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2 Introduction

do one thing, and then to another place to do another thing, and then
finally drive a long way back home, parking free almost everywhere.
Off-street parkmg requirements are a fertility drug for cars.

In The High Cost of Free Parking, which the American Planning
Association pvbus%ed in 2005, 1 argued that parking requirements
subsidize cars, increase traffic congestion, pollute the air, encourage
sprawl, increase housing costs, degrade urban deszgn prevent wa alk-
agzi”tky, damage the economy, and ?enah,f..ﬁ people who cannot afford
a car. Since then, to my knowledge, no member of the planning profes-
sion has argued that parking requirements do not cause these harmful
effects. Instead, a flood of recent research has shown they do cause these
harmful effects. Parking requirements in zoning ordinances are poisorn-
ing our cities with too much parking.

On average, cars are parked 95 percent of their lives and driven
only 5 percent (The High Cost of Free Parking, Appendix B). As a result,
cities require an enormous amount of land for parking, In Los Angeles
County, all the parking spaces that cities require cover at least 200
square miles of land, equivalent to 14 percent of the county’s incorpo-
rated land area and 1.4 times larger than the 140 square miles dedicated
to the roadway system (see Chapter 14 below).

Dit:mafeiv parkmg requirements can make driving more difficult
because all the cars engendered by the required pafkmg spaces clog
the roads and congest traffic. Los Angeie@ has more p&rnmg st a&ex set
square mile than any other city on earth (The High Cost of Free
161-65), and, according to the INRIX 2016 Global Tra corecard, Los
Angeles also has worse traffic congestion than any other city on

Despite all the harm off-street par}\m{; reqmremwmb cause,
almost an established religion in city p}an 1ing. One should not criticize
anyone else’s religion, but when it comes to p%mmg requirements I'm a
protesiant and 1 b@hex e city planning needs a reformation.
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Introduction 3

@ Charge the right prices for on-street parking. The right prices are
the lowest prices that will leave one or two open spaces on each
block, so there will be no parking shortages. Prices will balance
the demand and supply for on-street parking spaces.

& Spend the parking revenue to improve public services on the
metered streets. If everybody sees their meter money at work, the
new public services can make demand-based prices for on-street
parking politically popular.

Hach of these three policies supports the other two. Spending the
meter revenue to improve neighborhood public services can create the
necessary political support to charge the right prices for curb parking.
If cities charge the right prices for curb parking to produce one or
two open spaces on every block, no one can say there is a shortage of
on-street parking. If there is no shortage of on-street parking, cities can
then remove their off-street parking requirements. Finally, removing
off-street parking requirements will increase the demand for on-street
parking, which will increase the revenue to pay for public services.

Right pricing is also called demand-based pricing (because the prices
are bas@d on parking demaﬂd} performance pricing (because the park-
ing performs better), variable or dynamic pricing (because the prices
vary), and marketnrate pricing f‘*ez:auf;e prices balance the demand and
supply for curb parking). I will use these five terms interchangeably.

THE GOALS OF PARKING AND THE CiTY
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cannot imagine mvt}vﬁw less interesting to study
bottom feeder with Ez‘me competition for many years.
of food down there, and many other academics hav
now almost a feeding frenzy. Eﬂarkma‘f is far too 11 x{»i
The 51 chapters in this book sun
on parking. Several practiioners ha e al
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4 Introduction

THE MOST EMOTIONAL TOPIC IN TRANSTPORTATION

Maost people consider parking a personal issue, not a policy question.
When it comes to parking, rational people quickly become emotional
and staunch conservatives turn into ardent communists. Thinking
about parking seems to take place in the reptilian cortex, the most
primitive part of the brain re%pomsable for making snap judgments
about urgent fight-or-flight issues, such as how to avoid being eaten.
The reptilian cortex is said to govern instinctive behavior involved in
aggression, territoriality, and ritual display—all important issues in
parking.

Parking clouds the minds of reasonable people. Analytic faculties
seem to shift to a lower level when one thinks about parking. Some
strongly support market prices—except for parking. Some strongly
oppose subsidies—except for parking. Some abhor planning regula-
tions—except for parkmg Some insist on rigorous data collection and
statistical tests—except for parking. This parking exceptionalism has
impoverished our thinking about parking policies, and ample free
parking is seen as an ideal that planning should produce. If drivers
paid the full cost of their parking, it would seem too expensive, s0 we
ask someone else to pay for it. But a city where everyone happily pays
for everyone else’s free parking is a fool’s paradise.

Daniel Kahneman, who won the Nobel Prize in economics in 2002 for
his research integrating psychology and economics, summarized some
of this research in Thinking, Fast and Slow. He examined two modes
of thought. Fast thinking is instinctive, emotional, and subconscious,
while slow thinking is logical, calculating, and conscious, It's hard t
rational about an emotional subject, but when thinking about park
w e sshouid slow down.
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Introduction 5

be the simplest, cheapest, quickest, and most politically feasible way to
achieve many important policy goals. :

After this mtrodmbon the following 51 chapters are divided into
three parts that correspond to three recommended reforms. Part i
focuses on removing off-street parking requirements; Part If focuses
on charging the right prices for on-street parking; Part 1l focuses on
spending the resulting revenue to improve public services. In the rest
of this introduction I will use material from both The High Cost of Free
Parking and the chapters in this book to show why these reforms are
necessary and how they work.

1. REMOVE OFF-STREET PARKING REQUIREMENTS

City planners set the parking requirements for every art gallery, bowl-
ing alley, dance hall, fitness club, hardware store, movie theater, night
club, pet store, tavern, and zoo without knowing the demand for park-
ing atany of them. Despite a lack of both theory and data, planners have
set parking requirements for hundreds of land uses in thousands of
cities—the Ten Thousand Commandments for Off-Street Parking (The
High Cost of Free Parking, Chapter 3). To paraphrase Charles Darwin,
there is grandeur in the array of parking requirements that planners
originally created for a few land uses or only one. From so mm;ﬂ& a
beginning, endless forms of complex parking requirements have been,
and are being, evolved.

Although planners have adopteg‘i a veneer of professional language
to justify the practice, planning for parking is learned on the job and
is more a political activity than a professional skill. Consider all the
information planners do not know when they set parking requirements:

& How much the required pa{km,{ spaces cost.
& How much drivers are willing to p
e How parking requirements mf:?ea&;e
except parking.
& How parkmg requirements affect archite
& How parking requirements affect t
amgestion.
e How parking requi
& How parking requ
emissions.
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