, 2010 
 
CALL TO PODIUM: 
 
Greg Ossont  
Eliza Voigt 
RESPONSIBLE STAFF: 
 
Greg Ossont, Director  
Planning and Code 
Administration 
 
Lauren Pruss, Planning Director  
 
Eliza Voigt, Planner 
 
 
AGENDA ITEM: 
(please check one) 
  

 Presentation 
 Proclamation/Certificate 
 Appointment 
 Joint Public Hearing   
 Historic District Commission 
 Consent Item 
 Ordinance 
 Resolution 
 Policy Discussion 

X Work Session Discussion Item 
 Other: 

  
  
  
  
PUBLIC HEARING HISTORY: 
  
(Please complete this section if agenda 
item is a public hearing) 
  
  
Introduced N/A 

12/16/09 
12/23/09 
 
 
 
 

Advertised 

 
Hearing Date 1/4/10 
Record Held Open 3/26/10 
Policy Discussion 4/5/10 

 

 

TITLE: JOINT WORK SESSION 
             Z-312/SDP-09-001 
This application requests rezoning 43.33 acres of land from the  
R-20 (Medium Density Residential) Zone to the MXD (Mixed Use 
Development) Zone. The property is bound by Clopper Road (MD 
117), Quince Orchard Road (MD 124), and Metropolitan Grove 
Road and a State Highway Facility.  In addition, the schematic 
development plan application requests approval for a 410 unit 
multi-family residential building with a structured parking garage on 
an 11-acre portion of the site. 
 

SUPPORTING BACKGROUND: 
The Mayor and City Council and the Planning Commission held a 
consolidated joint public hearing on January 4, 2010, to introduce 
and discuss Z-312 and SDP-09-001. The applicant discussed a 
number of aspects of the plan and staff developed a list of specific 
topics that required additional clarification, information and/or 
improvement.  
 
The purpose of this work session is for the development team to 
present the Orchard Pond rezoning and schematic development 
plans in more detail and respond to issues raised at the joint public 
hearing.  
 
The following items outline the main points of discussion: 
 

 Approach to the proposed rezoning to the MXD zone and 
two part phasing as it relates to surrounding areas and 
uses; 

 Site design including specimen trees, environmental site 
design and pedestrian connections/enhancement 
opportunities; 

 Conceptual building architecture and green screen parking 
garage 

 
Attachments: 

 Orchard Pond Area Renderings and Land Use 
 Existing Pedestrian Circulation 
 Proposed Pedestrian Circulation 
 Specimen Tree Exhibit 
 February 19, 2010 Letter from Jody Kline to the Mayor and 

City Council and Planning Commission 
 February 23, 2010 Letter from Jody Kline to the Mayor and 

City Council and Planning Commission 
 
 

DESIRED OUTCOME:  

Conduct Work Session 
Hear presentation from the development team. 
Provide guidance to the applicant and staff. 
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MEMORANDUM TO: Mayor and City Council 
    Planning Commission 
 
VIA:    Angel L. Jones, City Manager 
 
FROM:  Rob Robinson, Planner 
 
DATE:    February 24, 2010 
 
SUBJECT:   Introduction of MP-1-10, the 2009 Transportation Element 
 
 
On February 17, 2010, staff released MP-1-10, the draft Transportation Element of the 2009 
Master Plan update, for the required 60 day public comment period. A joint public hearing 
before the Mayor & City Council and Planning Commission is scheduled for April 19, 2010. In 
preparation for the joint hearing, staff has prepared this introduction of the draft element. The 
intent of this introduction is to present the purpose of the document, the structure of the 
document, and contents of the document. Both the Mayor & City Council and Planning 
Commission will be receiving hard copies of the draft element prior to the public hearing date. 
The full document is currently available on the City’s Master Plan website. 

The City of Gaithersburg is empowered, under Article 66B, Land Use, of the Annotated Code of 
Maryland, to exercise autonomous planning and zoning powers. Codified in Article 66B, Section 
3.05(a)(4)(iii) requires the development of a Transportation Element as part of the City’s 
comprehensive master plan. This element will present recommendations for the future of 
Gaithersburg’s transportation system while being consistent with the State and City visions laid 
forth in the City’s 2009 Process and Overview Element. 

MP-1-10 is an update of the 1997 City of Gaithersburg Transportation Plan. The 1997 plan 
presented a historical account of transportation planning that has affected Gaithersburg. In 
addition, it presented a review of the transportation conditions as they were in 1997 and gave 
recommendations for short and long-term transportation improvements within the City of 
Gaithersburg.  

The 2009 element will give an overall account of conditions, projects, and policies that are now 
shaping the local transportation system. The link between land use and transportation will be 
highlighted. The plan will identify needs and provide recommendations for improving the 
transportation system over the next six years.  

Staff has organized MP-1-10 so that it will be a more user-friendly document. The draft plan 
consists of six chapters and one appendix and makes extensive use of tables and graphic 
presentations: 

Chapter 1: Purpose & Need. This chapter presents the legal foundation for developing this 
document and the plan’s intent as it relates to the City’s Master Plan. 
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Chapter 2: Introduction. This chapter briefly presents current demographic trends and establishes 
the goal of a multi-modal transportation framework within the City of Gaithersburg.   

Chapter 3: System Background. This chapter establishes the baseline conditions within the City 
of Gaithersburg for streets, congestion levels, transit, bicycle and pedestrian facilities. 

Chapter 4: Areas of Special Focus. This chapter is included to specifically address three areas 
that were subjects of their own master plans. Olde Towne, Frederick Avenue, and the Kentlands 
vicinity are areas with great future development/redevelopment potential and have been 
identified as such in the City’s Strategic Directions. Each area is subject to unique transportation 
pressures and possible solutions. Staff felt it appropriate to focus on these areas by themselves 
and not include the unique recommendations with the overall City policy recommendations. 

Chapter 5: City Bicycle and Pedestrian Plan. In March 2007, the City of Gaithersburg initiated a 
planning process to develop a Bikeway Improvement Plan with consultant Toole Design Group. 
The subsequent plan consists of an inventory of existing bicycle facilities, included in Chapter 3; 
and both and on-road and off-road future facilities plans. These are included in this chapter 
graphically with additional bicycle and pedestrian oriented recommendations. 

Chapter 6: Policy Objectives and Recommendations. This chapter presents four main objectives 
and recommendations for implemention. The statements presented are built upon the policies 
laid forth in the adopted 2009 Process & Overview Element and are to be applied City-wide.  

Chapter 7: Appendix- Master Plan Road Classification System. This appendix defines various 
roads by type (arterial, etc.), right of way, number of lanes, and any additional notes. 

A number of “high profile” transportation related items have not been included in this document 
for the following reasons: 

Longdraft Road: The City is long on record as opposing this road as being a four lane arterial. 
Montgomery County responded to this position by removing it as an independent project and 
agreeing to implement spot improvements as it is currently designed. Staff is of the opinion that 
there are no further policy issues to be determined in relation to Longdraft; however, it is to be 
noted that staff did include Longdraft Road on Map 2 (City Master Plan Road Classification 
System) and identified it as a “collector” and not an “arterial”. This classification reaffirms the 
City’s long held position on Longdraft. 

The Intercounty Connector (ICC): The ICC was not included because as a project, it is under 
construction with Contract A (I-370 to MD 97) to be completed this fall and the tolling rates 
having been set by the Maryland Transportation Authority.  

The Humpback Bridge: The City and the Town of Washington Grove have clearly defined their 
positions and Montgomery County responded in kind. The existing bridge has been retained and 
included for possible historic designation by Montgomery County. CSX has publicly stated it 
will work with the local jurisdictions to determine the best approach in altering the bridge. Staff 
believes the Mayor and Council will assess and address any possible future CSX issues when 
appropriate.  
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I-270: This large scale proposed project to increase capacity on I-270 was not specifically 
included in the draft element. The Mayor & City Council transmitted their recommendation to 
the Governor and Montgomery County Council in September of 2009, stating support for 
Alternative 7 with the preference for High Occupancy Toll (HOT) rather than Express Toll 
Lanes (ETL). At the time of the preparation of the draft element, the Governor has yet to select 
the Locally Preferred Alternative. Staff is of the opinion that until a decision is made by the State 
regarding this project and given that the implementation of such a large scale plan would extend 
far beyond the six year Master Plan window, no additional policy recommendations are 
warranted. The City has clearly stated its position and preference.  

M-83, Midcounty Highway: This Montgomery County project is still in the early facility 
planning phases, with alternatives being studied. Staff did not believe enough progress has been 
made on this project to go into depth regarding recommendations other than what is currently on 
record. It is to be noted, that staff did reaffirm the City’s position that any alternatives for M-83 
not direct traffic onto MD-355 or MD-124 within the City.  

Areas of Special Focus: Staff intentionally limited the areas to the three included in Chapter 4. 
Areas such as the Fairgrounds or Lakeforest Mall would not be appropriate to include in this 
document. Specific transportation recommendations would be presumptive to make until these 
type areas have gone through the land use master plan process. Transportation recommendations 
will be included for certain map designations and special study areas included in the upcoming 
2009 Land Use Element.  

Areas that have received all of their approvals or are under construction have not been included. 
Also, staff did not include areas that currently have development applications under review 
because transportation issues will be addressed through the sketch and schematic development 
plan review processes.  

Parking Management Strategies: Upon the Council’s and Commission’s review of the draft 
element, it will be noted that recommendations regarding parking management strategies and 
districts are made. Staff made reference only in broad policy terms. Parking management 
incorporates numerous means to an end. In order to better understand what is meant by parking 
management, staff has attached, “Parking Management: Strategies, Evaluation, and Planning” by 
Todd Litman for the Victoria Transport Policy Institute. This document presents a 
comprehensive overview of the issue and specific actions that can be taken. Should the Council 
and Planning Commission favor the broad policy recommendations; staff will seek guidance on 
which specific measures or actions should be included. 
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Victoria Transport Policy Institute 
1250 Rudlin Street, Victoria, BC,  V8V 3R7,  CANADA 

www.vtpi.org         info@vtpi.org 
Phone & Fax 250-360-1560 
“Efficiency - Equity - Clarity” 

 
 
 

Todd Alexander Litman © 2006 
You are welcome and encouraged to copy, distribute, share and excerpt this document and its ideas, provided the 

author is given attribution. Please send your corrections, comments and suggestions for improving it. 
 

Parking Management  
Strategies, Evaluation and Planning  

 
 

by 
Todd Litman 

Victoria Transport Policy Institute 
5 November 2008 

 

 
 

Abstract 
Parking management refers to various policies and programs that result in more efficient 
use of parking resources. This report summarizes the book, Parking Management Best 
Practices (Planners Press, 2006), which describes and evaluates more than two-dozen 
such strategies. It investigates problems with current parking planning practices, 
discusses the costs of parking facilities and the savings that can result from improved 
management, describes specific parking management strategies and how they can be 
implemented, discusses parking management planning and evaluation, and describes 
how to develop the optimal parking management program in a particular situation. Cost-
effective parking management programs can usually reduce parking requirements by 20-
40% compared with conventional planning requirements, providing many economic, 
social and environmental benefits.  
 

An shorter version of this paper was presented at the 
Transportation Research Board 2007 Annual Meeting (www.trb.org) 

Paper 07-1581 
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Introduction 
Parking is an essential component of the transportation system. Vehicles must park at 
every destination. A typical automobile is parked 23 hours each day, and uses several 
parking spaces each week.  
 
Parking facilities are a major cost to society, and parking conflicts are among the most 
common problems facing designers, operators, planners and other officials. Such 
problems can be often defined either in terms of supply (too few spaces are available, 
somebody must build more) or in terms of management (available facilities are used 
inefficiently and should be better managed). Management solutions tend to be better than 
expanding supply because they support more strategic planning objectives: 

• Reduced development costs and increased affordability. 
• More compact, multi-modal community planning (smart growth). 
• Encourage use of alternative modes and reduce motor vehicle use (thereby reducing 

traffic congestion, accidents and pollution). 
• Improved user options and quality of service, particularly for non-drivers. 
• Improved design flexibility, creating more functional and attractive communities. 
• Ability to accommodate new uses and respond to new demands. 
• Reduced impervious surface and related environmental and aesthetic benefits. 

 
 
Parking management refers to policies and programs that result in more efficient use of 
parking resources. Parking management includes several specific strategies; nearly two 
dozen are described in this report. When appropriately applied parking management can 
significantly reduce the number of parking spaces required in a particular situation, 
providing a variety of economic, social and environmental benefits. When all impacts are 
considered, improved management is often the best solution to parking problems. 
 
Parking Management Principles 
These ten general principles can help guide planning decision to support parking management. 

1. Consumer choice. People should have viable parking and travel options. 

2. User information. Motorists should have information on their parking and travel options. 

3. Sharing. Parking facilities should serve multiple users and destinations.   

4. Efficient utilization. Parking facilities should be sized and managed so spaces are frequently 
occupied. 

5. Flexibility. Parking plans should accommodate uncertainty and change. 

6. Prioritization. The most desirable spaces should be managed to favor higher-priority uses. 

7. Pricing. As much as possible, users should pay directly for the parking facilities they use.   

8. Peak management. Special efforts should be made to deal with peak-demand. 

9. Quality vs. quantity. Parking facility quality should be considered as important as quantity, including 
aesthetics, security, accessibility and user information. 

10. Comprehensive analysis. All significant costs and benefits should be considered in parking planning.
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Parking Management Benefits 

• Facility cost savings. Reduces costs to governments, businesses, developers and consumers. 

• Improved quality of service. Many strategies improve user quality of service by providing better 
information, increasing consumer options, reducing congestion and creating more attractive 
facilities. 

• More flexible facility location and design. Parking management gives architects, designers and 
planners more ways to address parking requirements. 

• Revenue generation. Some management strategies generate revenues that can fund parking facilities, 
transportation improvements, or other important projects. 

• Reduces land consumption. Parking management can reduce land requirements and so helps to 
preserve greenspace and other valuable ecological, historic and cultural resources. 

• Supports mobility management. Parking management is an important component of efforts to 
encourage more efficient transportation patterns, which helps reduce problems such as traffic 
congestion, roadway costs, pollution emissions, energy consumption and traffic accidents. 

• Supports Smart Growth. Parking management helps create more accessible and efficient land use 
patterns, and support other land use planning objectives. 

• Improved walkability. By allowing more clustered development and buildings located closer to 
sidewalks and streets, parking management helps create more walkable communities. 

• Supports transit. Parking management supports transit oriented development and transit use. 

• Reduced stormwater management costs, water pollution and heat island effects. Parking 
management can reduce total pavement area and incorporate design features such as landscaping and 
shading that reduce stormwater flow, water pollution and solar heat gain. 

• Supports equity objectives. Management strategies can reduce the need for parking subsidies, 
improve travel options for non-drivers, provide financial savings to lower-income households, and 
increase housing affordability. 

• More livable communities. Parking management can help create more attractive and efficient urban 
environments by reducing total paved areas, allowing more flexible building design, increasing 
walkability and improving parking facility design. 

 
 
This report describes various parking management strategies, how to evaluate these 
strategies and develop an integrated parking plan, plus examples and resources for more 
information. Most parking management strategies have been described in previous 
publications but no existing document describes them all or provides guidance on 
planning and implementing a comprehensive parking management program. This report 
summarizes the book Parking Management Best Practices, published by Planners Press 
in 2006. If you find this report useful, please purchase the book for more information. 
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Examples 
Below are three illustrative examples of parking management programs. 
  
Reducing Building Development Costs 
A mixed-use building is being constructed in an urban or suburban area that will contain 
100 housing units and 10,000 square feet of commercial space. By conventional 
standards this requires 200 parking spaces (1.6 spaces per housing unit plus 4 spaces per 
1,000 square feet of commercial space), costing from $2 million for surface parking 
(about 9% of the total development costs), up to $6 million for underground parking 
(about 25% of total development costs). However, because the building is in a relatively 
accessible location (on a street that has sidewalks, with retail business and public transit 
services located nearby) and onstreet parking is available nearby to accommodate 
occasional overflows, the building owners argue that a lower standard should be applied, 
such as 1.2 parking spaces per housing unit and 3 spaces per 1,000 square feet of 
commercial space, reducing total requirements to 150 spaces. To further reduce parking 
requirements the developer proposes the following: 

• Unbundle parking, so parking spaces are rented separately from building space. For 
example, rather than paying $1,000 per month for an apartment with two parking spaces 
renters pay $800 per month for the apartment and $100 per month for each parking space. 
This typically reduces parking requirements by 20%. 

• Encourage businesses to implement commute trip reduction programs for their 
employees, including cashing out free parking (employees are offered $50 per month if 
they don’t use a parking space). This typically reduces automobile commuting by 20%. 

• Regulate the most convenient parking spaces to favor higher-priority uses, including 
delivery vehicles and short errands, and handicapped users. 

• Include four carshare vehicles in the building. Each typically substitutes for 5 personal 
vehicles, reducing 4 parking spaces. 

• Incorporate excellent walking facilities, including sidewalk upgrades if needed to allow 
convenient access to nearby destinations, overflow parking facilities and transit stops. 

• Incorporate bicycle parking and changing facilities into the building.  

• Provide information to resident, employees and visitors about transit, rideshare and taxi 
services, bicycling facilities, and overflow parking options. 

• Develop a contingency-based overflow parking plan that indicates where is available 
nearby if on-site facilities are full, and how and spillover impacts will be addressed. For 
example, identify where additional parking spaces can be rented if needed. 

 
 
This management program allows total parking requirements to be reduced to 100 spaces, 
providing $100,000 to $500,000 in annualized parking facility capital and operating cost 
savings (compared with $20,000-$50,000 in additional expenses for implementing these 
strategies), as well as providing improved options to users and reduced vehicle traffic. 
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Increasing Office Building Profits and Benefits 
An office building has 100 employees and 120 surface parking spaces, providing one 
space per employee plus 20 visitor spaces. The building earns $1,000,000 annually in 
rent, of which $900,000 is spent on debt servicing and operating expenses, leaving 
$100,000 annual net profit.  
 
Parking management begins when a nearby restaurant arranges to use 20 spaces for staff 
parking during evenings and weekends for $50 per month per space, providing $12,000 
in additional annual revenue. After subtracting $2,000 for walkway improvements 
between the sites, and additional operating costs, this increases profits 10%. Later a 
nearby church arranges to use 50 parking spaces Sunday mornings for $500 per month, 
providing $6,000 in annual revenue. After subtracting $1,000 for additional operating 
costs, this increases profits by another 5%. Next, a commercial parking operator arranges 
to rent the building’s unused parking to general public during evenings and weekends. 
This provides $10,000 in net annual revenue, an additional 10% profit. 
 
Inspired, the building manager develops a comprehensive management plan to take full 
advantage of the parking facility’s value. Rather than giving each employee a reserved 
space, spaces are shared, so 80 spaces can easily serve the 100 employees. A commute 
trip reduction program is implemented with a $40 per month cash-out option, which 
reduces parking requirements by another 20 spaces. As a result, employees only need 60 
parking spaces. The extra 40 parking spaces are leased to nearby businesses for $80 per 
month, providing $32,000 in annual revenue, $9,600 of which is used to fund cash-out 
payments and $2,400 to cover additional costs, leaving $20,000 net profits.  
 
Because business is growing, the tenant wants additional building space for 30 more 
employees. Purchasing land for another building would cost approximately $1 million, 
and result in two separate work locations, an undesirable arrangement. Instead, the 
building manager stops leasing daytime parking and raises the cash-out rate to $50 per 
month, which causes an additional 10 percentage point reduction in automobile 
commuting. With these management strategies, 87 parking spaces are adequate to serve 
130 employees plus visitors, leaving the land currently used by 33 parking spaces 
available for a building site. To address concerns that this parking supply may be 
insufficient sometime in the future, a contingency plan is developed which identifies 
what will be done if more parking is needed, which might involve an overflow parking 
plan, providing additional commuter incentives during peak periods, leasing nearly 
parking, or building structured parking if necessary. 
 
This parking management plan saves $1 million in land costs, a $50,000 annualized 
value. Parking spaces can still be rented on weekends and evenings, bringing in an 
additional $25,000. These parking management strategies increased total building profits 
about 75%, allow a business to locate entirely at one location, and provide parking to 
additional users during off-peak periods. Other benefits include increased income and 
travel options for employees, reduced traffic congestion and air pollution, and reduced 
stormwater runoff. 
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Downtown – Addressing Parking Problems 
A growing downtown is experiencing parking problems. Most downtown parking is 
unpriced, with 2-hour limits for on-street parking. During peak periods 90% of core-area 
parking spaces are occupied, although there is virtually always parking available a few 
blocks away, and many of the core spaces are used by commuters or long-term visitors, 
who moved their vehicles every two hours to avoid citations.  
 
Local businesses asked the city to build a $5 million parking structure, which would 
either require about $500,000 in annual subsidies or would require user charges. 
Experience in similar downtowns indicates that if most public parking is unpriced, few 
motorists will pay for parking so the structure would be underutilized and do little to 
alleviate parking problems. Local officials decide to first implement a management 
program, to defer or avoid the need for a parking structure. Parking surveys are 
performed regularly to track utilization and turnover rates, in order to identify problems. 
The program’s objectives are to encourage efficient use of parking facilities, insure that 
parking is convenient for priority uses (deliveries, customers and short errands), and 
maintain parking utilization at about 85%. It includes the following strategies: 

• Increase enforcement of regulations, particularly during busy periods, but insure that 
enforcement is friendly and fair. 

• Reduce on-street time limits (e.g., 2-hours to 90 minutes) where needed to increase turnover. 

• Expand core area boundaries to increase the number of spaces managed for short-term use. 

• Encourage businesses to share parking, so for example, a restaurant allows its parking spaces 
to be used by an office building during the weekdays in exchange for using the office parking 
during evenings and weekends. 

• Encourage use of alternative modes. The city may partner with the downtown business 
organization to support commute trip reduction programs and downtown shuttle service. 

• Develop special regulations as needed, such as for disabled access, delivery and loading 
areas, or to accommodate other particular land uses. 

• Implement a residential parking permit program if needed to address spillover problems in 
nearby residential areas, but accommodate non-residential users as much as possible. 

• Provide signs and maps showing motorists where they may park. 

• Have an overflow parking plan for occasionally special events that attract large crowds.  

• Establish high standards for parking facility design, including aesthetic and safety features, to 
enhance the downtown environment. 

• Price parking, using convenient pricing methods. Apply the following principles: 

o Adjust rates as needed to maintain optional utilization (i.e., 85% peak occupancy). 

o Structure rates to favor short-term uses in core areas and encourage longer-term parkers to 
shift to other locations. 

o Provide special rates to serve appropriate uses, such as for evening and weekend events. 

o Use revenues to improve enforcement, security, facility maintenance, marketing, and mobility 
management programs that encourage use of alternative modes. 
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Paradigm Shift 
Parking planning is undergoing a paradigm shift, a fundamental change in how a problem 
is perceived and solutions evaluated. The old paradigm assumes that parking should be 
abundant and free at most destinations. It strives to maximize supply and minimize price.  
The old paradigm assumes that parking lots should almost never fill, that parking facility 
costs should be incorporated into the costs of buildings or subsidized by governments, 
and that every destination should satisfy its own parking needs.  
 
The new paradigm strives to provide optimal parking supply and price. It considers too 
much supply as harmful as too little, and prices that are too low as harmful as those that 
are too high. The new paradigm strives to use parking facilities efficiently. It considers 
full lots to be acceptable, provided that additional parking is available nearby, and that 
any spillover problems are addressed. It emphasizes sharing of parking facilities between 
different destinations. It favors charging parking facility costs directly to users, and 
providing financial rewards to people who reduce their parking demand. 
 
The old paradigm tends to resist change. It places a heavy burden of proof on innovation. 
The new paradigm recognizes that transport and land use conditions evolve so parking 
planning practices need frequent adjustment. It shifts the burden of proof, allowing new 
approached to be tried until their effectiveness (or lack thereof) is proven. Table 1 
compares the old and new parking paradigms. 
 
Table 1 Old and New Parking Paradigms Compared  

Old Parking Paradigm New Parking Paradigm 

“Parking problem” means inadequate parking 
supply. 

There can be many types of parking problems, including 
inadequate or excessive supply, too low or high prices, 
inadequate user information, and inefficient management. 

Abundant parking supply is always desirable. Too much supply is as harmful as too little. 

Parking should generally be provided free, funded 
indirectly, through rents and taxes. 

As much as possible, users should pay directly for parking 
facilities. 

Parking should be available on a first-come basis. Parking should be regulated to favor higher priority uses 
and encourage efficiency. 

Parking requirements should be applied rigidly, 
without exception or variation. 

Parking requirements should reflect each particular 
situation, and should be applied flexibly. 

Innovation faces a high burden of proof and should 
only be applied if proven and widely accepted.  

Innovations should be encouraged, since even unsuccessful 
experiments often provide useful information. 

Parking management is a last resort, to be applied 
only if increasing supply is infeasible. 

Parking management programs should be widely applied to 
prevent parking problems. 

“Transportation” means driving. Land use 
dispersion (sprawl) is acceptable or even desirable. 

Driving is just one type of transport. Dispersed, automobile-
dependent land use patterns can be undesirable. 

Parking management changes the way parking problems are defined and solutions evaluated. 
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The old paradigm results in predict and provide planning, in which past trends are 
extrapolated to predict future demand, which planners then try to satisfy. This often 
creates a self-fulfilling prophecy, since abundant parking supply increases vehicle use 
and urban sprawl, causing parking demand and parking supply to ratchet further upward, 
as illustrated in Figure 1.  
 
Figure 1 Cycle of Automobile Dependency  

 
Generous parking supply is part of a cycle that leads to increased automobile dependency. 
Parking management can help break this cycle. 
 
 
 
It is important to define parking problems carefully. For example, if people complain 
about a parking problem, it is important to determine exactly what type of problem, and 
where, when and to whom it occurs. Increasing supply helps reduce parking congestion 
and spillover problems but increases most other problems. Management solutions tend to 
reduce most problems, providing a greater range of benefits and so are supported by more 
comprehensive planning. 
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How Much Is Optimal? 
Optimal parking supply is the amount that motorists would purchase if they paid all costs 
directly and had good parking and transport options. But conventional planning practices 
reflect an assumption that it is desirable to maximize parking supply and minimize user 
charges. They consider parking management a measure of last resort, to be applied only 
where it is infeasible to expand supply. 
 
Conventional planning determines how much parking to provide at a particular site 
planners based on recommended minimum parking standards published by various 
professional organizations. This provides an index or parking ratio used to calculate the 
number of spaces to supply at a particular location. These are unconstrained and 
unadjusted values, which generally reflect the maximum supply that could be needed.  
 
These standards are often excessive and can usually be adjusted significantly downward. 
To appreciate why it is helpful to know a little about how parking standards are 
developed. Conventional parking standards are based on parking demand surveys, the 
results of which are collected and published in technical reports such as ITE’s Parking 
Generation. This process implies a higher degree of accuracy than is actually justified. 
Fewer than a dozen demand surveys are used to set standards for many land use 
categories. The analysis does not usually take into account geographic, demographic and 
economic factors that can affect parking demand, such as whether a site is urban or 
suburban, and whether parking is free or priced.  
 
These standards err toward oversupply in many ways. They are derived from parking 
demand studies that were mostly performed in automobile-dependent locations. They are 
generally based on 85th percentile demand curves (which means that 85 out of 100 sites 
will have unoccupied parking spaces even during peak periods), an 85th occupancy rate (a 
parking facility is considered full if 85% of spaces are occupied) and a 10th design hour 
(parking facilities are sized to fill only ten hours per year). Applying these standards 
results in far more parking supply than is usually needed at most destinations, particularly 
where land use is mixed, there are good travel options, parking is managed for efficiency 
or priced. 
 
Most people planning apply parking standards have little understanding of the biases and 
errors they contain, and the problems created by excessive parking supply. The 
application of generous and inflexible parking standards is often defended as being 
conservative, implying that this approach is cautious and responsible. Use of the word 
conservative in this context is confusing because it results in the opposite of what is 
implied. Excessive parking requirements waste resources, both directly, by increasing the 
money and land devoted to parking facilities, in indirectly, by increasing automobile use 
and sprawl. Better parking management actually tends to be more conservative overall. 
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Alternative Ways To Determine How Much Parking To Supply 
There are better ways to determine how much parking to supply at a particular site. 
Efficiency-based standards size facilities for optimal utilization. This means that most 
parking lots are allowed to fill, provided that management strategies can insure user 
convenience and address any problems. For example, parking facilities at a store can be 
sized to fill daily or weekly, provided that overflow parking is available nearby, motorists 
have information about available parking options, and regulations are adequately 
enforced to address any spillover problems that develop.  
 
Efficiency-based standards take into account geographic, demographic and economic 
factors that affect parking demand. They also reflect the relative costs and benefits of 
different options, so less parking is supplied where parking supply is relatively costly to 
provide or where management programs easy to implement. Efficiency-based standards 
should also reflect strategic planning objectives such as a desire for more compact 
development, or to reduce traffic.  
 
Because it is not possible to predict exact parking demand and management program 
effectiveness, efficiency-based standards rely on contingency-based planning, which 
means that planners identify solutions that can be deployed if needed in the future. For 
example, if a new building is predicted to need 60 to 100 parking spaces, the 
conventional approach is to supply either the middle value (80 spaces), or the maximum 
value (100 spaces). With contingency-based planning, the lower-bound value (60 spaces) 
is initially supplied, conditions are monitored, and various strategies are identified for 
implementation if needed. This may include banking land for additional parking supply 
and various parking management programs. This allows planners to use lower parking 
standards with the confidence that any resulting problems can be easily solved.  
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Parking Facility Costs 
A major benefit of parking management is its ability to reduce facility costs (Parking 
Costs,” Litman, 2003). Parking facility costs are usually borne indirectly through rents, 
taxes and as a component of retail goods, so most people have little idea of parking 
facility costs and the potential savings from more efficient management.  
 
A typical parking space is 8-10 feet (2.4-3.0 meters) wide and 18-20 feet (5.5-6.0 meter) 
deep, totaling 144-200 square feet (13-19 sq. meters). Off-street parking requires 
driveways and access lanes, and so typically requires 300-400 square feet (28-37 square 
meters) per space, allowing 100-150 spaces per acre (250-370 per hectare).  
 
Figure 2 Typical Parking Facility Land Use (“Parking Evaluation,” VTPI, 2005) 
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Land requirements per parking space vary depending on type and size. Off-street spaces require 
driveways and access lanes. Landscaping typically adds 10-15% to parking lot area. 
 
 
The direct, annualized costs of providing parking (not including indirect costs such as 
stormwater management, environmental impacts, aesthetic degradation, etc.). This varies 
from about $250 per space if otherwise unused land is available, and construction and 
operating costs are minimal, to more than $2,250 for structured parking with attendants. 
On-street parking spaces require less land per space than off-street parking, since they do 
not require access lanes, but their opportunity costs can be high if they use road space 
needed for traffic lanes or sidewalks. The Parking Cost, Pricing and Revenue Calculator 
(www.vtpi.org/parking.xls) can be used to calculate these costs for a particular situation. 
 
In addition to these direct costs, generous parking supply imposes indirect costs, 
including increased sprawl, impervious surface and associated stormwater management 
costs, reduced design flexibility, reduced efficiency of alternative modes (walking, 
ridesharing and public transit use), and increased traffic problems. Put more positively, 
parking management can help solve a variety of economic, social and environmental 
problems, increase economic productivity, and make consumers better off overall. 
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Parking Management Strategies 
This section describes a variety of specific parking management strategies. For more information 
see Litman (2006a) and related chapters in VTPI (2005). 
 
Shared Parking  
Shared Parking means that a parking facility serves multiple users or destinations 
(“Shared Parking,” VTPI, 2005). This is most successful if destinations have different 
peak periods, or if they share patrons so motorists park at one facility and walk to 
multiple destinations. Parking facilities can be shared in several ways. 

• Shared Rather Than Reserved Spaces. Motorists share parking spaces, rather than being 
assigned a reserved space. For example, 100 employees can usually share 60-80 parking 
spaces, since at any particular time some are on leave, commuting by an alternative mode, in 
the field, or working another shift. Hotels, apartments, condominiums and dormitories can 
share parking spaces among several units, since the number of vehicles per unit varies over 
time. Sharing can be optional, so for example, motorists could choose between $60 per month 
for a shared space or $100 for a reserved space. 

• Share Parking Among Destinations. Parking can be shared among multiple destinations. For 
example, an office building can share parking with a restaurant or theater, since peak demand 
for offices occurs during weekdays, and on weekend evenings for restaurants and theaters, as 
indicated in Table 2. Sharing can involve mixing land uses on single site, such as a mall or 
campus, or by creating a sharing arrangement between sites located suitably close together. 
 

Table 2 Typical Peak Parking Periods For Various Land Uses 

Weekday Evening Weekend 

Banks and public services 

Offices and other employment centers 

Park & Ride facilities  

Schools, daycare centers and colleges 

Factories and distribution centers 

Medical clinics 

Professional services 

Auditoriums 

Bars and dance halls 

Meeting halls 

Restaurants 

Theaters 

Hotels 

Religious institutions 

Parks 

Shops and malls 

 

This table indicates peak parking demand for different land use types. Parking can be shared 
efficiently by land uses with different peaks. 

 
 

• Public Parking Facilities. Public parking, including on-street, municipal off-street, and 
commercial (for profit) facilities generally serve multiple destinations. Converting from free, 
single-use to paid, public parking allows more efficient, shared use. 

• In Lieu Fees. “In lieu fees” mean that developers help fund public parking facilities instead of 
providing private facilities serving a single destination. This tends to be more cost effective 
and efficient. It can be mandated or optional. 
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• Special Parking Assessment. Businesses in an area can be assessed a special assessment or 
tax to fund parking facilities in their area, as an alternative to each business supplying its own 
facilities. This is often implemented through a downtown business improvement district. 

 
Parking Regulation 
Parking regulations control who, when and how long vehicles may park at a particular 
location, in order to prioritize parking facility use. The table below describes common 
regulations and the type of parking activity they favor. 
 
Table 3 Common Parking Regulations  

Name Description Favored Activity 

User or vehicle 
type 

Spaces dedicated to loading, service, taxis, customers, 
rideshare vehicles, disabled users, buses and trucks. 

As specified.  

Duration. Limit parking duration (5-minute loading zones, 30-
minutes adjacent to shop entrances, 1- or 2-hour limits).  

Short-term users, such as 
deliveries, customers and errands. 

Time period 
restrictions 

Prohibit occupancy at certain times, such as before 10 
am, to discourage employee use, or between 10 pm and 5 
am to discourage resident use.  

Depends on restrictions. 

Employee 
restrictions. 

Require or encourage employees to use less convenient 
parking spaces. 

Customers, deliveries and errands. 

Special events Have special parking regulations during special events. Depends on restrictions. 

Accommodate 
short-term users. 

Provide options for vehicles that make numerous short 
stops, such as special parking passes. 

Delivery and service vehicles. 

Residential 
parking permits 

Use Residential Parking Permits (RPPs) to give area 
residents priority use of parking near their homes. 

Residents. 

Options for 
special users. 

Establish a system that allows specific parking spaces to 
be reserved for service and construction vehicles. 

Vehicles used for special activities. 

Restrict overnight 
parking 

Prohibit overnight parking to discourage use by residents 
and campers. 

Shorter-term parkers  

Street cleaning 
restrictions 

Regulations that prohibit parking on a particular street 
one day of the week to allow street sweeping. 

Street cleaning. Insures motorists 
move their vehicles occasionally. 

Large vehicle 
restrictions 

Limit on-street parking of large vehicles, such as freight 
trucks and trailers. 

Normal-size vehicles 

Arterial lanes Prohibit on-street parking on arterials during peak 
periods, to increase traffic lanes. 

Vehicle traffic over parking. 

abandoned 
vehicles 

Have a system to identify and remove abandoned 
vehicles from public parking facilities. 

Operating vehicles. 
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More Accurate and Flexible Standards 
More accurate and flexible standards means that parking requirements at a particular 
location are adjusted to account for factors, such as those in Table 4 (Cuddy, 2007).  
 
Table 4 Parking Requirement Adjustment Factors  

Factor Description Typical Adjustments 

Geographic 
Location 

Vehicle ownership and use rates 
in an area. 

Adjust parking requirements to reflect variations identified in 
census and travel survey data. 

Residential 
Density 

Number of residents or housing 
units per acre/hectare. 

Reduce requirements 1% for each resident per acre: Reduce 
requirements 15% where there are 15 residents per acre, and 
30% if there are 30 residents per acre. 

Employment 
Density 

Number of employees per acre. Reduce requirements 10-15% in areas with 50 or more 
employees per gross acre. 

Land Use Mix Range of land uses located within 
convenient walking distance. 

Reduce requirements 5-10% in mixed-use developments. 
Additional reductions with shared parking. 

Transit 
Accessibility 

Nearby transit service frequency 
and quality.  

Reduce requirements 10% for housing and employment 
within ¼ mile of frequent bus service, and 20% for housing 
and employment within ¼ mile of a rail transit station. 

Carsharing Whether a carsharing service is 
located nearby. 

Reduce residential requirements 5-10% if a carsharing 
service is located nearby, or reduce 4-8 parking spaces for 
each carshare vehicle in a residential building. 

Walkability Walking environment quality.  Reduce requirements 5-15% in walkable communities, and 
more if walkability allow more shared and off-site parking. 

Demographics Age and physical ability of 
residents or commuters. 

Reduce requirements 20-40% for housing for young (under 
30) elderly (over 65) or disabled people. 

Income Average income of residents or 
commuters. 

Reduce requirements 10-20% for the 20% lowest income 
households, and 20-30% for the lowest 10%. 

Housing 
Tenure 

Whether housing are owned or 
rented. 

Reduce requirements 20-40% for rental versus owner 
occupied housing. 

Pricing Parking that is priced, unbundled 
or cashed out. 

Reduce requirements 10-30% for cost-recovery pricing (i.e. 
parking priced to pay the full cost of parking facilities). 

Unbundling 
Parking 

Parking sold or rented separately 
from building space. 

Unbundling parking typically reduces vehicle ownership and 
parking demand 10-20%.  

Parking & 
Mobility 
Management 

Parking and mobility 
management programs are 
implemented at a site. 

Reduce requirements 10-40% at worksites with effective 
parking and mobility management programs. 

Design Hour Number of allowable annual 
hours a parking facility may fill. 

Reduce requirements 10-20% if a 10th annual design hour is 
replaced by a 30th annual peak hour. Requires overflow plan. 

Contingency-
Based 
Planning 

Use lower-bound requirements, 
and implement additional 
strategies if needed. 

Reduce requirements 10-30%, and more if a comprehensive 
parking management program is implemented. 

This table summarizes various factors that affect parking demand and optimal parking supply. 
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Parking Maximums 
Parking Maximums means that an upper limit is placed on parking supply, either at 
individual sites or in an area. Area-wide limits are called Parking Caps. These can be in 
addition to or instead of minimum parking requirements. Excessive parking supply can 
also be discouraged by reducing public parking supplies, imposing a special parking tax, 
and by enforcing regulations that limit temporary parking facilities. Maximums often 
apply only to certain types of parking, such as long-term, single-use, free, or surface 
parking, depending on planning objectives. 
 
Remote Parking and Shuttle Service 
Remote Parking (also called Satellite Parking) refers to the use of off-site parking 
facilities. This often involves shared facilities, such as office workers parking at a 
restaurant parking lot during the day, in exchange for restaurant employees using the 
office parking lot evenings and weekends. It can involve use of public facilities, such as 
commercial parking lots. Remote parking can also involve use of parking facilities 
located at the periphery of a business district or other activity center, and use of overflow 
parking during a special event that attracts large crowds. Special shuttle buses or free 
transit service may be provided to connect destinations with remote parking facilities, 
allowing them to be farther apart than would otherwise be acceptable. Another type of 
remote parking is use of Park & Ride facilities, often located at the urban fringe where 
parking is free or significantly less expensive than in urban centers.  
 
Figure 3 Overflow Parking Sign 

 
 
Remote parking requires providing adequate use information and incentives to encourage 
motorists to use more distant facilities. For example, signs and maps should indicate the 
location of peripheral parking facilities, and they should be significantly cheaper to use 
than in the core. Without such incentives, peripheral parking facilities are often 
underused while core parking is congested. 
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Smart Growth  
Smart growth (also called New Urbanism, Location Efficient Development and Transit 
Oriented Development) is a general term for development policies that result in more 
efficient transportation and land use patterns, by creating more compact, development 
with multi-modal transportation systems (“Smart Growth,” VTPI, 2005).  
 
Smart growth supports and is supported by parking management. Parking management 
reduces the amount of land required for parking facilities, reduces automobile use and 
increases infill affordability. These land use patterns, in turn, tend to reduce vehicle 
ownership and use, and so reduce parking requirements. They allow more sharing of 
parking facilities, shifts to alternative modes, and various types of parking pricing. Smart 
growth usually incorporates specific parking management strategies, as indicated in 
Table 5. Effective parking management is a key component of smart growth. 
 
Table 5 Conventional and Smart Growth Parking Policies 

Conventional Parking Policies Smart Growth Parking Policies 
Managed only for motorist convenience 

Maximum parking supply 

Prefers free parking 

Dedicated parking facilities 

Favors lower-density, dispersed 

development 

Managed for transport system efficiency 

Optimal parking supply (not too little, not too 

much) 

Prefers priced parking (user pays directly) 

Shared parking facilities 

Favors compact development. 
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Walking and Cycling Improvements 
Walking and Cycling (together called Non-motorized, Active or Human Powered 
transport) improvements support parking management strategies in several ways 
(“Walking and Cycling Improvements,” VTPI, 2005): 

• Improving walkability (the quality of walking conditions) expands the range of parking 
facilities that serve a destination. It increases the feasibility of sharing parking facilities 
and use of remote parking facilities.  

• Improving walkability increases “park once” trips, that is, parking in one location and 
walking rather than driving to other destinations, which reduces vehicle trips and the 
amount of parking required at each destination. 

• Walking and cycling improvements allow these modes to substitute for some automobile 
trips.  

• Walking and cycling improvements encourage transit use, since most transit trips involve 
walking or cycling links.  

 
 
Increase Capacity of Existing Parking Facilities 
Increase capacity of existing parking facilities means that parking supply increases 
without using more land or major construction. There are various ways to do this: 

• Use currently wasted areas (corners, edges, undeveloped land, etc.). This can be 
particularly appropriate for small car spaces, motorcycle and bicycle parking. 

• Where there is adequate street width, change from parallel to angled on-street parking.  

• Maximize the number of on-street parking spaces, for example, by using a curb lane for 
parking rather than traffic during off-peak periods, and designating undersized spaces for 
small cars or motorcycles.  

• Provide special, small parking spaces for motorcycles. Allow and encourage motorcycles 
to share parking spaces when possible. 

• Reduce parking space size. Shorter-term parking requires larger spaces, but employee 
and residential parking spaces can be somewhat smaller. A portion of spaces can be sized 
for compact vehicles, which require about 20% less space than full-size stalls.  

• Use car stackers and mechanical garages. These can significantly increase the number of 
vehicles parked in an area. However, they are only suitable for certain applications. They 
generally require an attendant to move lower-level vehicles when needed to access upper-
level vehicles, and stackers may be unable to accommodate larger vehicles such as SUV, 
vans and trucks. 

• Use valet parking, particularly during busy periods. This can increase parking capacity by 
20-40% compared with users parking their vehicles. Commercial lots often have 
attendants park vehicles during busy periods, but not off-peak.  

• Remove or consolidate non-operating vehicles, equipment, material and junk stored in 
parking facilities, particularly in prime locations. 
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Mobility Management 
Mobility Management (also called Transportation Demand Management or TDM) is a 
general term for strategies that increase transportation system efficiency by changing 
travel behavior (VTPI, 2005). It may affect travel frequency, mode, destination or timing 
(for example, shifting from peak to off-peak). There are many different mobility 
management strategies, as summarized in the table below.  
 
Table 6 Mobility Management Strategies (VTPI, 2003) 
Improved Transport 

Options 
Incentives to Shift 

Mode 
Land Use 

Management 
Policies and 

Programs 

Alternative Work 
Schedules 

Bicycle Improvements 

Bike/Transit Integration 

Carsharing 

Guaranteed Ride Home 

Security Improvements 

Park & Ride 

Pedestrian Improvements 

Ridesharing 

Shuttle Services 

Improved Taxi Service 

Telework 

Traffic Calming  

Transit Improvements 

Bicycle and Pedestrian 
Encouragement 

Congestion Pricing 

Distance-Based Pricing 

Commuter Financial 
Incentives 

Fuel Tax Increases 

High Occupant Vehicle 
(HOV) Priority 

Pay-As-You-Drive 
Insurance 

Parking Pricing 

Road Pricing  

Vehicle Use 
Restrictions 

Car-Free Districts  

Compact Land Use 

Location Efficient 
Development  

New Urbanism  

Smart Growth 

Transit Oriented 
Development (TOD) 

Street Reclaiming 

 

Access Management 

Campus Transport 
Management 

Data Collection and 
Surveys 

Commute Trip Reduction 

Freight Transport 
Management 

Marketing Programs 

School Trip Management 

Special Event 
Management 

Tourist Transport 
Management 

Transport Market 
Reforms 

Mobility management includes numerous strategies that affect vehicle travel behavior. Many 
affect parking demand. 
 
 
Mobility management both supports and is supported by parking management. Mobility 
management programs often reduce parking demand, and many parking management 
strategies help reduce vehicle traffic create more accessible land use patterns or support 
other mobility management objectives.  
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Parking Pricing 
Parking Pricing means that motorists pay directly for using parking facilities (“Parking 
Pricing,” VTPI, 2005; Shoup, 2005). This may be implemented as a parking management 
strategy (to reduce parking problems), as a mobility management strategy (to reduce 
transport problems), to recover parking facility costs, or to raise revenue for any purpose 
(such as funding local transport programs or downtown improvements). It is often 
intended to achieve a combination of objectives.  
 
Currently, most parking is inefficiently priced; it is provided free, significantly 
subsidized, or bundled (automatically included) with building purchases and rents, 
forcing consumers to pay for parking facilities regardless of whether or not they want it. 
When motorists do pay directly for parking, it is often a flat annual or monthly fee, 
providing little incentive to use an alternative mode occasionally. Rates should be set to 
optimize parking facility use, called performance-based pricing, which means that about 
15% of parking spaces are vacant and available at any time (Shoup, 2006). 
 
Improve Parking Pricing Methods 
Much of the resistance to parking pricing results from inconvenient pricing methods: 

• Many require payment in specific denominations (coins or bills). 

• Many require motorists to predict how long they will be parked, with no refund available if 
motorists leave earlier than predicted. 

• Some payment systems cannot easily handle multiple price structures or discounts. 

• Some are confusing or slow to use. 

• Some have high equipment or enforcement costs. 

• Enforcement often seems arbitrary or excessive.  
 
 
Better payment methods are available. Newer electronic systems are more convenient, 
accurate, flexible, and increasingly cost effective. They can accommodate various 
payment methods (coins, bills, credit and debit cards, and by cellular telephone or the 
Internet), charge only for the amount of time parked, incorporate multiple rates and 
discounts, automatically vary rates by day and time, and are convenient to use. Some can 
be integrated with payment systems for other public services such as transit, roads tolls, 
and telephone use. Some employ contactless technology which automatically deducts 
payment. Newer systems also produce printed receipts and record data for auditing, 
which prevents fraud and increases convenience for customers, operators and local 
governments. They can also automatically record data on utilization and turnover, which 
improves planning and administration. 
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Financial Incentives 
Financial Incentives means that travelers (particularly commuters) are offered financial 
benefits for reducing their automobile trips (“Commuter Financial Incentives,” VTPI, 
2005). These benefits represent the cost savings that result from reduced parking demand. 
There are various types of incentives. Parking cash-out means that commuters who are 
offered subsidized parking can choose cash instead. Transit benefits means that 
employees receive a subsidized transit pass. Universal transit passes means that a group 
purchases discounted, bulk transit passes for all members. Another incentive is to provide 
discounted or preferential parking for rideshare (carpool and vanpool) vehicles. 
Consumers value these options because they provide positive rewards for those who 
reduce vehicle trips and parking demand.  
 
Financial incentives such as transit benefits and parking cash-out typically reduce 
automobile travel 10-30%, depending on the value of the incentive, and various factors. 
In urban areas commuters tend to shift to walking and transit. In suburban areas they tend 
to shift to cycling and ridesharing. These programs have been particularly successful at 
college and university campuses. 
 
Unbundle Parking 
Unbundling means that parking is rented or sold separately, rather than automatically 
included with building space. For example, rather than renting an apartment with two 
parking spaces for $1,000 per month, the apartment would rent for $800 per month, plus 
$100 per month for each parking space. This is more equitable and efficient, since 
occupants only pay for parking they need.  
 
Parking can be unbundled in several ways: 

• Facility managers can unbundle parking when renting building space.  

• Developers can make some or all parking optional when selling buildings.  

• In some cases it may be easier to offer a discount to renters who use fewer than average 
parking spaces, rather than charging an additional fee. For example, an office or 
apartment might rent for $1,000 per month with two “free” parking spaces, but renters 
who only use one space receive a $75 monthly discount. 

• Parking costs can be itemized in lease agreements to help renters understand the parking 
costs they bear, and to help them negotiate reductions. 

• Informal unbundling can be encouraged by helping to create a secondary market for 
available spaces. For example, office, apartment and condominium managers can 
maintain a list of residents who have excess parking spaces that are available for rent. 
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Parking Tax Reform 
Parking tax reform includes various tax policies that support parking management, 
including commercial parking taxes (a special tax on parking rental transactions) and per-space 
parking levies (a special property tax applied to parking facilities). These can help reduce parking 
supply and increase parking prices, as well as providing revenues for public programs. 
 
Bicycle Parking and Changing Facilities 
Bicycle parking and changing facilities increase the convenience and security of bicycle 
transportation (“Bicycle Parking,” VTPI, 2005). In some situations, bicycle parking 
facilities can substitute for a portion of automobile parking, particularly if implemented 
as part of a comprehensive bicycle improvement and encouragement program. Optimal 
bicycle parking supply depends on the level of cycling that occurs in that community and 
the type of destination. Some destinations, such as schools, campuses and recreation 
centers have 10-20% of visitors arrive by bicycle, at least during fair weather.  
 
Improve User Information and Marketing 
User information refers to information for travelers about parking availability, 
regulations and price, and about travel options, such as walking, ridesharing and transit. 
Many parking problems result in part from inadequate user information. User information 
can be provided by signs, maps, brochures, websites, and electronic guidance systems. It 
is particularly useful if there is a perceived parking shortage, although space are actually 
available in an area. 
 
Improve Enforcement and Control 
Improve Enforcement and Control means that parking regulations and pricing 
requirements are enforced more frequently, more effectively and more considerately. 
Evading parking regulations is a folk crime. Many otherwise upstanding citizens who 
otherwise never steal will proudly ignore parking regulations and evade payments, 
reducing their effectiveness. Improving enforcement and control supports parking 
management by increasing regulatory and pricing effectiveness. As parking management 
activities expand, so too should enforcement activities.  
 
Transportation Management Associations and Parking Brokerage 
Transportation Management Associations (TMAs) are private, non-profit, member-
controlled organizations that provide transportation and parking management services in 
a particular area, such as a commercial district, mall or medical center (“Transportation 
Management Associations,” VTPI, 2005). TMAs can be an effective way to implement 
parking management programs. TMAs are typically funded through dues paid by member 
businesses, and local government grants.  
 
Overflow Parking Plans 
Overflow parking plans describe the management strategies that will be applied when 
parking facilities fill, for example, during special events, peak shopping periods, or 
temporary reductions in parking supply. Because most parking facilities are sized to 
accommodate peak demands that seldom occur, an overflow parking plan can 
significantly reduce the amount of parking needed, and provide reassurance that reduced 
supply will not create problems.  
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Address Spillover Problems 
Spillover parking problems refers to the undesirable use of offsite parking facilities, such 
as when business customers and employees park on nearby residential streets or use 
another businesses’ parking lot. Concerns about spillover impacts are used to justify 
excessive parking requirements and opposition to management solutions. Addressing 
spillover problems can increase parking management program acceptability and 
effectiveness. There are several ways to address spillover parking problems. 

• Provide information indicating where motorists may and may not park. 

• Use regulations to control spillover impacts, such as time limits and permit programs on 
residential streets near activity centers. 

• Use pricing to control spillover impacts, such as charging non-residents for parking on 
residential streets near activity centers, and businesses charging non-customers for using 
in their parking facilities. 

• Create Parking Benefit Districts in areas that experience parking spillover problems, so 
on-street parking is priced (residents can be exempt).  

• Compensate people who bear spillover parking impacts. For example, a high school can 
send complementary sport event tickets to residents of nearby streets who experience 
spillover parking problems. 

• Establish a monitoring program to identify where parking spillover is a problem. This 
may include surveys to identify who is parking where, and ways for residents and 
businesses to report spillover problems. 

 
 
Improve Parking Facility Design and Operation 
Parking facility design and operation refers to physical layout, construction and day-to-
day management. Improved design and operation can better integrate parking facilities 
into communities, improve the quality of service experienced by users, support parking 
management, and help address specific problems.  
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Summary 
The table below summarizes potential parking management strategies and their impacts.  
 
Table 7 Parking Management Strategies 

Strategy Description Typical 
Reduction 

Traffic 
Reduction 

Shared Parking Parking spaces serve multiple users and destinations. 10-30%  

Parking Regulations Regulations favor higher-value uses such as service vehicles, 
deliveries, customers, quick errands, and people with special needs.  

10-30%  

More Accurate and 
Flexible Standards 

Adjust parking standards to more accurately reflect demand in a 
particular situation. 

10-30%  

Parking Maximums Establish maximum parking standards. 10-30%  

Remote Parking Provide off-site or urban fringe parking facilities. 10-30%  

Smart Growth Encourage more compact, mixed, multi-modal development to allow 
more parking sharing and use of alternative modes. 

10-30%  

Walking and Cycling 
Improvements 

Improve walking and cycling conditions to expand the range of 
destinations serviced by a parking facility. 

5-15%  

Increase Capacity of 
Existing Facilities 

Increase parking supply by using otherwise wasted space, smaller 
stalls, car stackers and valet parking. 

5-15%  

Mobility Management Encourage more efficient travel patterns, including changes in mode, 
timing, destination and vehicle trip frequency.  

10-30%  

Parking Pricing Charge motorists directly and efficiently for using parking facilities. 10-30%  

Improve Pricing Methods Use better charging techniques to make pricing more convenient and 
cost effective.  

Varies  

Financial Incentives Provide financial incentives to shift mode such as parking cash out. 10-30%  

Unbundle Parking Rent or sell parking facilities separately from building space. 10-30%  

Parking Tax Reform Change tax policies to support parking management objectives.  5-15%  

Bicycle Facilities Provide bicycle storage and changing facilities. 5-15%  

Improve Information  
and Marketing 

Provide convenient and accurate information on parking availability 
and price, using maps, signs, brochures and the Internet. 

5-15%  

Improve Enforcement Insure that regulation enforcement is efficient, considerate and fair.  Varies  

Transport Management 
Assoc. 

Establish member-controlled organizations that provide transport and 
parking management services in a particular area. 

Varies  

Overflow Parking Plans Establish plans to manage occasional peak parking demands. Varies  

Address Spillover 
Problems 

Use management, enforcement and pricing to address spillover 
problems.  

Varies  

Parking Facility Design 
and Operation 

Improve parking facility design and operations to help solve 
problems and support parking management.  

Varies  

This table summarizes the parking management strategies described in this report.  It indicates the 
typical reduction in the amount of parking required at a destination, and whether a strategy helps reduce 
vehicle traffic, and so also provides congestion, accident and pollution reduction benefits. 
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Not every strategy is appropriate in every situation. Actual impacts vary depending on 
geographic and demographic factors, how a strategy is implemented and other factors. 
Below are some general guidelines. 

• Impacts are higher where there are more parking and travel options. For example, parking 
pricing will have greater demand reduction impacts if implemented in conjunction with 
improvements in rideshare and public transit services. 

• Financial incentives tend to have greater impacts on lower-income consumers.  

• Some strategies are complementary. For example, shared parking becomes more effective 
if implemented with suitable regulations, pricing and walkability improvements. 

• Impacts generally increase over time as programs mature. A Low value may be 
appropriate the first year, but increases to Medium after two or three years, and High 
after five or ten years. 

 
 
Special care is needed when predicting the impacts of a program that includes multiple 
parking management strategies. Be careful to take into account strategies with 
overlapping impacts. For example, Transportation Management Associations (TMAs) 
provide an institutional framework for implementing strategies that directly affect 
parking requirements. While it would be true to say that a TMA can reduce parking 
requirements by 10-30% compared with not having such an organization, it would be 
incorrect to add the demand reductions of the TMA to the impacts of the individual 
strategies it helps implement.  
 
Total impacts are multiplicative not additive. Shared parking reduces the parking 
requirements by 10%, to 90% of the original level. The 10% reduction of Parking Pricing 
reduces this further to 81% of the original level, and another 10% reduction from 
Mobility Management results in 73% of the original level, a 27% reduction, somewhat 
less than the 30% reduction that would be calculated by adding three 10% reductions.  
 
Some combinations of strategies have synergistic effects (total impacts are greater than 
the sum of their individual impacts), and so become more effective if implemented 
together. For example, sharing parking and walkability improvements may each reduce 
parking requirements just 10% if implemented alone, but 25% if implemented together 
because they are complementary. 
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Developing An Integrated Parking Plan 
Below are recommendations for integrated parking planning. This should be adjusted to 
reflect the needs of a particular situation.  
 
Define Scope 
Define the geographic scope of analysis, such as the site, street, district/neighborhood and 
regional scale. It is desirable to plan for a walkable area, such as a business district or 
neighborhood, since this is the functional scale of parking activities.  
 
Define Problems 
Carefully define parking problems. For example, if people complain of inadequate parking 
it is important to determine where, when and to whom this occurs, and for what types of 
trips (deliveries, commuting, shoppers, tourists, etc.).  
 
Strategic Planning Context 
Parking planning should be coordinated with a community’s overall strategic vision. This 
helps insure that individual decisions reflect broader community objectives.  
 
Establish Evaluation Framework 
Develop a comprehensive evaluation framework. This provides the basic structure for 
analyzing options, insuring that critical impacts are not overlooked and different 
situations are evaluated consistently. A framework identifies: 

• Perspective and scope, the geographic range and time-scale of impacts to consider.  

• Goals (desired outcomes to be achieved) and objectives (ways to achieve goals). 

• Evaluation criteria, including costs, benefits and equity impacts to be considered.  

• Evaluation method, how impacts are to be evaluated, such as benefit/cost analysis. 

• Performance indicators, practical ways to measure progress toward objectives. 

• Base Case definition, that is, what would happen without the policy or program. 

• How results are presented, so results of different evaluations can be compared. 
 
 
Survey Conditions 
Survey parking supply (the number of parking spaces available in an area) and demand 
(the number of parking spaces occupied during peak periods) in the study area.  
 
Identify and Evaluate Options  
Develop a list of potential solutions using ideas from this report and stakeholder ideas. 
Evaluate each option with respect to evaluation criteria.  
 
Develop An Implementation Plan 
Once the components of a parking management plan are selected, the next step is to 
develop an implementation plan. This may include various phases and contingency-based 
options. For example, some strategies will be implemented the first year, others within 
three years, and a third set will only be implemented if necessary, based on performance 
indicators such as excessive parking congestion or spillover problems.  
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Conclusions  
Current parking planning practices are inefficient, resulting in economically excessive 
parking supply, increased automobile traffic, and more dispersed destinations, 
contributing to various economic, social and environmental problems. There are many 
reasons to use management strategies that result in more efficient use of parking 
resources, in order to address parking problems without expanding supply. 
 
This report describes more than two-dozen management strategies that result in more 
efficient use of parking resources. These strategies are technically feasible, cost effective, 
and can provide many benefits to users and communities. Although all of these strategies 
have been implemented successfully in some situations, they are not being implemented 
as much as economically justified, due to various institutional barriers. Parking 
management implementation requires changing the way we think about parking problems 
and expanding the range of options and impacts considered during planning. 
 
Most parking management strategies have modest individual impacts, typically reducing 
parking requirements by 5-15%, but their impacts are cumulative and synergistic. A 
comprehensive parking management program that includes an appropriate combination 
of cost-effective strategies can usually reduce the amount of parking required at a 
destination by 20-40%, while providing additional social and economic benefits.  
 
Management solutions represent a change from current practices and so various obstacles 
must be overcome for parking management to be implemented as much as optimal. 
Current planning practices are based on the assumption that parking should be abundant 
and provided free, with costs borne indirectly, incorporated into building construction 
costs or subsidized by governments. Current parking standards tend to be applied 
inflexibly, with little consideration of demographic, geographic and management 
practices that may affect parking requirements. Parking management requires changing 
current development, zoning and design practices. This requires that public officials, 
planners and the public change the way they think about parking problems and solutions, 
and become familiar with the full menu of parking management strategies available and 
the benefits they can provide. It requires an institutions and relationships, such as 
transportation management associations, and activities to improve enforcement and 
addressing potential spillover impacts. 
 
This report summarizes the book Parking Management Best Practices, by Todd Litman, 
published by Planners Press in 2006. If you find this report useful, please purchase the 
book, which contains more detailed information. 
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Abstract 
Parking management refers to various policies and programs that result in more efficient 
use of parking resources. This report summarizes the book, Parking Management Best 
Practices (Planners Press, 2006), which describes and evaluates more than two-dozen 
such strategies. It investigates problems with current parking planning practices, 
discusses the costs of parking facilities and the savings that can result from improved 
management, describes specific parking management strategies and how they can be 
implemented, discusses parking management planning and evaluation, and describes 
how to develop the optimal parking management program in a particular situation. Cost-
effective parking management programs can usually reduce parking requirements by 20-
40% compared with conventional planning requirements, providing many economic, 
social and environmental benefits.  
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Introduction 
Parking is an essential component of the transportation system. Vehicles must park at 
every destination. A typical automobile is parked 23 hours each day, and uses several 
parking spaces each week.  
 
Parking facilities are a major cost to society, and parking conflicts are among the most 
common problems facing designers, operators, planners and other officials. Such 
problems can be often defined either in terms of supply (too few spaces are available, 
somebody must build more) or in terms of management (available facilities are used 
inefficiently and should be better managed). Management solutions tend to be better than 
expanding supply because they support more strategic planning objectives: 

• Reduced development costs and increased affordability. 
• More compact, multi-modal community planning (smart growth). 
• Encourage use of alternative modes and reduce motor vehicle use (thereby reducing 

traffic congestion, accidents and pollution). 
• Improved user options and quality of service, particularly for non-drivers. 
• Improved design flexibility, creating more functional and attractive communities. 
• Ability to accommodate new uses and respond to new demands. 
• Reduced impervious surface and related environmental and aesthetic benefits. 

 
 
Parking management refers to policies and programs that result in more efficient use of 
parking resources. Parking management includes several specific strategies; nearly two 
dozen are described in this report. When appropriately applied parking management can 
significantly reduce the number of parking spaces required in a particular situation, 
providing a variety of economic, social and environmental benefits. When all impacts are 
considered, improved management is often the best solution to parking problems. 
 
Parking Management Principles 
These ten general principles can help guide planning decision to support parking management. 

1. Consumer choice. People should have viable parking and travel options. 

2. User information. Motorists should have information on their parking and travel options. 

3. Sharing. Parking facilities should serve multiple users and destinations.   

4. Efficient utilization. Parking facilities should be sized and managed so spaces are frequently 
occupied. 

5. Flexibility. Parking plans should accommodate uncertainty and change. 

6. Prioritization. The most desirable spaces should be managed to favor higher-priority uses. 

7. Pricing. As much as possible, users should pay directly for the parking facilities they use.   

8. Peak management. Special efforts should be made to deal with peak-demand. 

9. Quality vs. quantity. Parking facility quality should be considered as important as quantity, including 
aesthetics, security, accessibility and user information. 

10. Comprehensive analysis. All significant costs and benefits should be considered in parking planning.
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Parking Management Benefits 

• Facility cost savings. Reduces costs to governments, businesses, developers and consumers. 

• Improved quality of service. Many strategies improve user quality of service by providing better 
information, increasing consumer options, reducing congestion and creating more attractive 
facilities. 

• More flexible facility location and design. Parking management gives architects, designers and 
planners more ways to address parking requirements. 

• Revenue generation. Some management strategies generate revenues that can fund parking facilities, 
transportation improvements, or other important projects. 

• Reduces land consumption. Parking management can reduce land requirements and so helps to 
preserve greenspace and other valuable ecological, historic and cultural resources. 

• Supports mobility management. Parking management is an important component of efforts to 
encourage more efficient transportation patterns, which helps reduce problems such as traffic 
congestion, roadway costs, pollution emissions, energy consumption and traffic accidents. 

• Supports Smart Growth. Parking management helps create more accessible and efficient land use 
patterns, and support other land use planning objectives. 

• Improved walkability. By allowing more clustered development and buildings located closer to 
sidewalks and streets, parking management helps create more walkable communities. 

• Supports transit. Parking management supports transit oriented development and transit use. 

• Reduced stormwater management costs, water pollution and heat island effects. Parking 
management can reduce total pavement area and incorporate design features such as landscaping and 
shading that reduce stormwater flow, water pollution and solar heat gain. 

• Supports equity objectives. Management strategies can reduce the need for parking subsidies, 
improve travel options for non-drivers, provide financial savings to lower-income households, and 
increase housing affordability. 

• More livable communities. Parking management can help create more attractive and efficient urban 
environments by reducing total paved areas, allowing more flexible building design, increasing 
walkability and improving parking facility design. 

 
 
This report describes various parking management strategies, how to evaluate these 
strategies and develop an integrated parking plan, plus examples and resources for more 
information. Most parking management strategies have been described in previous 
publications but no existing document describes them all or provides guidance on 
planning and implementing a comprehensive parking management program. This report 
summarizes the book Parking Management Best Practices, published by Planners Press 
in 2006. If you find this report useful, please purchase the book for more information. 
 

63



Parking Management: Strategies, Evaluation and Planning 
Victoria Transport Policy Institute 

4 

Examples 
Below are three illustrative examples of parking management programs. 
  
Reducing Building Development Costs 
A mixed-use building is being constructed in an urban or suburban area that will contain 
100 housing units and 10,000 square feet of commercial space. By conventional 
standards this requires 200 parking spaces (1.6 spaces per housing unit plus 4 spaces per 
1,000 square feet of commercial space), costing from $2 million for surface parking 
(about 9% of the total development costs), up to $6 million for underground parking 
(about 25% of total development costs). However, because the building is in a relatively 
accessible location (on a street that has sidewalks, with retail business and public transit 
services located nearby) and onstreet parking is available nearby to accommodate 
occasional overflows, the building owners argue that a lower standard should be applied, 
such as 1.2 parking spaces per housing unit and 3 spaces per 1,000 square feet of 
commercial space, reducing total requirements to 150 spaces. To further reduce parking 
requirements the developer proposes the following: 

• Unbundle parking, so parking spaces are rented separately from building space. For 
example, rather than paying $1,000 per month for an apartment with two parking spaces 
renters pay $800 per month for the apartment and $100 per month for each parking space. 
This typically reduces parking requirements by 20%. 

• Encourage businesses to implement commute trip reduction programs for their 
employees, including cashing out free parking (employees are offered $50 per month if 
they don’t use a parking space). This typically reduces automobile commuting by 20%. 

• Regulate the most convenient parking spaces to favor higher-priority uses, including 
delivery vehicles and short errands, and handicapped users. 

• Include four carshare vehicles in the building. Each typically substitutes for 5 personal 
vehicles, reducing 4 parking spaces. 

• Incorporate excellent walking facilities, including sidewalk upgrades if needed to allow 
convenient access to nearby destinations, overflow parking facilities and transit stops. 

• Incorporate bicycle parking and changing facilities into the building.  

• Provide information to resident, employees and visitors about transit, rideshare and taxi 
services, bicycling facilities, and overflow parking options. 

• Develop a contingency-based overflow parking plan that indicates where is available 
nearby if on-site facilities are full, and how and spillover impacts will be addressed. For 
example, identify where additional parking spaces can be rented if needed. 

 
 
This management program allows total parking requirements to be reduced to 100 spaces, 
providing $100,000 to $500,000 in annualized parking facility capital and operating cost 
savings (compared with $20,000-$50,000 in additional expenses for implementing these 
strategies), as well as providing improved options to users and reduced vehicle traffic. 
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Increasing Office Building Profits and Benefits 
An office building has 100 employees and 120 surface parking spaces, providing one 
space per employee plus 20 visitor spaces. The building earns $1,000,000 annually in 
rent, of which $900,000 is spent on debt servicing and operating expenses, leaving 
$100,000 annual net profit.  
 
Parking management begins when a nearby restaurant arranges to use 20 spaces for staff 
parking during evenings and weekends for $50 per month per space, providing $12,000 
in additional annual revenue. After subtracting $2,000 for walkway improvements 
between the sites, and additional operating costs, this increases profits 10%. Later a 
nearby church arranges to use 50 parking spaces Sunday mornings for $500 per month, 
providing $6,000 in annual revenue. After subtracting $1,000 for additional operating 
costs, this increases profits by another 5%. Next, a commercial parking operator arranges 
to rent the building’s unused parking to general public during evenings and weekends. 
This provides $10,000 in net annual revenue, an additional 10% profit. 
 
Inspired, the building manager develops a comprehensive management plan to take full 
advantage of the parking facility’s value. Rather than giving each employee a reserved 
space, spaces are shared, so 80 spaces can easily serve the 100 employees. A commute 
trip reduction program is implemented with a $40 per month cash-out option, which 
reduces parking requirements by another 20 spaces. As a result, employees only need 60 
parking spaces. The extra 40 parking spaces are leased to nearby businesses for $80 per 
month, providing $32,000 in annual revenue, $9,600 of which is used to fund cash-out 
payments and $2,400 to cover additional costs, leaving $20,000 net profits.  
 
Because business is growing, the tenant wants additional building space for 30 more 
employees. Purchasing land for another building would cost approximately $1 million, 
and result in two separate work locations, an undesirable arrangement. Instead, the 
building manager stops leasing daytime parking and raises the cash-out rate to $50 per 
month, which causes an additional 10 percentage point reduction in automobile 
commuting. With these management strategies, 87 parking spaces are adequate to serve 
130 employees plus visitors, leaving the land currently used by 33 parking spaces 
available for a building site. To address concerns that this parking supply may be 
insufficient sometime in the future, a contingency plan is developed which identifies 
what will be done if more parking is needed, which might involve an overflow parking 
plan, providing additional commuter incentives during peak periods, leasing nearly 
parking, or building structured parking if necessary. 
 
This parking management plan saves $1 million in land costs, a $50,000 annualized 
value. Parking spaces can still be rented on weekends and evenings, bringing in an 
additional $25,000. These parking management strategies increased total building profits 
about 75%, allow a business to locate entirely at one location, and provide parking to 
additional users during off-peak periods. Other benefits include increased income and 
travel options for employees, reduced traffic congestion and air pollution, and reduced 
stormwater runoff. 
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Downtown – Addressing Parking Problems 
A growing downtown is experiencing parking problems. Most downtown parking is 
unpriced, with 2-hour limits for on-street parking. During peak periods 90% of core-area 
parking spaces are occupied, although there is virtually always parking available a few 
blocks away, and many of the core spaces are used by commuters or long-term visitors, 
who moved their vehicles every two hours to avoid citations.  
 
Local businesses asked the city to build a $5 million parking structure, which would 
either require about $500,000 in annual subsidies or would require user charges. 
Experience in similar downtowns indicates that if most public parking is unpriced, few 
motorists will pay for parking so the structure would be underutilized and do little to 
alleviate parking problems. Local officials decide to first implement a management 
program, to defer or avoid the need for a parking structure. Parking surveys are 
performed regularly to track utilization and turnover rates, in order to identify problems. 
The program’s objectives are to encourage efficient use of parking facilities, insure that 
parking is convenient for priority uses (deliveries, customers and short errands), and 
maintain parking utilization at about 85%. It includes the following strategies: 

• Increase enforcement of regulations, particularly during busy periods, but insure that 
enforcement is friendly and fair. 

• Reduce on-street time limits (e.g., 2-hours to 90 minutes) where needed to increase turnover. 

• Expand core area boundaries to increase the number of spaces managed for short-term use. 

• Encourage businesses to share parking, so for example, a restaurant allows its parking spaces 
to be used by an office building during the weekdays in exchange for using the office parking 
during evenings and weekends. 

• Encourage use of alternative modes. The city may partner with the downtown business 
organization to support commute trip reduction programs and downtown shuttle service. 

• Develop special regulations as needed, such as for disabled access, delivery and loading 
areas, or to accommodate other particular land uses. 

• Implement a residential parking permit program if needed to address spillover problems in 
nearby residential areas, but accommodate non-residential users as much as possible. 

• Provide signs and maps showing motorists where they may park. 

• Have an overflow parking plan for occasionally special events that attract large crowds.  

• Establish high standards for parking facility design, including aesthetic and safety features, to 
enhance the downtown environment. 

• Price parking, using convenient pricing methods. Apply the following principles: 

o Adjust rates as needed to maintain optional utilization (i.e., 85% peak occupancy). 

o Structure rates to favor short-term uses in core areas and encourage longer-term parkers to 
shift to other locations. 

o Provide special rates to serve appropriate uses, such as for evening and weekend events. 

o Use revenues to improve enforcement, security, facility maintenance, marketing, and mobility 
management programs that encourage use of alternative modes. 
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Paradigm Shift 
Parking planning is undergoing a paradigm shift, a fundamental change in how a problem 
is perceived and solutions evaluated. The old paradigm assumes that parking should be 
abundant and free at most destinations. It strives to maximize supply and minimize price.  
The old paradigm assumes that parking lots should almost never fill, that parking facility 
costs should be incorporated into the costs of buildings or subsidized by governments, 
and that every destination should satisfy its own parking needs.  
 
The new paradigm strives to provide optimal parking supply and price. It considers too 
much supply as harmful as too little, and prices that are too low as harmful as those that 
are too high. The new paradigm strives to use parking facilities efficiently. It considers 
full lots to be acceptable, provided that additional parking is available nearby, and that 
any spillover problems are addressed. It emphasizes sharing of parking facilities between 
different destinations. It favors charging parking facility costs directly to users, and 
providing financial rewards to people who reduce their parking demand. 
 
The old paradigm tends to resist change. It places a heavy burden of proof on innovation. 
The new paradigm recognizes that transport and land use conditions evolve so parking 
planning practices need frequent adjustment. It shifts the burden of proof, allowing new 
approached to be tried until their effectiveness (or lack thereof) is proven. Table 1 
compares the old and new parking paradigms. 
 
Table 1 Old and New Parking Paradigms Compared  

Old Parking Paradigm New Parking Paradigm 

“Parking problem” means inadequate parking 
supply. 

There can be many types of parking problems, including 
inadequate or excessive supply, too low or high prices, 
inadequate user information, and inefficient management. 

Abundant parking supply is always desirable. Too much supply is as harmful as too little. 

Parking should generally be provided free, funded 
indirectly, through rents and taxes. 

As much as possible, users should pay directly for parking 
facilities. 

Parking should be available on a first-come basis. Parking should be regulated to favor higher priority uses 
and encourage efficiency. 

Parking requirements should be applied rigidly, 
without exception or variation. 

Parking requirements should reflect each particular 
situation, and should be applied flexibly. 

Innovation faces a high burden of proof and should 
only be applied if proven and widely accepted.  

Innovations should be encouraged, since even unsuccessful 
experiments often provide useful information. 

Parking management is a last resort, to be applied 
only if increasing supply is infeasible. 

Parking management programs should be widely applied to 
prevent parking problems. 

“Transportation” means driving. Land use 
dispersion (sprawl) is acceptable or even desirable. 

Driving is just one type of transport. Dispersed, automobile-
dependent land use patterns can be undesirable. 

Parking management changes the way parking problems are defined and solutions evaluated. 
 
 
 

67



Parking Management: Strategies, Evaluation and Planning 
Victoria Transport Policy Institute 

8 

The old paradigm results in predict and provide planning, in which past trends are 
extrapolated to predict future demand, which planners then try to satisfy. This often 
creates a self-fulfilling prophecy, since abundant parking supply increases vehicle use 
and urban sprawl, causing parking demand and parking supply to ratchet further upward, 
as illustrated in Figure 1.  
 
Figure 1 Cycle of Automobile Dependency  

 
Generous parking supply is part of a cycle that leads to increased automobile dependency. 
Parking management can help break this cycle. 
 
 
 
It is important to define parking problems carefully. For example, if people complain 
about a parking problem, it is important to determine exactly what type of problem, and 
where, when and to whom it occurs. Increasing supply helps reduce parking congestion 
and spillover problems but increases most other problems. Management solutions tend to 
reduce most problems, providing a greater range of benefits and so are supported by more 
comprehensive planning. 
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How Much Is Optimal? 
Optimal parking supply is the amount that motorists would purchase if they paid all costs 
directly and had good parking and transport options. But conventional planning practices 
reflect an assumption that it is desirable to maximize parking supply and minimize user 
charges. They consider parking management a measure of last resort, to be applied only 
where it is infeasible to expand supply. 
 
Conventional planning determines how much parking to provide at a particular site 
planners based on recommended minimum parking standards published by various 
professional organizations. This provides an index or parking ratio used to calculate the 
number of spaces to supply at a particular location. These are unconstrained and 
unadjusted values, which generally reflect the maximum supply that could be needed.  
 
These standards are often excessive and can usually be adjusted significantly downward. 
To appreciate why it is helpful to know a little about how parking standards are 
developed. Conventional parking standards are based on parking demand surveys, the 
results of which are collected and published in technical reports such as ITE’s Parking 
Generation. This process implies a higher degree of accuracy than is actually justified. 
Fewer than a dozen demand surveys are used to set standards for many land use 
categories. The analysis does not usually take into account geographic, demographic and 
economic factors that can affect parking demand, such as whether a site is urban or 
suburban, and whether parking is free or priced.  
 
These standards err toward oversupply in many ways. They are derived from parking 
demand studies that were mostly performed in automobile-dependent locations. They are 
generally based on 85th percentile demand curves (which means that 85 out of 100 sites 
will have unoccupied parking spaces even during peak periods), an 85th occupancy rate (a 
parking facility is considered full if 85% of spaces are occupied) and a 10th design hour 
(parking facilities are sized to fill only ten hours per year). Applying these standards 
results in far more parking supply than is usually needed at most destinations, particularly 
where land use is mixed, there are good travel options, parking is managed for efficiency 
or priced. 
 
Most people planning apply parking standards have little understanding of the biases and 
errors they contain, and the problems created by excessive parking supply. The 
application of generous and inflexible parking standards is often defended as being 
conservative, implying that this approach is cautious and responsible. Use of the word 
conservative in this context is confusing because it results in the opposite of what is 
implied. Excessive parking requirements waste resources, both directly, by increasing the 
money and land devoted to parking facilities, in indirectly, by increasing automobile use 
and sprawl. Better parking management actually tends to be more conservative overall. 
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Alternative Ways To Determine How Much Parking To Supply 
There are better ways to determine how much parking to supply at a particular site. 
Efficiency-based standards size facilities for optimal utilization. This means that most 
parking lots are allowed to fill, provided that management strategies can insure user 
convenience and address any problems. For example, parking facilities at a store can be 
sized to fill daily or weekly, provided that overflow parking is available nearby, motorists 
have information about available parking options, and regulations are adequately 
enforced to address any spillover problems that develop.  
 
Efficiency-based standards take into account geographic, demographic and economic 
factors that affect parking demand. They also reflect the relative costs and benefits of 
different options, so less parking is supplied where parking supply is relatively costly to 
provide or where management programs easy to implement. Efficiency-based standards 
should also reflect strategic planning objectives such as a desire for more compact 
development, or to reduce traffic.  
 
Because it is not possible to predict exact parking demand and management program 
effectiveness, efficiency-based standards rely on contingency-based planning, which 
means that planners identify solutions that can be deployed if needed in the future. For 
example, if a new building is predicted to need 60 to 100 parking spaces, the 
conventional approach is to supply either the middle value (80 spaces), or the maximum 
value (100 spaces). With contingency-based planning, the lower-bound value (60 spaces) 
is initially supplied, conditions are monitored, and various strategies are identified for 
implementation if needed. This may include banking land for additional parking supply 
and various parking management programs. This allows planners to use lower parking 
standards with the confidence that any resulting problems can be easily solved.  
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Parking Facility Costs 
A major benefit of parking management is its ability to reduce facility costs (Parking 
Costs,” Litman, 2003). Parking facility costs are usually borne indirectly through rents, 
taxes and as a component of retail goods, so most people have little idea of parking 
facility costs and the potential savings from more efficient management.  
 
A typical parking space is 8-10 feet (2.4-3.0 meters) wide and 18-20 feet (5.5-6.0 meter) 
deep, totaling 144-200 square feet (13-19 sq. meters). Off-street parking requires 
driveways and access lanes, and so typically requires 300-400 square feet (28-37 square 
meters) per space, allowing 100-150 spaces per acre (250-370 per hectare).  
 
Figure 2 Typical Parking Facility Land Use (“Parking Evaluation,” VTPI, 2005) 
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Land requirements per parking space vary depending on type and size. Off-street spaces require 
driveways and access lanes. Landscaping typically adds 10-15% to parking lot area. 
 
 
The direct, annualized costs of providing parking (not including indirect costs such as 
stormwater management, environmental impacts, aesthetic degradation, etc.). This varies 
from about $250 per space if otherwise unused land is available, and construction and 
operating costs are minimal, to more than $2,250 for structured parking with attendants. 
On-street parking spaces require less land per space than off-street parking, since they do 
not require access lanes, but their opportunity costs can be high if they use road space 
needed for traffic lanes or sidewalks. The Parking Cost, Pricing and Revenue Calculator 
(www.vtpi.org/parking.xls) can be used to calculate these costs for a particular situation. 
 
In addition to these direct costs, generous parking supply imposes indirect costs, 
including increased sprawl, impervious surface and associated stormwater management 
costs, reduced design flexibility, reduced efficiency of alternative modes (walking, 
ridesharing and public transit use), and increased traffic problems. Put more positively, 
parking management can help solve a variety of economic, social and environmental 
problems, increase economic productivity, and make consumers better off overall. 
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Parking Management Strategies 
This section describes a variety of specific parking management strategies. For more information 
see Litman (2006a) and related chapters in VTPI (2005). 
 
Shared Parking  
Shared Parking means that a parking facility serves multiple users or destinations 
(“Shared Parking,” VTPI, 2005). This is most successful if destinations have different 
peak periods, or if they share patrons so motorists park at one facility and walk to 
multiple destinations. Parking facilities can be shared in several ways. 

• Shared Rather Than Reserved Spaces. Motorists share parking spaces, rather than being 
assigned a reserved space. For example, 100 employees can usually share 60-80 parking 
spaces, since at any particular time some are on leave, commuting by an alternative mode, in 
the field, or working another shift. Hotels, apartments, condominiums and dormitories can 
share parking spaces among several units, since the number of vehicles per unit varies over 
time. Sharing can be optional, so for example, motorists could choose between $60 per month 
for a shared space or $100 for a reserved space. 

• Share Parking Among Destinations. Parking can be shared among multiple destinations. For 
example, an office building can share parking with a restaurant or theater, since peak demand 
for offices occurs during weekdays, and on weekend evenings for restaurants and theaters, as 
indicated in Table 2. Sharing can involve mixing land uses on single site, such as a mall or 
campus, or by creating a sharing arrangement between sites located suitably close together. 
 

Table 2 Typical Peak Parking Periods For Various Land Uses 

Weekday Evening Weekend 

Banks and public services 

Offices and other employment centers 

Park & Ride facilities  

Schools, daycare centers and colleges 

Factories and distribution centers 

Medical clinics 

Professional services 

Auditoriums 

Bars and dance halls 

Meeting halls 

Restaurants 

Theaters 

Hotels 

Religious institutions 

Parks 

Shops and malls 

 

This table indicates peak parking demand for different land use types. Parking can be shared 
efficiently by land uses with different peaks. 

 
 

• Public Parking Facilities. Public parking, including on-street, municipal off-street, and 
commercial (for profit) facilities generally serve multiple destinations. Converting from free, 
single-use to paid, public parking allows more efficient, shared use. 

• In Lieu Fees. “In lieu fees” mean that developers help fund public parking facilities instead of 
providing private facilities serving a single destination. This tends to be more cost effective 
and efficient. It can be mandated or optional. 
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• Special Parking Assessment. Businesses in an area can be assessed a special assessment or 
tax to fund parking facilities in their area, as an alternative to each business supplying its own 
facilities. This is often implemented through a downtown business improvement district. 

 
Parking Regulation 
Parking regulations control who, when and how long vehicles may park at a particular 
location, in order to prioritize parking facility use. The table below describes common 
regulations and the type of parking activity they favor. 
 
Table 3 Common Parking Regulations  

Name Description Favored Activity 

User or vehicle 
type 

Spaces dedicated to loading, service, taxis, customers, 
rideshare vehicles, disabled users, buses and trucks. 

As specified.  

Duration. Limit parking duration (5-minute loading zones, 30-
minutes adjacent to shop entrances, 1- or 2-hour limits).  

Short-term users, such as 
deliveries, customers and errands. 

Time period 
restrictions 

Prohibit occupancy at certain times, such as before 10 
am, to discourage employee use, or between 10 pm and 5 
am to discourage resident use.  

Depends on restrictions. 

Employee 
restrictions. 

Require or encourage employees to use less convenient 
parking spaces. 

Customers, deliveries and errands. 

Special events Have special parking regulations during special events. Depends on restrictions. 

Accommodate 
short-term users. 

Provide options for vehicles that make numerous short 
stops, such as special parking passes. 

Delivery and service vehicles. 

Residential 
parking permits 

Use Residential Parking Permits (RPPs) to give area 
residents priority use of parking near their homes. 

Residents. 

Options for 
special users. 

Establish a system that allows specific parking spaces to 
be reserved for service and construction vehicles. 

Vehicles used for special activities. 

Restrict overnight 
parking 

Prohibit overnight parking to discourage use by residents 
and campers. 

Shorter-term parkers  

Street cleaning 
restrictions 

Regulations that prohibit parking on a particular street 
one day of the week to allow street sweeping. 

Street cleaning. Insures motorists 
move their vehicles occasionally. 

Large vehicle 
restrictions 

Limit on-street parking of large vehicles, such as freight 
trucks and trailers. 

Normal-size vehicles 

Arterial lanes Prohibit on-street parking on arterials during peak 
periods, to increase traffic lanes. 

Vehicle traffic over parking. 

abandoned 
vehicles 

Have a system to identify and remove abandoned 
vehicles from public parking facilities. 

Operating vehicles. 
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More Accurate and Flexible Standards 
More accurate and flexible standards means that parking requirements at a particular 
location are adjusted to account for factors, such as those in Table 4 (Cuddy, 2007).  
 
Table 4 Parking Requirement Adjustment Factors  

Factor Description Typical Adjustments 

Geographic 
Location 

Vehicle ownership and use rates 
in an area. 

Adjust parking requirements to reflect variations identified in 
census and travel survey data. 

Residential 
Density 

Number of residents or housing 
units per acre/hectare. 

Reduce requirements 1% for each resident per acre: Reduce 
requirements 15% where there are 15 residents per acre, and 
30% if there are 30 residents per acre. 

Employment 
Density 

Number of employees per acre. Reduce requirements 10-15% in areas with 50 or more 
employees per gross acre. 

Land Use Mix Range of land uses located within 
convenient walking distance. 

Reduce requirements 5-10% in mixed-use developments. 
Additional reductions with shared parking. 

Transit 
Accessibility 

Nearby transit service frequency 
and quality.  

Reduce requirements 10% for housing and employment 
within ¼ mile of frequent bus service, and 20% for housing 
and employment within ¼ mile of a rail transit station. 

Carsharing Whether a carsharing service is 
located nearby. 

Reduce residential requirements 5-10% if a carsharing 
service is located nearby, or reduce 4-8 parking spaces for 
each carshare vehicle in a residential building. 

Walkability Walking environment quality.  Reduce requirements 5-15% in walkable communities, and 
more if walkability allow more shared and off-site parking. 

Demographics Age and physical ability of 
residents or commuters. 

Reduce requirements 20-40% for housing for young (under 
30) elderly (over 65) or disabled people. 

Income Average income of residents or 
commuters. 

Reduce requirements 10-20% for the 20% lowest income 
households, and 20-30% for the lowest 10%. 

Housing 
Tenure 

Whether housing are owned or 
rented. 

Reduce requirements 20-40% for rental versus owner 
occupied housing. 

Pricing Parking that is priced, unbundled 
or cashed out. 

Reduce requirements 10-30% for cost-recovery pricing (i.e. 
parking priced to pay the full cost of parking facilities). 

Unbundling 
Parking 

Parking sold or rented separately 
from building space. 

Unbundling parking typically reduces vehicle ownership and 
parking demand 10-20%.  

Parking & 
Mobility 
Management 

Parking and mobility 
management programs are 
implemented at a site. 

Reduce requirements 10-40% at worksites with effective 
parking and mobility management programs. 

Design Hour Number of allowable annual 
hours a parking facility may fill. 

Reduce requirements 10-20% if a 10th annual design hour is 
replaced by a 30th annual peak hour. Requires overflow plan. 

Contingency-
Based 
Planning 

Use lower-bound requirements, 
and implement additional 
strategies if needed. 

Reduce requirements 10-30%, and more if a comprehensive 
parking management program is implemented. 

This table summarizes various factors that affect parking demand and optimal parking supply. 
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Parking Maximums 
Parking Maximums means that an upper limit is placed on parking supply, either at 
individual sites or in an area. Area-wide limits are called Parking Caps. These can be in 
addition to or instead of minimum parking requirements. Excessive parking supply can 
also be discouraged by reducing public parking supplies, imposing a special parking tax, 
and by enforcing regulations that limit temporary parking facilities. Maximums often 
apply only to certain types of parking, such as long-term, single-use, free, or surface 
parking, depending on planning objectives. 
 
Remote Parking and Shuttle Service 
Remote Parking (also called Satellite Parking) refers to the use of off-site parking 
facilities. This often involves shared facilities, such as office workers parking at a 
restaurant parking lot during the day, in exchange for restaurant employees using the 
office parking lot evenings and weekends. It can involve use of public facilities, such as 
commercial parking lots. Remote parking can also involve use of parking facilities 
located at the periphery of a business district or other activity center, and use of overflow 
parking during a special event that attracts large crowds. Special shuttle buses or free 
transit service may be provided to connect destinations with remote parking facilities, 
allowing them to be farther apart than would otherwise be acceptable. Another type of 
remote parking is use of Park & Ride facilities, often located at the urban fringe where 
parking is free or significantly less expensive than in urban centers.  
 
Figure 3 Overflow Parking Sign 

 
 
Remote parking requires providing adequate use information and incentives to encourage 
motorists to use more distant facilities. For example, signs and maps should indicate the 
location of peripheral parking facilities, and they should be significantly cheaper to use 
than in the core. Without such incentives, peripheral parking facilities are often 
underused while core parking is congested. 
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Smart Growth  
Smart growth (also called New Urbanism, Location Efficient Development and Transit 
Oriented Development) is a general term for development policies that result in more 
efficient transportation and land use patterns, by creating more compact, development 
with multi-modal transportation systems (“Smart Growth,” VTPI, 2005).  
 
Smart growth supports and is supported by parking management. Parking management 
reduces the amount of land required for parking facilities, reduces automobile use and 
increases infill affordability. These land use patterns, in turn, tend to reduce vehicle 
ownership and use, and so reduce parking requirements. They allow more sharing of 
parking facilities, shifts to alternative modes, and various types of parking pricing. Smart 
growth usually incorporates specific parking management strategies, as indicated in 
Table 5. Effective parking management is a key component of smart growth. 
 
Table 5 Conventional and Smart Growth Parking Policies 

Conventional Parking Policies Smart Growth Parking Policies 
Managed only for motorist convenience 

Maximum parking supply 

Prefers free parking 

Dedicated parking facilities 

Favors lower-density, dispersed 

development 

Managed for transport system efficiency 

Optimal parking supply (not too little, not too 

much) 

Prefers priced parking (user pays directly) 

Shared parking facilities 

Favors compact development. 
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Walking and Cycling Improvements 
Walking and Cycling (together called Non-motorized, Active or Human Powered 
transport) improvements support parking management strategies in several ways 
(“Walking and Cycling Improvements,” VTPI, 2005): 

• Improving walkability (the quality of walking conditions) expands the range of parking 
facilities that serve a destination. It increases the feasibility of sharing parking facilities 
and use of remote parking facilities.  

• Improving walkability increases “park once” trips, that is, parking in one location and 
walking rather than driving to other destinations, which reduces vehicle trips and the 
amount of parking required at each destination. 

• Walking and cycling improvements allow these modes to substitute for some automobile 
trips.  

• Walking and cycling improvements encourage transit use, since most transit trips involve 
walking or cycling links.  

 
 
Increase Capacity of Existing Parking Facilities 
Increase capacity of existing parking facilities means that parking supply increases 
without using more land or major construction. There are various ways to do this: 

• Use currently wasted areas (corners, edges, undeveloped land, etc.). This can be 
particularly appropriate for small car spaces, motorcycle and bicycle parking. 

• Where there is adequate street width, change from parallel to angled on-street parking.  

• Maximize the number of on-street parking spaces, for example, by using a curb lane for 
parking rather than traffic during off-peak periods, and designating undersized spaces for 
small cars or motorcycles.  

• Provide special, small parking spaces for motorcycles. Allow and encourage motorcycles 
to share parking spaces when possible. 

• Reduce parking space size. Shorter-term parking requires larger spaces, but employee 
and residential parking spaces can be somewhat smaller. A portion of spaces can be sized 
for compact vehicles, which require about 20% less space than full-size stalls.  

• Use car stackers and mechanical garages. These can significantly increase the number of 
vehicles parked in an area. However, they are only suitable for certain applications. They 
generally require an attendant to move lower-level vehicles when needed to access upper-
level vehicles, and stackers may be unable to accommodate larger vehicles such as SUV, 
vans and trucks. 

• Use valet parking, particularly during busy periods. This can increase parking capacity by 
20-40% compared with users parking their vehicles. Commercial lots often have 
attendants park vehicles during busy periods, but not off-peak.  

• Remove or consolidate non-operating vehicles, equipment, material and junk stored in 
parking facilities, particularly in prime locations. 
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Mobility Management 
Mobility Management (also called Transportation Demand Management or TDM) is a 
general term for strategies that increase transportation system efficiency by changing 
travel behavior (VTPI, 2005). It may affect travel frequency, mode, destination or timing 
(for example, shifting from peak to off-peak). There are many different mobility 
management strategies, as summarized in the table below.  
 
Table 6 Mobility Management Strategies (VTPI, 2003) 
Improved Transport 

Options 
Incentives to Shift 

Mode 
Land Use 

Management 
Policies and 

Programs 

Alternative Work 
Schedules 

Bicycle Improvements 

Bike/Transit Integration 

Carsharing 

Guaranteed Ride Home 

Security Improvements 

Park & Ride 

Pedestrian Improvements 

Ridesharing 

Shuttle Services 

Improved Taxi Service 

Telework 

Traffic Calming  

Transit Improvements 

Bicycle and Pedestrian 
Encouragement 

Congestion Pricing 

Distance-Based Pricing 

Commuter Financial 
Incentives 

Fuel Tax Increases 

High Occupant Vehicle 
(HOV) Priority 

Pay-As-You-Drive 
Insurance 

Parking Pricing 

Road Pricing  

Vehicle Use 
Restrictions 

Car-Free Districts  

Compact Land Use 

Location Efficient 
Development  

New Urbanism  

Smart Growth 

Transit Oriented 
Development (TOD) 

Street Reclaiming 

 

Access Management 

Campus Transport 
Management 

Data Collection and 
Surveys 

Commute Trip Reduction 

Freight Transport 
Management 

Marketing Programs 

School Trip Management 

Special Event 
Management 

Tourist Transport 
Management 

Transport Market 
Reforms 

Mobility management includes numerous strategies that affect vehicle travel behavior. Many 
affect parking demand. 
 
 
Mobility management both supports and is supported by parking management. Mobility 
management programs often reduce parking demand, and many parking management 
strategies help reduce vehicle traffic create more accessible land use patterns or support 
other mobility management objectives.  
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Parking Pricing 
Parking Pricing means that motorists pay directly for using parking facilities (“Parking 
Pricing,” VTPI, 2005; Shoup, 2005). This may be implemented as a parking management 
strategy (to reduce parking problems), as a mobility management strategy (to reduce 
transport problems), to recover parking facility costs, or to raise revenue for any purpose 
(such as funding local transport programs or downtown improvements). It is often 
intended to achieve a combination of objectives.  
 
Currently, most parking is inefficiently priced; it is provided free, significantly 
subsidized, or bundled (automatically included) with building purchases and rents, 
forcing consumers to pay for parking facilities regardless of whether or not they want it. 
When motorists do pay directly for parking, it is often a flat annual or monthly fee, 
providing little incentive to use an alternative mode occasionally. Rates should be set to 
optimize parking facility use, called performance-based pricing, which means that about 
15% of parking spaces are vacant and available at any time (Shoup, 2006). 
 
Improve Parking Pricing Methods 
Much of the resistance to parking pricing results from inconvenient pricing methods: 

• Many require payment in specific denominations (coins or bills). 

• Many require motorists to predict how long they will be parked, with no refund available if 
motorists leave earlier than predicted. 

• Some payment systems cannot easily handle multiple price structures or discounts. 

• Some are confusing or slow to use. 

• Some have high equipment or enforcement costs. 

• Enforcement often seems arbitrary or excessive.  
 
 
Better payment methods are available. Newer electronic systems are more convenient, 
accurate, flexible, and increasingly cost effective. They can accommodate various 
payment methods (coins, bills, credit and debit cards, and by cellular telephone or the 
Internet), charge only for the amount of time parked, incorporate multiple rates and 
discounts, automatically vary rates by day and time, and are convenient to use. Some can 
be integrated with payment systems for other public services such as transit, roads tolls, 
and telephone use. Some employ contactless technology which automatically deducts 
payment. Newer systems also produce printed receipts and record data for auditing, 
which prevents fraud and increases convenience for customers, operators and local 
governments. They can also automatically record data on utilization and turnover, which 
improves planning and administration. 
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Financial Incentives 
Financial Incentives means that travelers (particularly commuters) are offered financial 
benefits for reducing their automobile trips (“Commuter Financial Incentives,” VTPI, 
2005). These benefits represent the cost savings that result from reduced parking demand. 
There are various types of incentives. Parking cash-out means that commuters who are 
offered subsidized parking can choose cash instead. Transit benefits means that 
employees receive a subsidized transit pass. Universal transit passes means that a group 
purchases discounted, bulk transit passes for all members. Another incentive is to provide 
discounted or preferential parking for rideshare (carpool and vanpool) vehicles. 
Consumers value these options because they provide positive rewards for those who 
reduce vehicle trips and parking demand.  
 
Financial incentives such as transit benefits and parking cash-out typically reduce 
automobile travel 10-30%, depending on the value of the incentive, and various factors. 
In urban areas commuters tend to shift to walking and transit. In suburban areas they tend 
to shift to cycling and ridesharing. These programs have been particularly successful at 
college and university campuses. 
 
Unbundle Parking 
Unbundling means that parking is rented or sold separately, rather than automatically 
included with building space. For example, rather than renting an apartment with two 
parking spaces for $1,000 per month, the apartment would rent for $800 per month, plus 
$100 per month for each parking space. This is more equitable and efficient, since 
occupants only pay for parking they need.  
 
Parking can be unbundled in several ways: 

• Facility managers can unbundle parking when renting building space.  

• Developers can make some or all parking optional when selling buildings.  

• In some cases it may be easier to offer a discount to renters who use fewer than average 
parking spaces, rather than charging an additional fee. For example, an office or 
apartment might rent for $1,000 per month with two “free” parking spaces, but renters 
who only use one space receive a $75 monthly discount. 

• Parking costs can be itemized in lease agreements to help renters understand the parking 
costs they bear, and to help them negotiate reductions. 

• Informal unbundling can be encouraged by helping to create a secondary market for 
available spaces. For example, office, apartment and condominium managers can 
maintain a list of residents who have excess parking spaces that are available for rent. 
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Parking Tax Reform 
Parking tax reform includes various tax policies that support parking management, 
including commercial parking taxes (a special tax on parking rental transactions) and per-space 
parking levies (a special property tax applied to parking facilities). These can help reduce parking 
supply and increase parking prices, as well as providing revenues for public programs. 
 
Bicycle Parking and Changing Facilities 
Bicycle parking and changing facilities increase the convenience and security of bicycle 
transportation (“Bicycle Parking,” VTPI, 2005). In some situations, bicycle parking 
facilities can substitute for a portion of automobile parking, particularly if implemented 
as part of a comprehensive bicycle improvement and encouragement program. Optimal 
bicycle parking supply depends on the level of cycling that occurs in that community and 
the type of destination. Some destinations, such as schools, campuses and recreation 
centers have 10-20% of visitors arrive by bicycle, at least during fair weather.  
 
Improve User Information and Marketing 
User information refers to information for travelers about parking availability, 
regulations and price, and about travel options, such as walking, ridesharing and transit. 
Many parking problems result in part from inadequate user information. User information 
can be provided by signs, maps, brochures, websites, and electronic guidance systems. It 
is particularly useful if there is a perceived parking shortage, although space are actually 
available in an area. 
 
Improve Enforcement and Control 
Improve Enforcement and Control means that parking regulations and pricing 
requirements are enforced more frequently, more effectively and more considerately. 
Evading parking regulations is a folk crime. Many otherwise upstanding citizens who 
otherwise never steal will proudly ignore parking regulations and evade payments, 
reducing their effectiveness. Improving enforcement and control supports parking 
management by increasing regulatory and pricing effectiveness. As parking management 
activities expand, so too should enforcement activities.  
 
Transportation Management Associations and Parking Brokerage 
Transportation Management Associations (TMAs) are private, non-profit, member-
controlled organizations that provide transportation and parking management services in 
a particular area, such as a commercial district, mall or medical center (“Transportation 
Management Associations,” VTPI, 2005). TMAs can be an effective way to implement 
parking management programs. TMAs are typically funded through dues paid by member 
businesses, and local government grants.  
 
Overflow Parking Plans 
Overflow parking plans describe the management strategies that will be applied when 
parking facilities fill, for example, during special events, peak shopping periods, or 
temporary reductions in parking supply. Because most parking facilities are sized to 
accommodate peak demands that seldom occur, an overflow parking plan can 
significantly reduce the amount of parking needed, and provide reassurance that reduced 
supply will not create problems.  
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Address Spillover Problems 
Spillover parking problems refers to the undesirable use of offsite parking facilities, such 
as when business customers and employees park on nearby residential streets or use 
another businesses’ parking lot. Concerns about spillover impacts are used to justify 
excessive parking requirements and opposition to management solutions. Addressing 
spillover problems can increase parking management program acceptability and 
effectiveness. There are several ways to address spillover parking problems. 

• Provide information indicating where motorists may and may not park. 

• Use regulations to control spillover impacts, such as time limits and permit programs on 
residential streets near activity centers. 

• Use pricing to control spillover impacts, such as charging non-residents for parking on 
residential streets near activity centers, and businesses charging non-customers for using 
in their parking facilities. 

• Create Parking Benefit Districts in areas that experience parking spillover problems, so 
on-street parking is priced (residents can be exempt).  

• Compensate people who bear spillover parking impacts. For example, a high school can 
send complementary sport event tickets to residents of nearby streets who experience 
spillover parking problems. 

• Establish a monitoring program to identify where parking spillover is a problem. This 
may include surveys to identify who is parking where, and ways for residents and 
businesses to report spillover problems. 

 
 
Improve Parking Facility Design and Operation 
Parking facility design and operation refers to physical layout, construction and day-to-
day management. Improved design and operation can better integrate parking facilities 
into communities, improve the quality of service experienced by users, support parking 
management, and help address specific problems.  
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Summary 
The table below summarizes potential parking management strategies and their impacts.  
 
Table 7 Parking Management Strategies 

Strategy Description Typical 
Reduction 

Traffic 
Reduction 

Shared Parking Parking spaces serve multiple users and destinations. 10-30%  

Parking Regulations Regulations favor higher-value uses such as service vehicles, 
deliveries, customers, quick errands, and people with special needs.  

10-30%  

More Accurate and 
Flexible Standards 

Adjust parking standards to more accurately reflect demand in a 
particular situation. 

10-30%  

Parking Maximums Establish maximum parking standards. 10-30%  

Remote Parking Provide off-site or urban fringe parking facilities. 10-30%  

Smart Growth Encourage more compact, mixed, multi-modal development to allow 
more parking sharing and use of alternative modes. 

10-30%  

Walking and Cycling 
Improvements 

Improve walking and cycling conditions to expand the range of 
destinations serviced by a parking facility. 

5-15%  

Increase Capacity of 
Existing Facilities 

Increase parking supply by using otherwise wasted space, smaller 
stalls, car stackers and valet parking. 

5-15%  

Mobility Management Encourage more efficient travel patterns, including changes in mode, 
timing, destination and vehicle trip frequency.  

10-30%  

Parking Pricing Charge motorists directly and efficiently for using parking facilities. 10-30%  

Improve Pricing Methods Use better charging techniques to make pricing more convenient and 
cost effective.  

Varies  

Financial Incentives Provide financial incentives to shift mode such as parking cash out. 10-30%  

Unbundle Parking Rent or sell parking facilities separately from building space. 10-30%  

Parking Tax Reform Change tax policies to support parking management objectives.  5-15%  

Bicycle Facilities Provide bicycle storage and changing facilities. 5-15%  

Improve Information  
and Marketing 

Provide convenient and accurate information on parking availability 
and price, using maps, signs, brochures and the Internet. 

5-15%  

Improve Enforcement Insure that regulation enforcement is efficient, considerate and fair.  Varies  

Transport Management 
Assoc. 

Establish member-controlled organizations that provide transport and 
parking management services in a particular area. 

Varies  

Overflow Parking Plans Establish plans to manage occasional peak parking demands. Varies  

Address Spillover 
Problems 

Use management, enforcement and pricing to address spillover 
problems.  

Varies  

Parking Facility Design 
and Operation 

Improve parking facility design and operations to help solve 
problems and support parking management.  

Varies  

This table summarizes the parking management strategies described in this report.  It indicates the 
typical reduction in the amount of parking required at a destination, and whether a strategy helps reduce 
vehicle traffic, and so also provides congestion, accident and pollution reduction benefits. 
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Not every strategy is appropriate in every situation. Actual impacts vary depending on 
geographic and demographic factors, how a strategy is implemented and other factors. 
Below are some general guidelines. 

• Impacts are higher where there are more parking and travel options. For example, parking 
pricing will have greater demand reduction impacts if implemented in conjunction with 
improvements in rideshare and public transit services. 

• Financial incentives tend to have greater impacts on lower-income consumers.  

• Some strategies are complementary. For example, shared parking becomes more effective 
if implemented with suitable regulations, pricing and walkability improvements. 

• Impacts generally increase over time as programs mature. A Low value may be 
appropriate the first year, but increases to Medium after two or three years, and High 
after five or ten years. 

 
 
Special care is needed when predicting the impacts of a program that includes multiple 
parking management strategies. Be careful to take into account strategies with 
overlapping impacts. For example, Transportation Management Associations (TMAs) 
provide an institutional framework for implementing strategies that directly affect 
parking requirements. While it would be true to say that a TMA can reduce parking 
requirements by 10-30% compared with not having such an organization, it would be 
incorrect to add the demand reductions of the TMA to the impacts of the individual 
strategies it helps implement.  
 
Total impacts are multiplicative not additive. Shared parking reduces the parking 
requirements by 10%, to 90% of the original level. The 10% reduction of Parking Pricing 
reduces this further to 81% of the original level, and another 10% reduction from 
Mobility Management results in 73% of the original level, a 27% reduction, somewhat 
less than the 30% reduction that would be calculated by adding three 10% reductions.  
 
Some combinations of strategies have synergistic effects (total impacts are greater than 
the sum of their individual impacts), and so become more effective if implemented 
together. For example, sharing parking and walkability improvements may each reduce 
parking requirements just 10% if implemented alone, but 25% if implemented together 
because they are complementary. 
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Developing An Integrated Parking Plan 
Below are recommendations for integrated parking planning. This should be adjusted to 
reflect the needs of a particular situation.  
 
Define Scope 
Define the geographic scope of analysis, such as the site, street, district/neighborhood and 
regional scale. It is desirable to plan for a walkable area, such as a business district or 
neighborhood, since this is the functional scale of parking activities.  
 
Define Problems 
Carefully define parking problems. For example, if people complain of inadequate parking 
it is important to determine where, when and to whom this occurs, and for what types of 
trips (deliveries, commuting, shoppers, tourists, etc.).  
 
Strategic Planning Context 
Parking planning should be coordinated with a community’s overall strategic vision. This 
helps insure that individual decisions reflect broader community objectives.  
 
Establish Evaluation Framework 
Develop a comprehensive evaluation framework. This provides the basic structure for 
analyzing options, insuring that critical impacts are not overlooked and different 
situations are evaluated consistently. A framework identifies: 

• Perspective and scope, the geographic range and time-scale of impacts to consider.  

• Goals (desired outcomes to be achieved) and objectives (ways to achieve goals). 

• Evaluation criteria, including costs, benefits and equity impacts to be considered.  

• Evaluation method, how impacts are to be evaluated, such as benefit/cost analysis. 

• Performance indicators, practical ways to measure progress toward objectives. 

• Base Case definition, that is, what would happen without the policy or program. 

• How results are presented, so results of different evaluations can be compared. 
 
 
Survey Conditions 
Survey parking supply (the number of parking spaces available in an area) and demand 
(the number of parking spaces occupied during peak periods) in the study area.  
 
Identify and Evaluate Options  
Develop a list of potential solutions using ideas from this report and stakeholder ideas. 
Evaluate each option with respect to evaluation criteria.  
 
Develop An Implementation Plan 
Once the components of a parking management plan are selected, the next step is to 
develop an implementation plan. This may include various phases and contingency-based 
options. For example, some strategies will be implemented the first year, others within 
three years, and a third set will only be implemented if necessary, based on performance 
indicators such as excessive parking congestion or spillover problems.  
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Conclusions  
Current parking planning practices are inefficient, resulting in economically excessive 
parking supply, increased automobile traffic, and more dispersed destinations, 
contributing to various economic, social and environmental problems. There are many 
reasons to use management strategies that result in more efficient use of parking 
resources, in order to address parking problems without expanding supply. 
 
This report describes more than two-dozen management strategies that result in more 
efficient use of parking resources. These strategies are technically feasible, cost effective, 
and can provide many benefits to users and communities. Although all of these strategies 
have been implemented successfully in some situations, they are not being implemented 
as much as economically justified, due to various institutional barriers. Parking 
management implementation requires changing the way we think about parking problems 
and expanding the range of options and impacts considered during planning. 
 
Most parking management strategies have modest individual impacts, typically reducing 
parking requirements by 5-15%, but their impacts are cumulative and synergistic. A 
comprehensive parking management program that includes an appropriate combination 
of cost-effective strategies can usually reduce the amount of parking required at a 
destination by 20-40%, while providing additional social and economic benefits.  
 
Management solutions represent a change from current practices and so various obstacles 
must be overcome for parking management to be implemented as much as optimal. 
Current planning practices are based on the assumption that parking should be abundant 
and provided free, with costs borne indirectly, incorporated into building construction 
costs or subsidized by governments. Current parking standards tend to be applied 
inflexibly, with little consideration of demographic, geographic and management 
practices that may affect parking requirements. Parking management requires changing 
current development, zoning and design practices. This requires that public officials, 
planners and the public change the way they think about parking problems and solutions, 
and become familiar with the full menu of parking management strategies available and 
the benefits they can provide. It requires an institutions and relationships, such as 
transportation management associations, and activities to improve enforcement and 
addressing potential spillover impacts. 
 
This report summarizes the book Parking Management Best Practices, by Todd Litman, 
published by Planners Press in 2006. If you find this report useful, please purchase the 
book, which contains more detailed information. 
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Britta Monaco 
Public Information Director 
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For Release March 1, 2010 
 

A Census Message from Mayor Sidney A. Katz 
 

Gaithersburg, MD.  You should receive a mailing from the United States Census during 
the week of March 15, 2010.   Please keep an eye out for this very important envelope. 
 
It is important that we count every single 
person living in Gaithersburg.  The Census 
only happens every ten years, and the 
results are used to establish our 
representation in Congress and in the 
Maryland General Assembly.  
 
Federal funding for many essential 
education, transportation and human 
services are set by the population counted 
in the Census. Our community will lose 
thousands of federal dollars for every 
resident we fail to count.  
 
Please remember that the information you provide to the Census cannot, by law, be shared 
with anyone else, not even another government agency.  Your information is safe! 
 
And filling out the form could not be easier.  The 2010 Census form is just ten questions 
and will take you only ten minutes to fill out.  That ten minutes will help determine 
Gaithersburg’s future for the next ten years.  
 
When you receive your form in the middle of March, please fill it out, including every 
person living in your residence.  Mail the form back in the postage paid envelope by April 
1.  If you don’t, the Census Bureau will have to pay someone to come to your house to 
collect the information in person.   
 
Please mail your form back so Gaithersburg can move forward!  
 
For more information on Census 2010 use the link from the City of Gaithersburg website at 
www.gaithersburgmd.gov or visit www.2010.census.gov. 
 

 ### 
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FOR  

               Mayor          City Manager 

    Sidney A. Katz                                                        Angel L. Jones 
 

                                                                       Council Members 
          Jud Ashman       Cathy C. Drzyzgula       Henry F. Marraffa, Jr.       Michael A. Sesma       Ryan Spiegel 

 

Britta Monaco 
Public Information Director 

301-258-6310 
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For Release February 23, 2010 
 
 

Scheer Partners, City Of Gaithersburg to Market Accelerator 
 
Gaithersburg, MD – A new public/private partnership is in force to attract more life sciences 
companies to the City of Gaithersburg. 
 
Scheer Partners, the leading provider of fully integrated commercial real estate services for the 
health science industry in the Washington and Baltimore metropolitan areas, and the Mayor and 
City Council of Gaithersburg announced today that they are jointly marketing and promoting a 
unique accelerator facility to life sciences companies looking for lab and office space in a shared 
environment. 
 
Under a memorandum of understanding signed by officials with Scheer Partners and the City of 
Gaithersburg, the two are working closely together to land life sciences companies at 21 Firstfield 
Road, a 53,000-square-foot building in Gaithersburg.  The building is in the midst of receiving 
over $6 million in laboratory-related renovations and will feature shared services such as an 
autoclave and glass wash system. 
 
This accelerator is ideal for start-up or second stage companies, or those that have graduated from 
Montgomery County’s growing incubator program, which is managed by Scheer Partners property 
management division.  The building offers new space while remaining in a shared-resources 
environment, but without other traditional incubator services offered by the county.  
 
“We’re extremely excited about working with Scheer Partners to bring more life sciences 
companies to Gaithersburg,” says Mayor Sidney Katz. “Gaithersburg is a world renowned leader 
in the biotechnology industry, and this accelerator partnership further demonstrates our 
commitment to enhancing that reputation.  The building at 21 Firstfield Road lends itself well to a 
collaborative, innovative environment, and we look forward to its many successes.”  
 
Scheer Partners is marketing the facility to life sciences companies and will provide due diligence 
to evaluate prospective tenants. The City of Gaithersburg is waiving all interior commercial-
renovation permit fees, such as fees for mechanical, electrical, life safety, and occupancy when 
tenants are building out their space at the accelerator. 
 

-more- 
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2 – 2 – 2 / City of Gaithersburg/Scheer Partners Market Accelerator Project 
 
Utilizing an economic development toolbox program already in existence, the City of Gaithersburg 
is providing, on a reimbursement basis, a tenant fit-up grant of up to $3.00 per square foot to assist 
tenants in readying their space for use. The City of Gaithersburg will also provide and install 
appropriate signage at the facility to identify 21 Firstfield Road as a public/private partnership.  
 
When the tenants’ leases expire at 21 Firstfield Road, and should they decide to leave the facility, 
officials at Scheer Partners will work with City of Gaithersburg staff members to identify and offer 
appropriate replacement space in Gaithersburg. 
 
Robert Scheer, the founder and president of Scheer Partners, says the accelerator has strong 
marketing appeal because there is no other facility like it in the region that boasts such shared-
space and marketing concepts – appealing to companies that have graduated from the incubator 
program or require more space than an incubator could provide. 
 
“It’s a way to differentiate us and attract life sciences companies to Gaithersburg,” says Scheer, 
who is also managing member of the Greater Washington Life Sciences Fund, fund formed in 
2008 by Scheer Partners and Chevy Chase-based JBG Cos. that owns 21 Firstfield Road. “I’m very 
pleased with this new partnership being forged by our company and the City of Gaithersburg.” 
 
Founded in 1991, Scheer Partners is a full-service commercial real estate firm headquartered in 
Rockville, MD. With a focus on the greater Washington and Baltimore regions, Scheer Partners’ 
fully integrated services include tenant and landlord representation, investment sales and 
acquisitions, construction, and property management. While the firm works with clients across all 
industry types, Scheer Partners is the recognized leader serving the health-care market with more 
than 500 successful projects in this sector. Scheer Partners is the operations manager for 
Montgomery County's technology incubator program, with more than 160 tenants, and is co-
manager of the Greater Washington Life Sciences Fund. The company’s Web site is 
www.scheerpartners.com. 
 
For more information please contact: Neil Adler of D*MNGOOD®, 202-683-8975 (office), 
410-499-5004 (cell), neil.adler@dmngood.com 
 
 

### 
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For Release February 24, 2010 
 
 

Gaithersburg Down Payment and Closing Cost  
Assistance Program Expanded 

 
 

Gaithersburg, MD.  Effective February 1, 2010, the Housing Opportunities Commission 
(HOC) of Montgomery County no longer oversees the down payment assistance and 
closing loan program on behalf of the nearly 350 former tenants of West Deer Park 
Apartments, Broadstone Apartments, and of the three apartment complexes on East 
Diamond Avenue displaced as a result of pending redevelopment.  Prior to the termination 
of this agreement with HOC, just ten loans had been issued.  
 
The City of Gaithersburg will now administer this program directly, and is soliciting 
mortgage lenders interested in participating.  Additionally, the City has expanded the 
program to any qualified City resident meeting the eligibility requirements who wishes to 
purchase in Gaithersburg or Montgomery County and to any County resident wishing to 
purchase a home within the corporate City limits.   
 
For those residents who have provided forwarding addresses, City staff will contact them 
directly.  However, the City also intends to market the program aggressively through flyers 
and published notices in Spanish and English language newspapers with large circulations 
within the Rockville, Gaithersburg and upper Montgomery County areas.   
 
For information, contact Louise Kauffmann, Gaithersburg’s Housing and Community 
Development Director at, 301-258-6310 or email at lkauffmann@gaithersburgmd.gov 
 

### 
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For Release February 26, 2010 

 

Police Arrest Man for Thefts from Autos  

 
Gaithersburg, MD.  On February 17, 2010, the Gaithersburg Police Investigative Section 
arrested 25-year-old Nelson Clemente Sanchez of the 400 block of Girard Street in 
Gaithersburg.  Sanchez was charged with thirteen separate counts related to six separate 
incidents of thefts from autos. 
 
On February 8, 2010, an unknown Hispanic male was observed breaking into numerous 
vehicles in the 100 block of Olde Towne Avenue.  During the course of the investigation 
Sanchez was developed as a suspect.   
 
An arrest warrant was obtained for Sanchez, who is currently being held at the 
Montgomery County Detention Center on unrelated charges.  Sanchez was served on 
February 23, 2010.  He is being held on a $7,500.00 bond.     
 

### 
 
 
 
A photograph of Sanchez is being e-mailed with this release. 
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From: Persen@aol.com [mailto:Persen@aol.com]  
Sent: Thursday, February 25, 2010 10:11 PM 
To: Sidney Katz; Cathy Drzyzgula; Jud Ashman; Michael Sesma; Ryan Spiegel; Henry Marraffa - 
External 
Subject: Olde Towne Arts District 
 
Mr. Mayor and Council members, 
  
Below is an email I received as Chairman of the Gaithersburg Cultural Arts Committee after a 
meeting we had to discuss the possibility of establishing a formal Arts District in Olde Towne.  
Some of you were in at the meeting and heard our presentation, saw information we have gotten 
from other organizations, and heard comments from the audience about the value of having an 
arts district as part of an economic engine for downtown.  There are spaces available right now 
that could get the ball moving if we could encourage property owners to do minor upgrades to 
their property with the encouragement of a formal district designation.  As you can see from the 
following there are arts organizations waiting in the wings to jump in on board.  Some of the 
suggestions that came out of our meeting would enable students to exhibit their work as well as 
give them working space.  Uses such as this will bring traffic to Olde Towne and support other 
businesses.  One of our leading business leaders, Jim Clifford, was extremely supportive and is 
already renovating some of his space for arts use.  What we need from you is the direction to 
begin preparing the paper work to request State designation.   
  
I hope that you consider this positively at your retreat on Feb. 27.  
  
J. Persensky 
  
****************************************************************** 
From: director@mbtdance.org [mail to:director@mbtdance.org]  
Sent: Saturday, February 20, 2010 1:02 PM 
To: Denise Kayser 
Subject: Gaithersburg Arts District 
Dear Mr. Persensky, 
 I read with great interest and excitement in "The Town Courier" Gaithersburg's plans for an Arts District. 
 My name is Robin Griffin, Artistic Director of Metropolitan Ballet Theatre, Inc. (MBT), currently located 
in Rockville. After 21 years we have outgrown our current location, and are actively searching for a new 
home. 
 MBT is a 501(c)3 arts education organization, recognized by the Montgomery County Arts & Humanities 
Council as a large, core arts organization. We offer dance instruction to an average of 200 families in 
classical ballet, pointe, jazz and modern as well as present two professional performances annually: The 
Nutcracker and a Spring Dance Concert. 
 The 2010 Spring Concert advertisement appears on page 5 of the February 19 issue of "The Town 
Courier", just below Ms. Brick's article "Arts District Plans for Olde Towne". 
 I would very much like to discuss with you the possibility of joining your efforts and relocating to Olde 
Towne Gaithersburg. 
 For more information about MBT, please visit our web site at www.mbtdance.org 
 I anxiously await your reply at director@mbtdance.org or 301-762-1757, 301-229-4770. 
 Sincerely, 
 Robin Griffin, Artistic Director 
Metropolitan Ballet Theatre 
10076 Darnestown Road, Suite 202 
Rockville, MD 
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News Release 

CONTACT: 
Marylou Berg, Communication Manager, 240-314-8105 
     

Rockville Hosts County, Gaithersburg Councils to Discuss Gaithersburg West Master Plan 
  
ROCKVILLE, Md., March 1, 2010 - The Rockville Mayor and Council will host the Gaithersburg Mayor and Council and 
members of the County Council, including Council President Nancy M. Floreen (D-At large) of Garrett Park, for a meeting 
on the Gaithersburg West Master Plan. 
 
The meeting is scheduled to take place at 6:30 p.m. tonight in Mayor and Council Chambers at Rockville City Hall, 111 
Maryland Ave. 
  
During the last two years, staff from the Maryland-National Capital Park and Planning Commission (Montgomery County 
Department of Planning) has been developing a master plan for a portion of the Shady Grove Sector that is called 
Gaithersburg West. 
  
The central purpose of the plan is to update the Life Sciences Center portion of the planning area, which is immediately 
to the west of Shady Grove Road beyond the boundaries of the City of Rockville. 
  
The core of the new development that is proposed in this plan is the 107-acre undeveloped Belward Farm parcel, which 
Johns Hopkins University (JHU) now owns and proposes to develop into a mixed-use center for scientific research and 
supportive housing and retail. Other parcels are also targeted for additional development, including properties owned by 
Adventist Health Care and Danac. 
  
Details of the plan are available at www.montgomeryplanning.org/community/gaithersburg/index.shtm. 
  
The meeting will be televised live by the Rockville Channel (cable channel 11) and simulcast by County Cable 
Montgomery (CCM-cable channel 6 on Comcast and RCN, channel 30 on Verizon). The live broadcast also can be viewed 
via streaming through the Rockville Web site at www.rockvillemd.gov or the County Web site at 
www.montgomerycountymd.gov. 
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From: Michael Dennis
To: CityHall External Mail
Subject: Gaithersburg West Master Plan
Date: Monday, March 01, 2010 3:32:31 PM

Dear Mayor and City Council: I understand that you are meeting with officials of the
City of Rockville today (March 1, 2010) to discuss the proposed Gaithersburg West
Master Plan.

I write to tell you that I am unalterably opposed to the proposed Gaithersbug West
Master Plan that supports the massive development of the Belward Farm and the
"Science City."  I moved to the City of Gaithersburg from Silver Spring in 1998 in
order to find space "to exhale."  I moved to Gaithersburg because it called itself the
"Tree City" and had a reputation for responsible development.  In the last few years
I believe the City has been irresponsible in approving such massive development as
the Crown Farm/Aventiene project and I ask you to reduce the footprint of the
Belward Farm/Science City proposal.  If these massive projects are built my home
will be surrounded by concrete and traffic and I will have no place "to exhale."  I
want to remind you the unlimited economic expansion is not sustainable and we
need to work on a smaller sustainable model that takes natural resources into
consideration.   

In conclusion, please remember the words of Mies van der Rohe "less is more" when
you review the Gaithersburg West Master Plan.

Thank you, Michael Dennis, 137 Timberbrook Lane 301, Gaithersburg MD 20878.
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Ms. Fine, 
Thank you for your email.  I am forwarding a copy of your email to the City 
Council and City Staff so at they are aware of your concerns as well. 
Sincerely, 
Sidney Katz 
 
 

From: Jan Fine [mailto:janrandyfine@gmail.com]  
Sent: Monday, March 01, 2010 2:18 PM 
To: Sidney Katz 
Cc: Lynne Rose; Clyne, Magda; Wayne Moore; Jackie Shaw; Gary Robinson; David Rothbard; Dan 
Drazan (E-mail); Pamela Lindstrom; Diana Conway 
Subject: Meeting with Rockville Mayor 
 
Dear Mayor Katz, 
 
I am writing as a citizen of the City of Gaithersburg, as a representative of The Mission Hills 
Architectural Review Board and as a representative of Residents for Reasonable 
Development.  I wanted to remind you that the draft plan for Gaithersburg West as it stands 
now is not a plan that will benefit Gaithersburg residents.  This possible financial gains that 
this draft plan might accrue for the County bottom line really does nothing to benefit the 
residents of The City of Gaithersburg.  Rather, this plan promises to crowd more traffic onto 
our already congested roads at a hugely unacceptable percentage.  The CCT constructed in 
any form - whether bus rapid transit or light rail - cannot possibly manage the proposed 
numbers without a reduction in overall density and or addition of a Metro station or two. 
 
Residents for Reasonable Development has proposed an Alternative Plan which has been 
shared with you, with the County planners, and with the County Council.  While we can't 
promise that this plan will "cure cancer" we have shown that there is a better way of planning 
for the right balance for this Science City.  RRD's objective at this point in the process is be to 
have the draft returned to the Planning Board with clear instructions to reduce it and balance it 
with the residential area in which it sits. 
 
As a private citizen of the City of Gaithersburg, as a representative of Mission Hills ARB and 
as a member and spokesperson for RRD, I would like to hear you make this point at the 
meeting this very evening.   
 
I thank you for your responsiveness to date and look forward to seeing you tonight. 
 
Sincerely, 
Jan R. Fine   
126 Mission Drive 
Gaithersburg, MD 20878 
home 301-921-0038 
mobile 202-487-0055I will 
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From: Sidney Katz
To: RANDY ALTON
Cc: Greg Ossont; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Sidney Katz; Tony Tomasello; Cathy

Drzyzgula; Henry Marraffa - External; Jud Ashman - External; Michael Sesma; Ryan Spiegel - External
Subject: RE: Historic Meeting Tonight in Rockville-Thank you
Date: Monday, March 01, 2010 8:03:00 AM

Randy,
Thank you for your email.
Best regards,
Sidney
 

From: RANDY ALTON [mailto:ralton1997@msn.com] 
Sent: Monday, March 01, 2010 7:02 AM
Cc: Tom Perez; CityHall External Mail; Sidney Katz; Phyllis Marcuccio; P Gajewski; Bridget Newton; John
Britton; Mark P
Subject: Historic Meeting Tonight in Rockville-Thank you
 

I wanted to take a moment to Thank the Montgomery County Council, the Mayor and
Council of Gaithersburg, and the Rockville Mayor and Council for meeting in a joint
session this evening.   This is truly historic and serves your constituents well.   It is
imperative that answers regarding the Gaithersburg West Master Plan are addressed.  This
type of meeting helps to set the stage.  I will not be able to attend given a previous
commitment however; I am concerned about the traffic and transportation issues as well
as the staging of the plan's infrastructure and density and impact on existing
municipalities and neighborhoods.  
 
Best Regards.....Randy Alton, Rockville
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From: Sidney Katz
To: Donna Baron (Scale-it-back)
Cc: Greg Ossont; Cathy Drzyzgula; Henry Marraffa - External; Jud Ashman - External; Michael Sesma; Ryan Spiegel

- External; Sidney Katz; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Tony Tomasello
Subject: RE: Gaithersburg West Master Plan
Date: Tuesday, March 02, 2010 9:17:25 AM

Donna,
Thank you for your email!  I am forwarding it to the City Council and City Staff.
Best Regards,
Sidney
 

From: Donna Baron (Scale-it-back) [mailto:info@scale-it-back.com] 
Sent: Tuesday, March 02, 2010 9:15 AM
To: Sidney Katz
Subject: Gaithersburg West Master Plan
 

Dear Mayor Katz,
Thank you so much for bringing the voices of reason to the discussion of the Gaithersburg
West Master Plan.  It is refreshing to listen to real concerns from elected officials instead of
the canned responses we have received from the Planning Board and many of the County
Council members.  Please convey our gratitude to your Council members.  We very much
appreciate all the time and effort you all have spent on analyzing this absurd master plan. 
As we all know, if this plan is approved, we will all be buried in traffic.
Thank you so much and best regards,
Donna Baron
The Gaithersburg - North Potomac - Rockville Coalition
www.scale-it-back.com
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From: Sidney Katz
To: Crosswhite Lezlie; Michael Sesma; Cathy Drzyzgula
Cc: Jud Ashman; Henry Marraffa - External; Ryan Spiegel; Greg Ossont; Angel Jones; Doris Stokes; Marie Best;

Monica Sanchez; Sidney Katz; Tony Tomasello
Subject: RE: Gaithersburg West Master Plan
Date: Monday, March 01, 2010 6:02:13 AM

Thank you for your email.  I am forwarding a copy of your email to city staff so at they are aware of
your concerns as well.
Sincerely,
Sidney Katz

________________________________________
From: Crosswhite Lezlie [malamuterescue@gmail.com]
Sent: Sunday, February 28, 2010 10:30 PM
To: Sidney Katz; Michael Sesma; Cathy Drzyzgula
Cc: Jud Ashman; Henry Marraffa - External; Ryan Spiegel
Subject: Gaithersburg West Master Plan

Dear Mayor Katz and Council Members,

My husband and I have been residents of Gaithersburg since 1998.  I'm writing to let you know that we
and our neighbors are very opposed to the bloated development JHU wants to build on Belward Farm.

To cram so many workers and cars into such a small area, with such limited roads, and with such VERY
LAX staging requirements is absurd at best and sheer idiocy at worst.

As the master plan currently stands, 15,000 cars could be traveling on Great Seneca, Muddy Branch,
and Darnestown Rd. BEFORE CONSTRUCTION BEGINS TO IMPROVE ONE SINGLE INTERSECTION.

Please ask the tough questions at the meeting with the County Council Monday night and don't be
sucked in to JHU's "grand vision" of traffic, congestion, and gridlock on our neighborhood roads.

Remember that JHU has only their own interests in mind.  We trust that you, as our representatives, will
keep our interests first and foremost.

Thank you very much.

Chris and Lezlie Crosswhite
Gaithersburg residents since 1998
Maryland residents since 1990
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From: Sidney Katz
To: Bobby Soriano
Cc: CityHall External Mail; Greg Ossont; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Sidney Katz; Tony

Tomasello; Cathy Drzyzgula; Henry Marraffa - External; Jud Ashman - External; Michael Sesma; Ryan Spiegel -
External

Subject: RE: JHU plan for Belward Farm
Date: Monday, March 01, 2010 9:42:04 AM

Mr. Soriano,
Thank you for your email.  I am forwarding a copy of your email to the City Council
and City Staff so at they are aware of your concerns as well.
Sincerely,
Sidney Katz
 
 
 

From: Bobby Soriano [mailto:soriano120@yahoo.com] 
Sent: Monday, March 01, 2010 9:07 AM
To: Sidney Katz
Cc: CityHall External Mail
Subject: JHU plan for Belward Farm
 
Dear Mayor Katz,
I am a resident of Mission Hills and would like to appreciate your opposition to the proposed
massive development in our backyard.
 
I moved my family to Gaithersburg in 1995 because of the city's impressive living conditions
and its reputation as a "GREEN CITY". Our property backs into Belward Farm where JHU
has plans to turn it into a massive science city with high rises and retail spaces. That was not
the original plan for the farm when we purchased our property. It was unjustly re-zoned to
benefit JHU, at the expense of property owners around the farm, and contrary to the wishes
of the farm's owner.
 
PLEASE continue to oppose the massive master plan for our backyard and our "GREEN
CITY". The plan needs to be scaled back to a reasonable size and density.
 
More power to you and the City of Gaithersburg.
 
Bobby M. Soriano
120 Mission Drive
Gaithersburg, MD 20878
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From: Sidney Katz
To: Karen Norris
Cc: Lisa Holland; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Sidney Katz; Tony Tomasello
Subject: RE: Application for position on Animal Control Board
Date: Tuesday, March 02, 2010 8:47:27 AM

Dear Dr. Norris,
 
Thank you for your e-mail and your interest!
 
I am sending a copy of your e-mail to our staff so that they may keep you informed
about the Animal Control Board. 
 
Sincerely,
Sidney Katz
 
 

From: Karen Norris [mailto:kcnorris@gmail.com] 
Sent: Monday, March 01, 2010 10:18 PM
To: Sidney Katz
Subject: Application for position on Animal Control Board
 
Dear Mayor Katz:

I would like to apply for the position of the alternate member on the Gaithersburg Animal
Control Board.  I have had training and am experienced in the proper training and care of
domestic animals.  Specifically, I received my degree as a Doctor of Veterinary Medicine
(DVM) from Colorado State University in 2005.  I have since worked as an associate for
Banfield The Pet Hospital and am currently employed in the Kentlands Banfield hospital.  I
am scheduled part-time, so I have the ability to commit to hearings/ Board meetings if called
upon.  Furthermore, prior to moving to Gaithersburg over 1 year ago, I lived and worked in
Denver,Colorado, where canine breed bans and laws against animal abuse and neglect are
very stringent.  Therefore, I can provide insight on how to safeguard both Gaithersburg's pets
and pet owners.

I would be happy to provide my resume upon request.  Thank you for your time and
consideration of this application.

Karen Norris, DVM
73 Appleseed Ln.
Gaithersburg, MD 20878
856-979-9776
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Roger K. Lewis - The delicate balance of historic preservation in suburbs - washingtonpo... Page 1 of3 

The delicate balance of historic preservation in 

suburbs 

Saturday, February 27, 2010 
By Roger K Lewis 
Mention historic preservation, and people 
visualize venerable buildings and 
neighborhoods within cities. Thanks to 
public attitude and policy shifts in 
recent decades, countless urban districts 
and edifices have been officially 
designated historic and, in many cases, 
saved from the wrecking ball. 

Washingtonians admire Union Station, 
the Willard hotel, Georgetown, Capitol 
Hill and Cleveland Park. Virginians have 
granted landmark status to buildings 
and neighborhoods in Alexandria, 
Leesburg and Fredericksburg, while 
Marylanders proudly boast of historic 
Annapolis, Frederick and Ellicott City. 

Urban historic assets are naturally more 
familiar. By contrast, suburban and 
exurban locales worthy of preservation 
are often less visible, not as well known 
and underappreciated. Consequently, in 
many suburbs and exurbs, historic 
preservation gets less attention and can 
be more of an effort. 

Part of the challenge outside cities arises 
from the conflict between pressure to 
grow and change and pressure to resist 
change. Such conflict is increasingly 
evident in jurisdictions not only outside 
Washington, but nationwide. 

Montgomery, Howard, Prince George's, 
Fairfax, Loudoun and Prince William 
counties are experiencing this tension. 
They all want to preserve their historic 
character and, at the same time, foster 
sustainable growth, jobs and fiscal 
health. 

Meeting this challenge requires two 
complementary sets of plans. 

One enunciates goals, principles, 
evaluation criteria and regulatory p 
rotocols for historic designation, all to 
identify what merits preservation. 

The other set, in a sense the reverse of 
the preservation plans, delineates where 
growth and change should occur, along 
with the form, density and character of 
growth. Growth plans are the 
indispensable companion of preservation 
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The delicate balance of historic preservation in 

suburbs 
plans. 

Preparing a preservation plan is a 
daunting task, requiring comprehensive 
field surveys across a jurisdiction plus 
thorough historic research and analysis. 
Difficult value judgments must be made 
because since the historic significance of 
a particular place or building is often 
debatable. 

Historic buildings are not limited to 
monumental architecture. They can 
include farm structures; cabins or manor 
houses; multifamily apartment 
complexes; churches and synagogues; 
and modest civic buildings such as fire 
stations, schools and libraries. Bridges 
and other civil engineering structures 
also may have historic value. 

Natural and agrarian landscapes, 
waterways and parldands often deserve 
protection for historic as well as 
environmental reasons. 

The Washington area's Civil War 
battlefields, Rock Creek Park, the C&O 
Canal, the National Mall and the civic 
squares inspired by Pierre L'Enfant 
exemplifY historically significant 
landscapes. 

What makes a place, structure or 
landscape a vital part of America's 
cultural legacy and significant enough to 
warrant historic-landmark status? 

Whether the location is urban, suburban 
or exurb an, historic designation depends 
on several critical attributes, the most 
obvious being age, though age alone is 
not sufficient. Plenty of old buildings are 
not worth saving. 

Another obvious attribute is architectural 
distinction, as evidenced by exceptional 
design or technological originality. A 
structure may deserve preservation 
because it is stylistically and 
functionally unique, perhaps a prototype, 
or -- conversely -- because it is 
emblematic ofa notable stylistic era or 
family of building types. 

And sometimes architecture acquires 
importance primarily because of a 
historically significant architect. 
Independent ofaesthetics are 
considerations of the United States' 
social, political, economic and military 
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The delicate balance of historic preservation in 

suburbs 
history -- the "George Washington slept 
here" rationale. We naturally admire and 
seek to preserve structures or sites where 
significant events occurred or where 
history makers lived and worked. Such 
places physically represent meaningful 
parts of American culture. 

Historic landmark designation does not 
necessarily prevent modification, 
modernization or expansion of private 
property. By recognizing publicly visible 
characteristics that impart historic 
identity, the designation seeks only to 
keep that part of the culture alive. Thus 
property owners can make changes, but 
changes must be designed and 
implemented sensitively. 

This has long been an issue for residents 
ofhistoric Greenbelt, constructed in the 
1930s. Many of Greenbelt's original art 
deco apartments and homes, small by 
today's standards, have been remodeled 
over the years. Yet owing to Greenbelt's 
wise stewardship of its architectural 
heritage, the essential historic character 
of the community has not been lost. 

Historic designation of a property, in 
fact, offers financial benefits. Federal tax 
credits are available for investments in 
acquiring or improving historic 
properties. Some states, counties and 
cities likewise promote historic 
preservation investment through tax 
incentives, low-cost loans and grants. 

The public's interest in historic 
preservation and private property 
interests are not fated to be in conflict, 
but only if jurisdictions do the right 
thing: Prepare plans for historic 
preservation as well as plans for growth 
and change. 

Roger K. Lewis is a practicing architect and 
a professor emeritus ofarchitecture at the 
University ofMaryland. 
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From: Sidney Katz
To: RW Foley
Cc: Greg Ossont; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Sidney Katz; Tony Tomasello
Subject: RE: I see a Toyota in Market Square
Date: Tuesday, March 02, 2010 11:33:27 AM

Richard,
Thank you for your email.  I will ask the  City Manager to please put a copy of your
email in the next Mayor and Council's reading packet.
Sidney
 

From: RW Foley [mailto:rwfoley1@yahoo.com] 
Sent: Tuesday, March 02, 2010 11:30 AM
To: Marie Best; Board of Liq Commis; Kathy Durbin; Debbie Goodwin; Angel Jones; Michele Potter;
Kevin Roman; Diane Tillery; Sidney Katz
Cc: Steve Schwartz
Subject: I see a Toyota in Market Square
 
All,
 
Please see the original email below from my neighbor. Government officials (elected and
paid) will never be able to deny accountability and responsibility when the failure of Market
Square becomes "headline" material.
 
Sincerely,
Richard Foley (just a table pounding and chronic complainer)
254A Market Street East  
 
PS. How many folks believe that lady who drove her Camry 90 mph in park, reverse and
engine off now?

--- On Tue, 3/2/10, SSTEVENF@aol.com <SSTEVENF@aol.com> wrote:

From: SSTEVENF@aol.com <SSTEVENF@aol.com>
Subject: I see a Toyota in Market Square
To: rwfoley1@yahoo.com, SonyaBurke@aol.com, skatz@gaithersburgmd.gov,
ajones@gaithersburgmd.gov
Date: Tuesday, March 2, 2010, 10:18 AM

TO: Anyone who lives in or near Market Square in the Kentlands
 
If there is one reminder, and or lesson, for those who haven't
heeded history, about Toyota's recent fall, it's this: When officials
have been repeatedly warned about a huge potential problem and
they suppress or delay or defer action, eventually, those same
individuals will have to face the scrutiny of the community when and
if the inevitable strikes.
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To permit for a third time, a bar to occupy the most prominent
location in what is supposed to be a small, neo-traditional
community with many families and children, after the two prior
businesses at that same location despoiled the Square, caused
chaos and interrupted community life is no different than letting
Camrys roll down the highway at full speed, filled with those same
families. Steven F. Schwartz
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From: Sidney Katz
To: SSTEVENF@aol.com
Cc: Greg Ossont; Angel Jones; Doris Stokes; Marie Best; Monica Sanchez; Sidney Katz; Tony Tomasello
Subject: RE: I see a Toyota in Market Square
Date: Tuesday, March 02, 2010 10:41:38 AM

Steve,
Thank you for your email.  I will ask the  City Manager to please put a copy of your
email in the next Mayor and Council's reading packet.
 
Sidney
 
 

From: SSTEVENF@aol.com [mailto:SSTEVENF@aol.com] 
Sent: Tuesday, March 02, 2010 10:19 AM
To: rwfoley1@yahoo.com; SonyaBurke@aol.com; Sidney Katz; Angel Jones
Subject: I see a Toyota in Market Square
 
TO: Anyone who lives in or near Market Square in the Kentlands
 
If there is one reminder, and or lesson, for those who haven't heeded
history, about Toyota's recent fall, it's this: When officials have been
repeatedly warned about a huge potential problem and they suppress or
delay or defer action, eventually, those same individuals will have to face
the scrutiny of the community when and if the inevitable strikes.
 
To permit for a third time, a bar to occupy the most prominent location in
what is supposed to be a small, neo-traditional community with many
families and children, after the two prior businesses at that same location
despoiled the Square, caused chaos and interrupted community life is no
different than letting Camrys roll down the highway at full speed, filled with
those same families. Steven F. Schwartz
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