5 ACHIEVING THE OUTCOMES: PARKING POLICIES

This chapter sets out the basis of a new approach to regional parking policy aimed at
achieving the sirategy's goal, objectives and outcomes and addressing the regionat
parking issues identified {in Section 4).

Policies are expressed using & hierarchy of terms. These are: ensure. support,
encourage and faciitale or advocate. In many instances the terms enccurage or
advocate are used as the Auckland Regional Council does not have a direct role or
responsibility.

In order to contribute fo the outcomes, the following policies, derived from the key
issues identifled, are proposed:

Palicy 1: Link District Plan Parking Standards to PT Accessibility.

Poiicy 2: Give Priority to Short Stay Parking.

Policy 3: Support Land Use Intensification.

Policy 4. Reduce Parking Provision in High Density Residential Development.
Policy 5: Control Public Long Stay/Commuter Parking Provision in Buildings & Lots.
Policy 6: Provide Regional Guidance on Parking on Arterials.

Policy7: Prepare Comprehensive Parking Management Plans for Centres.

Policy 8: Prepare Regional Plan for Implementation of Park and Ride Facilities.

Policy 9: Provide Public Parking Facilities that Encourages Alternatives to the Single
Occupant Car.

Policy 10: Communicate the Need for Change.
Many of the policies and actions outlined in the following section contribute to more

than one of the desired outcomes. The relationship between outcomes and policies
is shown in the table over page.
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5.1 Policy 1: Link District Plan Parking Standards to PT
Accessibility

Encourage all agencies responsible for regulating parking to incorporate
parking standards that are progressively lowered and made more flexible as
accessibility by non-car modes is improved.

There is a need for guidance at regicnal level on the management of the supply of
parking in new developnients to achieve the outcomes sought by the RGS, RPS and
the ARLTS.

The ragion-wide application of measures to manage the growth in parking supply,
and specifically long stay parking, requires the identification and application of an
agreed mechanism for ensuring that parking controls are applied on a common,
consistent, equitable and transparent basis that reflects differing and changing
circumstances. Without such a mechanism, the Territorial Authorities may be
unwilling to impiement controls that might weaken the competitive position of the
centre concerned. ARTA may be less willing to invest in PT improvements to a centre
where mare parking is available than necessary.

On the other hand, where improved public transport allows accessibility of a centrs to
be maintained or improved, lower parking requirements will reduce the cost of
development, support the viability of passenger transport by rebalancing the relative
attractiveness of modes, and leave land available for more productive uses.

Parking management measures should not, however, be applied uniformly. The
various centres have different characteristics. In particular they can differ markedly in
economic strength and accessibility by passenger transport. Future transport
investments and land use changes will affect the various centres at different times
and to varying extents. Policy tools must be packaged and ‘ailored to fit' the
circumstances.

it follows that the mechanism should facilitate a staged and progressive tightening of
standards. It should be objective, measurable, transparent, easy to understand and
relatively straightforward to apply and update. The mechanism should be percsived
as being equitable. As far as practicable, it should provide some flexibility to allow
individual Territorial Authorities to adapt it fo the specific circumstances applying 1o
each centre.

5.1.1 Public Transport Accessibility Level (PTAL) - Based Approach

Estabiishing a pubiic transport accessibility level (PTAL) approach links changes in
standards fo improvements in the accessibility of the centre or area concerned by
public trangport and other non-car modes of fransport. It involves the calculation of
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an index that primarily reflects public transport accessibifity, but could take other
factors such as walking and cycling accessibility into account.

PTALs are used in the UK and an accessibility-based approach has been developed
for polential application in central Sydney. Further information is contained in
Appendix B,

The advantages of the PTAL approach are:

e itis a relatively straightforward concept,

= il can provide an chiective, numeric basis for setting variable parking
standards,

= it has been applied in London and has been investigated for use in Sydney
and hence there is a body of knowledge on which to base further
investigations, and

o the Sydney research indicates that the approach is capable of adaptation to
residential parking.

The disadvantages are;
¢ it requires developing a process for determining the appropriate PTALs which
is easy to apply and update and linking this to the appropriate parking
standard, and
o it does not fully reflect the influences on car parking requirements

Although the PTAL approach does not take all relevant factors into account, it avoids
subjective assessments of the readiness of individual centres and the inevitable
disagreements that would arise. Further research may identify improvements which
enable other factors to be included while ensuring that the accessibility index can be
calculated readily for all locations and can be updated easily.

5.1.2 Determining the Parking Standards for New Developments

This - section outliines a possibie approach that may apply to determining the
appropriate parking standards for new development throughout the region. it
assumes the development of PTAL’s or an equivalent aiternative. PTAL level 1 is the
lowest and PTAL levs! 6 is the highest.

The parking standards are indicative only. The basis for the variation in the standards
is outlined in the Appendix C.
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Table 1: An Indicative PTAL-based Approach

Accessibility | Minimum Standard Maximum Standard

index
1 1 {lower) Current minimum standard(s) = Current minimumn standard{s)
i 2 1 space per 40m” 1 space per 40m*
K 1 space per 50m” 1 space per 40m”

4 1 space per 85m” 1 space per 40m°

5 i None 1 space per 60m°

8 (higher) | None 1 space per 100m°

The above table shows no change in the current minimum standards for cenires with
the lowest PT accessibility. Maximum standards are introduced initially through
setting the maximum standard equal fo the cumrent minimum standard. This would
intraduce the concept of maximum standards in the short term, and would strictly limit
the ability of developers fo provide more than the existing standard rate(s) set out in
the district plans

All centres with a PTAL of 2 would have a minimum parking standard and a
maximum of 1 space per 40m” At PTAL 3, the minimum standard is reduced to 1
space per 50m> and a3 maximum standard is kept at 1 space per 40m°. At PTAL 4,
the minimum standard is further reduced to 1 space per 65m” The maximum
standard is unchanged at 1 space per 40m® At PTAL 5, the minimum standard is
abolished and the maximum standard is reduced to 1 space per 60m?. At PTAL 86,
the maximum standard is further reduced to 1 space per 100m?,

This process infroduces change gradually initially, then more quickly as the PT
accessibility approaches “CBD” levels. As the PT accessibility improves from level 2
to level 4, minimum standards are reduced by 40% while the maximum standard is
held constant. At PTAL 5 minimum standards are abolished and are replaced by
maximums.

Changes to the parking standards resulting from PTAL changes would be introduced
through the district pians. TAs would be abie to introduce changes to standards for
individual centres, or part of a centre, at a faster rate than indicated, should they wish
to do so.

5.1.3 Providing Parking in Excess of the Maximum

Maximum parking standards need o be strictly applied if they are to be effective.
There may, however, be special circumstances under which parking provision above
the stipulated maximum wmay be appropriate. This strategy recommends that
Cemprehensive Parking Management Plans (discussed in Section 5.7.1) include the
criteria which would be used o assess applications for excess parking. These criteria
would alse be incorporated into the relevant district plan and apply to new
deveiopments, and to change in use applications for existing developments.
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5.1.4 Application to Existing Developments

The inclusion of provisions In district plans allowing existing developments to reduce
their existing parking in line with changes 10 the accessibility index, without the need
to apply for planning consent, is desirable. This would provide a low cost means of
reducing private non-residential parking supply, and could enable more efficient use
o be made of the available building space.

5.2 Policy 2: Give Priority to Short Stay Parking

Encourage an emphasis on providing an adequate supply of short stay
parking in centres.

The provision of convenient and secure short stay parking for customers and visitors
is essential for businesses and for the economy of an activity centre,

5.2.1 Short Stay Parking

Due to its economic importance, the highest priority for the use of available public
parking should be for short stay parking and loading purposes. To ensure the spaces
that are the most attractive and most convenient for visitors to a centre are available
for their use, measures are required to limit the duration of stay. These consist of
controls over the length of stay and/or parking charges that encourage a high
furncver of the spaces in most demand.

Charges can be designed to increase sharply beyond a certain time, say 3 or 4
hours, to discourage longer stay parking in parking facilities without needing to
impose and enforce a restriction on the duration of stay.

5.2.2 On-street Parking

Measures to discourage the use of scarce parking spaces by a single vehicle parked
throughout the day, need to be extended fo cover a wider area as a cenire develops
and the available land is used more intensively. In addition parking charges may
need to bs increased io ensure efficient use of short stay spaces.
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in centres (specifically those identified for higher density, mixed use, passenger
transport suppartive development) reductions or limitations in the supply of long stay
parking should be accompanied by measures to manage on-street parking. This will
ensure that iong stay/commuter parking is not displaced to nearby streets. This both
reinforces parking management policies and ensures that on-street parking is used
affectively.

Residential areas adjacent to major developments and activity centres can come
under pressure from long stay parking by people employed in such centres. Resident
parking schemes limiling parking duration and prioritising use by residents could be
an appropriate response.

5.2.3 Off-strest Parking

Well-located public off-street parking lots or a parking building serving a centre, can
be an efficient means of providing parking for visitors and custormners. A parking
facility serving a number of destinations and land uses requires less space than
would be the case if each destination was to provide its own on-site parking.

Provided the facility is well located, perceived as secure and is served by a network
of aitractive pedestrian routes, it can encourage a park once and watk mentality,
avoiding short car trips between destinations within the centre. This has potential
advantages of reducing the overall parking in the centre, thus freeing up fand for
other uses including open space, and reducing car travel within the centre.

Funding can be through payment-in-lieu, through a special rate for the centre or
through general rates. The facility could potentially provide all parking for & number
of developments (refer “centralised parking”) in which case some or all of the cost
may be met by the developer(s). If it is replacing parking that otherwise would be
provided by individual developments, it would need to be in place along with, or prior
to completion of these developments.

While the private sector can and does provide public car parking, it generally prefers
to provide long stay (early bird or leased) car parking as this usually provides higher
~ netrevenues. Council ownership of the Jand or facility can ensure that it has controf
over its use, whether parking charges are in place, and the pricing regime.
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5.3 Policy 3: Support Land Use Intensification

Support iand use intensification through:

¢ The application of good urban design principles with regard to the
provision of car parking in high density centres;

o district plan rules and other appropriate methods that will encourage
and facilitate shared parking

= The provision of public fransport improvements in advance of, or
phased with new developments in order to give developers the
confidence to provide a reduced parking supply in new
developments.

5.3.1 Parking and Urban Design

The location, amount and physical provision of parking can have an important effect
on the amenity and quality of the urban environment. Current car parking
requirements for deveiopments in high density centres can result in large areas of
off-street surface parking in parking lots. Surface off-street parking can be low cost,
but has a number of disadvantages:

it can potentially create a pedestrian barrier,

is often visually unatiractive,

can contribute to crime and other anti-social behaviour,

does not promote active frontage development or facilitate veranda cover,
reduces overall density of high density centres,

reduces opportunities for public open-space, and

takes up land that could be more productively used.

¢ @& o B 4 £ o

The negative effects of off-street surface car parking can be lessened through the
following techniques:

= Minimise the number of spaces required while ensuring that visitor/customer
short stay parking needs are adequately accommodated. Means of achieving
inis include shared parking and lower parking standards.

» Encourage a “park once and walk mentality” by providing a well focated and
convenient facility with well defined, attractive and safe pedestrian linkages to
key parts of the cenire

¢« lLocate parking to the rear of relailing, office and residential development,
aveoiding direct vehicle access cnito main pedestrian thoroughfares.

e Include high quality landscaping and attractive lighting.

ldeally, off-street car parking within high density centres and corridors should be
provided in underground car parks or basements, but this is not always economically
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viable. If car parking buildings are the solution, these should preferably be placed to
the rear of main pedestrian areas so they ars screened by offices, retail or
apartments.

Key urban design objectives relating to parking buildings are:

= eNSure access/ egress does not affect pedestrian movement and amenity,
aveid a visually unattractive structure impacting on built envircnment,
ensurs secunty issues are recognised and managed,
include an active frontage or provide veranda protection,
provide floor heights that are adaptable for other purposes, and
avoid inappropriate locations.

e ¢ B 9 2

The preparation of formal guidance would assist in the consistent application of good
urban design princigles in regard to the provision of car parking throughout the
region.

5.3.2 Shared Parking

Shared parking is the use of parking spaces for two or more different land uses at
different times rather than each having their own parking spaces, e.g. office use
during the day and restaurants in the evenings. Efficient sharing of spaces can
significantly reduce the total amount of parking needing to be supplied although it
does not reduce the total amount of traffic generated.

Permitting shared parking arrangements in higher density mixed use areas can
significantly reduce the amount of land required for parking, freeing up the land for
other purposes including open space or walkways. By facilitating higher density,
mixed use development it can indirectly encourage the use of alternative modes of
transport.

Shared parking requires a different, more flexible approach in district plan parking
rules. It generally requires additional administration and enforcement resources. it
creates a potential for spillover effects on adjacent areas, but these can be
anticipated though the development and implementation of parking management
plans.

5.3.3 Coordinated Public Transport Improvements & Parking Policy
Implementation

i1 is very desirable that the provision of the planned pubiic transport infrastructure and
services (o greenfield high density development areas be firmly committed in
advance 1o give developers the confidence to provide a lower amount of parking and
o enable residents and businesses to make decisions on parking requirements
knowing that the alternative of using public transport will be there from the outset.
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One way of achieving this can be to require developers to fund the provision of bus
services fo the developing area for a period of time after which ARTA commits fo
taking over responsibility. Another can be for ARTA to directly commission services.
A commitment to funding the recuired Jevel of services must be in place.

5.4 Policy 4: Reduce Parking Provision in High Density
Residential Development

Reduce the parking required in higher density residential developments

There is evidence that parking requirements can, and indeed should be reduced for
higher density residential development located within walking distance of good
quality public transport or where a range of factors exists that reduces the need for
car use and/or individual ownership®. Where standards are reduced, it should be
ensured that an adequate amount of convenient visitor parking is available,
preferably on-street.

Unnecessarily high provision for parking in higher density residential developments
increases development costs, reduces affordability, is inconsistent with the objective
of encouraging greater use of public transport, can reduce urban design quality and
does not support urban intensification,

Reductions in the use of the car may not, however, be matched by an equivalent
reduction in car ownership and residential parking requirements. Households are
likely to choose to own a car (even though its use may be limited) because of the
convenience, accessibility and independence benefits it confers.

Looking to the future, options such as joint ownership of or access to a pool of cars
through car clubs could reduce the need for individual ownership.

* Other factors include: the mimber and range of jobs in walking distance; ability to be able to obtain
daily needs within walking distance; provision of storage of bicycle in development; car sharing;
uabundied parking; demographics; avatability of parking im nearby parking lots..etc
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5.4.1 Regional Guidelines on Parking Standards

Parking standards for higher-density developments vary considerably across the
region. Auckland City’s residential 8 zone parking standards for two bedroom
apartments with a gross floor area over 75m” are a minimum of 1 space and a
maximum of two spaces per unit, plus ane visitor space per five units. North Shore
City requires a minimum of two spaces plus 0.5 visitor spaces per unit for units with a
gross floor area greater than 50m°. The corresponding minimum requirements for a
10 unit development are 12 parking spaces and 25 spaces respeciively.

It could be argued that the current residential parking standards are a respense fo
the historically poor quality of passenger transport serving parts of the region, and
high car ownership. In addition some high density residential developments were
located in areas which had poor passenger transport service. This situation is
changing. Auckland City is introducing what are in effect reduced minimum
residential standards for growth areas such as Panmure. Waitakere City is intending
to remove minimum parking requirements for any residential activity on small iot
sizes (essentially apartments) in the New Lynn Town Centre core.

As there is no agreed mechanism for adjusting parking provision in relation to
circumstances, there is the potential for the process of change to resuit in a variety of
approaches producing a range of differing standards for similar circumstances across
the region.

Shared Parking

The encouragement and facilitation of shared parking can potentially assist in
reducing parking needs by making more effective use of the available parking. For
example, parking required for office development during the day or public parking
facilities couid be available for residential parking overnight. Sacurity concerns wouid
have to be ovarcome in both instances.
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Unbundling Parking

The cost of parking for residential (and commercial) units is conventionally passed on
ta the owners or tenants indirectly through the purchase price or rental payment
{*bundied”} rather than dirsctly through a separate charge. This means that tenants
or owners are not given the opportunity to purchase anly as much parking as they
need, and are not able to save money by using fewer parking spaces. By including
the parking cost with the unit’s cost, the parking is automatically paid for, even if it is
not wanted or needed. If people can save money by having fewer cars, they may
make different choices.

The removal (or reduction} of minimum parking requirements permits developers to
offer apartments without parking or with a single space rather than two spaces thus
providing choice and improving affordakility. Care must be taken to ensure that
adjacent sireets are protected from displaced resident parking. The availability of
adequate on-street short stay parking for visitors should also be ensured.

An alternative is to enable unbundied parking, i.e. renting or selling parking spaces
separately, rather than automatically including them with the building space.

High minimum parking requirements discourage developers from unbundling parking
because the development is required to provide enough parking to safisfy the
demand when parking is free, rather than only the number of spaces that residents
would pay for, if given the option.

For unbundled parking to function efficiently, building owners must be able to lease
or sell excess parking spaces (such as through a parking brokerage service), and
local government needs to regulate on-street parking to avoid spillover problems that
could result if residents use on-street parking to avoid paying for parking spaces. The
rele of unbundled parking in higher density residential developments and technigues
for facilitating it, should be investigated.

Integrated Transport Assessments

The ARC in conjunction with ARTA has recently introduced a requirement for
integrated Transport Assessments (ITA’s), where major new areas of high-density
development are planned, to facilitate the integration of land use and transport,
including parking.

The main role of an ITA is to ensure that developments are designed and
implemented in such a way that they promote access by alf medes and manage
demand {0 avoid unacceptable impacts on local road networks and the state
highways.

The identification and implementation of consistent parking standards for new

residential or commercial developments in high density, mixed-use centres and
corridars would assist the preparation of ITA's.
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3.3 Policy 5: Control Public Long Stay/Commuter Parking
Provision in Parking Buildings & Lots

Controf the suppily of public long stay/commuter off-street parking to ensure
it is effectiveiy incorporated into a policy of parking restraint.

5.8.1 Long Stay Parking in Off-Street Facilities

Stand-alone public parking lots and buildings are provided for under the various
district plans across the region (unless otherwise indicated under a prevailing
structure plan} provided it can be demonstrated that the traffic consequences are
manageable either with or without mitigation.

Such facilities can be owned and operated by the public sector, owned by the public
sector and operated under contract fo the private sector, or can be commercially
owned and operated. A number of town centres have council owned parking lots.
These are usually provided to support the economy of the centre concerned and
normally limit parking to short stays.

For the Auckland Central Area, parking buildings are assessed as a discretionary
activity on some types of road. The assessment criteria relate primarily to the ability
of the road network to accommodate the generated traffic, with particular emphasis
on the adjacent road network. There is currently no direct link between the amount
of parking provided in this manner, and the Central Area Parking Policy of restraint
applying to new developments. (The one exception is at Wynyard Quarter where no
new (permanent) long stay parking may be provided.)

This situation can potentially lead to a greater supply of iong stay commuter car
parking than was anficipated in the parking policy, undermining its effectiveness.
Long stay parking in public facilities within centres should only be permitted once a
- need has been identified and quantified through the development of a

Comprehensive Parking Management Plan (or equivalent). or using a process or
criteria applied consistently across the region. '

Assuming maximum standards are in place, one way of centrolling the amount of
long stay parking in new special purpose parking facilities is to limit it to the
difference between the amount of parking permitted in new developments by the
district plan, and the amount actually provided in new developments in a given area
cver 8 specified pericd of time.
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5.8.2 Licensing

The provision of short stay or visitor car parking is generally encouraged by councils
it is Impertant fo the commercial vitality of the area concerned, and has limited impact
on weekday peak period congestion, However, enforcement of short-term parking in
commercially run public facilities is necessary o ensure that it remains allocated for
short stay use. There is a risk that such parking might be used for long-stay parking
in the absence of monitoring.

A possibie alternative is the use of licensing rather than the application of consent
conditions to ensure ongeing compliance. The concept is to issue the developer or
operator with a license to operate paid public parking, renewable annually or over a
longer time frame, with conditions attached.

Territorial authorities would become parking facility licensing agencies. Anyone
wishing to provide paid public parking would need te apply for a license from the TA
concerned, and would need to comply with the conditions of the license. Legislation
is likely to be required to give TAs the necessary powers.

Further research is required into the feasibility and implications of this type of
approach.

5.5.3 Long Stay Parking

Long stay commuter parking (such as early bird and optional leased parking) is
provided in a number of public parking facilities, both pubilicly and privately owned.
As early bird parking typically applies up to the end of the weekday maorning peak
period, it can reduce the cost of peak period travel to work by car. Bringing forward
the cut-off time {o say 07:.00am and perhaps reapplying the discount between
09:00am and 10:00am wouid provide an incentive to iravel outside the peak,
consistent with encouraging travel demand management policy of encouraging more
flexible working heurs.

L.eased parking is also available in council owned parking facilities. Some is provided
as a requirement for resource consent, but much is opticnal.

in principle, both early bird and opticnal leased parking in council-cwned public
parking facilities should oniy be provided where they are consistent with the
pertaining parking management policy. Where this is not the case, they should be
phased gut over time.
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5.5.4 Temporary Parking Lots

There are issues relaling o long stay parking in temporary lots. it is understood that
within Auckland Clly long stay parking is permitted, provided that it is not inconsistent
with the amount of parking that would otherwise prevail once the land has been fully
developed. However, there appears to be no clear statement of policy on this issue
either here or across the rest of the region. lllegal parking on lots can also add
significantly to parking supply. Councils need to be pro-active in dealing with off-
street parking that has not been given planning consent.

5.5.5 Pricing Parking

It should be ensured that parking pricing practice for public parking buildings or
parking lots, is aligned with parking policy objectives. For example, a council may
permit some early bird parking in a parking building whose primary purpose is to
provide short stay parking. While the early bird parking may utilise spaces that
otherwise might not be used and thus increase revenue without disadvantaging
visitors, it provides relatively low cost long stay parking. This can potentially conflict
with transport policy objectives.

5.6 Policy 6: Provide Regional Guidance on Parking on
Arterials

Include in the Regional Arterial Roading Plan a policy on parking on regional
arterial roads
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From g transport perspective, the safe and efficient movement of people and goods
should have priority over other uses of the available arterial road space,

it is, however, accepted that on-street parking can enhance the vitality of an area by:
+ improving the urban amenity particularly where associated with street trees,
s providing a buffer between pedestrians and moving traffic, and
= coriribuling o the success of adjacent businesses.

To balance transport and land use and economic objectives the policy on parking on
arterials should have the following components:

= As a general principle, the safe and efficient movement of people and goods
should have priority over on-strest parking on arterial roads.

«  Parking should oniy be permitted where it does not compromise safety or add
to fraffic congestion. This can require the use of no stopping at all times
controls {broken yellow lines), or can be limited to the prohibition of parking
during peak periods only through the use of clearways.

= An exception can be made where permanent on-street parking on a section of
an arterial road makes a key contribution to the economic vitality of a centre
or corridor served by the arterial.

» However, any permanent on-sireet parking must be accommodated safely
and without compromising the overall effectiveness of the arterial network in
moving people and goods.

5.7 Policy 7: Prepare Comprehensive Parking Management
Plans for Centres

Encourage an integrated approach to the supply and management of parking
in centres.

5.7.1 Comprehensive Parking Management Plans

Parking management measures should be designed and implemented as a package
of compiimentary measures. To assist in developing such packages, it is
recommended that councils prepare a Comprehensive Parking Management Plan
(CPMP) for each centre, with initial emphasis on the high density centres (and
corridors) identified in the Regional Policy Statement.
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A CPMP is a document which sets out the parking policy objectives for the centre
including parking demand management, and the council’s policies for the supply and
management of car parking, both short stay and long stay.

A CPMP integrates parking poficy with land use development and transport
improvements for the centre concerned. it indicates the means by which the council
is responding to changes in land uses including higher density, mixed use
development where appropriate, and {o future transport investment {roading and PT)
and PT service improvements.

A more market driven approach which results in a reduction in parking associated
with new developments will increase pressure on on-street parking. These should be
anticipated and measures identified and implemented which will ensure on-sfreet
parking is prioritised for short stay parking, and residential areas are protected from
any spiit-over of commuter parking.

CPMPs would also enabie developers to be fully informed of the future parking
supply and management regime applying to the centre. This could heip give
developers the confidence to put forward developments with a more innovative
approach to parking.

A further important function of CPMPs is to integrate the supply and management of
parking for the centre with planned improvements to the passenger transport system
serving the centre. This will assist in giving ARTA confidence that the councit will
ensure that PT improvements are supported by changes in the supply of long stay
parking.

CPMPs can also be the vehicle for setting out the criteria that would be used to
assess applications for commercial parking buildings and for applications for parking
above the maximum standards set out in the district plan.

5.7.2 CPMP Guideline

The preparation of a guideline would assist in clarifying the scope and content of the
CPMPs and in ensuring a consistent approach throughout the region.

5.7.3 Distinguish Short and Long Stay Parking

Short stay and iong stay parking have different functions and are subject to different
parking supply, management and pricing policies. They should be treated separately
in developing plans and policies for centres. Where possible, parking standards
should alsc differentiale between shori siay/visitor/operational parking and iong
stay/emplcyee parking.
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5.8 Policy 8: Prepare Regional Plan for Iimplementation of
Park and Ride Facilities

Encourage the development of park and ride facilities that are consistent
with the region's strategic direction and policies.

Park and fide can reduce congestion by diverting car trips to public transport during
the peak commuter pericds. It can reduce the demand for parking at the destination
thus freeing space for other uses and reducing development costs,

By encouraging greater use of public transport and reducing car usage on the more
congested parts of the road network, park and ride can improve the overall use,
efficiency and safety of the transport network and reduce the environmental effects of
car travel.

it can be particularly effective with travel to high activity centres, such as the
Auckland CBD and the major sub-regional centres, where parking can be relatively
expensive and which are relatively well served by public transport (PT). Park and ride
can, therefore, be part of a package of measures which includes parking
management and higher PT service frequency and quality improvements.

Park and Ride can be an appropriate solution in low density, high car ownership
suburban areas, where it is not cost effective to provide attractive leveils of PT
service,

5.8.1 Location

It should be ensured that the proposed facility is compatible with the area in which it
is to be located.
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5.8.2 Facilities

5.8.1 Provision of Park and Ride Facilities

5.8.2 Funding

The costs of acquiring the land, building the facility and operating and maintaining it
are met by the territorial authority concerned supported by funding from the National
Land Transport Fund through applications to Land Transport NZ. For rail-based park
and ride, however, the division of responsibilities between ONTRACK, the naticnal
rait infrastructure agency, and Land Transport NZ has resulted in funding for new rail
park and ride facilities being much more difficuit to obtain than bus or ferry park and
ride. This situation needs resolution.

5.8.3 Charging for Use

While park and ride can generate revenue in the form of additional fares, it increases
overall transport subsidy requirements. Parking is, however, free of charge as the
policy is to encourage use of park and ride and charges are seen as a potential
disincentive.

The costs of security at the twe North Shore Busway stations including manned
surveilance are mei by the North Shore City Council. The costs of rail station
security, which inciudes CCTV surveillance plus help points, are met hy ARTA.

Loaking to the future, it may be appropriate to infroduce charges to meet the costs of
providing security at park and ride facilities.

There may aiso be a case for introducing charges at some locations where demand
gxceeds supply, a situation which arose on the North Shore even before completion
of the Northern Busway. Such charges could help ration use and coudd help fund
construction of a parking structure o increase the parking supply.



5.9 Policy 8: Provide Public Parking Facilities that
Encourages Alternatives to the Single Occupant Car

Advocate the use of public parking facilities to encourage carpooiing,
vanpooling and cycling.

5.8.1 Bicycle Parking

Bicycle parking should be placed on the same footing as car parking through the
provision of bicycle parking standards in district plans.

Guidelines for Bicycle Parking Reguirements in New Developments have been
developed by ARTA in consultation with the ARC and the Territorial Authorities for
inclusion in the Auckland Regional Bicycle Parking Plan®, Appropriate aspects should
be incorporated into district plans.

5.9.2 Preference for Bicycle, Carpools and Vanpools in Public Parking
Facilities

Public parking facilities can be used to encourage carpooling and vanpooling by
giving incentives such as reduced cost or free parking or other forms of preferential
treatment. Some form of funding mechanism may be required to compensate for any
petential loss of income.

The provision of bicycle parking In public parking facilities encourages cycling by
placing bicycles on a mors leve! playing field with cars.

* These are available on ARTA’s wehb site a1 ‘Cvele parking facilities, land use and transport
guidelines
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5.10 Policy 10: Communicate the Need for Change

Communicate more effectively (o the regional community regarding the need
for, and benefits of parking management strategies that integrate parking with
Creadsr land use and transport objectives, 1o generate support for the changes
that are necessary for a more sustainable future.

There is general support across the region for reduction and, where appropriate, the
removal of on-street parking on arterial roads. [n addition, there is a need which wili
increase over time for councils to be more pro-active in the management of parking
in centres, both on-street and off-street, as part of a package of measures.

The infroduction of on-street parking controls is often controversial and sensitive both
in commercial and residential areas. There is a widespread view that expectations
and attitudes to parking are an obstacle to change. People often expect to be able to
park for free at or near their place of employment and may consider that they have a
right be able to park on street even on arterial roads.

Councils may be reluctant to impose or extend such restrictions, particularly as they
may come under strong resistance from residents and businesses affected by such
measutes

This indicates a need to commiunicate more effectively regarding the need for, and
benefits of remaving parking on arterials and managing parking within centres to
bring it in line with broader objectives including reducing dependence on the private
car and encouraging more use of passenger transport, particularly for the trip to
WOrk.
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GLOSSARY OF TERMS

« Centres refer to areas that have an agglomeration or mix of compatible activities.
These activities provide a focus for the community through the provision of social
and physical infrastructure and access to housing, employment and recreational
needs.

> High density centres {HDC) refer (¢ centres identified for intensive growth in the
Regional Policy Statement. A HDC means specific localities selected for urban
intensification due 1o physical or locational characteristics that include the intensity
of existing development, the locality’s generation of, or association with, significant
transport movements, and the iocality’s capacity for further growth

o Business Areas are areas of employment that focus on production, including
manufacturing, fabricating, processing, storage of goods, servicing and repair and
with some associated commergial activities

< Long stay parking refers to parking for a period of 4 hours or more. The
availability, management and price of long stay parking influences travel choice by
commuters.

« Short stay parking refers to parking for a period of less than 4 hours and is
important for peocple visiting a centre or location for shopping, personal business
or for leisure purposes.

¢ Operational parking refers to parking needed for the successful operation of a
business. It includes parking for company vehicles used for business purposes
during the day, and parking for business visitors/customers.

s Residential parking is parking associated with residential developments.

e Private non-Residential or Commercial parking is parking associated with
developments such as offices, industrial developments, supermarkets and
shopping centres and so forth.

e On-street parking is managed by the relevant road controlling authority, either
City or District Councils or Transit New Zealand in the case of state highways. The
road controlling authorities determine the parking controls and any charges.

¢ Public off-street parking refers to public parking in surface lots or parking
buildings. The parking lot or building may be owned and managed by the public
sector or the private seclor, or may be owned by the public sector and managed
by the private secior. Where the council owns it, the council generally sets the
parking charges {if any} and the length of stay.

o Shared parking is the use of parking spaces for two or more different land uses
at different times rather than each having their own parking spaces, e.g. office use
during the day and restauranis in the evenings.

= Early bird parking is discounted public long stay parking available {o vehicles
arriving before a certain time, typically 9:00 or 9:30 on weekdays.
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o Leased parking is parking ieased to an individual or company for their exclusive
use during a specified time period.

» Optional leased parking is leased parking which is not provided as a
requirement of a rescurce censent for the parking facility concerned, but is
provided at the discretion of the parking facility operator

+ Park & Ride is the provision of parking facilities at appropriate rail stations,
fransport interchanges or bus sfops, particularly in suburban and urban fringe
areas, i enccurage and facilitate passenger transport use. 1§ can also be used to
encourage ridesharing (carpoolingfvanpooling). Park & Ride can be associated
with bus, rail or ferry services.
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APPENDIX A - ARLTS Parking Policy:

Ensure that the pianning and management of parking resources in the region supports the
reglon’s land use and transport sutcomes

Parking fachities are key clemenis of e regioral #ansport system. Al motorised joumeys begin from
and end al parxing places. Well-managed parking facilities are essential to achieve the regior’s
wansport outcomes. The way they are managsd may reduce congestion, encourage the use of more
sustainabie medes of travel and improve safety and environmental sustainability, particularly in densely
devaioped town cenires and commercial areas that are the growth centres of the regional and national
BConomy.

3.4.1  Achieve a baiance batween the provision of car parking and managing peak pediod traffic
demands in areas of high parking demand such as the Auckland CBD and other regionat
centres. This should include consideration of parking ceilings in these areas. [ARC, ARTA &
TAs}

3.4.2 Support the development of the regian’s public transport and active mode outcomes through
appropriate parking policies and measures. This includes parking measures to influence the
travel decisions of commuiers through pricing and the planning and management of parking
supply. {ARC, ARTA & TAs)

3.4.3  Support the region’s travet demand management outcomes through appropriate parking
policies and measures. This will include developing parking management measures, including
parking restraint, io complement travel demand management inifiatives and improvements to
the passenger transport network, (ARC, ARTA & TAs)

3.4.4  Support the implementation of the Reglonal Growth Strafegy land use outcomes through
appropriate parking poficies and measures. To facilitate this policy a better understanding of
the dynamics of parking in areas of intensification and its consequential impacis is needed.
{ARC, ARTA & TAs)

3.4.5 Effectively manage the short-term parking requirements around the region’s
activity/commercial cenires. In areas of high activity the highest priority should be given to
shori-stay non-residential parking. The provision of long-stay parking should be planned and, if
necessary, appropriately priced in areas of fower demand or activity. {ARC, ARTA & TAs)

3.4.6 Develop a Regional Parking Strategy to provide regional policy direction on all parking issues
including a regionaf policy position for the provision of park and ride facilities (ARC, ARTA, and
TA's}
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APPENDIX B - Public Transport Accessibility Level (PTAL)
Approach to Setting Parking Standards

PTAL indices are mapped across London by Transport for London, The scores go
from 1 1o 8, with 1 representing the worst PT access and 6 the best PT access
sondition. All of central London is assumed fo be PTAL 6.

PTALs are now being applied in London to determine the appropriate parking
standards. The London Borough of Bromley groups its maximum non-residential
parking standards according {6 the development type and PTAL. It uses three public
transport accessibility levels, namely Low, Medium, and High. Some uses such as
food superstores (GFA>4,000m2), and non-food warehouse and offices are not
normally permitted in areas with low PT accessibility. Industrial and storage &
distribution uses are not normally permitted in areas with high PT accessibility.

Maunsell/Aecom has developed an accessibility approach to the City of Sydney’s
maximum parking standards for potentiai application by the City. The proposed
approach links parking standards for commercial uses with defined PTAL levels (fow,
medium, high and very high) for both peak and off-peak travel periods.

For residential accessibility in central Sydney Maunsell/Aecom has proposed the
application of a Land Use Transportation Index (LUTI). The LUT! (again classed as
low, medium, high or very high) is calculated based on the PTAL and the
Neighbourhood Service Level (NSL). The NSL is a measure of walk accessibility to
weighted core services such as a shopping centre or supermarket within 400m.
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APPENDIX C - Relating Parking Standards for Office
Developments to PT Use

The following calculaticn, derived inifiafly from calculations for New Lynn in the HYC
High density Cenire Parking Study [ 1. gives a basis for determining the potential
impact of increasing use of passengsr iransport for the trip to work on the appropriate
narking standard.

The 85% employees coming by car is a 2001 figure and the 75% car modal split is an
assumed rate for, say, 10 years hence.

Assume 10,000m° office space with an average of 25m° per employee. This gives
400 employees.

Assume 85% travel to work by car at an average of 1.2 persons per car. This gives a
parking requirement of 283 cars or 1 car per 35m° GFA.

At a modal split of 75% by car, the number of cars reduces to 250 and the parking
demand to 1 space per 40m°.

A reduction to 60% by car reduces the parking demand to 1 space per 50m>.

Note: These figures do not include visitor parking. They also do not take into account
the availability of other long stay/commuter parking in the area concerned.
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