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The co-operative

1 Executive Summary

The Co-operative Group (the promoter) has put forward an innovative transport solution
as part of their proposals for an Eco-town for Leicestershire. The promoter proposes to
establish a Smarter Choices Company (SCC) as part of these proposals. This will be
ground-breaking and innovative with the primary aim of assisting people to optimise
their use of public transport, walking and cycling: a vital and central element of the
proposed eco-town.

The proposed Eco-town for Leicestershire is on the edge of the Leicester conurbation,
and thus able to be connected to the existing Leicester transport network, by means of
fast buses or trams, as well as by cycle and walking. The proposals include a rapid
transit route into the city centre as well as links to other nearby district centres and
employment centres, a community bus, and further cycle and walking exemplary
infrastructure. The strategy also includes a park and ride site and a high quality
transport interchange. Further details are set out in the Eco-town for Leicestershire
Transport Assessment (October 2008).

Encouraging people to use their cars less and to travel by public transport, walking and
cycling is a key challenge for the promoter in the delivery of the proposed transport
solution, which aims to achieve a modal split of 55% public transport, 20% walk and
cycle and 25% private car for journeys out of the town. It is recognised by the promoter
that new infrastructure on its own may not deliver the optimum shift from car use to
public transport use and that innovations are required to encourage this shift.

The promoter has commissioned MRC McLean Hazel, who has extensive experience of
modal shift measures and new organisational models within which to achieve this
change to provide an outline business plan for the SCC in order to provide a realistic
estimate of what the SCC can achieve and what it will cost. The business plan
produced by MRC McLean Hazel is summarised in this document with the exception of
the financial details, which are commercially sensitive.

The SCC will have a large and complex range of products and services. These include
travel plan creation, liaison with public transport operators, management of
interchanges and parking, design and implementation of ticketing mechanisms,
improving the cycling and walking offer and reducing the impact of essential car travel.
Most of these services need to be in place early, and remain very visible and respected,
at least throughout the development period. Some services can be developed over time.
The organisational structure proposed focuses upon performance management of
mobility and its funding will reflect this role. If a high intensity SCC is committed to now,
it will be able to achieve improvements in the expected levels of modal shift as well as in
the transport customer experience.

The SCC will be run as a community mutual organisation and its customers and staff
will be able to have a say in its operation. It will be manage 5 priority areas: policy and
performance, quality management, financial services, travel advice and promotion and
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tram development. Key skills required in its employees will be relationship building and
community involvement; performance and contract management; policy, travel advice
and transport planning; marketing and finance and accounting. The SCC must be
relevant to the various eco-town communities and must be able to be scrutinised as it
will have a degree of regulatory and enforcement powers and will be responsible for
some allocations of funds. It needs considerable capacity and capability to manage
complex contracts as well as being sensitive to customers’ needs. It needs to be able to
grow as the town develops. It must be accountable to the Eco Town Community
Company, but also have an objective of becoming self financing over time.
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2 Introduction

The Co-operative Group (the promoter) have put forward an innovative transport
solution as part of their proposals for an Eco-town for Leicestershire The promoter
proposes to establish a Smarter Choices Company (SCC) as part of these propsals, in
order to assist in meeting this challenge. This will be ground-breaking and innovative,
with the primary aim of assisting people to optimise their use of public transport, walking
and cycling.

The promoter has commissioned MRC McLean Hazel, who has extensive experience of
modal shift measures and new organisational models within which to achieve this
change, to provide an outline business plan for the SCC in order to provide a realistic
estimate of what the SCC can achieve and what it will cost. The key elements of the
Smarter Choices Transport Company are set out in this report to give a clearer picture
of how it will operate. The financial elements of the plan have not been included, as
these are commercially sensitive at this stage.

The report is organised into 6 sections: context; the Smarter Choices Company vision
and objectives; products and services; governance; organisational structure; and
parking management,

The three key premises of the report relate to performance, openness and complete
mobility.

Performance:

This report focuses on how the SCC might be organised as well as an analysis of the
effectiveness of the various activities it could undertake. The SCC described here is
based on the premise that it will be expected to achieve specified modal shift targets,
and its performance will be assessed. Therefore measurement of performance
indicators will be a vital requirement, and the SCC offers a groundbreaking framework
to ensure ongoing performance management of required modal shift and other
indicators;

2. Openness: This report follows the recommendations for community governance set
out in the Eco-town for Leicestershire Vision Document. This means that the SCC must
operate on a co-operative model, providing its members with an opportunity to influence
its operations. It must also be transparent in its operation and accounts, and its
recommended form and structure takes this into account.

3. Complete mobility: Although the SCC will be held responsible for achieving some
modal shift targets, it will also be responsible for ensuring that the activities it
undertakes present a co-ordinated and valued offer to the eco-town communities. It will
be important that the SCC is not seen as an abstract and distant regulator, but as an
easily accessible and responsive organisation that is actively helping the community
with any travel issues.
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By way of background, the eco-town is on the edge of the Leicester conurbation, and
thus able to be connected to the existing Leicester transport network by means of fast
buses or trams, as well as by cycle and walking. The proposals include a rapid transit
route into the city centre as well as links to other nearby district centres and
employment centres, a community bus, and further cycle and walking exemplary
infrastructure. The strategy also includes a park and ride site and a high quality
transport interchange. Further details are set out in the Eco-town for Leicestershire
Transport Assessment (October 2008).

Detailed land use plans have not yet been drawn up but the developing plans show a
compact development area surrounded by green space, with main traffic accesses to
the main A47 and A6, and with dedicated bus, cycle and walk ways into the city.
Importantly, parking is planned to be at about 0.5 spaces per dwelling, with employment
parking at city centre levels, both acting as major restraints on car use.

A transport modelling exercise was undertaken jointly by Leicestershire County Council,
Leicester City Council, the Highways Agency and the promoter to assess the feasibility
of the proposals. The results demonstrated that the proposed transport solution was
viable, having only a minimal impact on the transport network.

Encouraging people to use their cars less and to travel by public transport, walking and
cycling is a key challenge for the promoter in the delivery of the proposed transport
solution, which aims to achieve a modal split of 55% public transport, 20% walk and
cycle and 25% private car for journeys out of the town. It is recognised by the promoter
that new infrastructure on its own may not deliver the optimum shift from car use to
public transport use and that new innovations are required to encourage this shift.
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3 Context

This section sets the Eco-town for Leicestershire within local, national and global
contexts, summarises the various forces and people influencing the eco town. It also
includes some comments about the effectiveness of modal shift measures and suggests
a vision and objectives for the SCC. It concludes with a list of potential Key Success
Factors.

Global Issues and Trends
Environmental issues are an ever increasing concern on global agendas. The

importance of issues such as carbon or greenhouse gas emissions, pollution and
sustainability are clearly evident and has impacted, and will continue to have a bearing,
on the policies surrounding eco-towns.

There are eight Millennium Development Goals (MDGs). The MDGs include aims, such
as reducing the number of people suffering from hunger and eliminating gender
disparity in primary and secondary education. There is also a goal to ensure
environmental sustainability of which one target is to “integrate the principles of
sustainable development into country policies and programmes and reverse the loss of
environmental resources”. Sustainable development is clearly a goal which is likely to
have different relevance in developed and less developed countries. This goal,
however, is of no less importance in either type of country. In more developed
countries, such as the UK, sustainability in the urban environment is a primary issue.
The European Union set out four goals in “Sustainable Urban Development in the EU”.
The third was to improve the urban environment — a task which included the
management of transport, waste and energy. Eco-towns are a significant means by
which the UK can play its part in ensuring improvement and sustainability in the urban
environment.

There are also practical implementations of international urban developments from
which confidence may be gained and lessons learnt. Although most of the following
examples do not have the exactly the same aims or purposes as the UK’s eco-towns,
they can still demonstrate what can be achieved. International examples include
Augustenborg (Malmo), Freiburg (Baden-Wirttemberg), Groningen (the Netherlands),
Nieuw Terbregge (Rotterdam) and Hammarby Sjostad (Stockholm). Each of these
developments has implemented a mix of measures and initiatives to create a more
sustainable transport system. In addition there are developments such as GWL-Terrein
(Amsterdam) which are car-free; the core of the development is dedicated to open
space with cars restricted to the periphery only. Many of these areas have achieved
very good mode-share figures for public transport, walking and cycling and provide
good examples of what can be achieved.

The US Government is promoting the idea of ‘Transit Oriented Developments’ (TODs)
as potential areas for mixed income housing and employment development where
transportation costs can be minimised. This has recently received more emphasis with
rising oil prices, the impact of the credit crunch and the realisation that the suburban
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form is very car dependent. Suburban America is hardest hit by the current economic
problems, while some TODs are thriving (Realising the Potential: Expanding Housing
Opportunities Near Transit, Center for Transit-Oriented Development, April 2007).

Given the large increases in fuel prices, widespread public environmental concerns, and
ongoing work to develop a post-Kyoto agreement, there is a powerful momentum
behind sustainable urban mobility.

National Policies
The development of eco-town proposals has been influenced and guided by a number

of governmental and national polices.

The UK Government has recognised the need for more homes to meet the rising
demands of an increasing and ageing population. It has set a target to provide three
million more homes in England by 2020. Ensuring that this growth is sustainable is a
primary concern. The UK government set out its sustainable development strategy in
the report “Securing the Future” (March 2005). One of the four agreed priorities within
the document was the creation of sustainable communities. This built on the earlier
2003 “Sustainable Communities Plan”. Sustainable communities were defined as
“places where people want to live and work, now and in the future. They meet the
diverse needs of existing and future residents, are sensitive to their environment, and
contribute to a high quality of life. They are safe and inclusive, well planned, built and
run, and offer equality of opportunity and good services for all.”

“Homes for the Future: More Affordable, More Sustainable” (July 2007) developed these
proposals further and launched the invitation for local authorities and developers to
propose new eco-town schemes with the primary aim of an entire zero carbon
community. Following on from this the Communities and Local Government (CLG)
Government department were responsible for the creation of an “Eco-Towns
Prospectus” which outlined the features of and criteria for eco-towns. A primary
concern within these criteria is in ensuring that each eco-town becomes an “exemplar
green development”. This clearly creates a key role for transport within eco-town
development.  As such the ‘Department for Transport’ (DfT) have been strongly
involved in providing guidance for both eco-towns and growth points more generally.

“Building Sustainable Transport into New Developments: A Menu of Options for Growth
Points and Eco-Towns” sets out specific recommendations for transport strategies
including:

1. promotion of cycling and walking;
2. reduction of car usage;
3. provision of access to public transport; and

4. consideration of the needs for goods and emergency vehicles.
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This fits within other DfT aims and work promoting initiatives such as ‘Sustainable
Travel Demonstration Towns’ and ‘Smarter Choices’. More recently the DfT produced
“Towards a Sustainable Transport System”, a report which described the Government’s
responses to the Eddington Report and the Stern Review. Eddington highlighted the
importance of transport to economic growth and productivity whilst Stern demonstrated
the importance of reducing CO, emissions for both social and economic reasons. The
Government accepts both the importance of congestion management and the threats of
climate change. Both factors are clear influences in eco-town policies.

Local Policies
At the local level there are more specific concepts and policies which have a role to play

in The Eco-town for Leicestershire’s policies.

Leicestershire’s Local Transport Plan (LTP) for 2006-2011 sets out six primary
challenges and objectives:

1. Tackling congestion

2. Improving access to facilities

3. Reducing the number and severity of road accident casualties
4. Providing better air quality

5. Reducing the impact of traffic

6. Maintaining all our transport assets in good condition.

The eco-town must clearly follow this set of objectives. The Leicestershire 2006-2011
LTP only suggests a 1% decrease in car mode share and a 1% increase in public
transport mode share. The Leicestershire LTP does include a reasonable, although
perhaps not excellent, package of measures to tackle congestion.

The 6Cs Congestion Management Study was led by a partnership of three city councils
and three county councils from the East Midlands - Leicestershire County Council,
Derby City Council, Derbyshire County Council, Leicester City Council, Nottingham City
Council and Nottinghamshire County Council. The study identified high congestion
levels on radial routes running into and out of Leicester and on its ring road during peak
periods. The total vehicle delays and consequent costs were found to be highest in
Central Leicestershire and Greater Nottingham.

The Eco-town for Leicestershire
The Eco-town for Leicestershire is setting itself challenging and ambitious targets, yet

ones which are both in line with global and individual trends, as well as being capable of
becoming a national and international exemplar.

The promoter has recognised the importance of considering the external impacts of the
eco-town - clearly transport capacity will need to increase as the population of The eco-
town increases. Further to this, however, the Co-operative Group’s Consultation Paper
- “Transport: Making Better Choices” - explains how they hope to create wider positive
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impacts; they aim to “manage the transport demand we create but also look to play our
part in delivering better transport around Leicester and in the region” by becoming a
“catalyst for a new approach to transport provision in the area”.

The site has an aim of a maximum of 25% of journeys to be made by private car in
accordance with the guidance for eco-towns in the Town and Country Planning
Association’s (TCPA) “Transport Worksheet”. Putting this in context: at the 2001
census, for all of Leicester's commuting trips, 71% of people travel to work by car or van
(65% driving and 6% as passengers) and only 17% of journeys were made by more
sustainable travel modes (9% walking, 5% bus, minibus or coach and 3% cycling). The
proposed modal shares are public transport 55%, cycling 20%, car 25%.

Effectiveness of smarter choices
There is currently some debate about the value of smarter choices in managing demand

for car travel by use of methods such as incentives, travel plans, marketing and
awareness raising techniques, as opposed to the easily quantifiable benefits of
providing physical infrastructure: there is no doubt that research in this area needs to be
extended and improved. A research project was undertaken for the Department for
Transport in 2004 (‘Smarter Choices: changing the way we travel’, Cairns, Goodwin,
Sloman, Newson, Kirkbride) which summarised evidence on the impacts of smarter
choices and concluded that a high intensity smarter choices programme would:

= Cost in the region of £5 per citizen per year
= Have a benefit to cost ratio of 10:1 or more
= Resultin a reduction in traffic of 21% in urban areas in peak times

These results have all since been challenged, but it is fair to say that research on
smarter choices is definitely demonstrating that packages of measures are effective, but
that the individual contribution of demand management is difficult to disentangle from
that related to the provision of infrastructure, new public transport services or car
restraint measures.

Some selected statistics on mode shift achieved by smarter choices are included in
Appendix 1. These show that impacts can be very significant with the The eco-town
SCC providing the perfect vehicle to realise the optimum synergy between these
measures.
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4 Smarter Choices Company - Vision and objectives

The Smarter Choices Company will be an integrated travel company that residents and
those working in the town can associate with and own. Its services and products will be
designed specifically to a modal shift away from car use by working towards ‘complete
mobility’ — this is an customer focussed, easy to use, high quality seamless and valued
transport system. It will do this by building on existing best practice examples of
smarter choices work. It will managing the infrastructure to be provided for public
transport, cycling and walking, car movement and parking, and interchange and
introduce individualised ways of managing travel, such as personalised travel plans and
smart cards pre-loaded with incentives to encourage people to behave sustainably..

Diagram 3: Elements of complete mobility

End User-Focused ‘

It is integrated with modern
lifestyles and evolving
demands and expectations
for personalized mobility
options for people and

Seamless

Seamless transportation is
the physical and virtual
integration of modes to

ensure coordinated
transfer between modes.

goods.

It allows for informed
decisions, is simple, and
mode neutral.

It is the creation of a “zero-
wait state” where delay to
the user, before, during and
after their journey is
minimized.

Information and
communication is the key
interface between the user
and transport service as
well as for personal
connectivity.

The SCC will also manage quality. It will establish quality standards for services
matching the best in Europe. Key elements will be:

= frequency

= punctuality

= cleanliness

= public transport stop infrastructure
= information

= vehicle comfort

= emissions.
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Table 1 sets out the promoter’s vision for the Smarter Choices Company.

Smarter Choices Company Vision

The SCC is a vital and central element of the eco town.
The SCC will be a responsive, performance oriented, accessible delivery vehicle.

The SCC will provide a ‘high intensity’ smarter choices regime — more services and co-
ordinated combinations of services, to an extent that has not yet been achieved in a
new development.

It will be the natural place for new residents, workers, developers and other
stakeholders to manage their mobility, whether they want to buy bus tickets, rent a
parking space or a bicycle, start a walking bus for school children, complain about trains
to London or influence transport policy in Central Leicestershire.

The SCC will work from Day 1 of construction: it will provide as important a service to
potential occupiers visiting show homes and commercial estate agents as information
about the house or unit itself.

It will have a physical presence in the centre of things (the hub) and will have a dynamic
and interactive presence on the web.

The SCC will be easily recognised: all travel initiatives undertaken by the SCC will have
a common brand, so that occupiers and residents will understand the benefits it has to
offer.

The SCC will be a co-operative run as part of the eco town community governance and
will be seen as a community resource. It will be ‘owned’ by the community.

The SCC will be a national and international exemplar, building and extending best
practice in Smarter Choices. It will attract national and international interest and funding
and will exploit this to the benefits of the local community and stakeholder.

The SCC will have a costed delivery plan and aim to be financially sustainable.

Smarter Choices Company Vision Objectives
The objectives fall into four groups that must be balanced by the SCC:

= To actively provide better quality transport services for eco town residents,
employers and employees than elsewhere

= To meet requirements for modal shift from car to public transport, walking
and cycling

11
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To work with partners, other agencies, community organisations and others
to promote innovation

To publicise the eco-town’s successes

Smarter Choices Company Key Characteristics
The SCC will have the following characteristics in order to optimise its success at

facilitating a modal shift away from car use.

The SCC will be located at the transport hub and at show homes and estate
agents to catch people and give them personalised or company travel plans
before they decide to move in

The SCC will have a substantial physical presence at the transport hub
and/or town centre and make best use of the web, community portals and
other distribution methods

The SCC will be well resourced from the start and able to add functions and
scale as the eco town develops

The SCC will be completely transparent in its operations, to get the
support of residents and other stakeholders

The SCC will have a clearly defined relationship with the Eco Town
Management Company and any other governance arrangements in The
eco-town, and will have a governance structure which facilitates community
and customer (member) involvement

SCC must be responsive to its members (eco-town residents) and provide
opportunities for its members to voice their opinions about transport services

The promoter is committed to achieving a clearly defined relationship
between the SCC and local authorities, transport providers, government
agencies, developers and customers

SCC will be set up and promoted as a user focussed facility to help save
people time and give them full range of choices: it will not be seen as a
watchdog to force them to change their ways.

12
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5 Products and services

The SCC will have a large and complex range of products and services and these are
summarised in this section. Appendix 1 summarises evidence of their effectiveness to
date in achieving modal shift. Some elements, for example parking hubs and park and
ride, represent significant operational challenges; others, such as travel plans and cycle
promotion, will need careful attention to customers’ needs; and yet more will require an
appreciation of the wider picture — these include marketing, developing policy and
managing performance. The SCC will provide the ‘glue’ that brings together many of the
infrastructure, transport and planning projects in the eco-town. It will act to optimise the
benefits from these projects and as a result it will be in a position to improve customer
responsiveness.

Travel Plans
The SCC will identify the travel needs of employers, schools, other traffic generators

and individuals, in order to encourage them to consider using alternatives to the car and
this will be worked up into a travel plan. Travel plans advice and support will be a core
activity throughout and after the build period. It will include:

e advising on and undertaking travel surveys

¢ monitoring travel survey results

» assisting with travel plan publicity materials and marketing,
e providing support to travel plan champions,

e providing a range of support services, such as personalised travel plans for each
new resident and employee, research and dissemination of best practice, and
links with local authorities and bus operators.

Travel plan advisors will use a combination of methods, but will be focussed on
providing face to face personal advice and support. It will be important for them to
contact and influence new residents and occupiers early, so that decisions about travel
options can be made at the same time as decisions about relocation. The travel plan
advisors will be able to provide information and incentives on a full range of travel
options, and will also feed back to transport operators and policy makers.

Advisors will be based at the SCC centre but will be expected to make themselves
available wherever they are needed. They will use available data to tailor make
materials for each travel plan, and will commission new surveys when necessary. They
will also provide performance information to the Eco Town Board (see Section 6).

13
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Improving the public transport offer
The SCC will liaise with public transport operators and will set policy for commissioning

and subsidising bus and later options, which may include a tram. The aim will be to
ensure that public transport services are easily accessible, reliable, safe, affordable,
comfortable, fast and friendly, and that they serve the places, and cover the times that
the eco-town’s residents and workers need. The SCC will regularly review services to
assess how far they are meeting demand from the eco-town’s residents, and will have
the ability to commission further services should they be needed. They will also
negotiate service improvements with bus operators, linking travel plans with appropriate
transport provision, and will add value by promoting integrated ticketing and use of
smart cards. Bus monitoring, planning and commissioning will be a core SCC service.
This will complement the public transport infrastructure already being planned to create
a public transport-friendly climate that will encourage use. The SCC will work with
partners to ensure high profile and visible security on public transport to and from the
eco-town, and establish and enforce standards of on board behaviour by passengers.

£5m funding will be provided by the promoter, following shortlisting for a sub-regional
transport study, to include provision of a city-wide tram solution. From Day 1, of its
inception, the SCC will play a key role in this initial study and in further development of a
tram proposal if this proves to be the best solution for the wider area. , Phase 1
activities (see section 7 for phasing) will be preparation to approval stage, Phase 2 will
consist of detailed design with construction starting with Phase 3.

Managing interchange and parking
An important role for the SCC is the management of facilities including residential and

employment car parks, park and ride and the eco town transport hub(s), bus stops,
cycle facilities and car clubs. These facilities will be the “front doors’ of the SCC and will
be branded and managed according to common guidelines together with the community
intranet, so that they will be understood as part of a co-ordinated transport offer. Income
from parking will be used to support other elements of the transport strategy with top-up
contributions from the proposed service charge — therefore the integration of the various
elements will be vital, as will the marketing of the overall transport offer.

Hubs will be more than transport interchanges — they will be ‘sustainable travel’ centres
with tailor-made information, ticket incentives, smart cards, cycle booking and parking
arrangements. Each visitor will be able to come away from the hub having received
personalised advice and travel information, incentives, timetables, booking forms and
any other resource required to manage their travel needs.

The central hub should be in an accessible location in the town centre, which will be the
SCC’s main location, though there may be the opportunity for satellite hubs in, for
example, employment areas. Hubs may also be suitable centres for other activities, and
the SCC will be able to consider the possible added value of services such as health,
other community ventures, leisure and childcare as possible complementary uses.

14



The co-operative

Residents will also be able to access the SCC virtually through the community intranet
portal in all homes and business premises.

These are large scale core services that will need to start on Day 1, but will be
increased and improved over time. In the very long term, the SCC might face the
challenge of increasing resources from elsewhere if demand for parking reduces so
much that income is also reduced.

Improving co-ordination of smarter choices items
Leicester already has a satellite positioning real time information system (Startrack) that

will form the basis of a high quality information system. Further co-ordination measures
will include personal carbon measurement and advice; multi application smart cards that
can be incentivised to encourage use of non-car modes, often on a personalised basis;
working with partners on safety and security on transport; and marketing the whole
transport vision for the eco town as well as for the individual elements listed here. The
emphasis will be on ‘complete mobility’ as described in Diagram 3 above, and will be
presented as a valuable benefit to eco town users.

Phase 2 items will include negotiation with relevant authorities on the expansion of
these and other functions outside the eco town, as well as the consideration of
guarantee schemes that will pay compensation to passengers if their journey is delayed.

Improving the cycling offer
The SCC will mainstream cycle initiatives by providing accessible local services to

complement large-scale safe cycling infrastructure. This will include information and
maps, cycle training for adults and children, a cycle repair service, cycle hire, cycle
loans (sometimes tax free), promotional events, guided rides and other incentives for
purchase and use of bikes. Links will be made with local and national cycling promotion
organisations and the SCC will pilot new initiatives where appropriate. Potential cyclists
will be segmented, with marketing and publicity oriented to the likeliest new recruits.
Transport for London found that 70% of cyclists ‘only cycle occasionally’ and these
might be a good target for smart interventions. School and employer travel plans will
also provide exemplary cycling services, including potentially paying mileage for cycling
on business travel. Personal travel plans will include an optional health assessment and
fitness programme. The SCC will work with other transport providers to ensure
integration or interchange with public transport.

A Paris-style ‘velib’ scheme (where bikes can be hired from convenient locations,
including interchange points, and left at destinations) will be considered as a Phase 2
item.

Improving the walking offer
Walking initiatives will also be developed in partnership with health organisations. The

SCC will organise healthy and guided walks to complement the improved crossings,

15
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footways, rights of way, maintenance, lighting, and road safety. The SCC will also
monitor conditions on important walking routes and will report problems to the relevant
authority. Personal travel plans will include an optional health assessment and fitness
programme, and the SCC will develop packages of incentives that can be used in travel
plans — for example, free pedometers, fitness assessments, a public realm maintenance
complaint reporting service, guidance on personal safety, personal attack alarms, ‘walk
to work’ buddies, school walking buses.

Improving the car offer
The SCC will focus on avoiding unnecessary car travel and on providing more flexibility

so that cars can easily be hired or shared (car clubs and car share databases);
encouraging lower emission vehicles (managing plug in points and electric vehicle
maintenance); increasing efficient delivery of goods (by liaising with retailers and
providing drop-off points) and charging a reasonable fee for parking. As part of their
travel advice activities, employers and employees will also be able to get information
and advice on working from home or flexible hours to enable off-peak travel to work.
The SCC will work with travel plan ‘owners’ to provide incentives for not using cars for
specific purposes — for example, a personalised smart card could include payment for
parking at the workplace 4 days a week with a returned ‘cycle bonus’ on the fifth.

A Paris-style ‘autolib’ scheme (where electric cars can be hired from convenient
locations and left at destinations) could also be considered.

16
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6 Parking management and charging strategy

A key element of the sustainable transport plan for the eco-town is the low levels of
parking provided. Residential parking will average only one space per two homes and
commercial parking standards are on the same basis of Leicester city centre. Control of
parking is one of the principal means of achieving an exemplary modal share of only
25% of journeys being by car, against 70% plus in Central Leicestershire.

It is also the intention to charge residents and employers for parking as an integral part
of service charges. The service charges will therefore be variable to reward green
travel. Service/car parking charges will underwrite high quality public transport for the
eco-town including subsidising fares to make public transport a more attractive option.
Central to this strategy is a sophisticated and comprehensive multi-functional smartcard.

A comprehensive parking management strategy will be required. This will define a road
hierarchy, roads to be adopted as highways, private roads, as well as the organisation
with responsibility for each. It will also look at enforcement, spillover parking,
unauthorised parking on verges, arrangements for delivery vehicles and people with
disabilities, and opportunities for shared spaces. For the purposes of this report, it is
assumed that the highway authority, Leicestershire County Council, will be responsible
for adopted roads and the SCC will be responsible for unadopted roads.

This section deals mainly with issues around charging for parking. Possible charging
mechanisms are assessed in Table 2 below. It is likely that a ‘mix and match’ solution
would be most appropriate.

17
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Table 2: Parking management and charging mechanisms

Possible charging
method

Issues and options for eco town

Purchase of off-street
spaces outright by
residents or employers

SCC could own and/or manage spaces and charge a
market price for selling them. First come first served, or
basic allocation policy. Low operational cost, but also low
demand management potential.

Long-term renting (‘season
tickets’) of off-street
spaces or unadopted on-
street spaces by residents
or employer

Again SCC could own/manage spaces. More flexible and
subtle, could incorporate allocation policy eg to
complement car-free areas. Some enforcement issues
could potentially be resolved by technology eg smart cards.

Inclusion of additional
charge for allocated
parking space in service
charge

For those off-street spaces that are within the curtilage of
the dwelling, or are recognised to be attached in some
way. Could be used for on-street spaces if unadopted.

Short term charging of on
or off-street spaces
(unadopted roads only)

Charging hourly, daily, weekly based on standard on-street
model. Considerable operational and enforcement
requirements. Most flexible and perhaps easiest
understood.

Short term charging of on-
street spaces on adopted
roads (requires Special
Parking Area designation
or similar)

As above but has to abide by parking legislation — strict
requirements and high operational and enforcement costs.
Would have to be introduced by highway authority
(Leicestershire County Council) unless functions could be
transferred. But could fit in with other on-street charging
regimes in Leicester.

Workplace Parking Levy,
as enabled by Transport
Act 2000

Would have to be introduced by highway authority, unless
functions could be transferred, applies only to commuter
spaces, and bureaucratic procedure.

Australian parking
licencing model

Combination model, used in Perth and Sydney CBDs, but
might be applicable to eco town as depends on good
ownership data. This is a parking levy for privately-owned
non-residential off-street parking spaces.

Setting parking charges

Table 3 below assesses possible methods for setting parking charges. Although the
options are listed as if separate, many could also be used together to develop a more
complicated formula that could integrate the best parts of each option.
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Table 3: Options for parking charge formula

Option

Strengths

Weaknesses

a. Matching existing parking
charges in Leicester and
Leicestershire (on and off street,
and/or park and ride)

Integrates eco town,
perhaps perceived as fair.
May be required on adopted
roads anyway.

Low demand
management potential

b. Relating parking charge to
land value and maintenance of
space involved

Might be better understood
by employers than
householders

Low demand
management potential

c. Matching parking charge to
required expenditure on
alternatives to the car

Pragmatic but also makes
benefits to car users
transparent

May not be robust if
challenged if used
without other support

d. Setting the parking charge as
a proportion of the service
charge or rent

Easily understood and
managed

Does not clearly relate
to demand
management

e. Matching parking charge to
public transport fares

Maintains principle of
balancing public transport
with car accessibility

Complex and arguable
calculation required

f. Set market prices

Easily understood

How to start? By
auctioning spaces?

A proposed parking charge formula using elements from Table 3

The formula has five parts, depending on the nature and purpose of the parking place,
and for simplicity, assumes a complete development of 15,000 houses and a similar
number of jobs, with a total of 10,000 parking spaces (exclusive of park and ride

provision):

a. Incorporated into service charges (off-street)

Using option a. above, as current park and ride fares are £2.60 per person return (for
bus travel plus a day’s parking), a comparable formula for The eco-town could be:

Approximately 5000 spaces

Residents with a parking space within their curtilage would pay an amount for this space
as part of their service charge. This would be managed by a sophisticated smart-card

entitlement.

b. Long term rental or parking season tickets (off-street and unadopted on-street)

Those residents without a parking space within their curtilage (and who wanted to rent
one) would be able to use a smart card to access both enclosed or otherwise managed
parking areas and unadopted on-street parking via meters or similar technology.
Spaces would be guaranteed to be available but not allocated. Only one space per

household would be allowed.

Approximately 2500 residential spaces
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Employers and commercial organisations could have their parking rental added to their
premises’ lease, again with guaranteed availability within a specified distance. Each
employer would have a maximum cap on parking available for rent established within
their lease, and employees would be able to use smart cards or similar to access the
spaces. Employers could also use travel plan initiatives to manipulate the availability of
parking to match their employees’ personal circumstances — for example, if the
employee wanted to use public transport three days a week but drive in two days a
week, this could be accommodated and managed. It would be up to employers whether
they charge employees for the spaces used or not, but the travel plan advisors would
work with employers to secure the best benefit in terms of the core requirements of the
company itself as well as the demand management impacts.

Approximately 2000 employment spaces

c. Public, town centre and informal visitor parking (off-street and unadopted on-

street)

Charges would be comparable with the city centre. Special arrangements would be
made for people with disabilities and residents’ visitors — this could be done using smart
cards which would allow these special arrangements to be organised by the SCC
working directly with residents.

It is suggested that any surplus income made from this source is invested directly back
into the public realm of the town centre and residential areas. This is a sort of ‘natural
justice’ that might appeal to residents and others affected.

Approximately 500 spaces

d. Public, town centre and informal visitor parking (on-street adopted)

This regime could be operated by the SCC if the streets were unadopted or by the
highway authority if the streets were adopted , probably as part of a Special Parking
Area, targeted at preventing unauthorised resident and employee parking, unofficial
park and ride to the city centre and managing visitor parking, and would consist of
selected areas, for example close to shops and tram or bus stops. The same charging
regime would be applied as in ¢ above.

e. Park and Ride

1000 spaces

The park and ride sites are planned on the A6. Initially each will provide 500 spaces
with the capacity to increase to 1,000. It is assumed that this will be operated by the
SCC but will match the current Leicester park and ride pricing system. Timing of
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development will be important so that these sites can be brought on stream at the most
financially secure moment. The park and ride sites, although normally not catering
directly for the eco-town residents (although they could include some provision for
visitors) will also be good opportunities for advertising and promoting the SCC and its
activities.

Conclusions on charging for parking

a.

Charging for parking is a feasible method of funding travel demand management
initiatives in The eco-town. It is estimated that sufficient revenue would be
generated to cover the costs of the SCC with some potential to also contribute to
bus subsidy and tram development.

Charging also contributes to travel demand management, but requires a
customer-friendly management system (such as smart cards) that demonstrates
alternatives to the customer, so that an informed decision can be made based
on relative costs and availability.

Parking income will not cover SCC costs in the early years. It is estimated that a
break even point would occur 5 years into the town’s development .

Enabling legislation to charge for parking on adopted roads is complicated and
restrictive. It is suggested that a parking policy for adopted roads is based on
congestion management, not demand management. Conversely, parking policy
for unadopted roads should be specifically planned to achieve a lower use of
cars.

Consideration should be given to the public acceptability of charging for parking
and this should be a key part of the SCC marketing strategy. But users should
also be able to see the direct benefit of the charge e.g. in public realm work,
incentives to use public transport, use of smart cards, and transparent
accountancy, so that they can see what the income is being spent on.
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7 Potential Governance Models

This section looks at what type of SCC would work well within a previously proposed
community governance model for the Eco-town for Leicestershire.

The Smarter Choices Company will be a separate company to the Eco-town Community
Company (ETCC) but closely affiliated to it, and run along similar lines as a community
mutual organisation,

Diagram 4: Relationship of SCC to eco town governance structure

Eco Town
Community
Company
Board

Eco Town Community

Company
I [ |
Company SCC Company Company
A B C
: Tram Transport advisory Transport
: development . and management operational
= (will later be functions — retained functions —
: separate : contracted
company) .

Suggested Eco Town Board requirements for the SCC

Effectiveness — the purpose of the SCC is to manage travel demand to achieve a more
significant modal shift away from the private car than would otherwise be the case. The
Chief Executive or Managing Director of the SCC will be accountable on performance to
the Eco-town Community Company Board. It is suggested that the SCC enters into an
agreement to receive funds from the Eco-town Community Company Board and in
return to take on the responsibility of achieving added value (in the likely form of an
additional modal shift requirement) as well as managing elements of the modal shift
strategy such as bus operations and parking restraint, but without being held
responsible for the targets allocated to these items.

Efficiency — the SCC will be responsible for finding value for money ways to achieve its
targets. One of the ways it can do this will have to be by using income gained from
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some functions to enable or subsidise other functions, in particularly by recycling
income from parking charges. Income gained from SCC activities must be retained by
the SCC for other transport activities.

Probity — the SCC must be able to demonstrate fair and equitable procedures and
expenditure to its members, who will include customers, residents, service providers
and ETCC Board as well as auditors. This will be done by means of ‘open book’
accounting.

Sustainability — the SCC must have suitable capability and capacity internally to be
able to achieve the targets, either by undertaking activities itself or by contracting them
to other organisations. Most operational functions will be contracted out to specialist
organisations, and the SCC itself will focus on policy and strategic direction, travel
advice, marketing, performance, and contract management. This will enable new
functions to be added. The SCC must also be able to accrue funds to finance expansion
and new activities as the eco town gets bigger.

Innovation — the SCC will have the capacity to lead on technological initiatives and
behaviour change opportunities to achieve the objectives. This will include a complete
mobility strategy that is joined up by ICT, particularly use of information and incentives
via the web and smart cards. This already presents new and efficient ways to operate
and balance and incentivise users, and will potentially provide new revenue streams
through stored value, percentages on transactions and value added services.

Proposed SCC organisational form
The SCC will operate as a co-operative with an elected Board and an Executive. Its

customers will have the opportunity to become its members and to sit on its Board. The
Board will agree the strategic direction for the SCC in consultation with the Eco-town
Community Company and will test these against agreed eco-town priorities, values and
principles. The Executive will enact the Board’s wishes and report to the Board on
outcomes. Community member input below Board level will also be provided by the
creation of a Smarter Choices Company Sounding Board’ for SCC members. This will
not make decisions but will report back to the SCC Board for action There will also be
regular updates and consultation with all of its members and the community using
means such as the Community Window interactive portal.

23



The co-operative

8 SCC Organisational Structure

This section describes a proposed organisational structure for the SCC that will:
1. meet the requirements of the SCC Board
2. efficiently provide the stated products and services
3. allow for SCC member and community involvement
It also provides a short summary of the skills that will be needed to staff this structure.

To meet the requirements of effectiveness, efficiency, probity and sustainability the SCC
will require a formal structure based around performance management, with a Chief
Executive who will be charged with achieving the modal shift targets. The following
diagrams represent hierarchies of functions, not necessarily teams of people.

Diagram 5: Proposed SCC Executive organisational structure

SCC
Board

SCC
Executive

Policy and
Performance

Quality Financial Travel Advice » Tram Development
Management Services and Promotion : .

Policy and Performance
This element of the SCC will include transport analysis and policy, as well as managing

performance of the company itself, including the operational contracts. This section will
provide the Board with information on progress, planned next steps and whether targets
are being met.
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Diagram 5a: Policy and Performance

The co-operative

Policy and

Performance
Transport SCC performance Data analysis and Procurement
policy distribution
Links to LTP, Performance data Website, Identification of
authorities, Contract commissioning data opportunities and
operators performance collection, providing procurement
Developing Reports to ETMC analysis to other principles, doing
services teams the procuring

Travel Advice and Promotion

This will be the core service of the SCC itself, providing travel advice and information to
all new residents, employers, schools, public transport operators, local authorities and
other relevant stakeholders. It will include a significant marketing element, to ensure
that the SCC and Central Leicestershire transport strategies are widely known and
understood. This service must be available from the start of construction in order to be

visible and active to all those considering moving in.
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Diagram 5b: Travel Advice and Promotion

Travel Advice and

Promotion
Workplace School travel Personal travel Marketing and
travel plans plans advice awareness
Within and Schools within Individual Other destinations,
outside eco site as attention for linking with
town exemplary in each resident, authorities,
taking initiative country. Outside employer, developers, ETMC,
and supporting site by employee as ‘big picture’,
businesses negotiation they arrive and promotion, health

ongoing

Financial Services
This will be a small group of key professionals responsible for the probity and

transparency of financial transactions. They will however recognise the nature of
resident and community involvement in the SCC, and be able to manage this in a
professional manner.

Diagram 5c: Financial Services

Financial
Services
Income Expenditure Transparency and
community
accountability
Grants from Grants and
outside bodies, incentives, bus
service charge, subsidies, contracts, Open book
parking charges, guarantee scheme, accounting
developer salaries, equipment, contractual’payment
contributions, rents details, scrutiny
endowment arrangements
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Quality Management
This function is the management of the various contracts within the SCC. It will be

responsible for ensuring compliance with contract conditions, for meeting contract
objectives and for ensuring value for money and quality (within the terms of the
contracts as set by the Policy and Performance section). The contracts will be varied,
including:

= Facilities such as the transport hub itself and Park and Ride sites

= lLarge scale operations such as parking management and commissioned
public transport

= Small scale operations (some of which could potentially contracted to
community organisations) such as car club, cycle training and community
bus

= |T projects and contracts such as real time information, journey planning,
smart cards

The Quality Management function will include people with generic skills who will form a
‘centre of excellence’ for contract management, transferring best practice across the
various contract types.

Diagram 5d: Quality Management

Quality Management

Team

Facilities and Operations IT projects and
major transport contracts contracts
contracts

Car club, velib, Websit

Cycle training ebsite
Tran;port hub Community Journey planning
Parking _ transport, Smart cards
Park and Ride, maintenance Information
public bus, some Real time
infrastructure
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Tram development
The tram development function is shown here for completeness although it is possible

that whilst the sub-regional transport study will be ongoing from Day 1, the outcome of
the study, including whether the tram will form part of the transport solution, may not be
known. lts detailed functions depend on the role the team will take in partnership with
local authorities and the likelihood that a separate company will be developed at some
stage to promote the tram.

Diagram 5e: Tram Development

* On street works : Off street works and : Consultation,
: and procedures : = procedures 3 : procurement and .
: - : funding
Transport and Land purchase,
Works Act, depots, vehicles Planning, consultation,
complementary business case, funding
buses, stats, design, bids, procurement of
traffic management operator, marketing

Skills required

Recognising the range and complexity of services to be offered, three skill sets have
been identified as key to the company’s success:

a. Relationship building, partnership and community involvement skills will be necessary
to ensure that the SCC is seen as valuable by stakeholders and is supported by local
authorities and operators. As the SCC will be managing both restrictions on freedom of
action (i.e. parking charges) and incentives to change behaviour, there will almost
certainly be tensions between different stakeholders and resolving these will require
robust skills and capabilities.

b. Performance and contract management skills will ensure that the right procedures
are put into place to ensure that the company meets its targets within identified
timescales. The SCC will be accountable to the Board based on the achievement of
these targets.

c. Policy, transport planning, and travel advice skills will enable the company to stay at
the forefront of innovation, and to disseminate this knowledge to other professionals and
interested parties

Two supporting skill sets are:
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d. Marketing - to support the relationship building and transport planning activities

e. Finance and accounting — to support the relationship building and performance and
contract management activities.
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9 Conclusions and next steps

The promoter aims to set a new standard of development and travel management in the
eco-town. An SCC on the scale now imagined has not to our knowledge been done
before, To make some progress, this report has developed the SCC concept into a
more tangible model that can be further tested over time. It has demonstrated that the
SCC will be an exciting and effective prospect, but that it will require considerable
management input.

Next Steps
1 To make the following decisions:

. The contribution that the SCC has to make towards the required modal shift
target;

. Detailed agreement on the scale of initial and ongoing funding required;
- The viability of and timescales for the tram project;

. Agree the Sources of funding for the SCC, particularly if parking charging is to
play a significant role

2. Detailed look at SCC activities and costs with engagement with potential
residents and/or workers from the local area. This will include more consideration of
SCC phasing requirements to complement both development and infrastructure
phasing.

3. Explore the potential to achieve Complete Mobility. This is a focus on what
needs to be done to provide end-user focused, seamless and valued transport services
for the eco-town. To the promoter’'s knowledge, this concept has not yet been used in
reference to eco towns or growth areas, but has proved a popular and useful framework
for describing an integrated approach to transport and planning in various world-wide
examples such as Toronto and Brisbane. It uses a range of initiatives including co-
ordinated IT, marketing, individualised incentives to provide frameworks for developing
transport solutions, as well as giving attention to governance and management issues.
The aim will be to provide refined objectives and activity plans for the SCC that focus
more directly on complete mobility.

4. Build on the concept of Transit Oriented Developments (TODs) — there are
already developments in the US, albeit on a smaller scale, that have successfully
reduced predicted car use simply by virtue of maximising the benefits of being near a
good ftransit link. This is an approach that provides for greater planning and transport
integration which can be built on and extended for the eco-town’s specific situation.
Whilst accepting the cultural and legal differences, the following extract summarises the
current view:
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“All neighbourhoods near transit are exhibiting the characteristics of high-performing
TODs: the massing of significant density to create a “location-efficiency” that promotes
walking, biking, transit use and low auto ownership; increased transit ridership and non-
auto mode share; a rich mix of uses and consumer choices; significant value creation
and value capture by both the public and private sectors; and the creation of a sense of
place. Perhaps most significantly, the increases in traffic have been minimal.” (Platform:
Building the New Transit Town, Reconnecting America, Summer 2006)

The following might be considered as ways of building on TOD ideas:

Recognising the importance of a central transport hub from the start, locating
the SCC there, and as far as possible, building out from the hub

Similarly recognising the importance of the BRT/tram route and building out
from that corridor

Reducing bus subsidy costs by matching the provision of at least the
BRT/tram to the development build out

Recognising the potential of the higher land values around the hub and
BRT/tram route to maximise densities and consider higher service charges
(particularly if these can be recycled into incentives)

Looking at the American examples of securing mixed income housing
around hubs and transit lines to meet both housing and planning objectives

Looking at American examples of successfully securing retail investment in
district centre locations by emphasising proximity to transit as well as
compact, attractive, walk-able and cycle-able shopping streets

32



{ JewgaAel ], Jsuueq ay) pash Aay) yuad U|

'sso00.1d uonesiunwwod days-Ag-dals

B pue Joejuod 10alip ybnouy} siasn |ejusiod
usm anBojelp pasiienpiaipul ue Bulysiige)sa
Aq s1y1 seop 1 ‘Bunjiem pue BuljoAo ‘podsuen
olgnd Ajjeoyioads ‘sepow Jayjo Aq sdiy

Jo uoiuodoud Jajealb e yum ‘sduy Ajuo-IoALp
J0 a1eys pasealoap e pajebie) Abajens ay|

"0002 ‘190100
‘ejep|eloos Joy boug Joutapp

JOALIp Jeo se uaye)

Bunaytep

1deouod (Bunaxiey pasiienpialpul) YJeipu| | ‘podsuel aiignd 03 Bulyoyums yuad yinosg sduy ui uononpail %9 | jodsuea] o1gnd

"Ylomjau aj9Ad asuap ‘sdu} ajo1yan Auednooo
B pue SawWayos aieys Jed ‘sqn[o Jed ‘sainol a|buis ul uononpal
sng aseomoys Buipnjoul ‘joisug ul pajuswa|dwil %GG-%8 pauodal aney
Bulag saAneniul Wodsuedy ajyoid ybiy $9S8SaUISN( [enpIAIPU|

Jo abuels apim e Ag pajsisse s| swwelboid ay |
1a 9661
‘saafojdwa 0p0‘0s Aleau pue siaAojdwa 00z AInr suoday Apnis 20uls %9 Aq paonpal
G8 UlIM JOBJUOD SBA|0AUI Ajjualind swwelboid ase) ‘Jjonel) am Aem ey sassauisng aAeY eale |esjuad

ue(d [oAeJ} 89e|dyIoM S |Iouno) ANID |oisLg buibueyy :sealoys Jepews sSnoueA — |0Jslg | pue Jauul 8y} ul sduy Jed aoe|dyJopp
13a 1epjoog Ayoland om oljely unJ
saojoy Japews buepy snole/ | [00Yyds Ul uononpal %G L-8
1a
p|09) 10} 05 Paj|ed BWBYIS SAUSUI Ue ‘1002 AInr “suoday Apnis
pue sasng Buiyjem uo Buisnoo "Ajunod sy ul ase) ‘jonel) am Aem ey
S|00Y9s JO €/ AlJeau yim paylom sey Dosyong buibueys :sealoy Jepews allysweybuyong %8- @Jeys apow Jen |ooyos
100z 99Q — podsuel] o} 19)S82IONA
100lo.d Jaye syjuo 0z-9 | uswpedsaq — yop buluuelqd pue uojbuieqg sduy JaAup
MN 8y} ssouoe sjosfoid 4 d JO malnay |oAel] [euos.iad bunepy ‘69 ‘snoLep Jed ul uononpal %¢ - Jeuoibay
sue|d |9ABI]
paAalyoy
jJuswwon 924nog uoes0] abuey9 jepon S9AlleINU|

Sal}IAI}OR DDS pasodoud jJo ssauaAloayg 1L xipuaddy

aAIle13do-09 oy |




[@M0} B pue sano|b ‘ejjaiquin ue ‘1eab uiel .
sa|gelawl} 9.y pue

‘(Q 0006 Inoge yuom) Ayjedioiunw

ay) ul wodsuely o1jgnd Jo} ssed Jeak-auo e «
XA 0001 1o} 1eah ay)

JO pua ay} 1e aj9Aa1q ay) Anq 0}

uondo ayj pue BuioiaIas 8al) pajwijun ‘(palisep
#) ¥eas plIyd e “(MMA 000G dn(eA

winwixew) 8210y Jiay} Jo 3[0A21q Mau 8y} «
:panIaoal syuediolued

"90e|d)IOM JIay} WOy Wyg-g BuiAll
pue Jed ay} Jo siasn-Ajiep || ‘siuedionied G/ |

14@ '¥00z AInp “podey
|euld ‘jenel) em Aem ay)
buibueyy :seoloyn Jepews

"Wylewusq ‘shyley

Jed
Aq sduy ul uononpay %z¢

SaAIUadU|
Buijoho

'9[0A21q Aq spew

aq 0} sAauinol Jo 9, gz Ajsweu ‘}abie) snopique
ue Buiyoeal jo wie ay} ypm paydope usaq

aney (sa]0A0Iq 82IAISS pUB ‘UOlEIIUNWIWOD
‘ubledwes yayi-nue ue ‘sanijoey

BuioAo Buipnjoul) 1aueys bulpAd e pue oiyjel)
pajeaym-om) buibeuew Joy ued [jeJano ay |

(939 Buloinies

‘Ajanoas
'S]S1[0A0 ‘sanylioey buijoho
0} uado os|e ale saue| SNQ SWOS ‘|SABl) 0} Buiroidu)
pasLioyine ale SisijoAD Yyolym uo sjuswaed Jo ‘666 ‘UOISSILWOD
Wy G| pue s}aails Aem-auo pajoulsal Jo Wy Z| ueadoin3g 'saiio pue SUMo} %% Aq sAauinol juswabeuep
‘syoed) pue syjed 9|04 Jo wy 2/ sey Binogsens Joj peaye Aem ay | : buifo Binogsens pajoko pasealou| Buijoho
/1y sued:qiiaammm//:dny
:Je 9|qe|leA. awayos ay) JO S|ielap Jaypn4
‘slied Ul d1el} ||e Jo %¢ 0} g 10} Ssjunodoe
ay1q a8yl Aepo] "% 6 AQ pasealoul sey slied ul
SI91q JO Jdquinu 8y} ‘2002 PUE |00Z Usamieg
. 8007 qlIgA JO UORINPOAUI
40 pua 8y} Aq saiq oom,w 0¢ 89 [IIm 8lay} sjiym -2)ISqaM qIIA a3 8oUIs %0z paddodp
uonE|INaId Ul S,QIIPA 000°9) S1E 88y} Apusung |eouo ‘essaud ap Jsissoqg sled sey slied ul oyjely Jen qI9A

sawayasg 919hH

‘sjenpiAlpul Aq spew
$92I0Y0 [9ARI} 90USBN|JUI O} pasSn aJom s8sso00.d
uonedioned pue uoneonps ‘Buneyiew

aAIle13do-09 oy |




€

Allensn aJe pajjoAel] S9|I|N B[0IYaA JIay}) pue
J1eo Aq sdu Jisy} pesjsul swayos 8y} asn pue
sJed Jiay} dn aAIb Oym SI9UMO-IBD U0} ‘JOASMOH

"Jed Aq sduj ul asealoul
ue 0} spesg| A||ensn }I SISUMO Jed-uou o4

“Jeo Aq sduy Jo Jeaquinu Ui 8sealoul
ue ul Jjnsal Aew swWwayos ay] 9|2IYsA puooas
e se Jed ay) Buisn SIsuMO Jed JuaLInd 104

abueyn [eyuswiuosiAug
‘?002 ¥des ‘Aingpan]
MBUYNEBI\ ¢SUOoISSIWe pue
abesn gjoiysa bunno jo Aem
BaAIJo8Ye ue :Sqno Jed MN

qgnpo

1eo e Buiuiol Jsye 9%,0t
Aq sepow podsuely Jjed
-UOU JO 9sn 18y} 8sealoul
SJOUMO JeD JaW.Io4

sJed ajeAld
01 seoe|daus AjjeaidAy
Jeo gno Jed yoeg

%92 Aq Jeo Aq

"x9|dwo?d 8002 ‘AoAIns Jaquisw uaye) sduj J1syy Jo abey,
Qg UBD SBWBYIS 9S8} JO SaAIR0a[qo ay | gno Jed jeuoneu snidie) MN By} 9onpal siaquis|y qn|o Je)
"|]ood Jabie| ay} Jo asnedaq 8|qissod sem 9,
Jabie| J1dy ] "8IS SSBUISNg SWES 8y} UO Pajedo|
alJom oym NOJ pue 8210 13N usamiaq
diysisuped e wouy sawed ainbly 9,6z ayL uopAes) je 8IS JaAOY
'v00¢ Jeqwadaq Hom pueT pue Jajoxg %G2Z-%8 Aq paonpal
‘sue|d |aAed) s Auedwod Jabie| ojul sqgnjo Je)n pue buLeys Jed “Yled ssauisng aleys |epow sdui
sewayos buueys Jeo Buneibajul uo pasnoo bunyepy 1eded saipnis ase) uomos | ajoIysA Aouednooo aibulg Buueys ien
(ybnouas Apioldxe
'sieak Juadal Ul YN 8y} Ul Sawayos SIY} 9]B)S Jou Saop
sng moj|aA ajA1s ueollBWY JO 8SN By} Ul }SaJajul ng ‘sduy Jes woly Aeme
Buimolb usaq sey alay} ‘}nsal e sy "swajqoid JUBsWAAOW }08lIp B SI SIY)
yj|eay/|e1d0S pue |eJusWuoIIAUS ‘Uo)sabuod 1ey) sejewnul yodal ayy)
ol}jel) pajeIdoSSe 8y} pue Jed Aq |ooyos 0} 11q ‘Aewwns %8-%¢
pauodsuel; sjidnd jo uoniodoud Buisl ey 1noge — sowvyos sng jooyos apawAuuny snq Aq Buljjeaes; sjidnd jodsuea]

uJI92U0d Buisealoul Usas aAeY Sieak Juaday

MOJ[aA 1S JO UOiRN/BAT

pue Weyxaip

10 uoiuodoud ul asealou|

|o0Yyds pajedipag

‘sReAins Jejnbal

ul ajedioied o) pue ‘g|gissod se yonw se snq
pue 8]9A21q ay} axel pue AJ} 0} buisiwoid
Joenuoo, e ubis o) pey siuedionied ‘uinjal u|

308yo yyeay |euondo ue .

(sousuadxa abueyoxas o} sjuedoied Buliqeus
pue aoIApe Bulalb) Japsismau

Alyiuowiqg e pue sbunssw uonewloyul [euondo «

aAIle13do-09 oy |




‘asn Jodsued) 21gnd 1oy JnoAey ul sduy Jed
aonpal djay Apuanbasuod |[Im SIy} Jey) sawnsse
ued ap\ “Aouedndoo [jny Je pasnun sujlewsal
Bunjied ayy jo Jusoiad Qg ‘sonel bBuppied moj
Apealje ajdsaq "s9jiqowolne umo spjoyasnoy
JO pJiyi-auo Ajuo ‘pases| Apealje sjuun O 8yl JO
‘Jlun Jad saoeds 9°( e buped

Uypm ‘sjuswpede sjgepioye G| | aaey Aay)
alaH ‘sjuswdojanap bBupjied paonpal Spiemo}
Bujoo| aie ‘puejod ul sjuswiedy uonels
wnipe}s ayj se yons ‘sjuswdojansp maN

‘g|gejieAe Ajjualing ale sainbly 1o1idxa oN

"S’N 'SUOKNIOS YIMOID) MBWS

'000¢ Aenuer ‘Aousby
uol08]0id [BlusWUOIIAUg

ybno.uyj eouejeg sy} buipuiH
saae|d Ayunwiuwio)
/ Seoeds bupjied

"snoLep

e/u

uoisinoid Bunjied
Jed paosnpay

‘|[oABl} SIDIYSA |[BJSAO Ul UoiONpal S|
UM suoneoo| 1ayjo 0y sduy ajo1yaa piys Ajdwis
Aew eale auo 1snl ul Buyied Buiold ‘JaramoH

‘salbajens NQL
Aieyuswa|dwod Jayjo pue saoioyd uoneuodsued)
panosdwi yim pajuswajdwl JI SAI}OBLS 1SOI

|9Ael) poliad
-yead Buionpal je aAnoaye Auenolued aq 0}
spua) Buyied Jeinwwod o) saijdde jey buiold

"800z AIne

‘a1n1isu| Aoljod uodsuel |
BLI0)OIA ‘eipaedojohou]
QL ‘sajroeH

buniieq buisn 1oy sebieyd
Jo8.iq :buroL4 bunjied

'SOlelS pajun

‘snoLie/

"Sopow Jayjo
0} sdu} Jo %06 0} dn Yiys
p|nod gg) ueq.n ue ul
abieyo ¢ e ng ‘sdu jo
%SG"9 HIus Ajuo [im gingns
Alisuap mo| e ul 109

L$ e ‘ajdwexs 4o }S0D
pue uoneoo| 0y buipioooe
salleA JIys |epow

1By} SMOUYS yoleasay

%0€-01 Aq Bunnwwoo
a[Igowo)ne saonpal
Al1ea1dAy (samioey
Bunyied Buipinoid

401809 [|n} 8y} J08|j8l Jey)
sooud) Bupjied Alanooal
-}S02 0} 9aJ) wol) bumiys

%¢-1 Aq sduy aoiyan
a1eAld saonpal sebieyo
Bunyied ul asealoul %]

Bunjied

*Jeo e Buiseyoind Wo.ly SISUMO Jed-UoU Bpenssip
os|e pue ‘gn|o Jed ay} uo A[s|os AjaJ pue sied
Jivyy dn aAIb 0} siaALIp Buiumo Jed spensiad 0)
swie swayos 8y} ‘@ousH "paonpai Ajjueoyiubis

"PIOJXQ JO AlisIaAlun ‘ainjsu|

aAIle13do-09 oy |




"s9[oIyaA Aouednooo sjbuls
wouy Buiyoums ase asay} Jo Auew moy mouy
JouU Op S\\ "9'1 "Paje)s jou uIbUo Jiys [epON

"97IS JUsLWaMas 0] BuIpIodJe SalleA

MN

‘ybinquipg ‘Alsianiun JaideN
‘oY wo] ‘juswebeuew

pue Buroud buplied

'G00Z "Modsuel |
pajelbaju| 10} UOISSILIWOD
MM "suoiEepuUBWIWIOIS)

¥ SUOISN|OUOD - Alysnpul
snq ay} Joj Apisgns a1ignd
10} anjeA isaq Buiuielqo

PIOIXO

"SnoleA

Jlyel) punoq aljuad
-A)10 U1 uononpal %6-¢

HIys |epow
ybnodayy Yidn %9z-1 1

apIy ® dled

aAIle13do-09 oy |




The co-operative

Appendix 2
An example of parking charges in a residential/mixed area

Van Ness and Turk Development -- San Francisco, California

This development includes 141 residential units in a dense area of San Francisco, with only 51
parking spaces. The development was granted a substantial reduction in parking
requirements—nearly two-thirds—from the city’s minimum of 1 space per unit, to 1 space per
2.8 units. The reduction was granted in large part because of the developers’ agreement to
provide two parking spaces for car-sharing operator City CarShare, accessible to residents and
all CarShare members. Strong community and organisational support, as well as proximity to
major transit corridors, were also factors.

If the developers had been required to build the additional 90 spaces required by code, they
would have been forced to add either subterranean levels or parking lifts, which save space by
stacking vehicles on top of each other. These expensive options would have cost between
$1.35 million for lift technology (estimated at $15,000 per space) or $8.1 million for additional
below-grade parking levels (estimated at $60,000 to $90,000 per space).

The developer also “unbundled,” parking costs, so that residents are charged for parking
separately from rent. The current market rate for parking is $280 to $300 per space per month.
By charging separately for parking and incurring lower construction costs, the developer is able
to keep apartment rents lower.

Source: Thieophilos Developers, 2002.




