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● ● ● ● ● ● ● ● ● ● ●

The Urban Calgary Students’ Association is a non-
profit organization whose objectives are to inform, 
communicate and act regarding Calgary’s urban 
environment. Created in August 2008, the 
organization focuses on the undergraduate 
population of the University of Calgary and proposes:

 INFORM: Increase the awareness of urban 
issues among campus population.

 COMMUNICATE: Identify and represent 
student’s perspective regarding urban topics.

 ACT: Actively participate in the shaping of 
Calgary by supporting and fostering proposals.

UrbanCSA advocates for the expansion of Sustainable 
Urban Development in the City of Calgary, and the 
creation of a new sustainable development 
framework involving private and public stakeholders. 
We believe that the increase of public transportation, 
residential density, mix land uses, constitutes a much 
needed alternative to the present growth model in 
the city. We also understand that such alternative, as 
an economical and environmental solution for the 
problems that Calgary and Alberta are facing 
nowadays.

● ● ● ● ● ● ● ● ● ● ●
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One of the major issues related to a Transit Oriented Development’s (TOD) success or failure is 

parking and how it is managed. To ensure a TOD’s success in Calgary the appropriate parking 

design and policy need to be implemented. 

 To ensure successful implementation, the University of Calgary student group the Urban 

Calgary Students’ Association (UrbanCSA) has compiled a report for the City of Calgary 

Transportation Department detailing some of the most successful TOD parking designs and 

policies in North America.

Although there have been reports done previously on TOD parking, most of the studies have 

focused on areas with different characteristics then the proposed Calgary TODs.  The case 

studies in this report were picked from areas in North America that have a climate or  

characteristics similar to the proposed Calgary TODs e.g. being in close proximity to a 

University, such as the proposed Brentwood TOD. 

This TOD report focuses on ways to reduce and manage parking in current Calgary C-train 

parking lots. 

Box 1
Why Reduce Parking?
Reduced parking requirements can lower TOD construction costs, which in turn can result in 
improved financial performance of projects, more affordable housing, and/or allow more 
development to be built on sites near transit. In addition, reduced parking requirements can:
• Reduce residential parking rates (by changing long-term travel behavior and car ownership 
patterns)
• Reduce office/commercial rents
• Lessen urban water runoff
• Increase taxable square footage or other community amenities
• Improve local traffic circulation
• Improve urban design, and
• Generate congestion management credits for businesses (where applicable).
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Case Study: Short Street Saanich, British Columbia Size: 4,584 m2 (1.1 acres) 

Density: 157 UPA

Site Description

Short Street is a small L-shaped street which 
previously was mostly single-family residential 
lots in the centre of a commercial corridor in 
Saanich. It is a remnant residential enclave, with 
easy access to major bus routes, the Galloping 
Goose regional trail, and commercial retail 
services. The TOD area was originally zoned for 
single family detached housing. A shift towards 
multi-family, coupled with a focus on TOD was 
done to cope with the projected growth rates in 
the area, like many Calgary TODs. The project 
includes:

 72 residential condominium units all which have 
balconies or a small patio at grade. The 
residential lots vary in size from 70 to 100 m2 
(750 to 1,050 sq. ft.) 

 Three retail units of 325 m2 (3,500 sq. ft.), 279 
m2 (3,000 sq. ft.) and 93 m2 (1,000 sq. ft.)

 750 m2 (8,000 sq. ft.) of landscaped open space 

Demographics

The developer estimates that almost all the 
buyers were first-time buyers, mostly under 40 
(young married couples and some singles) with 
some seniors and some families with children.

Figure 2: Street Design of Short Street

Figure 1:  Overhead view of Short Street

Parking Policy
Parking policies reflect three main goals:
1. Preferring uses that generate low 

traffic volume and have modest parking 
requirements.

2. Providing parking on street and below 
and/or behind buildings.

3. Reducing parking requirements 
because of the core location of the 
area, its access to regional transit 
service and a multi-use trail, the 
provision of on-street parking and 
promotion of alternative forms of 
transportation.

Site Description
Short Street is a small L-shaped street which 
previously was mostly single-family residential 
lots in the centre of a commercial corridor in 
Saanich. It is a remnant residential enclave, with 
easy access to major bus routes, the Galloping 
Goose regional trail, and commercial retail 
services. The TOD area was originally zoned for 
single family detached housing. A shift towards 
multi-family, coupled with a focus on TOD was 
done to cope with the projected growth rates in 
the area, like many Calgary TODs. The project 
includes:

Parking Policy

Parking policies reflect three main goals:

1. Prefer uses that generate low traffic 
volume and have modest parking 
requirements.

2. Provides parking on street and below 
and/or behind buildings.

3. Reduces parking requirements because 
of the core location of the area, its 
access to regional transit service and a 
multi-use trail, the provision of on-
street parking and promotion of 
alternative forms of transportation.
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Parking Policy (Continued):

The parking for the project was reduced from the typical 108 parking spaces (1.5 spaces per unit) for 
residents to 82 underground parking garage spaces, a decrease of 21 per cent. While there was a 
reduction in parking an informal survey of residents found that all reported being satisfied with the 
amount of parking provided for their personal use and four out of five were satisfied with the parking 
provided for visitor. The reduction in parking was the result of a combination of three main 
transportation demand management (TDM) measures:

Considerations:

There was a challenge coordinating the various design initiatives of the streetscape with other municipal 
departments. Although this was eventually resolved successfully, the altering of engineering standards 
(narrower streets, parking bulges, wider sidewalks, additional landscaping and street furniture) did 
require considerable effort and time.

Share parking
Residents share the commercial parking spaces 
after 6 p.m. As the commercial spaces are 
generally only used during the day, this allows 
the peak residential use to overflow into these 
unused spaces at night. There are 38 commercial 
spaces located on site. 

Car share program
The developer purchased a vehicle, created a 
dedicated on-site parking space and purchased a 
one-time $400 membership share in the Victoria 
Car Share Co-op, which administers use of the 
vehicle. The share is for each of the 72 units. 
Unusually, this membership runs with the title of 
the building so that suite owners are members of 
the car co-op program.

Subsidized transit passes for residents
Each resident received a free bus pass for two 
years from the developer, who negotiated a pilot 
project with BC Transit. Residents have unlimited 
access to bus service, paid for by the developer. 
Each trip (card swipe) generates an electronic 
record, providing data to evaluate the uptake 
and effectiveness of the program. BC Transit then 
invoices the developer a discounted rate of $1.75 
per trip to a maximum of $60 per month per 
occupant. According to the electronic record 
generated by BC Transit, the number of trips per 
month averages 770 from 42 passes, an average 
of 18 trips per pass per month. For comparison, 
the per capita average transit ridership in 2003–
04 in the Capital Regional District was five trips 
per person per month.

What could Calgary learn from Short Street

Prior to the Short Street TOD, the area was originally zoned for single detached housing, just as the 
proposed Brentwood TOD is. The shift towards multi-family, coupled with a focus on TOD was done to 
cope with the projected growth rates and changing demographic in the area, much like Calgary. 

Having the developer offer incentives such as subsidized transit passes and a car share program 
for residents of the area can decrease the dependence on the automobile and decrease the 
amount of parking required.   

Car share program
The developer purchased a vehicle, created a 
dedicated on-site parking space and purchased a 
one-time $400 membership share in the Victoria 
Car Share Co-op, which administers use of the 
vehicle. The share is for each of the 72 units. The 
membership runs with the title of the building so 
that suite owners are members of the car co-op 
program.
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Case Study: The Berkeleyan and the Gaia 
Buildings, Berkeley, California

The Berkeleyan
Lot size: 10,700 sf
Density: 227 units / acre
The Gaia
Lot size: 14,850 sf
Density: 267 units / acre
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Site Description

The Berkeleyan and The Gaia building are mixed 
use apartment developments that are located 
just outside of the UC Berkeley campus. Both 
are also blocks away from the Central Bay Area 
Rapid Transit (BART) station and within the 
boundaries of district 4, the main downtown 
area (see Figure 3).

Addison street- several blocks away from both 
TODs- is the heart of the cultural district and 
offers many galleries, boutiques and displays of 
public art. The area immediately surrounding 
the TODs is fairly high density and includes 
residential, commercial, civic and office 
buildings. However, several blocks west the 
density is much lower and predominantly 
residential. There remains significant traffic 
during evenings and weekends because of its 
close proximity to local restaurants, theatres 
and shops.

Demographics 

Figure 3: Location of the Berkeleyan and the Gaia Building

Figure 5: The Berkeleyan Figure 4: The Gaia

Demographics 

Young adults are the dominant demographic in 
this neighbourhood due to its close proximity to 
the university. The area also experiences a large 
influx of people during commuting hours as it is 
close to a major transit node, and because the 
university is the largest employer in the city.
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Parking Policy
In the downtown district of Berkeley, there are 1,394 on-street parking spaces and 1,688 off-street 
spaces. Some of these spaces are metered (costs ranging between $1.00-$2.00/hr) and others require 
permits (especially in residential areas). Although this is a considerable amount, residential areas can 
still have problems with spillover parking, especially during weekday afternoons. 

Parking policy in Berkeley reflects three 
areas of concern: residential, business 
and emissions (or environmental). The 
relationship between these is shown in 
Figure 6. The areas of overlap reflect 
the most important goals of parking 
management in Berkeley. These include 
a maintained supply of residential 
parking spaces, available downtown 
parking, reducing congestion, 
encouraging alternative modes of 
transport and the reduction of traffic 
impacts of future developments in the 
downtown district. These efforts 
greatly reduced the demand for onsite 
parking, and owning a car in general.

New development projects in downtown Berkeley have taken these goals seriously and have 
implemented creative solutions for dealing with parking. The Berkeleyan and the Gaia Building are 
examples of such developments. 

Figure 6: Parking Management Goals for the City of 
Berkeley, CA.

The Berkeleyan

The Berkeleyan was completed in 1998 by 
Panoramic Interests. The building contains 56 
residential units, and is mixed-used as it includes 
4,500 square feet of commercial space and a 
rooftop garden. In order to meet parking 
requirements, Panoramic Interests invested in 
three level parking lift, which is much more space 
efficient that traditional lot parking (See Figure 7). 
This innovative parking solution allowed an 
increase from 28 units to 56 units, and more 
commercial space on the ground floor. Operating 
and security costs are also less for stack parking. 
While traditional concrete parking structures 
average about $25,000k per space, mechanized 
stack-parking structures cost about $12,000. 

The Gaia

Panoramic Interests also developed the Gaia 
Building in 2001. Like the Berkeleyan, it provides 
commercial space and a rooftop garden. 
However, it provides more residential space with 
91 units (19 of which are low-income). Because 
of its success in the Berkeleyan, a mechanized 
parking lift was also used in the Gaia building.  
This technology allowed the developers to 
provide 42 parking spaces in an area that would 
only accommodate 14 cars if the traditional lot 
layout were used. In addition to stack parking, 
the Gaia building also offers an electric car 
sharing program and secure bike storage. 
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Parking Policy (Continued)

It is also important to note the scale and level of 
integration of the Berkeleyan and Gaia projects. 
The parking structures were kept to a modest 
size and were incorporated with respect to the 
existing urban form. These elements 
encouraged a safe and functional environment 
rather than an unattractive and threatening 
one, experienced in many other existing 
parkades. 

The success of these projects can largely be 
attributed to the following:

 Well-developed parking policies and 
development regulations

 Strong communication and cooperation 
between city and developer

 High value on land, and as a result a high value 
on land-use efficiency.

 Accessibility to alternative modes of 
transportation

Considerations:

In regards to downtown Berkeley in general, spillover parking still remains an issue for some 
neighbourhoods. They have tried to solve this through parking permits, but many people still park 
illegally in the central residential areas. As mentioned above, the City of Berkeley is trying to ameliorate 
this problem through parking requirements in new developments. The problem of spillover will not be 
solved by several stack-parking structures alone, but it does have the potential to act as a critical 
component in the overall reduction. 

Figure 7: The park lifts at the Berkeleyan

The horizontally accessibly platforms are lifted and 
lowered by a hydraulic lifting system. All parking 
spaces are accessible independently from each 
other, adding convenience and efficiency.

What could Calgary learn from Berkeley

Calgary TODs could benefit greatly by examining the parking challenges faced by downtown Berkeley 
and the innovative solutions that have been implemented there.  More specifically, Implementing 
automated parking structures into select buildings decrease the need for on street parking and may be 
more cost effective then a parkade.  The Berkeley Case Study also illustrates the benefits of a 
comprehensive approach to parking which considers a business, residential and environmental 
perspectives.
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Case Study: West Hyattsville, Maryland  (Plan) Size: 126 Acres

Density:N/A

7

Demographics

The TOD has not yet been 

Site Description

The West Hyattsville TOD is envisioned to 
be Prince George’s County Maryland’s first 
compact, mixed-use, quality ‘transit village’ 
development. Located around an existing 
underutilized Green Line Metrorail station, 
the transit village concept provides a 
diversity of opportunities to live, work, shop 
and play in a low-rise (2-6 story) community 
that features:

• 3,600 residential units - offering several 
housing choices;

• 1,000,000 square feet of office / 
commercial space - creating 4,000 jobs;

• An extensive system of civic, park and 
open spaces; and

• A finely balanced street and circulation 
network – maximizing both the accessibility 
of the site’s features to one another and the 
site’s relationship to transit

Demographics

The TOD has not yet been constructed in 
West Hyattsville, though the planners 
believe that the demographics of the area 
will be similar to other TOD’s and include 
immigrant families, young urban 
professionals and seniors. 

Figure 9: A transit district plan and a parking study have been 
composed for West Hyattsville 

Figure 8: Land uses in the proposed West Hyattsville TOD
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Parking Policy

The West Hyattsville TOD incorporates a number of different parking policies and parking structures to 
reduce parking. Seen below Figure 10. is a map of the proposed different parking methods that would 
be available to commuters that include a variety of structured, at grade and offsite parking. 

Diversification of parking methods 

Figure 10: Diversification of types of parking in the West Hyattsville TOD
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Distance Based Parking Strategy

The West Hyattsville TOD Parking Strategy recommends using a distance based parking strategy with 

incentives for car sharing (Box 2). For example: within a quarter of mile and outside a quarter of a mile

of the TOD, the parking requirements for residential parking where transit passes are provided are 

reduced by five percent. As “car sharing” contracts are included, the residential parking requirements 

would be reduced by another 5 percent. In addition, an on-street parking credit adjacent to a specific 

block will be used to reduce off-street parking requirements for that block.

Establish a station area-wide parking entity to integrate and manage all parking 

recommended by the TOD strategy. The entity’s responsibilities could include:

• Ensuring that each phase of development takes advantage of underutilized, excess parking in the 

station area. Excess parking could be used by adjacent new development, could be leased by other users 

or could be additional commuter parking.

• Enforcing a residential permit program.

• Establishing a parking meter program to regulate on-street commercial parking.

• Allocating parking revenues to ensure that the parking management program is successful.

• Administering a transit pass program for station area residents.

• Executing “car-sharing” agreements with providers, and reserving spaces for “car-sharing” vehicles.

• Coordinate a transit shuttle bus service linking the station area to nearby neighborhoods.

Reducing parking standards:  
Prince George’s County’s existing parking requirements will be used as a baseline for reducing the 

parking proposed in the new TOD parking standards for the West Hyattsville TOD (Box 2). Implementing 

the recommended TOD Parking Standards will reduce required parking, compared to the Prince 

George’s County code, from 10,500 spaces to 7,800 spaces, a savings of approximately 25 percent. 

Under the recommended TOD parking program, approximately 5,337 spaces (approximately 65 percent) 

would be in parking structures (tuckunder, podium, or multi-story). About 1,200 on-street spaces may 

be credited towards parking required for adjacent development, and 100 on street spaces remain 

available for casual, kiss-n-ride, civic and park usage. For this planning effort, WMATA parking has been 

reduced to no more than 300 spaces in one parking structure.

Parking Policy (Continued)
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Box 2 
Parking Standards

Base Line: These requirements were used a baseline for reducing the parking proposed in the new TOD 
Parking standards for the West Hyattsville station area.

The County’s parking code for off-street surface parking includes the following provisions:

Residential (Townhouses): 2.0 spaces per dwelling unit;

Residential (multi-family within 1 mile of station): 1.33 spaces per residential unit (one bedroom), plus 
0.33 for each additional bedroom over 1;

Retail / Commercial: 1 space per 150 GFA for the first 3000 GFA, then 1 space per 200 GFA above the 
first 3000 GFA (5 spaces/1,000 GFA); and

Office: 1 space per 250 GFA for the first 2,000 GFA, then 1 space per 400 GFA above the first 2,000 GFA 
(2.5 spaces/1,000 GFA).

New Parking Standards: The plan alters the existing parking standards by converting minimums to 
maximums.

Residential – within 1/4 mile of Metro station (Schedule 1): 1 space per residential unit, plus 0.20 for 
each additional bedroom over 1. Where transit passes are provided with the dwelling units, the 
requirements would be reduced by 5 percent. As “car sharing” contracts are included the requirements 
would be reduced by another 5 percent.

Residential – outside 1/4 mile of Metro station (Schedule 2): 1.33 spaces per residential unit, plus 0.33 
for each additional bedroom over 1 (the current requirements). Where transit passes are provided with 
the dwelling unit, these requirements would be reduced by 5 percent. As “car sharing” contracts are 
included, the requirements would be reduced by another 5 percent.

Retail/commercial – within ¼ mile of station (Schedule 1): 2.75 spaces per 1000 feet of gross floor area 
(GFA). Retail/commercial – outside ¼ mile of station (Schedule 2): 3.5 spaces per 1000 GFA. Office: 2.25 
spaces per 1000 GFA.

What Calgary could learn from West Hyattsville

Although West Hyattsville is just in its planning stages many lessons can be learned from their 
proposed parking policies. First, diversifying the types of parking allows certain types of parking to be 
integrated into pedestrian areas  (underground parking) while other types of parking (at grade) to be 
inexpensively implemented into off site automobile dominated areas. Second, using the existing 
parking standards as a base line for reducing parking standards would allow Calgary to parking 
standards to be site specific. Lastly, a station area-wide parking entity would help coordinate and 
develop parking initiatives.
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case
Case Study: Lower Lonsdale, North Vancouver, 

British Columbia
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Site Description

Lower Lonsdale is located in The City of North 
Vancouver, British Columbia. Along with the 
District of North Vancouver and West 
Vancouver, it makes up what is commonly 
referred to as the North Shore. The area is a 
very influential part of the transportation
infrastructure Vancouver and has been the 
subject of urban renewal and intensification 
over the last 10 years. The current 
redevelopment of the waterfront area is an 
extensive Transit Orientated Development that 
seeks to decrease the dependency of single
occupant automobile travel, as well as increase 
the livability and diversity of the area, while 
maintaining and improving the areas 
sustainable features and ecological footprint. 

The area is composed of largely mixed-use 
developments consisting of new and old
buildings. The concentration of people tends to 
increase during the day and on weekends, as 
the commercial elements of Lonsdale remain 
vibrant. Increased density has come in the form 
of a variety of residential development 
buildings from mixed-use commercial and 
residential low-density units, to medium and 
high-density residential buildings.

The focal point of the Lower Lonsdale area is 
the Lonsdale Quay. The Quay is a diverse local 
market place along the pier, with boutique 
shops, bars, a hotel and many establishments to 
purchase fresh beef, poultry, produce, fruit and 
fish. The market is lively and transit accessible 
and has continued to deliver a sense of place to 
the community amidst the massive renewal of 
the area. 
The strong support network of transit in the 
area allows for easy mobility throughout the 
city including very agreeable travel times to 
major institutions such as Capilano University, 
Simon Fraser University, and the University of 
British Columbia. The area has transit corridors 
that enable the quick access to major 
transportation routes also, such as Highway 99 
and the Trans Canada Highway

Demographics

The demographics of the area are diverse and 
unique. The area accommodates those who 
have called Lower Lonsdale home for decades 
as well as a new, younger generation of 
individuals looking to find a comfortable 
community. A third of the population is 
between the ages of 25-44. The area currently 
has a population of over 45,000 people.
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Parking Policy

The Lower Lonsdale area has long-term parking strategies based on Transport Demand Management 
(TDM) goals. These strategies are aimed at decreasing the reliance on single occupant automobile travel, 
increasing ridership and promoting green modes of transit and transportation, along with promoting 
pedestrian foot traffic and increasing bicycle use. The area is extremely mixed use as can be seen in 
Figure 12, so people living in the area do not need to depend on an automobile to meet their daily 
wants and needs. Commuters from outside of the area are discouraged to commute to the area using 
automobiles through parking zoning laws. 

Figure 12: Land uses in Lower Lonsdale 
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Parking Policy 

Figure 13: Parking in Lower Lonsdale

Zoning

One of the key methods that was implemented to discourage long term parking was the implementation 
of parking bylaws that limit the amount of time one can park in a certain parking stall. Figure 11 below is 
the current zoning regulation on how long one can park in an area. The parking spaces closer to The 
Quay (pier area) have the shortest duration of time in which one can park to ensure a high turnover rate. 
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Parking Policy

The TIME Project

Overall, residents are very satisfied with the quality of the project, including 78 per cent of residents who are satisfied 
with the amount of parking provided for their personal use and 76 per cent who are satisfied with parking provided for 
visitors. Further, 97 per cent are satisfied with the amenities in the neighborhood, such as shopping, services, schools 
and recreation.

The lesson that can be learned from the TIME development is that: parking for residents should be supplied within the 
developments in which they live in.

Time is a 265-unit, mixed-use project located within easy walking distance 
of the SeaBus passenger ferry terminal and market at Lonsdale Quay in 
Lower Lonsdale.

The developer was required to replace the surface parking spaces lost as 
a result of the development. The project contains 111 spaces for the 
commercial component and a further 1.3 spaces for each residential unit, 
totaling 353 residential parking spaces. All parking spaces are located 
underground. The City required the developer to provide an additional 
150 public parking spaces above the minimum number required, and the 
City agreed to a cost-sharing arrangement for these extra spaces, which 
are in two underground parking garages.Figure 14: The TIME development

What Calgary could learn from Lower Lonsdale

Calgary could learn from this Transit Orientated Development in many ways. Strict zoning allows for parking to 
be effectively managed with respect to increased ridership, increased traffic to the area and spillover. 
Maintaining and re-zoning the area would alleviate many concerns.  LRT Park and Ride lot remains a positive 
aspect of the some TOD plans. Calgary needs to embrace the fact that complete communities are effective tools 
in not only the future development of the city to accommodate its imminent growth, but also to seize the 
opportunity to enhance the sustainability of the community. The concerns over crime and parking are always 
large. A more active community with emphasize on the live, work and play element, creates an area that is 
more responsive and less tolerating to crime. It does not cultivate such behavior. By promoting the use of public 
transportation, and by diminishing the focus on the automobile, development schemes can be beneficial in 
implementing smarter growth practices. Placing a strong influence on greener and alternative modes of 
transportation is also a key factor. The Lonsdale Quay is a community staple and is able to thrive and continue 
to deliver a sense of place for new and old residents while development is occurring. If such a place existed in 
proposed TOD areas, the transformation is easier for residents to embrace, and the community is participating 
in what would be a positive revitalization. This would also encourage residents to accept new forms of green 
transportation. In effect, this would decrease the need for extremely expensive parking alternatives in favor of 
a more balanced use of public transportation.
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case
Case Study: North York Centre, Toronto, Ontario
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Site Description

North York Centre is the result of many years of focusing growth around Toronto’s subway network in a 
sustainable manner. In the 22 years since the station was built, North York has effectively become a new 
urban node, resulting in a slightly more polycentric urban form for the city and absorbing growth that 
would otherwise have put strain on the infrastructure of Toronto proper. Additional information about 
North York Centre includes:

 In 1985, at the time it was decided a new 
subway station was needed, there were 
17,500 jobs in the immediate vicinity with 
40,000 projected to be created by the 
year 2000.

 It was designed to be a new high-density 
centre in order to alleviate pressure on 
downtown Toronto

 2006 data shows one of the highest 
population densities in the entire ward

 Located close by several major 
attractions: North York Central Library, 
Toronto Centre For The Arts, Cineplex 
Odeon, and Solar Stage Theatre

  It is a mixed Use commercial residential  area

 It was Intended to “ensure the stability of the existing low density residential communities”

Demographics

The population of Ward 23 (containing North York Centre) can be described as having a higher 
percentage of “yuppies”: young, well-educated, highly-paid, white-collared workers with fewer children 
(compared to Toronto as a whole). It displays higher percentages of high- and low-income earners with 
a smaller middle class, characteristics of a high-density area. The area has a median income range 
(which has been rising) of $45k-$55k/yr (Toronto: $52,833) and 30-40% of the population being low-
income before tax (Toronto: 24.5%)

Figure 15: rendering of the North York Streetscape
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Parking Policy

Limiting the amount of parking

1. The supply of parking is strictly regulated so as to attain an overall average auto driver modal split of no 
more than 33 per cent in the p.m. peak hour for all new developments

2. As of current date, no on-street parking permits are being issued for North York, though it appears that 
the majority of large buildings in the area have underground parking.

3. Minimum and maximum parking requirement will be applied for all projects requiring a rezoning for 
increased density or change in use (Box 3)

4. Surface parking should be limited generally to short term visitor parking for residential uses, with other 
parking provided underground to the greatest extent practical. When unfeasible, parking should be 
screened by the building itself or landscaping

Use the high demand for parking to the residents advantage

Some residents living in the North York area use websites such as ParkAtMyHouse.com which uses market forces 
for the benefit of residents (making money off of space that would otherwise be stolen) and for commuters who 
still feel they have to drive. This program would require first the implementation and issuing of parking permits to 
residents, and careful monitoring by traffic police.

Box 3 
Parking standards:

Commercial uses

Minimum of 0.9 spaces per 100m2 of GFA

Maximum of:
 For projects with access to rapid transit, the formula for the number of spaces (P) is 

determined by the distance (D) from the project’s centroid to the nearest station entrance:   
P = 1.0 + 0.0008 D (for D up to 500m)

 For all other projects: 1.4 spaces per 100m2 of GFA

Residential uses

 Minimum of 1.0 spaces per dwelling unit

 Maximum of 1.2 for transit-accessible projects, and 1.4 for others
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Considerations

Because of the high degree to which Torontonians utilize their subway system, parking has never really 
been an issue. Also, because of the scale of the area’s development into a central business district, the 
large commercial and residential buildings were able to instigate underground parking in a cost-effective 
manner. On-street parking has not yet become problematic to the point of requiring permits for 
residents of the area, though the City of Toronto’s Transportation Services has been looking into the 
implementation of permits being necessary in Scarborough and North York.

What Calgary could learn from North York

Calgary’s commuters are of a different nature and though a high percentage of commuters to and from 
the area will use the CTrain, high levels of automobile travel should be expected in the area. Calgary 
TODs are going to be redeveloped into a major employment and activity centre that concentrates some 
of Calgary’s dispersed growth, similar to how North York is a new major node relative to downtown 
Toronto. In this sense, both the Calgary and Toronto situations are alike, with Calgary differing mostly in 
terms of scale. Recommendations for dealing with parking issues include:

1. When possible, incorporating underground parking for the development. As a large volume of 
the area’s traffic will be the result of either residents or workers, a shared parking strategy 
should effectively address long-term parking needs.

2. Issuing parking permits to the surrounding neighbourhoods with an eye toward limiting the 
number of cars and parking spaces used by residents. This will require strict enforcement. 
Whenever possible, encouraging efficient use of space in garages and driveways should be a 
priority.

3. The CTrain is the most critical connection between this node and the rest of the city and must 
be given top priority to ensure high-quality, efficient & effective transit service comparable to a 
lower-density version of the subway serving North York Centre.

Figure 16: Entrance to North York Station
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In looking at the five case studies, there is no one right way to construct and design TOD parking, there 

are certain successful policies and designs that appear in TOD’s around North America. The different 

policies and designs include:

1. Reduced Parking Standards: Different TOD sites reduced parking standards using two main 

methods. 

a) Converting minimum parking standards into maximums in the land use bylaw 

b) Using a formula to determine the required amount of stalls. For example: The 

number of parking spaces (P) for commercial use in North York Toronto was 

determined by: P= 1.0 + 0.0008 D (for D up to 500m).  (D) = the distance from the 

projects centroid to the nearest station entrance. 

2. Free Transit passes for those living in and around the TOD area. Where transit passes are 

provided the requirements for parking can be further reduced. 

3. Diversification of parking. Different parking methods include:

a) Shared parking: Shared parking is publicly and/or privately-owned parking that is 

used by two or more separate land uses without conflict. The success of shared 

parking depends on the specific uses on the site and the interaction of uses. In 

particular, shared parking works best when adjacent land uses have different peak 

activity periods (e.g., an office building and cinema).

b) District parking: District parking is a large-scale application of shared parking, and is 

usually implemented in urban commercial and retail areas using multiple parking 

facilities. District parking can be particularly beneficial to new development, as it 

can reduce the marginal costs of new construction. Many districts allow developers 

to contribute cash in lieu of providing parking themselves.
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c) Satellite parking: This strategy has single employers, groups of employers, or a 

transportation management association (TMA) providing dedicated off-site parking 

for employees, which is then served by specialized transportation (e.g., direct 

shuttle van service) or public transportation. This replaces expensive on-site parking 

with lower cost off-site parking, and is primarily a means to manage on-site supply 

and demand.

d) Carpool parking: With this strategy, employers or TMAs convert a significant share 

of preferentially located single occupant vehicle (SOV) parking to preferentially-

priced high occupancy vehicle (HOV) parking. The effectiveness of this strategy will 

be greater in regions with a robust system of HOV lanes.

e) Unbundling housing and parking: Housing and parking can be unbundled and sold 

through separate markets. In this case, vehicles are parked off the street in parking 

garages independent of housing units, creating a direct incentive to reduce car 

ownership and use.

Along with different methods of parking there should be different structures in which to park.

f) At grade parking: this mode of parking although inexpensive, should be used in 

moderation and designed to blend into the streetscape. For example: avoid having 

pedestrians having to walk across a large parking lot to access stores and residences.

g) Underground and aboveground parking: This form of parking is more expensive 

than at grade parking but can accommodate more vehicles and give rise to a more 

active street life.  
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h) Mechanized parking: This technology can be used to vertically stack up to three cars 

in a space roughly equivalent to one level of parking, effectively creating structured 

parking where none existed. Because the lift (which holds multiple cars) must drop 

into a below-grade “pit” to bring the topmost car to ground level, mechanized 

parking can only be used for small to mid-sized projects with one “level” of parking.

The West Hyattsville TOD site plan provides the best example of how to diversify parking in an area. 

4. Using modern technologies to control parking within neighborhoods: For example: One of the 

concerns posed by communities surrounded by TODs is that users of the park and ride system 

will park will park in front of residents houses.  Households can turn this into a business 

opportunity by using services such as Parkatmyhouse.com which enables households to rent 

parking spaces in front of their houses. While enforcement is needed for this service, it provides 

households in the community a chance to earn money from the TOD.   

5. Using strict time regulations for parking. This would include creating stalls that had 15, 30, 60 

minute parking regulations. This method of parking control allows for businesses to have a 

steady stream of traffic. The parking stalls with the shortest time limits should be closest to the 

commercial part of the development.  

6. Parking Enforcement

Enforcement may be provided by a number of methods, including:

Attendants/cashiers – Staff located at the parking garages to provide security;

Meters/validation machines – can ensure frequent turnover;

Slot boxes – a centralized box whereby users can put money into a numbered slot that 

corresponds to the number of the parking space they are using 
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Parking passes or permits – passes that allow transit users to park at certain parking lots within 

the development. 

7. While Calgarians will still rely heavily on automobiles for years to come and with the one of the 

goals of a TOD being the reduction of dependence on the automobile, our organization believes 

that the reduction in parking at any proposed TOD will have to come incrementally (Box 4).  

This incremental decrease will be supported by Calgary’s changing demographic which includes 

a higher percentage of immigrants and more elderly. Both of these demographics rely less on 

the automobile and more on public transit, thus parking can decrease.  

.org/newsletters/March05.pdf

Box 4 

Example of Phase One Implementation Considerations: West Hyattsville

METRO Service and Bus Transfer Park-n-ride

The logical first step may be to open up much of the existing park-and ride site for initial development, 

to ensure that there is a cohesive, attractive focus of development at the center of the TOD station area. 

To minimize impacts on existing park-n-ride activity, the underutilized metered spaces east of the 

station would serve well as a temporary means to absorb some overflow parking. As early as possible, 

the warehouse immediately west of the station, which is currently privately owned and vacant, should 

be acquired and converted into a surface park-and-ride lot until the first parking garage is built. The 

location of the proposed temporary lot is identified as Block G on the TOD Plan. The block is 4.5 acres, 

large enough to accommodate 600 surface spaces, with good road access and pedestrian connections 

to the station from Ager Road. Ultimately, however, the goal is to reduce WMATA parking to no more 

than 300 spaces.
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Because the TODs will be constructed over the next fifty years, it is very difficult to determine the future
of transportation in Calgary. So it is of the utmost importance that the TODs are able to adapt to any 
emerging technology. 

Saying this, there are some issues that will most likely remain static. 

 Any future mode of personal transportation will require a space to park the vehicle. 
 Due to Calgary’s cold winters it is likely that people will still rely heavily on a personal form of 

transportation, so some parking will always be needed.
  Residents of the TOD areas will rely more on public transportation than residents in other parts 

of the City.  
 The C-train will continue to be an important part of Calgary’s transportation infrastructure. For 

even if a environmentally friendly, inexpensive automobile is developed, Calgary’s road network 
can only support so much traffic and parking stalls will be limited in areas such as the 
downtown. 

The City of Calgary should implement 4 main parking strategies:

 Have the developer of the area supply the residents of the area with free transit passes.
 Diversify parking e.g. don’t just have one giant parkade to house all the parking. Investigate the 

possibility of small scale mechanical parking structures.
 Allow residents in outlying communities to rent out parking spaces in front of their residence.
 Have time limits on parking stalls close to businesses as to ensure a high parking turnover rate.

Figure 17:  The C-train in downtown Calgary
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The Urban Calgary Students’ Association
 is a non-profit organization whose objectives are to inform, communicate and act regarding 
Calgary
’s urban environment. Created in August 2008, the organization focuses on the undergraduate population of the 
University
 of 
Calgary
 and proposes:
INFORM:
 
Increase the awareness of urban issues among campus population.
COMMUNICATE:
 Identify and represent student’s perspective regarding urban topics.
ACT:
 
Actively participate in the shaping of 
Calgary
 by supporting and fostering proposals.
UrbanCSA advocates for the expansion of Sustainable Urban Development in the City of 
Calgary
, and the creation of a new sustainable development framework involving private and public stakeholders. We believe that the increase of public transportation, residential density, mix land uses, constitutes a much needed alternative to the present growth model in the city. We also understand that such alternative, as an economical and environmental solution for the problems that 
Calgary
 and 
Alberta
 are facing nowadays.
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)

One of the major issues related to a Transit Oriented Development’s (TOD) success or failure is parking and how it is managed. To ensure a TOD’s success in Calgary the appropriate parking design and policy need to be implemented. 

 To ensure successful implementation, the University of Calgary student group the Urban Calgary Students’ Association (UrbanCSA) has compiled a report for the City of Calgary Transportation Department detailing some of the most successful TOD parking designs and policies in North America.

Although there have been reports done previously on TOD parking, most of the studies have focused on areas with different characteristics then the proposed Calgary TODs.  The case studies in this report were picked from areas in North America that have a climate or  characteristics similar to the proposed Calgary TODs e.g. being in close proximity to a University, such as the proposed Brentwood TOD.  

This TOD report focuses on ways to reduce and manage parking in current Calgary C-train parking lots.  

 (
Box
 1
Why Reduce Parking?
Reduced parking requirements can lower TOD construction 
costs, which in turn can result 
in improved financial performance of projects, more afford
able housing, and/or allow more 
development to be built on sites near transit. In addition, reduced parking requirements can:
• 
Reduce residential parking rates (by changing long-term travel behavior and car o
wnership 
patterns)
• 
Reduce office/commercial rents
• 
Lessen urban water runoff
• 
Increase taxable square footage or other community amenities
• 
Improve local traffic circulation
• 
Improve urban design, and
• 
Generate congestion management credits for businesses (where applicable).
)
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Case Study: 
Short Street
 
Saanich
, 
British Columbia
Size: 
4,584 m2 (1.1 acres) 
Density: 
157 UPA
)

 (
Short Street
)
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 (
Site Description
Short Street is a small L-shaped street which previously was mostly single-family residential lots in the centre of a commercial corridor in Saanich. It is a remnant residential enclave, with easy access to major bus routes, the Galloping Goose regional trail, and commercial retail services. 
The TOD area was originally zoned for single family detached housing. A shift toward
s multi-family, coupled with a 
focus on TOD was done to cope with the projected growth rates in the area, like many Calgary TODs.
 
The project includes:
)Site Description



Short Street is a small L-shaped street which previously was mostly single-family residential lots in the centre of a commercial corridor in Saanich. It is a remnant residential enclave, with easy access to major bus routes, the Galloping Goose regional trail, and commercial retail services. The TOD area was originally zoned for single family detached housing. A shift towards multi-family, coupled with a focus on TOD was done to cope with the projected growth rates in the area, like many Calgary TODs. The project includes:



· 72 residential condominium units all which have balconies or a small patio at grade. The residential lots vary in size from 70 to 100 m2 (750 to 1,050 sq. ft.) 



· Three retail units of 325 m2 (3,500 sq. ft.), 279 m2 (3,000 sq. ft.) and 93 m2 (1,000 sq. ft.)

 (
Figure 
1
:  Overhead view of 
Short Street
)

· 750 m2 (8,000 sq. ft.) of landscaped open space 



 (
Parking Policy
Parking policies reflect
 
three main goals:
P
referring uses that generate low traffic volume and h
ave modest parking requirements.
P
roviding parking on street and below and/or behind buildings
.
R
educing parking requirements because of the core location of the area, its access to regional transit service and a multi-use trail, the provision of on-street parking and promotion of alternative forms of transportation
.
)Demographics



The developer estimates that almost all the buyers were first-time buyers, mostly under 40 (young married couples and some singles) with some seniors and some families with children.

 (
Parking Policy
Parking policies reflect
 
three main goals:
Prefer
 uses that generate low traffic volume and have modest parking requirements.
Provid
es
 parking on street and below and/or behind buildings.
R
educ
es
 parking requirements because of the core location of the area, its access to regional transit service and a multi-use trail, the provision of on-street parking and promotion of alternative forms of transportation
.
)





















 (
Figure 
2
: Street Design of 
Short Street
)
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)Parking Policy (Continued):

The parking for the project was reduced from the typical 108 parking spaces (1.5 spaces per unit) for residents to 82 underground parking garage spaces, a decrease of 21 per cent. While there was a reduction in parking an informal survey of residents found that all reported being satisfied with the amount of parking provided for their personal use and four out of five were satisfied with the parking provided for visitor. The reduction in parking was the result of a combination of three main transportation demand management (TDM) measures:

 (
Subsidized transit passes for residents
Each resident received a free bus pass for two years from the developer, who negotiated a pilot project with BC Transit. Residents have unlimited access to bus service, paid for by the developer. Each trip (card swipe) generates an electronic record, providing data to evaluate the uptake and effectiveness of the program. BC Transit then invoices the developer a discounted rate of $1.75 per trip to a maximum of $60 per month per occupant. According to the electronic record generated by BC Transit, the number of trips per month averages 770 from 42 passes, an average of 18 trips per pass per month. For comparison, the per capita average transit ridership in 2003–04 in the Capital Regional District was f
ive trips per person per month.
) (
Share parking
Residents share the commercial parking spaces after 6 p.m. As the commercial spaces are generally only used during the day, this allows the peak residential use to overflow into these unused spaces at night
. There are 38 commercial spaces located on site. 
Car share program
The developer purchased a vehicle, created a dedicated on-site parking space and purchased a one-time $400 membership share in the Victoria Car Share Co-op, which administers use of the vehicle. The share is for each of the 72 units. Unusually, this membership runs with the title of the building so that suite owners are members of the car co-op program.
)







 (
Car share program
The developer purchased a vehicle, created a dedicated on-site parking space and purchased a one-time $400 membership share in the Victoria Car Share Co-op, which administers use of the vehicle. The share is for each of the 72 units. 
The 
membership runs with the title of the building so that suite owners are members of the car co-op program.
)













Considerations:

There was a challenge coordinating the various design initiatives of the streetscape with other municipal departments. Although this was eventually resolved successfully, the altering of engineering standards (narrower streets, parking bulges, wider sidewalks, additional landscaping and street furniture) did require considerable effort and time.

 (
What could 
Calgary learn from Short Street
Prior to the Short Street TOD, the area was originally zoned for single detached housing, just as the proposed Brentwood TOD is. The shift towards multi-family, coupled with a focus on TOD was done to cope with the projected growth rates and changing demographic in the area, much like 
Calgary
. 
Having the developer offer incentives such as 
subsidized transit passes 
and a 
car share program 
for residents of the area
 
can decrease the dependence on the automobile and decrease the amount of parking required.   
)
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The Berkeleyan and 
Gaia
 
Buildings
 
) (
Figure 
3
: 
Location of the Berkeleyan and the 
Gaia
 
Building
)Site Description



The Berkeleyan and The Gaia building are mixed use apartment developments that are located just outside of the UC Berkeley campus. Both are also blocks away from the Central Bay Area Rapid Transit (BART) station and within the boundaries of district 4, the main downtown area (see Figure 3). 



Addison street- several blocks away from both TODs- is the heart of the cultural district and offers many galleries, boutiques and displays of public art. The area immediately surrounding the TODs is fairly high density and includes residential, commercial, civic and office buildings. However, several blocks west the density is much lower and predominantly residential. There remains significant traffic during evenings and weekends because of its close proximity to local restaurants, theatres and shops.

 (
Demographics 
Young adults are the dominant demographic in this neighbourhood due to its close proximity to the university
. 
The area also experiences a large influx of people during commuting hours as it is close to a major transit node, and because the university is the largest employer in the city.
) (
Demographics 
)





















 (
Figure 
4
: The Gaia
)

 (
Figure 
5
: 
The Berkeleyan
)
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Case Study: 
The Berkeleyan
 and 
the 
Gaia
 
Buildings
, 
Berkeley
, 
California
The Berkeleyan
Lot
 size:
 
10,700 sf
 
Density:
 227 units / acre
The Gaia
Lot
 size:
 14,850 sf
Density:
 267 units / acre
)
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)Parking Policy

In the downtown district of Berkeley, there are 1,394 on-street parking spaces and 1,688 off-street spaces. Some of these spaces are metered (costs ranging between $1.00-$2.00/hr) and others require permits (especially in residential areas). Although this is a considerable amount, residential areas can still have problems with spillover parking, especially during weekday afternoons. 



Parking policy in Berkeley reflects three areas of concern: residential, business and emissions (or environmental). The relationship between these is shown in Figure 6. The areas of overlap reflect the most important goals of parking management in Berkeley. These include a maintained supply of residential parking spaces, available downtown parking, reducing congestion, encouraging alternative modes of transport and the reduction of traffic impacts of future developments in the downtown district. These efforts greatly reduced the demand for onsite parking, and owning a car in general.

 (
Figure 
6
: 
Parking Management Goals for the City of 
Berkeley
, 
CA
.
)



New development projects in downtown Berkeley have taken these goals seriously and have implemented creative solutions for dealing with parking. The Berkeleyan and the Gaia Building are examples of such developments. 

 (
The Berkeleyan
The Berkeleyan was completed in 1998 by Panoramic Interests. The building contains 56 residential units, and is mixed-used as it includes 
4,500 square feet
 
of 
commerc
ial space and a rooftop garden. 
In order to meet parking requirements, Panoramic Interests invested in three level parking lift, which is much more space efficient that traditional lot parking
 (See 
Figure 7
)
. 
This innovative parking solution allowed an increase from 28 units to 56 units, and more commercial space on the ground floor. O
perating and security costs are also less for stack parking. While traditional concrete parking structures average about $25,000k per space, mechanized stack-parking
 
structures cost about $12,000. 
) (
The Gaia
Panoramic Interests also developed the 
Gaia
 
Building
 in 2001. Like the Berkeleyan, it provides commer
cial space and a rooftop garden. H
owever
,
 it provides more residential space with 91 units (19 of which are low-income). Because of its success in the Berkeleyan, a mechanized parking lift was also used in the Gaia building.  This technology allowed the developers to provide 42 parking spaces in an area that would only accommodate 14 cars if the traditional lot layout were used. In addi
tion to stack parking, the Gaia 
building also offers an electric car sharing program and secure bike storage. 
)





















 (
The Berkeleyan and 
Gaia
 
Buildings
) (
Figure 
7
: The park lifts at the 
Berkeleyan
The horizontally accessibly platforms are lifted and lowered by a hydraulic lifting system. All parking spaces are accessible independently from each other, adding convenience and efficiency.
)Parking Policy (Continued)

It is also important to note the scale and level of integration of the Berkeleyan and Gaia projects. The parking structures were kept to a modest size and were incorporated with respect to the existing urban form. These elements encouraged a safe and functional environment rather than an unattractive and threatening one, experienced in many other existing parkades. 



The success of these projects can largely be attributed to the following:



· Well-developed parking policies and development regulations



· Strong communication and cooperation between city and developer



· High value on land, and as a result a high value on land-use efficiency.



· Accessibility to alternative modes of transportation







Considerations:

In regards to downtown Berkeley in general, spillover parking still remains an issue for some neighbourhoods. They have tried to solve this through parking permits, but many people still park illegally in the central residential areas. As mentioned above, the City of Berkeley is trying to ameliorate this problem through parking requirements in new developments. The problem of spillover will not be solved by several stack-parking structures alone, but it does have the potential to act as a critical component in the overall reduction. 

 (
What co
uld Calgary learn from Berkeley
Calgary TODs could benefit greatly by examining the parking challenges faced by downtown 
Berkeley
 and the innovative solutions that have been implemented there.  More specifically, Implementing 
automated parking structures
 into select buildings decrease the need for on street parking and may be more cost effective then a parkade.  The Berkeley Case Study also illustrates the benefits of a 
comprehensive approach to parking
 which considers a business, residential and environmental perspectives.
)













 (
Case Study: West 
Hyattsville
, 
Maryland
  (Plan)
Size
:
 
126 Acres
Density:N/A
)



 (
West Hyattsville
) (
Site Description
The West Hyattsville TOD is envisioned to be 
Prince George
’s 
County
 
Maryland
’s first compact, mixed-use, quality ‘transit village’ development. Located around an existing underutilized Green Line Metrorail station, the transit village concept provides a diversity of opportunities to live, work, shop and play in a low-rise (2-6 story) community that features:
• 3,600 residential units - offering several housing choices;
• 1,000,000 square feet of office / commercial space - creating 4,000 jobs;
• An extensive system of civic, park and open spaces; and
• A finely balanced street and circulation network – maximizing both the accessibility of the site’s features to one another and the site’s relationship to transit
Demographics
The TOD has not yet been constructed in 
West Hyattsville
, though the planners believe that the demographics of the area will be similar to other TOD’s and include immigrant families, young urban professionals and seniors. 
)
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Figure 
8
: Land uses in the proposed 
West Hyattsville
 TOD
)













Demographics

The TOD has not yet been 
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Figure 
9
: A transit district plan and a parking study have been composed for 
West Hyattsville
 
)
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Urban 
Calgary
 Students Association
)Parking Policy



The West Hyattsville TOD incorporates a number of different parking policies and parking structures to reduce parking. Seen below Figure 10. is a map of the proposed different parking methods that would be available to commuters that include a variety of structured, at grade and offsite parking. 

Diversification of parking methods 



















 





 (
Figure 
10
: Diversification of types of parking in the 
West Hyattsville
 TOD
)
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West Hyattsville
) (
Parking Policy (Continued)
)

		Distance Based Parking Strategy  

The West Hyattsville TOD Parking Strategy recommends using a distance based parking strategy with incentives for car sharing (Box 2). For example: within a quarter of mile and outside a quarter of a mile of the TOD, the parking requirements for residential parking where transit passes are provided are reduced by five percent. As “car sharing” contracts are included, the residential parking requirements would be reduced by another 5 percent. In addition, an on-street parking credit adjacent to a specific block will be used to reduce off-street parking requirements for that block.



		Establish a station area-wide parking entity to integrate and manage all parking recommended by the TOD strategy. The entity’s responsibilities could include:

• Ensuring that each phase of development takes advantage of underutilized, excess parking in the station area. Excess parking could be used by adjacent new development, could be leased by other users or could be additional commuter parking.

• Enforcing a residential permit program.

• Establishing a parking meter program to regulate on-street commercial parking.

• Allocating parking revenues to ensure that the parking management program is successful.

• Administering a transit pass program for station area residents.

• Executing “car-sharing” agreements with providers, and reserving spaces for “car-sharing” vehicles.

• Coordinate a transit shuttle bus service linking the station area to nearby neighborhoods.



		Reducing parking standards:  

Prince George’s County’s existing parking requirements will be used as a baseline for reducing the parking proposed in the new TOD parking standards for the West Hyattsville TOD (Box 2). Implementing the recommended TOD Parking Standards will reduce required parking, compared to the Prince George’s County code, from 10,500 spaces to 7,800 spaces, a savings of approximately 25 percent. Under the recommended TOD parking program, approximately 5,337 spaces (approximately 65 percent) would be in parking structures (tuckunder, podium, or multi-story). About 1,200 on-street spaces may be credited towards parking required for adjacent development, and 100 on street spaces remain available for casual, kiss-n-ride, civic and park usage. For this planning effort, WMATA parking has been reduced to no more than 300 spaces in one parking structure.









 (
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Box 2 
Parking Standards
Base Line: 
These requirements were used a baseline for reducing the parking proposed in the new TOD Parking standards for the West Hyattsville station area.
The County’s parking code for off-street surface parking includes the following provisions:
Residential (Townhouses): 2.0 spaces per dwelling unit;
Residential (multi-family within 1 mile of station): 1.33 spaces per residential unit (one bedroom), plus 0.33 for each additional bedroom over 1;
Retail / Commercial: 1 space per 150 GFA for the first 3000 GFA, then 1 space per 200 GFA above the first 3000 GFA (5 spaces/1,000 GFA); and
Office: 1 space per 250 GFA for the first 2,000 GFA, then 1 space per 400 GFA above the first 2,000 GFA (2.5 spaces/1,000 GFA).
New Parking Standards: 
The plan alters the existing parking standards by converting minimums to maximums.
Residential – within 1/4 mile of Metro station (Schedule 1): 1 space per residential unit, plus 0.20 for each additional bedroom over 1. Where transit passes are provided with the dwelling units, the requirements would be reduced by 5 percent. As “car sharing” contracts are included the requirements would be reduced by another 5 percent.
Residential – outside 1/4 mile of Metro station (Schedule 2): 1.33 spaces per residential unit, plus 0.33 for each additional bedroom over 1 (the current requirements). Where transit passes are provided with the dwelling unit, these requirements would be reduced by 5 percent. As “car sharing” contracts are included, the requirements would be reduced by another 5 percent.
Retail/commercial – within ¼ mile of station (Schedule 1): 2.75 spaces per 1000 feet of gross floor area (GFA). Retail/commercial – outside ¼ mile of station (Schedule 2): 3.5 spaces per 1000 GFA. Office: 2.25 spaces per 1000 GFA.
)





























 (
What Calgary co
uld learn from West Hyattsville
 
Although West Hyattsville is just in its planning stages many lessons can be learned from their proposed parking policies. 
 
First, 
diversifying the types of parking
 allows certain types of parking to be integrated into pedestrian areas  (underground parking) while other types of parking (at grade) to be inexpensively implemented into off site automobile dominated areas. Second, 
using the existing parking standards as a base line for reducing parking standards
 would allow Calgary to parking standards to be site specific. Lastly, a 
station area-wide parking entity
 
would help coordinate and develop parking initiatives.
)











 (
Figure 
11
: Lower Lonsdale
)Site Description



Lower Lonsdale is located in The City of North Vancouver, British Columbia. Along with the District of North Vancouver and West Vancouver, it makes up what is commonly referred to as the North Shore. The area is a very influential part of the transportation infrastructure Vancouver and has been the subject of urban renewal and intensification over the last 10 years. The current redevelopment of the waterfront area is an extensive Transit Orientated Development that seeks to decrease the dependency of single occupant automobile travel, as well as increase the livability and diversity of the area, while maintaining and improving the areas sustainable features and ecological footprint. 



The area is composed of largely mixed-use developments consisting of new and old buildings. The concentration of people tends to increase during the day and on weekends, as the commercial elements of Lonsdale remain vibrant. Increased density has come in the form of a variety of residential development buildings from mixed-use commercial and residential low-density units, to medium and high-density residential buildings. 





 (
Lower Lonsdale
)



The focal point of the Lower Lonsdale area is the Lonsdale Quay. The Quay is a diverse local market place along the pier, with boutique shops, bars, a hotel and many establishments to purchase fresh beef, poultry, produce, fruit and fish. The market is lively and transit accessible and has continued to deliver a sense of place to the community amidst the massive renewal of the area. 

The strong support network of transit in the area allows for easy mobility throughout the city including very agreeable travel times to major institutions such as Capilano University, Simon Fraser University, and the University of British Columbia. The area has transit corridors that enable the quick access to major transportation routes also, such as Highway 99 and the Trans Canada Highway

Demographics

The demographics of the area are diverse and unique. The area accommodates those who have called Lower Lonsdale home for decades as well as a new, younger generation of individuals looking to find a comfortable community. A third of the population is between the ages of 25-44. The area currently has a population of over 45,000 people.

 (
Case Study:
 Lower Lonsdale, North Vancouver
, British Columbia
     
)case
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Urban Calgary Students Association
)Parking Policy

The Lower Lonsdale area has long-term parking strategies based on Transport Demand Management (TDM) goals. These strategies are aimed at decreasing the reliance on single occupant automobile travel, increasing ridership and promoting green modes of transit and transportation, along with promoting pedestrian foot traffic and increasing bicycle use. The area is extremely mixed use as can be seen in Figure 12, so people living in the area do not need to depend on an automobile to meet their daily wants and needs. Commuters from outside of the area are discouraged to commute to the area using automobiles through parking zoning laws. 





























 (
Figure 
12
: Land uses in Lower Lonsdale 
)
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Lower Lonsdale
)Parking Policy 





 (
Zoning
One of the key 
methods that was implemented to discourage long term parking was the implementation of parking bylaws that limit the amount of time one can park in a certain parking stall. Figure 11 below is the current zoning regulation on how long one can park in an area. The parking spaces closer to The Quay (pier area) have the shortest duration of time in which one can park to ensure a high turnover rate. 
)
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Figure 
13
: Parking in Lower Lonsdale
)
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Figure 
14
: The TIME development
)Parking Policy



 (
Time is a 265-unit, mixed-use project located within easy walking distance of the SeaBus passenger ferry terminal and market at Lonsdale Quay in Lower Lonsdale.
The developer was required to replace the surface parking spaces lost as a result of the development. The project contains 111 spaces for the commercial component and a further 1.3 spaces for each residential unit, totaling 353 residential parking spaces. All parking spaces are located underground. The City required the developer to provide an additional 150 public parking spaces above the minimum number required, and the City agreed to a cost-sharing arrangement for these extra spaces, which are in two underground parking garages.
) (
The TIME Project
Overall, residents are very satisfied with the quality of the project, including 78 per cent of residents who are satisfied with the amount of parking provided for their personal use and 76 per cent who are satisfied with parking provided for visitors. Further, 97 per cent are satisfied with the amenities in the neighborhood, such as shopping, services, schools and recreation.
The lesson that can be learned from the TIME development is that: parking for residents should be supplied within the developments in which they live in.
) (
What Calgary 
could learn from Lower Lonsdale
Calgary could learn from this Transit Orientated Development in many ways. Strict zoning allows for parking to be effectively managed with respect to increased ridership, increased traffic to the area and spillover. Maintaining and re-zoning the area would alleviate many concerns.  LRT Park and Ride lot remains a posit
ive aspect of the some TOD plans
. Calgary needs to embrace the fact that complete communities are effective tools in not only the future development of the city to accommodate its imminent growth, but also to seize the opportunity to enhance the sustainability of the community. The concerns over crime and parking are always large. A more active community with emphasize on the live, work and play element, creates an area that is more responsive and less tolerating to crime. It does not cultivate such behavior. By promoting the use of public transportation, and by diminishing the focus on the automobile, development schemes can be beneficial in implementing smarter growth practices. Placing a strong influence on greener and alternative modes of transportation is also a key factor. 
The Lonsdale Quay is a
 community staple 
and is
 able to thrive and continue to deliver a sense of place for new and old resid
ents while development is
 occurring. If such a place existed in proposed TOD areas, the transformation is easier for residents to embrace, and the community is participating in what would be a positive revitalization. This would also encourage residents to accept new forms of green transportation. In effect, this would decrease the need for extremely expensive parking alternatives in favor of a more balanced use of public transportation.
)

 (
North York Centre
)Site Description

North York Centre is the result of many years of focusing growth around Toronto’s subway network in a sustainable manner. In the 22 years since the station was built, North York has effectively become a new urban node, resulting in a slightly more polycentric urban form for the city and absorbing growth that would otherwise have put strain on the infrastructure of Toronto proper. Additional information about North York Centre includes:

·  (
Figure 
15
: rendering of the North York Streetscape
)In 1985, at the time it was decided a new subway station was needed, there were 17,500 jobs in the immediate vicinity with 40,000 projected to be created by the year 2000.



· It was designed to be a new high-density centre in order to alleviate pressure on downtown Toronto



· 2006 data shows one of the highest population densities in the entire ward



· Located close by several major attractions: North York Central Library, Toronto Centre For The Arts, Cineplex Odeon, and Solar Stage Theatre



·  It is a mixed Use commercial residential  area



· It was Intended to “ensure the stability of the existing low density residential communities”



Demographics



 (
Case Study:
 North York Centre
,
 Toronto, Ontario
)case

The population of Ward 23 (containing North York Centre) can be described as having a higher percentage of “yuppies”: young, well-educated, highly-paid, white-collared workers with fewer children (compared to Toronto as a whole). It displays higher percentages of high- and low-income earners with a smaller middle class, characteristics of a high-density area. The area has a median income range (which has been rising) of $45k-$55k/yr (Toronto: $52,833) and 30-40% of the population being low-income before tax (Toronto: 24.5%)

 (
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)Parking Policy

		Limiting the amount of parking



1. The supply of parking is strictly regulated so as to attain an overall average auto driver modal split of no more than 33 per cent in the p.m. peak hour for all new developments



2. As of current date, no on-street parking permits are being issued for North York, though it appears that the majority of large buildings in the area have underground parking.



3. Minimum and maximum parking requirement will be applied for all projects requiring a rezoning for increased density or change in use (Box 3)



4. Surface parking should be limited generally to short term visitor parking for residential uses, with other parking provided underground to the greatest extent practical. When unfeasible, parking should be screened by the building itself or landscaping





		Use the high demand for parking to the residents advantage



Some residents living in the North York area use websites such as ParkAtMyHouse.com which uses market forces for the benefit of residents (making money off of space that would otherwise be stolen) and for commuters who still feel they have to drive. This program would require first the implementation and issuing of parking permits to residents, and careful monitoring by traffic police.











 (
Box 3 
Parking standards:
Commercial uses
Minimum of 0.9 spaces per 100m
2
 of GFA
Maximum of:
For projects with access to rapid transit, the formula for the number of spaces (P) is determined by the distance (D) from the project’s centroid to the nearest station entrance:   P = 1.0 + 0.0008 D (for D up to 500m)
For all other projects: 1.4 spaces per 100m
2
 of GFA
Residential uses
Minimum of 1.0 spaces per dwelling unit
Maximum of 1.2 for transit-accessible projects, and 1.4 for others
)

 (
North York Centre
)





















 (
Figure 
16
: Entrance to North York Station
)



Considerations

Because of the high degree to which Torontonians utilize their subway system, parking has never really been an issue. Also, because of the scale of the area’s development into a central business district, the large commercial and residential buildings were able to instigate underground parking in a cost-effective manner. On-street parking has not yet become problematic to the point of requiring permits for residents of the area, though the City of Toronto’s Transportation Services has been looking into the implementation of permits being necessary in Scarborough and North York.

 (
What Calgary could learn from North York
Calgary’s commuters are of a different nature and though a high percentage of commuters to and from the area will use the CTrain, high levels of automobile travel should be expected in the area. Calgary TODs are going to be redeveloped into a major employment and activity centre that concentrates some of Calgary’s dispersed growth, similar to how North York is a new major node relative to downtown Toronto. In this sense, both the Calgary and Toronto situations are alike, with Calgary differing mostly in terms of scale. Recommendations for dealing with parking issues include:
When possible, incorporating 
underground parking
 for the development. As a large volume of the area’s traffic will be the result of either residents or workers, a shared parking strategy should effectively address long-term parking needs.
Issuing 
parking permits to the surrounding neighbourhoods
 with an eye toward limiting the number of cars and parking spaces used by residents. This will require strict enforcement. Whenever possible, encouraging efficient use of space in garages and driveways should be a priority.
The CTrain is the most critical connection between this node and the rest of the city and must be given top priority to ensure high-quality, efficient & effective transit service comparable to a lower-density version of the subway serving North York Centre.
)





 (
Conclusion of Case Studies
)

In looking at the five case studies, there is no one right way to construct and design TOD parking, there are certain successful policies and designs that appear in TOD’s around North America. The different policies and designs include:

1. Reduced Parking Standards: Different TOD sites reduced parking standards using two main methods. 

a) Converting minimum parking standards into maximums in the land use bylaw 

b) Using a formula to determine the required amount of stalls. For example: The number of parking spaces (P) for commercial use in North York Toronto was determined by: P= 1.0 + 0.0008 D (for D up to 500m).  (D) = the distance from the projects centroid to the nearest station entrance. 



2. Free Transit passes for those living in and around the TOD area. Where transit passes are provided the requirements for parking can be further reduced. 



3. Diversification of parking. Different parking methods include:



a) Shared parking: Shared parking is publicly and/or privately-owned parking that is used by two or more separate land uses without conflict. The success of shared parking depends on the specific uses on the site and the interaction of uses. In particular, shared parking works best when adjacent land uses have different peak activity periods (e.g., an office building and cinema).



b) District parking: District parking is a large-scale application of shared parking, and is usually implemented in urban commercial and retail areas using multiple parking facilities. District parking can be particularly beneficial to new development, as it can reduce the marginal costs of new construction. Many districts allow developers to contribute cash in lieu of providing parking themselves.





 (
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c) Satellite parking: This strategy has single employers, groups of employers, or a transportation management association (TMA) providing dedicated off-site parking for employees, which is then served by specialized transportation (e.g., direct shuttle van service) or public transportation. This replaces expensive on-site parking with lower cost off-site parking, and is primarily a means to manage on-site supply and demand.



d) Carpool parking: With this strategy, employers or TMAs convert a significant share of preferentially located single occupant vehicle (SOV) parking to preferentially-priced high occupancy vehicle (HOV) parking. The effectiveness of this strategy will be greater in regions with a robust system of HOV lanes.





e) Unbundling housing and parking: Housing and parking can be unbundled and sold through separate markets. In this case, vehicles are parked off the street in parking garages independent of housing units, creating a direct incentive to reduce car ownership and use.



Along with different methods of parking there should be different structures in which to park.



f) At grade parking: this mode of parking although inexpensive, should be used in moderation and designed to blend into the streetscape. For example: avoid having pedestrians having to walk across a large parking lot to access stores and residences. 



g) Underground and aboveground parking: This form of parking is more expensive than at grade parking but can accommodate more vehicles and give rise to a more active street life.  





 (
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h) Mechanized parking: This technology can be used to vertically stack up to three cars in a space roughly equivalent to one level of parking, effectively creating structured parking where none existed. Because the lift (which holds multiple cars) must drop into a below-grade “pit” to bring the topmost car to ground level, mechanized parking can only be used for small to mid-sized projects with one “level” of parking.



The West Hyattsville TOD site plan provides the best example of how to diversify parking in an area. 



4. Using modern technologies to control parking within neighborhoods: For example: One of the concerns posed by communities surrounded by TODs is that users of the park and ride system will park will park in front of residents houses.  Households can turn this into a business opportunity by using services such as Parkatmyhouse.com which enables households to rent parking spaces in front of their houses. While enforcement is needed for this service, it provides households in the community a chance to earn money from the TOD.   



5. Using strict time regulations for parking. This would include creating stalls that had 15, 30, 60 minute parking regulations. This method of parking control allows for businesses to have a steady stream of traffic. The parking stalls with the shortest time limits should be closest to the commercial part of the development.  



6. Parking Enforcement

Enforcement may be provided by a number of methods, including:

Attendants/cashiers – Staff located at the parking garages to provide security;



Meters/validation machines – can ensure frequent turnover;



Slot boxes – a centralized box whereby users can put money into a numbered slot that corresponds to the number of the parking space they are using 





 (
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Parking passes or permits – passes that allow transit users to park at certain parking lots within the development. 



7. While Calgarians will still rely heavily on automobiles for years to come and with the one of the goals of a TOD being the reduction of dependence on the automobile, our organization believes that the reduction in parking at any proposed TOD will have to come incrementally (Box 4).  

This incremental decrease will be supported by Calgary’s changing demographic which includes a higher percentage of immigrants and more elderly. Both of these demographics rely less on the automobile and more on public transit, thus parking can decrease.  

 (
Box 4 
Example of Phase One Implementation Considerations
: West Hyattsville
METRO Service and Bus Transfer Park-n-ride
The logical first step may be to open up much of the existing park-and ride site for initial development, to ensure that there is a cohesive, attractive focus of development at the center of the TOD station area. To minimize impacts on existing park-n-ride activity, the underutilized metered spaces east of the station would serve well as a temporary means to absorb some overflow parking. As early as possible, the warehouse immediately west of the station, which is currently privately owned and vacant, should be acquired and converted into a surface park-and-ride lot until the first parking garage is built. The location of the proposed temporary lot is identified as Block G on the TOD Plan. The block is 4.5 acres, large enough to accommodate 600 surface spaces, with good road access and pedestrian connections to the station from Ager Road. Ultimately, however, the goal is to reduce WMATA parking to no more than 300 spaces.
)
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Because the TODs will be constructed over the next fifty years, it is very difficult to determine the future of transportation in Calgary. So it is of the utmost importance that the TODs are able to adapt to any emerging technology. 

Saying this, there are some issues that will most likely remain static. 

· Any future mode of personal transportation will require a space to park the vehicle. 

· Due to Calgary’s cold winters it is likely that people will still rely heavily on a personal form of transportation, so some parking will always be needed.

·  Residents of the TOD areas will rely more on public transportation than residents in other parts of the City.  

· The C-train will continue to be an important part of Calgary’s transportation infrastructure. For even if a environmentally friendly, inexpensive automobile is developed, Calgary’s road network can only support so much traffic and parking stalls will be limited in areas such as the downtown. 

The City of Calgary should implement 4 main parking strategies:

· Have the developer of the area supply the residents of the area with free transit passes.

· Diversify parking e.g. don’t just have one giant parkade to house all the parking. Investigate the possibility of small scale mechanical parking structures.

· Allow residents in outlying communities to rent out parking spaces in front of their residence.

· Have time limits on parking stalls close to businesses as to ensure a high parking turnover rate.















 (
Figure 
17
:  The C-train in downtown Calgary
)

 (
Urban Calgary Students’ Association Recommendations
)case



 (
Sources
)Information for Box 1 obtained from: John Boroski, Jennifer Rosales and GB Arrington. "Developing TOD Parking Strategies." transportation planning (2005) http://www.apa-tpd.org/newsletters/March05.pdf. 

Information for Box 2 obtained from: OUNDATION, CHESAPEAKE BAY. Building Healthier Neighborhoods with Metrorail: Rethinking Parking Policies. Washington: Chesapeake Bay Foundation, 2001.http://www.washingtonregion.net/programs/pdf/RethinkingParking.pdf   

Information for Box 3 obtained from: Toronto, City of. North York Centre Secondary Plan . Toronto : City of Toronto , 2006. http://www.toronto.ca/planning/official_plan/pdf_secondary/8_north_york_centre/8_north_york_centre_aug2007.pdf

Information from Box 4 Obtained from: 

Information on Short Street obtained from:

Corporation, Canada Mortgage and Housing. transit-oriented development SHORT STREET PROJECT, Saanich, B.C. Case Study. Saanich: CMHC, 2007.

Smart Growth BC, Short Street, Saanich, BC. Retrieved June 15, 2009, Web site: http://www.smartgrowth.bc.ca/AboutUs/Issues/Transportation/ShortStreetVillageSaanich/tabid/141/Default.aspx

The District of Saanich. (2008). Saanich Official Community Plan [Brochure]. Saanich: District of Saanich Planning Departmen.

Information on The Berkeleyan and the Gaia Buildings obtained from: 

Systems, Klaus Parking. Klaus Parking Systems: Products. 2005. 7th June 2009 <http://www.klausparking.com/products.asp>.

California, State of. California Transit-Oriented Development (TOD) Database. 2000. 9 June 2009 <http://transitorienteddevelopment.dot.ca.gov/project/stateViewProjectOverview.jsp?projectId=7&&stationId=5>.

Berkely, City of. Transportation. 7 June 2009 <http://www.ci.berkeley.ca.us/SubUnitHome.aspx?id=14498 >.

Lee, Justin. "Hydraulic Parking Lifts Save Space, Money in Berkeley." 21 April 2003. The Daily Californian. 9 June 2009 <http://www.dailycal.org/article/11737/hydraulic_parking_lifts_save_space_money_in_berkel>.

Interests, Panoramic. Innovative Infill Development. 2009. 7 June 2009 <http://panoramic.com/projects/berkeleyan.html>.

Architects-Planners, HDO. Projects: The Berkeleyan . 7 June 2009 <http://www.hdoarchitects.com/berkeleyan

 Information on West Hyattsville obtained from:

Department, Prince George County Planning. West Hyattsville Approved Transit District Development Plan and Transit District Overlay Zoning Map Amendment (TDOZ) Publication. Master Plan, Sector Plan and Transit District Development Plan. West Hyattsville: Prince George County Planning Department , 2006 . http://www.pgplanning.org/Projects/Completed_Projects/West_Hyattsville.htm

John Boroski, Jennifer Rosales and GB Arrington. "Developing TOD Parking Strategies." transportation planning (2005) http://www.apa-tpd.org/newsletters/March05.pdf. 

FOUNDATION, CHESAPEAKE BAY. Building Healthier Neighborhoods with Metrorail: Rethinking Parking Policies. Washington: Chesapeake Bay Foundation, 2001.

Commission, Fairfax County TOD. TOD: A DiscussionTODA Process-oriented. 26 July 2006. 7 June 2009 <http://www.fairfaxcounty.gov/planning/tod_docs/072606_todpresentation_wmata.pdf>.

 Information on North York obtained from:

JoeClark.org. North York Center. 11 June 2009 <http://joeclark.org/appearances/atypi/2007/TTC/inscribed/images/Sheppard_run3_514.jpg>.

Toronto, City of. North York Centre Secondary Plan . Toronto : City of Toronto , 2006 http://www.toronto.ca/planning/official_plan/pdf_secondary/8_north_york_centre/8_north_york_centre_aug2007.pdf

City of Toronto'. "North York Center Council Maps." 2007. North York Community Council Area. 5 June 2009 <http://www.toronto.ca/committees/council_profiles/pdf/ny_cc_highlights_maps.pdf>.

Stephan H. Nieweler.  (2004, April 20). Transit-oriented development for the Greater Toronto Area: An international policy perspective. Retrieved March 22, 2009, from http://stephannieweler.com/1-TOD-AP20.2004.pdf.

Information on Lower Lonsdale obtained from:

lonsdalelife.com. (2003). lower lonsdale life. style. [Brochure]. North Vancouver: The City of North Vancouver. http://www.cnv.org/c//data/2/91/hidden/Guide-to-Lower-Lonsdale.pdf

Vancouver, City of North. Lonsdale Parking. 2008. 7 June 2009 <http://www.cnv.org/server.aspx?c=3&i=262>.

Ho, Cheeying. Metro Vancouver Regional Growth Strategy. Comments. North Vancouver: Smart Growth BC, n.d. Canada Mortgage and Housing Corporation, Transit Oriented Development: TIME, North Vancouver, British Columbia . Retrieved june 15, 2009, from http://www.cmhc.ca/en/inpr/su/sucopl/loader.cfm?url=/commonspot/security/getfile.cfm&PageID=133268 

The Car Co-op, Social and Environmental Report. Retrieved June 15, 2009, from The Car Co-op Web site: http://www.cooperativeauto.net/resources/pdf/SER_2008.pdf 

Information for conclusion obtained from: 

John Boroski, Jennifer Rosales and GB Arrington. "Developing TOD Parking Strategies." transportation planning (2005) http://www.apa-tpd.org/newsletters/March05.pdf

 (
Sources
)case





image2.emf



image3.png



image4.jpeg



image5.jpeg



image6.jpeg



image7.png



image8.png



image9.jpeg



image10.png



image11.jpeg



image12.jpeg



image13.png



image14.png



image15.png



image16.png



image17.png



image18.png



image19.png



image20.jpeg



image21.jpeg



image22.jpeg



image1.emf



