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Abstract

For transport planners and researchers interested in managing the demand for motorised transport, using parking pricing and/or rationing as a form of traffic restraint has its attractions.  Several authors (e.g. Feeney, 1989; Kelly et al 2006) have demonstrated the link between parking availability, price and mode choice.  However, from the point of view of the practical implementation of parking policy in an urban setting, there are major conflicts in parking policy: using it to manage demand for traffic may reduce revenue generation, or (be perceived to) damage the local economy.


The premise of this paper is that the range of users of parking in a major urban setting places a wide range of demands on a limited supply of (especially) kerbside parking, and have an equally wide range of opinions as to how it should be managed.  Recent EU research on parking (COST 342) confirms that in all European Union countries, kerbside parking is a public good whose management (although not necessarily enforcement) is the responsibility of the local authority (municipality).  Users’ opinions must therefore be taken into account when developing parking policy, and this can mean that “optimal” parking demand management strategies cannot always be adopted.

To support the premise of this paper, considerable public and business opinion data are presented from the case study city of Edinburgh, Scotland, UK.  The data that will be presented were collected in 2005 and 2006 and include:

Telephone interviews with a random sample of residents across the city-region.

Telephone interviews with car-owning residents of the city’s CPZ (permit-holders and non-permit holders).

Postcard and interview surveys with people parking in the city centre.

Survey of trades and other small businesses. 

Survey of retailers.

A questionnaire of people who were sent/requested a draft parking strategy.

The paper will conclude with a discussion of the way in which municipalities can reach compromise in their parking policy in the face of wide ranging public opinion such as that presented from Edinburgh.

1.
Introduction
For transport planners and researchers interested in managing the demand for motorised transport, using parking pricing and/or rationing as a form of traffic restraint has its attractions.  Several authors (e.g. Feeney, 1989; Kelly et al 2006) have demonstrated the link between parking availability, price and mode choice.  However, from the point of view of the practical implementation of parking policy in an urban setting, there are major conflicts in parking policy: using it to manage demand for traffic may reduce revenue generation, or (be perceived to) damage the local economy.

The premise of this paper is that the range of users of parking in a major urban setting places a wide range of demands on a limited supply of (especially) kerbside parking, and have an equally wide range of opinions as to how it should be managed.  Recent EU research on parking (COST 342) confirms that in all European Union countries, kerbside parking is a public good whose management (although not necessarily enforcement) is the responsibility of the local authority (municipality).  Users’ opinions must therefore be taken into account when developing parking policy, and this can mean that “optimal” parking demand management strategies cannot always be adopted.

To support the premise of this paper, considerable public and business opinion data are presented from the case study city of Edinburgh, Scotland, UK.  The data that will be presented were collected in 2005 and 2006 and include:

Telephone interviews with a random sample of residents across the city-region.

Telephone interviews with car-owning residents of the city’s CPZ (permit-holders and non-permit holders).

Postcard and interview surveys with people parking in the city centre.

Survey of trades and other small businesses. 

Survey of retailers.

Questionnaire for people who were sent/requested draft parking strategy.

The paper then concludes with a discussion of the way in which municipalities can reach compromise in their parking policy in the face of wide ranging public opinion such as that presented from Edinburgh.
2.
Parking in Edinburgh: context and policy
Edinburgh is a free-standing city of 460,000 people in the south east of Scotland in the UK.  It is currently economically buoyant; inward investment has led to a major jobs/housing balance and, consequently, significant in-commuting from surrounding areas.  On average, 70% of those people who live outwith the City of Edinburgh but who commute to work there, do so by car; and 55% of the City’s own residents also travel to work by car (Scottish Executive, 2003).  

Edinburgh is typical of Scottish and many continental European cities, but atypical of UK cities, in that half of its population lives in high density flats (apartments) within 2-3 miles of the city centre.  Most of these dwellings were developed in the 18th and 19th centuries and were, in consequence, built without off-street parking.  There is, therefore, considerable competition between residents, and between them and other users (especially commuters) for the limited on-street parking space that exists in these areas.  Streets within a radius of a mile to a mile and a half from the city centre are part of the controlled parking zone (CPZ), which has been in place since 1974.  Beyond the CPZ, however, there are no controls, other than for road safety reasons. The Controlled Parking Zone (CPZ) currently covers a broadly defined city centre and its fringes (see Figure 1).  It is divided into two parts: the Central Area Controlled Zone (CACZ) and the Peripheral Controlled Zone (PCZ). The CACZ has operating hours of Monday to Saturday 8.30am to 6.30pm; the PCZ operates from Monday to Friday, 8.30am to 5.30pm.  Kerbspace in the area is allocated to the following categories:
· Double yellow line – no parking at any time (e.g. around junctions).

· Single yellow line – no parking during CPZ operating hours – but loading and unloading generally permitted outside peak hours.

· Residents’ parking bays – only residents who have purchased a permit for an annual fee of between £80 and £180 (depending on location) can park in these bays during operating hours.  No permit is required to park in them outside operating hours.

· Pay and display parking bays – anyone who buys a ticket from an on-street machine can park in these spaces.  Prices and maximum length of stay vary by location – they are £1.80 per hour and 2 hours respectively in the most central locations.  No ticket is required to park in them outside operating hours.

· Shared-use bays.  A few such bays were introduced experimentally in 2006 in the CACZ but they are being implemented much more widely in the new extended zone.  Residents with a permit or visitors who buy a ticket can park here.  No permit or ticket is required to park in them outside operating hours.  

Any infringement that is observed by the Council’s parking enforcement contractor carries a non-criminal fixed penalty charge of £60 (reduced to £30 if paid within two weeks).  Thus penalties do not vary according to the “seriousness” of the offence.
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Figure 1 – Controlled Parking Zones in Edinburgh
Increased competition for parking spaces in the - currently uncontrolled - residential areas around the City Centre has led the Council to decide to extend the CPZ, in order to make more parking available for residents and less for commuters.  Figure 1 shows the CPZ area and areas into which it is currently (December 2006) being extended.   This accords with the City Council’s policy objectives: in common with many other UK and continental local authorities it seeks to encourage them to change to other more space-efficient modes such as public transport or cycling (City of Edinburgh, 2000).  However, since 1997, enforcement of the CPZ has been under the control of the City Council, rather than the police.  The Council is free – within the limits of public consultation - to extend the CPZ, but the relevant legislation dictates that the operation must be self-financing.  Thus, the extension of the CPZ must be a compromise between managing the demand for parking space (and therefore commuter car travel into those areas), and ensuring that the new operation is also self-financing, whilst keeping the cost of residents’ permits to a politically acceptable level.  In addition, because of the many different users of kerbspace in those parts of the city where there are residents, shops and other businesses – as well as through traffic – then the development of parking policy is a delicate balance between these competing interests.
In common with many cities, parking policy receives considerable coverage in the local press in Edinburgh.  This is because of a perceived “heavy-handedness” of parking enforcement by the contractor that runs on-street parking for the Council; and also because there has been a recent downturn in the retail fortunes of the city centre.  The local media view of Edinburgh is one of a city where the Council is “hellbent” on making it as difficult to park as possible and on making money from parking (the operation currently nets the Council around £17 million per year).  The research that was undertaken and on which this paper is based attempted to gather less anecdotal and more reliable information about both the availability and use of parking in the city centre, and people’s views about it.  The way in which this research has informed changes in the Council’s parking policy is discussed in the conclusions to the paper.
3.
Data collected

This section of the paper presents data gathered on behalf of the Council during 2005 and 2006 as part of the work on developing its new parking strategy.  The parking strategy was an attempt to deal systematically with the conflicting demands about parking in the City, and to implement new measures to achieve Council policy objectives for parking.
Utilisation Surveys

Methodology

Utilisation counts were carried out at 19 of the 20 off-street car park locations throughout the city centre.  Surveyors were stationed at each entrance and exit to the car parks and noted the registration number and time of each vehicle movement.  This was done over a 12 hour period 07.00 – 19.00 on a typical Tuesday, Saturday and Sunday in June.  Further to this, brief postcard surveys were also left on car windscreens.
On street counts were done by way of ‘beat’ surveys, undertaken on a selection of streets throughout the CPZ – roughly 25% of all streets were surveyed on a typical midweek day and on a Sunday.  The times of the beats were 05.00, 07.00, 08.00, 11.00, 14.00, 16.00, 17.00, 18.00, 20.00 and 21.00 on the weekday, and 06.30, 11.00 and 14.00 on the Sunday.  Vehicles were recorded regardless of the type of restriction at the kerb where they were parked: this included residents’ bays, Pay and Display bays, yellow lines and red lines (where parking is prohibited some or all of the time), disabled bays and so on.

Further to the utilisation counts, a brief postcard questionnaire was distributed throughout these same locations.  These postcards were seeking information such as origin of journey, journey purpose, length of stay, ease of finding parking etc.  Simple cross tabulations of this data were then done in the analysis.

Key Results
Off Street Utilisation

Peak off-street car park occupancy is approximately 71% at around 13.30.  This translates to at least 1,550 unused off-street spaces in the city at any one time.  On the other hand, ten car parks had utilisation levels above 90% sometime during the midweek day whilst, at the other extreme, the lowest maximum utilisation was just 42% and several car parks had peak utilisation levels less than 60%.  In all bar two cases, utilisation levels were much lower on the Saturday.

On Street Beat Surveys

Overall the occupancy of residents’ bays appears to be at its peak early in the morning at roughly 87%, though for individual beats, utilisation figures of at or above 100% occur at this time.  The occupancy drops away during the day as people take their cars away from their homes.  It then picks up again in the evening as people come home and as evening visitors are parked in residents’ bays, which they are entitled to do.

Occupancy of pay and display bays is roughly similar to the figures produced by the ticket machines that Council officers analyse regularly.  The day time peak is just on 50% city wide, though this is very much subject to localised peaks (both in time and location) that have not been picked up in this survey.  Utilisation is much higher in the evenings when the restrictions have been lifted, at almost 65%.

Postcard Questionnaire

The postcard surveys showed journey purpose and ease of finding parking spaces.  These results are collated in Tables 1 and 2 below.  The sample size for the off-street car parks was 479 which is a response rate of 11.1%, while the on-street sample size was 551, a response rate of 14.0%.  It can be seen that the majority of users experienced no problems in finding a parking space.
Table 1 – Summary of Journey Purpose

	Purpose
	Off Street
	On Street

	Resident
	-
	25%

	Commuter
	42%
	8%

	Visiting on Business
	21%
	19%

	Visiting a Resident
	-
	6%

	Shopping
	15%
	10%

	Leisure
	8%
	17%

	Education
	2%
	2%

	Religious
	-
	2%

	Tourist
	4%
	2%

	Other
	8%
	9%


Table 2 – Summary of Ease of Finding the Car Park or a Space On Street

	Purpose
	Off Street
	On Street

	Very Easy
	57%
	35%

	Easy
	27%
	28%

	Neither
	11%
	13%

	Difficult
	4%
	15%

	Very Difficult
	2%
	9%


Market Research

Summary

The main aim of this work was to identify attitudes and behavioural patterns of drivers who do and do not park in the city centre and inner suburbs.  The extent of the market research work was as follows:

· Visitor and tourist interview surveys at major city centre car parks. (569 Respondents);

· Extensive telephone interviews of Edinburgh and non-Edinburgh residents. (1016 respondents); and

· ‘Mystery Shopper’ type inspections of a random selection of on-street parking locations and all off-street car parks.

Methodology

The visitor/tourist interviews took place on one midweek day at two major city centre car parks, at the east and west end of the city centre respectively.  Respondents had to live at least 10 miles from Edinburgh city centre to be classified as a visitor.  The interviews lasted 5 minutes and asked a range of questions including; journey purpose, satisfaction with factors such as signage, security, convenience, ease of parking etc, overall satisfaction and information provision.

The telephone surveys took place over a two week period to target agreed quotas of residents from certain areas.  After initial screening questions, respondents were then separated into one of five themed interviews.  These themes were off-street car parks, on-street city centre parking, suburban shopping locations, edge of town shopping malls and non city centre workplaces such as a hospital, university or business area such as Edinburgh Park.  At the end of this series of questions there were several more general parking questions that all respondents answered.  In summary, the following range of questions were asked:

· Choice of location;

· Importance of price and availability;

· General satisfaction;

· Specific satisfaction with key factors such as signage, security, convenience, ease of parking, level of service etc;

· General availability and ease of parking overall in Edinburgh City Centre;

· Preferences of shopping malls over city centre shopping; and

· Opinions on certain policy themes such as pricing, enforcement, pavement parking and illegal parking.

The mystery shopper exercise involved a surveyor visiting several on-street locations and each off-street car park as a normal paying customer.  The surveyor assessed several aspects of each site including ease of parking, general car park area, ticketing and security.  

Visitor and Tourist Survey Results
The following are key findings:

· Of all first time visitors, 78% found the car park either easy or very easy to find.

· Of all respondents, 84% were either satisfied or very satisfied with the overall car parking experience.

· Of all respondents, 66% found it easy or very easy to find a parking space with only 9% finding it difficult.

Telephone Interviews

The telephone interview results differed significantly from the user surveys, indicating a big gap in perception between those who actually park in the city centre, compared to those who travel there less frequently and whose views on parking there are likely to be a compound of personal experience, anecdotes from friends, and media coverage.  
A summary of the key findings shows that 64% of respondents felt that there is not enough parking in central Edinburgh, with about the same proportion therefore saying that it was difficult to park there.  Nonetheless, 87% of those who normally park in an off-street car park are usually able to find a space in their first choice of car park, compared to only 46% of those who normally park on-street.  However this may be because the first choice of location for 52% of on-street parkers is the busiest city centre street, George St, which has only 200 spaces.
The concentration of parkers in George St is notable and shows that interviewees are either unaware of the many other parking possibilities close by, or consider them to be too far away.  Some 16% of all respondents said the reason they visited the city centre less and shopping malls more was 100% related to parking issues.

In response to a query about how many off-street car parks respondents thought there were in the city centre, 33% did not know, 48% thought there are between 1 and 8 car parks, and just 3% correctly said 19.  Given this lack of knowledge it is unsurprising that many people try to park in only a few locations.  The lack of knowledge in general about the availability and location of parking shows a need for the Council to publicise these issues rather better.
Interviewees were also asked about their views on Council parking policy; results are summarised in Table 3 below.  Amongst the interviewees there is clear disagreement with a major plank of Council transport policy, which is to focus parking on visitors and business users at the expense of commuters.  
Table 3 – Summary of Policy Questions

	Policy Statement
	Agree (%)
	Disagree (%)

	Parking should be expensive for people travelling to work and parking all day but more reasonably priced for shorter stays such as for people who are shopping
	37
	52

	The Council should strictly enforce parking restrictions in bus lanes at peak times
	87
	8

	Illegal parking is a serious problem in Edinburgh
	67
	13

	Parking on pavements is a problem in Edinburgh
	51
	22


Mystery Shopper

The mystery shopper’s overall impression of most car parks and on-street parking locations was largely positive.  When ranked on a scale of good to poor according to four attributes (ease of parking, general car park area, ticketing and security), 10 car parks scored at least average on all attributes, 8 scored a poor on one attribute and only one scored a poor on more than one attribute.  Of five on-street locations, only two scored a poor on one attribute.
Further public opinion exercises on Parking Strategy
The consultation and market research exercises described earlier in the paper were used as an input to the process of drafting a parking strategy for Edinburgh.  Once this draft was produced, a number of further consultation exercises were carried out to ensure that it met with public approval.  The strategy was developed in response to a set of problems with the management and operation of Edinburgh’s limited supply of on-street and off-street parking, with particular reference to the city centre, where problems are most acute due to highest demand and most restricted supply.  
To put the results of the consultation into context, a summary of the proposals in the parking strategy is shown in the bullet points below.  These can be seen, in most cases, to be making parking easier for many users, particularly residents, but also businesses located and/or doing business in the CPZ, and for shoppers.  They are therefore a response to pressure from these groups who claim that at present parking restrictions are making their operations problematic; and in particular a response to residents, and city centre retailers.  Nonetheless, and in spite of somewhat negative responses in consultation, the Council’s policy remains one of using parking to manage peak period demand for commuter car travel.  It does this by limiting the maximum stay on street to 2-4 hours depending on location; by influencing the pricing structure of off-street car parks; and by limiting the amount of parking built in new offices to a maximum of around 1 space per 2-3 employees (and none at all in the city centre).  For other traveller groups, the parking strategy proposes the following: 
· Improving marketing and signing of parking in the city centre and traditional shopping centres.  

· Continuing to implement a ring of Park and Ride sites around the edge of Edinburgh.  

· Implementing free parking in on-street pay and display spaces in the Central Controlled Parking Zone after 5.30pm on weekdays subject to a significant proportion of city centre retailers extending their opening hours to 6.30pm.

· Conducting an annual review of the price and permitted lengths of stay of on-street parking, with the primary aims of ensuring that the parking supply works to support retailing and other businesses whilst not encouraging car commuting.  This could include price reductions where demand is shown to be low.

· Working to increase the supply of off-street parking in the city centre, in association with initiatives to improve the street and pedestrian environment.  The medium to long term focus is on increasing parking supply in the NW quadrant of the city centre (which lacks a single off-street car park at present).  

· Implementing further short stay ‘shoppers’ parking in and around traditional local shopping centres in the inner suburbs.
· Modifying parking standards for any new or expanded out of town shopping centres to reduce the permitted amount of parking.

· Subject to monitoring of the current pilot scheme, implementing ‘shared use’ residents/public parking bays in the existing controlled parking zone to increase the flexibility of the use of streetspace.

· Introducing a new permit allowing tradespeople (e.g. plumbers) to park during the day (0900 to 1630) within the controlled parking zone.

· Introducing a business parking permit, with similar validity to residents parking permits, available to businesses in the peripheral controlled parking zone and the extended controlled zone.

· Introducing visitors’ parking permits for visitors in all parts of the Controlled Parking Zone (CPZ).

· Subject to further consultation with care providers, extending the validity of ‘essential user’ permits for health service and social care staff who visit households in the CPZ to provide health/nursing care.

· Modifying the rules for issuing residents parking permits, such that the maximum number of permits per household will be set at two, with a lower price for the first and a higher price for the second permit; and to favour more environmentally friendly vehicles.

· Further survey work and consultation on possibility of longer operating hours for residents’ bays. 

· Allowing members of the city car club (a local on-street car hire system) to park in residents’ parking bays.

· Extending the observation period for loading goods vehicles to 10 minutes, and allowing goods vehicles to load and unload in residents’ parking bays.

· Applying double yellow line parking controls at a small number of key pinchpoints on a limited number of key bus routes in the city centre on Sundays and in the evenings, where parking at these times currently causes significant delays to buses.
For consultation, a summary of the draft strategy was prepared and circulated along with a questionnaire to the local libraries and was made available on the City of Edinburgh Council website, workshops were held with trades, businesses and local residents in the controlled parking zone, further telephone interviews were carried out with 1016 residents on local parking issues, a survey was circulated through trade and business organizations to their members to determine parking permit take up, a survey of shoppers was carried out street, and a retailers survey was circulated to the city centre and in Newington, Bruntsfield and Morningside (important local shopping areas in inner south Edinburgh) about recent changes in parking in those areas.  A summary of the consultation and responses to it is presented in Table 4.
Table 4 – parking strategy consultation and responses

	Form of consultation
	Details/purpose
	Key results

	Telephone interviews with car-owning residents of CPZ (permit-holders and non-permit holders)
	500 people interviewed on CPZ aspects of parking strategy
	Support for 2 permits per household; trades and visitor permits; footway parking ban; parking restrictions round junctions; less supportive of business permit 

	Survey of trades and other small businesses – to assess demand for proposed new permits
	Sent to 283 tradespeople and 7,000 businesses.  18 and 82 responses respectively.
	25-30% of respondents would buy business permit (varies by area).

61% would buy trades permit Type 1 (parking in residents’ bays); 70% Type 2 (license to pay and overstay in Pay and Display bays).

	Questionnaire for people who were sent/requested draft parking strategy
	358 responses, from people/organisations with interest in strategy (so results cannot be taken as statistically representative)
	84% agreed with some or all of Strategy objectives.  Very strong support for better marketing, longer maximum stays, more park and ride, variable parking penalties according to “severity” of offence, enforcing footway parking.  Majority support for more public off-street parking in city centre, measures to reduce demand for residents’ permits, and for trades’ permits. 

	Workshop with residents (2)
	On strategy proposals
	Support for 2 permits per household; trades and visitor permits; footway parking ban; parking restrictions round junctions; less supportive of business permit.  Mixed views on increasing enforcement hours in residents' bays

	Workshop with tradespersons
	Refining strategy proposals
	Reached consensus on eligibility for permit, price, and what it entitles the holder to do.

	Workshop with small businesses
	Refining strategy proposals
	Reached consensus on eligibility for permit and what it entitles the holder to do.  Remaining concern over price.

	Retailer surveys 
	378 city centre shops and 157 in Morningside, Newington and Bruntsfield about the effect of pre-Christmas (2005) parking changes which extended maximum stay but made no change to prices for parking before 1730
	Only 16% of city centre respondents identified correctly that the changes increased maximum permissible stay and cut prices after 1730.  Most of these thought that the changes, as they understood them, had benefited their business.  44% estimated that at least 50% of their turnover comes from people who drive to the city centre and park on-street near their shop – although random sample surveys of city centre shoppers find that only 25% in total come by car.   

	Shopper surveys
	500 shoppers - effect of pre-Christmas changes
	Longer stays – generally welcomed; but had not influenced decision to shop in city centre or not


A number of these consultation exercises are now described in more detail.
Telephone Interviews with Residents of CPZ

In February 2006 some 510 telephone interviews with residents of the Controlled Parking Zone were carried out, both permit holders and non-permit holders, about the aspects of the parking strategy.  Of those interviewed 264 did not have a permit, including 127 non car owners.

Key results of the interviews showed support for:

· Limiting the number of permits per household to two

· Trades, visitors and business permits

· Banning footway parking

· Implement parking restrictions around junctions

Interviewees were asked to what level they agreed or disagreed with a number of questions.  Key results include that 65% agreed or agreed strongly that there are not spaces to park when controls are in place for the number of cars requiring spaces, 62% agreed or agreed strongly that this was the same when controls not in place.  This is in spite of occupancy surveys showing that there is much space available during operating hours.
Over 80% supported either reducing the overall number of permits issued or limiting the number of parking permits per household to 1 or 2.  Some 72% felt permits should be limited to 2 per household with 62% agreeing strongly or agreeing that the second permit should be more expensive.  (At present permits are the same price in a given area, and there is no limit on the number per household.)  Some 49% supported the suggestion of extending the hours of operation of residents bays, and 25% disagreed; this would have the effect of making it easier for resident’s permit holders to find a space in the early evening.

Shoppers Survey
In mid November 2005, in response to pressure from retailers, changes were made to the maximum allowed parking durations in the city centre and in early December changes similar changes were made in some inner suburban shopping areas.  No changes were made to the number of bays available or the cost of parking.  In December 2005 and January 2006, 500 city centre visitors were surveyed about these changes, and key results were as follows:  

· 36% of those interviewed were shopping, and 19% visiting on business.  

· The top modes of transportation for journeys on the day of the survey were: bus (43%), car (29%) and walking (18%).

· 71% of those travelling by car parked in an on-street pay and display bay.

· 64% found it either easy or very easy to park and only 6% found it very difficult.

· 76% of those interviewed knew the maximum stay permitted and 80% indicated it was long enough.

· 63% knew of the changes in parking duration and they found out by media (38%), previous visits (21%) or word of mouth (19%).  Of those interviewed 94% said they would have travelled by car anyway even if there had not been any changes in duration.

· 63% were not making use of the additional time.

· 54% of those who were making use of the additional time were doing additional shopping.

It would appear therefore that these changes had had little influence on people’s travel and parking behaviour, in the short term at least. 
Retailers Survey

As further follow-up to the changes in parking durations as mentioned above in section 5.0 a survey was delivered to local retailers and certain other High Street businesses.  1400 surveys were delivered to businesses in the city centre with a return of 379 surveys (49% of which were from shops).  

Possibly the most significant result to emerge from this survey is the large number of businesses who had an incorrect impression of the changes that had been made. Though 64% knew that there had been an increase in permitted length of stay, only 24% correctly identified that this was the only on-street parking change there had been. A concerning 44% thought there had been a change in price. The results of the survey suggest that the lack of understanding of the changes actually significantly influenced the responses to other questions in the survey.  Respondents were asked to estimate the percentage of turnover originating from customers who travel by car and park on the street in the local area.  The estimates were fairly evenly split across the full range of possibilities, but on average 44% of retailers estimated that more than half of their custom originates with people who park nearby on street, compared with only 29% of respondents in the shopper survey saying they had arrived by car – and some of these parking off-street.  Key comments from businesses in the city centre were:

· City centre parking is too expensive

· Customers feel rushed with parking time limits

· Free parking on Saturdays, Sundays and public holidays would be beneficial

· More on street parking is required

· Have trouble finding somewhere to load/unload

· Parking attendants should be more lenient / friendly

· No incentive to come into city centre when parking is free at out of town shops

This section has described the wide and sometimes conflicting range of consultation responses that were received during the parking strategy consultation.  The paper now discusses how these influenced the development of the strategy.
4.
Conclusions: way in which opinion surveys and market research help to change policy

The City Council has now adopted its parking strategy.  The consultation that was carried out had a direct input on the following proposals:

· The nature of and charges for the business, visitor, tradespersons’ and health care workers’ permits.
· The commitment to work to bring about more public off-street parking in the north west of the city centre.  This was a direct response to city centre retailers – as well as market research – and marked a considerable change from previous City Council policy, which had committed to keeping the number of public off-street parking spaces in the city centre roughly constant.
· The change in parking standards for new development to make the construction of new parking in out of town shopping centres much more difficult.  This was again a response to city centre retailers, and a marked change in policy.

· Extended observation period for loading and unloading vehicles – this resulted from lobbying from the business community.
On the other hand, as has been shown earlier, the Council did not depart from its general policy of using parking to discourage commuting by car – in spite of the consultation revealing some public disquiet with this policy.  Such disquiet may exist, but it is less geographically focused than problems caused by on-street commuter parking in areas where residential parking is scarce; and politicians are more likely to respond to calls from residents in their ward (electoral tract) than to general comments from commuters.
Equally, there are some issues where public consultation appeared to show support for change, but where the Council’s politicians and senior officers decided to “hedge their bets”.  In particular, increasing the operating hours of residents’ bays is an issue that attracted considerable support but, perhaps, one with sufficient opposition to make it politically risky to implement at present.  Thus this is being given further consideration.
There are also conflicts in the proposals because they affect one group at the expense of another.  For example, some residents expressed concern that business and tradespeople’s permits would lead to excessive pressure on resident’s parking bays.  Several consultation respondents were unhappy about limiting parking on main roads on Sundays to assist bus travel, yet the bus company was obviously very supportive of this idea.  

Thus the data presented in this paper paint a vivid picture of the strongly held and often conflicting opinions that are held by different groups of people about parking, and show the nature of the political “tightrope” that any parking policy must negotiate on the path to implementation.  Academic studies may demonstrate in theory the best ways for parking policy to operate to achieve demand management, or to assist traffic flow; but the political nature of the subject cannot be ignored.  
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