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INTRODUCTION 
W e  have l e a rned  t h a t  pa rk ing  is one 
o f  t h e  most impor tan t  p u b l i c  s e r v i -  
c e s  i n  t h e  Twin C i t i e s  me t ropo l i t an  
a r e a .  Its impact on t r a n s p o r t a t i o n ,  
l a n d  use ,  and o u r  pocketbooks i s  
s u b s t a n t i a l .  U n t i l  now, t h e  "park- 
i n g  problem" has  been thought  t o  be 
one of supply.  " W i l l  t h e r e  be  a  
p l a c e  t o  park  where I need one?" 
Our committee, however, l e a rned  
t h a t  t h e  problem of supply,  whi le  
s i g n i f i c a n t  i n  a few l o c a t i o n s ,  i s  
no t  t h e  problem of  pa rk ing  i n  t h i s  - 
reg ion .  

The problem is t h a t ,  t o o  o f t e n ,  t h e  
p r o v i s i o n  o f  pa rk ing  h a s  worked a t  
c r o s s  purposes  t o  o u r  adopted t r a n s -  
p o r t a t i o n  and l a n d  use  g o a l s ,  and it 
wastes o u r  f i n a n c i a l  resources .  

The s o l u t i o n  l ies  i n  t h e  a p p l i c a t i o n  
of  a new, b roader  concept  of "shared 
parking".  This  new concept  o f  shared  

pa rk ing  i nc ludes  n o t  on ly  t h e  pool- 
i n g  o f  common pa rk ing  spaces  used 
t o  s e r v i c e  d i f f e r e n t  a c t i v i t i e s ,  
b u i l d i n g s  o r  bus ine s se s ,  b u t  a l s o  
a f a s t e r  tu rnover  of v e h i c l e s  i n  
prime l o c a t i o n s ,  u se  o f  a g iven  
pa rk ing  f a c i l i t y  f o r  more hours  
du r ing  t h e  week, and g e t t i n g  more 
occupants p e r  v e h i c l e .  

W e  found t h a t  t h e  reasons  f o r  pur-  
s u i n g  t h e  shared  pa rk ing  s t r a t e g y  
a r e  s imple  and compelling. Shared 
pa rk ing  can reduce automobile 
t r i p s ,  t h e  consumption o f  l a n d ,  
and t h e  c o s t  o f  p rov id ing  park ing .  

So l ong  as pa rk ing  supply  is  con- 
s i d e r e d  on ly  i n  t h e  con t ex t  o f  
whether o r  n o t  t h e r e  i s  enough, 
t h e  response w i l l  t end  t o  i nvo lve  
expend i tu r e s  on p a r k i n g  f a c i l i t i e s  
t h a t  may be  coun te r  t o  t h e  broad 
p u b l i c  i n t e r e s t .  
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MAJOR IDEAS IN OUR REPORT 
We find t ha t  . . . 
* Parking is an expensive s e r v i c e  t h a t  

i s  gene ra l ly  provided Twin C i t i e s  
u s e r s  whenever and wherever they 
choose, a t  no d i r e c t  charge t o  them. 
The money spen t  t o  provide park ing  
f o r  each passenger veh ic l e  i s  about 
three-fourths o f  t h e  amount t h e  owner 
spends on gasol ine .  

* The a v a i l a b i l i t y  of  " f r ee" ,  conve- 
n i e n t  park ing  a t  most l oca t ions  has 
cont r ibuted  t o  a  mobile, auto- 
dependent l i f e  s t y l e  t h a t  most Twin 
C i t i e s  r e s i d e n t s  f i n d  a t t r a c t i v e .  

* However, c u r r e n t  park ing  p o l i c i e s  
h e l p  f a c i l i t a t e  t h e  cont inuat ion  o f  
c e r t a i n  t r a n s p o r t a t i o n  and develop- 
ment p a t t e r n s  t h a t  can have s e r i o u s  
negat ive  consequences. 

* Local ordinances i n  t h i s  reg ion  tend 
t o  r e q u i r e  s u f f i c i e n t l y  l a r g e  amounts 
of park ing  a t  new developments, t h a t  
t he  providers  have l i t t l e  i ncen t ive  
t o  encourage t h e  sha r ing  o r  conserva- 
t i o n  o f  park ing  . . . s i n c e  t h i s  
would only add t o  an unused su rp lus .  

* Munic ipa l i t i e s ,  i nadve r t en t ly ,  reduce 
t h e  f i s c a l  i ncen t ive  f o r  d i v e r s i f i e d  
developments when they r equ i re  s e t  
parking t o  bu i ld ing  s i z e  r a t i o s  t h a t  
do no t  al low f o r  t h e  reduced parking 
t h a t  i s  needed t o  s e r v i c e  e s t a b l i s h -  
ments having d i f f e r e n t  peak t i m e  
demands f o r  parking.  

* High park ing  requirements a l s o  
inc rease  t h e  t o t a l  amount of  land 
needed f o r  a  development . . . pro- 
v id ing  some incen t ives  f o r  bus iness  
t o  l o c a t e  new f a c i l i t i e s  i n  unser- 
viced a r e a s ,  where land is  more 
r e a d i l y  a v a i l a b l e  and af fordable .  

* The d e c e n t r a l i z a t i o n  of  bus iness  i n  
t u r n  genera tes  a d d i t i o n a l  and longer  
au to  t r i p s ,  and reduces the  opportu- 
n i t y  t o  u t i l i z e  a l t e r n a t i v e s  t o  t h e  
s ingle-passenger  ca r .  

* Property t a x e s  on p r i v a t e l y  provided 
parking spaces vary g r e a t l y ,  with t h e  
r a t e  tending t o  be inve r se ly  r e l a t e d  
t o  demands generated f o r  new p u b l i c  
expenditures  a s  road capaci ty  and 
o t h e r  s e r v i c e s  need t o  be expanded. 

* The r e l a t i v e  p r i c e  and convenience of 
park ing  a r e  important  f a c t o r s  i n  
determining where one goes on d i s c r e -  
t i ona ry  t r i p s ,  and t h e  choice of 
t r a n s p o r t a t i o n  on work t r i p s .  

We concZude t ha t  . . . 
* Parking po l i cy  should be developed 

and used a s  a  t o o l  t o  promote t h e  
p u b l i c  t r a n s p o r t a t i o n  and land use r  
management i n t e r e s t s  o f  t h e  region.  

* Parking po l i cy  should encourage t h e  
e f f i c i e n t  use  of  t r a n s p o r t a t i o n  and 
land resources a s soc ia t ed  with park- 
i n g  by: 

-Allowing proper ty  owners t o  cons t ruc t  
o r  pave a s  l i t t l e  parking space a s  is 
a c t u a l l y  needed. 

-Giving p r e f e r e n t i a l  t reatment  t o  c a r  
pools  and van pools  over d r i v i n g  alone. 
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-Rewarding the  provis ion  of shared 
parking among establ ishments  generat-  
i n g  d i f f e r e n t  peak pe r iods  of  demand 
f o r  parking. 

-Reducing t h e  r e l a t i v e  t a x  burden o f  
high-value p r i v a t e  parking vis-a-vis  
su r face  l o t s  on inexpensive land,  and 
pub l i c  parking.  



-Providing short-term and inf requent  f u l l y  i n  t h e  broad community i n t e r e s t .  
pa rke r s  p r i o r i t y  access  over a l l -  
day, single-occupant commuter -Steps should be taken t o  develop a 
parkers .  more v i s i b l e  and convenient system 

\ of o f f - s t r e e t  parking f o r  short- term 
We recommend that . . . and in f r equen t  u s e r s .  

* The Minnesota Leg i s l a tu re  should 
s p e c i f i c a l l y  charge t h e  Metropoli- 
t a n  Council t o  develop p lans  and 
proposals  t h a t  encourage b e t t e r  
land  use and t r a n s p o r t a t i o n  man- 
agement through p o l i c i e s  t h a t  pro- 
mote shared-use parking.  

-The Metropolitan Council should 
develop s p e c i f i c  park ing  p o l i c i e s  
t o  encourage d i v e r s i f i e d  develop- 
ment and multi-occupant t ranspor-  
t a t i o n .  

-The Metropolitan Council should 
encourage l o c a l  communities t o  
al low a developer the  opt ion  of 
paving o r  cons t ruc t ing  a s  l i t t l e  
parking a s  he f e e l s  would be 
needed . . . a s  long a s  adequate 
provis ion  has been made t o  ensure 
t h a t  a d d i t i o n a l  parking w i l l  be 
provided if experience shows t h a t  
it i s  needed. 

-Employers provid ing  f r e e  parking 
should be a s s i s t e d  i n  c a l c u l a t i n g  
the  c o s t  o f  providing the  se rv ice .  
They should then  provide equal  
b e n e f i t s  t o  o t h e r  employees by 
e i t h e r  1) charging the  employee 
pa rke r s  the  t r u e  c o s t ,  o r  2 )  reim- 
bu r s ing  o t h e r  employees us ing  
t r a n s i t  o r  p a r a - t r a n s i t  up t o  an 
equal  l e v e l  of  expense. 

-The Metropolitan Council should 
develop a l e g i s l a t i v e  proposal  t o  
b e t t e r  equal ize  the  t a x  burden of  
proper ty  used f o r  park ing ,  and 
reward p r i v a t e  park ing  f a c i l i t i e s  
t h a t  a r e  operated i n  accordance 
w i t h  s p e c i f i c  pub l i c  o b j e c t i v e s .  

* The bus iness  communities i n  downtown 
Minneapolis and downtown S t .  Paul  
should work toge the r  wi th  t h e i r  c i t y  
governments t o  u t i l i z e  parking more 

-A short- term parking r a t e  s t r u c t u r e  
should apply t o  an e n t i r e  l o t  o r  
ramp, where t h a t  amount of  sho r t -  
term park ing  is j u s t i f i e d  by demand. 
O r ,  t he  most convenient s e c t i o n ,  say 
t h e  f i r s t  f l o o r  of  a ramp, should be 
s e t  a s i d e  f o r  persons  paying t h e  
short- term r a t e .  

-In parking f a c i l i t i e s  p r imar i ly  
serv ing  al l -day pa rke r s ,  a supply 
of  p r e f e r e n t i a l  space should be s e t  
a s i d e  f o r  c a r  o r  van pool  veh ic l e s  
paying on a monthly b a s i s .  

-A system should be developed t o  pro- 
v ide  parking a t  l i t t l e  o r  no charge 
t o  shoppers on evenings and weekends 
a s  p a r t  of  a major, coordinated 
e f f o r t  t o  c r e a t e  an "enriched shop- 
p ing  environment" i n  each of  t he  two 
down towns . 

* The Universi ty o f  Minnesota a t  i t s  
Twin C i t i e s  campuses, and t h e  S t a t e  
of Minnesota a t  t h e  Capi to l  complex, 
should launch model parking manage- 
ment programs. 

-Parking r a t e s  a t  an adequate number 
of c lose- in  l o c a t i o n s  should be 
geared t o  short- term parkers .  The 
next  p r i o r i t y  should be given t o  
employees and s tuden t s  who regu la r ly  
p a r t i c i p a t e  i n  a c a r  pool .  

-Contract l o t s  and those  ca r ry ing  
a l l -day  r a t e s  should be loca ted  a t  
t h e  o u t e r  edge o f  t he  campus o r  i n  
o the r  a r e a s  of r e l a t i v e l y  low demand. 

-The S t a t e  of  ~ i n n e s o t a  should con- 
t i n u e  i ts  parking p r i c e  incen t ive  
system f o r  c a r  and van pooling and 
expand t h e  p o r t i o n  of  space a l l o -  
ca ted  f o r  short-term park ing  by the  
genera l  p u b l i c  . . . p a r t i c u l a r l y  
during t h e  l e g i s l a t i v e  se s s ions .  
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The Provision of Parking Space for Vehicles Has a Significant Influence 
on Major Transportation and Land Use Concerns of the Region 

that Should Be More Fully Reflected in Public Planning . ---- - 

The Present Situation 

Parking is  a very expensive s e r v i c e  t h a t  
is  gene ra l ly  provided Twin C i t i e s  u se r s  
whenever and wherever they choose, a t  no 
d i r e c t  charge t o  them. For each of  t h e  
r e g i o n ' s  1% mi l l i on  veh ic l e s  t h e r e  a r e  
provided an es t imated  3% park ing  spaces.  
Of t h e s e ,  only 100,000 spaces ,  o r  2%, 
a r e  a t  l o c a t i o n s  where a f e e  is  charged 
t o  t h e  parker .  

Parking arrangements now facilitate a mobile 
life style. 

This r e g i o n ' s  ready a v a i l a b i l i t y  o f  con- 
venien t  park ing  has  con t r ibu ted  t o  a 
mobile and independent l i f e  s t y l e  t h a t  
most Twin C i t i e s  r e s i d e n t s  f i n d  a t t r a c t -  
i v e .  Over t h e  l a s t  s e v e r a l  decades, t h e  
Twin C i t i e s  a r e a  has  developed an auto- 
o r i e n t e d  t r a n s p o r t a t i o n  system t h a t  n o t  
only provides  a r a t h e r  ample roadway 
capac i ty ,  b u t  a l s o  gene ra l ly  a s su re s  
t h a t  t h e r e  w i l l  be a convenient park ing  
p l ace  t o  s t o r e  one ' s  veh ic l e  a t  t h e  end 
of  t h e  t r i p .  

Since t h e  e a r l y  1950s, suburban munici- 
p a l i t i e s  throughout t h e  reg ion  have 
c o n s i s t e n t l y  r equ i r ed  p r i v a t e  develop- 
e r s  t o  provide a s u b s t a n t i a l ,  i f  no t  
exces s ive ,  amount of park ing  f o r  any 
new bu i ld ings  c o n ~ t r u c t e d . ~  With ample 
f a c i l i t i e s  t o  move and s t o r e  t h e i r  
v e h i c l e s ,  Twin C i t i e s  r e s i d e n t s  have 
been r e l a t i v e l y  f r e e  from t r anspor t a -  
t i o n  c o n s t r a i n t s  a s  t o  where they l i v e ,  
work and shop wi th in  t h e  region.  

Even downtown Minneapolis and downtown 
S t .  Paul have been r e l a t i v e l y  access-  
i b l e  by automobile a t  a very modest 

c o s t  t o  t h e  use r  i n  inconvenience, con- 
ges t ion  and park ing  charges.  Although 
occupancy l e v e l s  a r e  not  r e g u l a r l y  mon- 
i t o r e d  throughout e i t h e r  of t h e  two 
downtowns, r e c e n t  consu l t an t  s t u d i e s ,  
testimony rece ived  by t h e  committee, 
and personal  observa t ion  o f  c o r n i t t e e  
members confirms t h e  a v a i l a b i l i t y  of 
convenient  park ing  downtown. A 1974 
s tudy  by Barton-Aschman Assoc ia tes ,  
Inc.  , f o r  t h e  C i ty  o f  S t .  Paul found 
t h a t ,  "During t h e  pe r iod  of peak park-  
i n g  accumulation on a t y p i c a l  day i n  
May, it was es t imated  t h a t  76% o f  t he  
t o t a l  spaces i n  t h e  s tudy  a r e a  were 
occupied. " Simi l a r ly ,  a Barton-Aschman 
inventory f o r  Minneapolis i n  1977 found 
t h a t  t h e  o v e r a l l  peak occupancy f o r  t h e  
bus iness  d i s t r i c t  was 73%. 4 

Parking ramp ope ra to r s  i n  both downtown 
S t .  Paul and downtown Minneapolis i nd i -  
c a t e d  they  maintain p r i c i n g  p o l i c i e s  
designed t o  a s s u r e  t h a t  some park ing  
space i s  a v a i l a b l e  i n  t h e i r  ramps a t  
a l l  t imes. The ample supply of  park ing  
wi th in  t h e  c e n t r a l  co re  of  t h e  down- 
towns has even been somewhat o f  a prob- 
lem f o r  t h e  c i t i e s  i n  t r y i n g  t o  a t t r a c t  
d a i l y  pa t rons  t o  use municipal parking 
ramps a t  t h e  f r i n g e  o r  o u t e r  edge o f  
t h e  c e n t r a l  bus iness  d i s t r i c t .  

Twin C i t i e s  r e s i d e n t s  have taken advan- 
t age  of  t h e i r  a u t o  mobi l i ty  a s  ev i -  
denced by unusual ly high r a t e s  of  au to  
ownership and use ,  low popula t ion  den- 
s i t y ,  and d i spe r sed  t r i p  d e s t i n a t i o n s .  
I n  1976, t h e r e  were only  1.6 persons 
p e r  passenger  veh ic l e  i n  t h e  metropol i-  
t a n  a r e a ,  and t h e r e  were 1 .7  passenger  
veh ic l e s  p e r  dwel l ing  u n i t .  The 1972 
National  Transpor ta t ion  Report prepared 
by t h e  U. S. Department of  Transpor ta t ion  



revealed t h a t  t h e  Twin C i t i e s  a r e a  has a 
smal le r  percentage o f  f ami l i e s  without 
c a r s  (12.9%) and a h igher  percentage o f  
f ami l i e s  with two c a r s  (40.6%) than i n  
t h e  eleven o t h e r  metropoli tan a reas  men- 
t ioned.  I 

According t o  t h e  U. S. Bureau o f  Census, 
the  Twin C i t i e s  metropoli tan a r e a  i n  
1970 ranked 19th  i n  popula t ion  dens i ty  
among t h e  20 most populous urban a r e a s  
i n  t h e  country. J u s t  a s  t h e  r e s i d e n t i a l  
popula t ion  has d ispersed  throughout,  and 
even p a s t ,  t h e  seven-county metropoli tan 
a rea ,  manufacturing, o f f i c e  space,  and 
r e t a i l  c e n t e r s  have a l s o  d ispersed .  

The Problem 

Concentration on t h e  p r i v a t e  automobile 
f o r  providing access  t o  t h e  goods and 
s e r v i c e s  of  t h e  region has  con t r ibu ted  
t o  a d i f f u s i o n  of  growth, a high degree 
of automobile dependency, and a low 
l e v e l  o f  pedes t r i an  and t r a n s i t  a l t e r -  
n a t i v e s  t o  t h e  use o f  t he  automobile. 
This  should be a major concern t o  t h e  
reg ion  f o r  t h r e e  fundamental reasons : 

F i r s t ,  it l eaves  t h e  reg ion  p a r t i c u l a r l y  
vulnerable  t o  t h e  adverse consequences 
of more expensive o r  s ca rce  petroleum. 
While t h e  committee d i d  no t  t r y  t o  reach 
any conclusions a s  t o  t h e  magnitude of 
t h e  r e g i o n ' s  p o t e n t i a l  energy problems, 
it d i d  conclude t h a t  it is important t o  
work a t  reducing t h i s  v u l n e r a b i l i t y .  

Second, it has become inc reas ing ly  
apparent  t h a t  t h e  r e s i d e n t s  of  t h e  Twin 
C i t i e s  w i l l  no longer  a l low new roadway 
cons t ruc t ion  o r  roadway capaci ty  t o  
expand simply t o  meet demand. I f  t h e  
Twin C i t i e s  a r e a  i s  t o  continue t o  pros- 
p e r  and provide i ts  r e s i d e n t s  wi th  good 
access  throughout t h e  reg ion ,  b e t t e r  use 
w i l l  have t o  be made o f  e x i s t i n g  t rans-  
p o r t a t i o n  f a c i l i t i e s .  

Third, once automobile dependency is  
accepted, t h e r e  is a g r e a t  p re s su re  f o r  
t h e  reg ion  t o  decen t ra l i ze .  There is a 

n a t u r a l  i n c l i n a t i o n  on t h e  p a r t  of both 
f ami l i e s  and bus inesses  t o  b u i l d  f a r -  
t h e r  o u t ,  where l a n d ' i s  more r e a d i l y  
a v a i l a b l e  and a f fo rdab le .  

Parking is expensive. * 

The c o s t  o f  providing c u r r e n t  l e v e l s  of 
park ing  i n  t h e  region is  s u b s t a n t i a l .  
The d i r e c t  c o s t  a lone  of providing and 
maintaining park ing  s t a l l s  f o r  t h e  
reg ion  i s  about $450 mi l l i on ,  o r  $350 
p e r  c a r  each year .  Put  another  way, 
t h e  money spen t  on park ing  f o r  each 
passenger veh ic l e  i s  about three-  
fou r ths  o f  t h e  amount the  owner spends 
on gasol ine .  

Addi t ional ly ,  t r a n s p o r t a t i o n  and devel- 
opment p a t t e r n s  t h a t  a r e  inf luenced  by 
parking accommodations have consider-  
a b l e  i n d i r e c t  c o s t s  t o  t h e  region.  For 
example, once mun ic ipa l i t i e s  began re-  
q u i r i n g  developers t o  provide a consid- 
e r a b l e  amount of  o f f - s t r e e t  park ing  f o r  
any new bu i ld ings ,  it became e a s i e r  and 
more economical i n  many cases  t o  i s o -  
l a t e  developments with t h e i r  own p r i -  
va t e  r i n g s  of  park ing  i n t e r c e p t i n g  
veh ic l e s  a s  they l e f t  t h e  pub l i c  road- 
way. 

This i n  t u r n  had t h e  e f f e c t  of  making 
t h e  r eg ion ' s  r e s i d e n t s  i nc reas ing ly  
dependent on t h e  automobile t o  ga in  
access  t o  these  parking-oriented devel- 
opments. With park ing  se l f -conta ined  
on t h e  s i t e ,  t h e r e  was l i t t l e  i ncen t ive  
f o r  i nd iv idua l  developments not  t o  
become more d ispersed  throughout the  
reg ion ,  reducing t h e  oppor tuni ty  f o r  
r e s i d e n t s  t o  combine a c t i v i t i e s  a t  a 
s i n g l e  d e s t i n a t i o n  p o i n t .  

While parking requirements a r e  only  one 
of  t h e  f a c t o r s  inf luencing  regional  
development p a t t e r n s  t h a t  have occurred 
i n  r e c e n t  yea r s ,  it is c l e a r  t h a t  i nd i -  
v idual  developments with abundant s e l f -  
contained parking he lp  c r e a t e  addi-  
t i o n a l  t r a f f i c  congest ion,  acc iden t s ,  
a i r  p o l l u t i o n ,  energy consumption, land 



use,  p a t t e r n s  of  sprawl,  and even s torm 
w a t s i  run-off from t h e  e x t r a  paved su r -  
f a c e  i n  t h e  parkincj l o t s .  

hitrst parking costs are hidden. 

The p r a c t i c e  of charg ing  use r  f e e s  f o r  
park ing  i s  l i m i t e d  t o  a  few Twin C i t i e s  
l o c a t i o n s  where t h e  space f o r  park ing  
i s  cons t ruc t ed ,  land is expensive,  o r  
t h e  demand is  genera ted  by s p e c i a l  
en t e r t a inmen t  events .  Users pay f o r  
park ing  i n  t he  Minneapolis and S t .  Paul  
c e n t r a l  bus iness  d i s t r i c t s ,  t h e  Univer- 
s i t y  of Minnesota, t h e  S t a t e  Cap i to l ,  
metered o n - s t r e e t  l o c a t i o n s  throughout 
t h e  r eg ion ,  I n t e r n a t i o n a l  A i rpo r t ,  and 
l o c a t i o n s  such a s  ~ e t r o p o l i t a n  Stadium 
and t h e  S t a t e  Fairgrounds du r ing  spe- 
c i a l  events .  

T h i s  means t h a t  about  87% of  t h e  a r e a ' s  
work f o r c e  is provided park ing  wi thout  
any d i r e c t  charge t o  them. I t  a l s o  
means t h a t  over  90% of t h e  r e g i o n ' s  
r e t a i l  s a l e s  t a k e s  p l a c e  a t  l o c a t i o n s  
where park ing  is provided wi thout  a 
d i r e c t  charge t o  t h e  pa rke r s .  R e s i -  
d e n t i a l  parking normally comes wi th  t h e  
housing u n i t  a t  no s e p a r a t e  charge.  
Boxever, it is n o t  uncommon f o r  apa r t -  
ment b u i l d i n g s  t o  charge e x t r a  f o r  
enc losed  parking.  When park ing  i s  pro- 
vided wi thout  d i r e c t  charge,  i t s  c o s t  
i.s hidden.  

Since t h e  developer ,  commercial t enan t  
o r  owner of a b u i l d i n g  must b e a r  t h e  
c o s t  o f  p rovid ing  " f r e e  parking",  t h e  
c o s t  i s  hidden t o  t h e  u s e r  i n  about  98% 
of t h e  spaces  i n  t h e  reg ion .  Ind iv id-  
u a l  pa rke r s  have l i t t l e  reason t o  
understand how much it c o s t s ,  o r  why it 
i s  impor tan t  t o  reduce c o s t s  through 
shared  parking.  

l a~ ldscap ing  o r  s torm watzr  t rea tment  on 
r e l a t i v e l y  i n ~ x p e f i s i v e  lhnd a t  t h e  
f r i n g e  c f  the met.rc/_r;olitan iir-ea c a n  run  
a s  l i t t l e  a s  a fr-w lit~::?i~ed dc.l iars p e r  
s t a l l ,  whi le  underground s t r u c t u r e  
park ing  on expensive land  i s  l i k e l y  t o  
c o s t  i n  excess  of  $10,000 p e r  s t a l l .  
I n  between, t h e  c o s t s  f l u c t u a t e  widely,  
depending on t h e  s i te ,  s i z e ,  l o c a t i o n  
and des ign  o f  t h e  f a c i l i t y .  

Property t a x  alone on a  u n i t  of  p r i v a t e  
s t r u c t u r e  park ing  may exceed t h e  t o t a l  
annual  c o s t  o f  p rovid ing  paved s u r f a c e  
s t a l l s  a t  many met ropol i tan  l o c a t i o n s .  
I n  a  random survey o f  s t r u c t u r e  park ing  
i n  t h e  met ropol i tan  a r e a ,  w e  found t h a t  
t h e  p rope r ty  t axes  t end  t o  run from $100 
t o  $250 p e r  u n i t  p e r  yea r .  

On t h e  o t h e r  hand, developers  t o l d  ou r  
committee t h a t  t h e  cons t ruc t ion  c o s t  of 
p rovid ing  paved park ing  gene ra l l y  runs  
between $200 and $800 p e r  s t a l l ,  wi th  
f u l l y  improved shopping c e n t e r  park ing  
gene ra l l y  running only  $400 t o  $500 p e r  
s t a l l .  A t  t h a t  r a t e ,  wherever land 
c o s t s  are r e l a t i v e l y  low ($1.50 p e r  
square  f o o t  o r  less) ,  t h e  t o t a l  cost of 
p rovid ing  and main ta in ing  the  s u r f a c e  
s t a l l  i s  l i k e l y  t o  b e  l e s s  t han  t h e  
t axes  a lone  on m ~ s t  ram0 space. '  

The t a x  s t r u c t u r e  f o r  park i3g  s t a l l s  is 
a  p a r t i c u l a r  problem i n  t h r e e  i n p o r t a n t  
ways : 

F i r s t ,  t h e  lower c o s t  cf provid ing  
park ing  on r e l a t i v e l y  inexpensive land  
a t  t h e  edge o f  t h e  met ropol i tan  a r e a  
has  been one f a c t o r  t h a t  has encouraged 
d e c e n t r a l i z a t i o n  and sprawl.  Only 
r e c e n t l y  have some f i rms  begun t o  view 
t h e  o p t i o n  o f  l o c a t i n g  i n  a  downtown 
l o c a t i o n  as an oppor tun i ty  t o  avoid  any 
d i r e c t  company expense f o r  park ing .  

Second, t h e  h ighe r  t axes  on s t r u c t u r e  
Cost of providing parking varies. park ing  may encourage some f i rms  t o  

choose s u r f a c e  park ing  over  s t r u c t u r e  
The c o s t  of  p rovid ing  a  park ing  s t a l l  parking.  For example, w e  l ea rned  t h a t  
v a r i e s  widely i n  t h e  met ropol i tan  a r e a .  a  major Twin C i t i e s  employer has  found 
Blacktopped s u r f a c e  park ing ,  wi thout  t h a t  it would cons ide r  a d d i t i o n a l  



s t r u c t u r e  park ing  r a t h e r  than  expand 
s u r f a c e  park ing ,  i f  it were n o t  f o r  t h e  
d i f f e r e n c e  i n  market va lue  and r e s u l t -  
i n g  t a x e s  on t h e  s t r u c t u r e  parking.  

F i n a l l y ,  t h e  a b i l i t y  t o  avoid proper ty  
t axes  on a park ing  s t r u c t u r e  has tended 
t o  make it economically more f e a s i b l e  
f o r  government t o  b u i l d  park ing  s t r u c -  
t u r e s  than  f o r  p r i v a t e  developers  t o  do 
so. When t h i s  occurs ,  t h e  p u b l i c  no t  
only l o s e s  t a x  revenues from t h e  prop- 
e r t y ,  b u t  a l s o  may l o s e  a d d i t i o n a l  
t axes  i n d i r e c t l y  by lowering t h e  va lue  
of competing p r i v a t e  park ing  f a c i l i t i e s  
which s u f f e r  a l o s s  of  revenue from t h e  
pub l i c  competi t ion.  

The c o s t  of on - s t r ee t  park ing  involves  
s p e c i a l  c a p i t a l ,  maintenance, t r a f f i c  
flow, s a f e t y  and land-use f a c t o r s .  Our 
committee rece ived  testimony sugges t ing  
t h a t  t h e  most expensive of a l l  park ing  
is  t h a t  which i s  provided a t  t h e  pub l i c  
s t r e e t . c u r b .  I t  was po in t ed  o u t  t h a t  
no t  on ly  i s  t h e  per-square-foot c o s t  o f  
b u i l d i n g  and maintaining s t r e e t s  much 
h igher  than  o f f - s t r e e t  park ing ,  bu t  
c a r s  parked on s t r e e t s  makes s t r e e t  
maintenance and snow removal much more 
expensive. 

On t h e  o t h e r  hand, it was a l s o  sug- 
ges ted  t o  ou r  committee t h a t  curb  
space used f o r  park ing  would be needed 
t o  accommodate emergency s t o p s  i n  any 
case ,  and t h a t  non-rush-hour use of  
curb l a n e s  f o r  park ing  may be t h e  only  
way t o  p u t  t h i s  excess  road capac i ty  
dur ing  t h i s  p e r i o d  t o  good use. 

Since t h e  c o s t  of provid ing  park ing  i s  
l a r g e l y  f ixed ,  t h e  incremental  c o s t  of 
meeting r e l a t i v e l y  s h o r t  o r  i n f r equen t  
peak demands i s  h igh ,  and t h e  incre-  
mental c o s t  o f  i nc reas ing  off-peak 
usage i s  low. For a v a r i e t y  o f  rea-  
sons,  t h e  use of  most park ing  spaces  
i s  concent ra ted  during a modest p o r t i o n  
of t h e  t o t a l  day and week. 

There is too much parking provided. 

Our committee found t h a t  much of  t h e  
reg ion  has excess  park ing  capac i ty .  
Zoning requirements f r equen t ly  s t i p u l a t e  
t h e  p rov i s ion  of  f a r  more park ing  than 
i s  needed even dur ing  pe r iods  of peak 
demand. For example, most communities 
have park ing  requirements t h a t  t r a n s -  
l a t e  i n t o  8 ,  1 0 ,  o r  more park ing  spaces 
p e r  1,000 square f e e t  of gross  l e a s a b l e  
f l o o r  space.  This is  d e s p i t e  t h e  f a c t  
t h a t  f o r  many yea r s  5.5 park ing  spaces 
p e r  1,000 square f e e t  has  been something 
of  an indus t ry  s tandard  o f  what i s  f e l t  
t o  be needed f o r  r e t a i l  c e n t e r s .  

However, t h e  r ecen t  s tudy  by Barton- 
Aschman Assoc ia tes  sugges ts  t h a t  even 
t h e  5.5 s tandard  may be excess ive .  Over 
a four-year pe r iod  they had taken a e r i a l  
photographs of  t h e  park ing  l o t s  of  shop- 
p ing  c e n t e r s  i n  c i t i e s  a t  t h e  b u s i e s t  
t imes o f  t h e  day on t h e  two b u s i e s t  days 
o f  t h e  year  ( t h e  Friday fol lowing 
Thanksgiving and t h e  Saturday be fo re  
Chris tmas) .  They found t h a t  dur ing  
these  peak pe r iods  t h e  park ing  use was 
seldom up t o  t h e  5.5 s tandard .  

In  t h e  Twin C i t i e s ,  Barton-Aschman was 
a b l e  t o  t ake  the  p i c t u r e s  only i n  1973 
and 1974, s i n c e  cloudy weather prevented 
t h e i r  t ak ing  p i c t u r e s  on t h e  s e l e c t e d  
days i n  t h e  o t h e r  two years .  Of f i v e  
major r eg iona l  c e n t e r s  photographed,.  
only one exceeded t h e  5.5 s tandard  i n  
usage, and t h a t  was wi th  5.59 c a r s  p e r  
1,000 square f e e t  on t h e  Saturday before  
Christmas i n  1973, and 5.74 c a r s  p e r  
1,000 square f e e t  o f  l e a s a b l e  space on 
t h e  Saturday before  Christmas i n  1974. 
The a e r i a l  photographs of f i v e  r eg iona l  
c e n t e r s  between 300,000 square f e e t  and 
500,000 square f e e t  o f  g ros s  l e a s a b l e  
space showed t h a t  a t  t h e s e  peak pe r iods  
they  tended t o  be  u t i l i z i n g  3 o r  fewer 
park ing  spaces p e r  1,000 square f e e t .  

Ae r i a l  photographs of  t e n  d iscount  s t o r e s  



between 100,000 and 150,000 square f e e t  
showed a high of  6.72 pa rke r s  p e r  1,000 
square  f e e t  before  Christmas i n  1973, 
while  most of t h e  s t o r e s  r a n  we l l  below 
t h e  5.5 s tandard  on t h e  peak days i n  
both yea r s  covered. - 
The h igh  park ing  requirements s e t  by 
municipal governments and mortgage 
l ende r s  have encouraged developers  t o  
b u i l d  t h e i r  own se l f -conta ined  parking.  
Severa l  developers  i nd ica t ed  t o  our  
committee t h a t  shared park ing  provides  
a means of  improving t h e  q u a l i t y  of  a 
p r o j e c t ,  while reducing t h e  amount of  
space t h a t  i s  a c t u a l l y  needed f o r  park- 
e r s .  However, government requirements 
gene ra l ly  prevent  t h e  reduct ion  of t he  
amount of  parking even though l e s s  is 
needed, and mortgage l ende r s  tend  t o  
want each bu i ld ing  f inanced t o  have 
i ts  own supply o f  parking.  According- 
l y ,  developers  o f t e n  a r e  discouraged 
from working o u t  shared  park ing  
arrangements. 

While t h e  most f l a g r a n t  under -u t i l i za-  
t i o n s  of park ing  occur where t h e  supply 
exceeds even t h e  peak demand, under- 
u t i l i z a t i o n  a l s o  occurs  whenever park ing  
spaces a r e  no t  used much of t h e  t ime,  o r  
when they  a r e  used mainly by v e h i c l e s  
con ta in ing  s i n g l e  occupants.  

Abundant parking discourages efficient 
transportation and land use. 

With abundant pa rk ing  r equ i r ed  by code 
a t  t h e  l o c a t i o n  of  most new development, 
t h e  convenience of-and dependence on- . automobile t r i p s  has  i nc reased ,  and t h e  
oppor tuni ty  f o r  l e s s  automobile-depend- 
e n t  op t ions  has been e f f e c t i v e l y  
thwarted. Because our  system of  auto- 
mobile access  i n  t h i s  r eg ion  works s o  
very w e l l ,  r e s i d e n t s  and l o c a l  o f f i c i a l s  
have seen l i t t l e  need t o  provide a l t e r -  
n a t i v e s .  For example, t h e  developer of 
t h e  G a l l e r i a  shopping c e n t e r  immediately 
south  o f  Southdale noted t o  our  commit- 
t e e  t h a t  it is  extremely d i f f i c u l t  f o r  a 
pedes t r i an  o r  a bus r i d e r  t o  reach t h e  

Ga l l e r i a .  ''A person who wants t o  go 
ac ros s  t h e  s t r e e t  from t h e  G a l l e r i a  t o  
Southdale has  t o  go by ca r . "  

I n  a s i m i l a r  ve in ,  employees working 
a t  t h e  o f f i c e  c e n t e r  ac ros s  France Ave- 
nue from Southdale a l s o  must g e t  i n t o  
t h e i r  c a r s  i f  they want t o  go ac ros s  
t h e  s t r e e t  over  t h e  noon hour t o  shop 
o r  e a t  lunch.  

Publ ic  r u l e s ,  r egu la t ions  and proce- 
dures  now i n  use o f t e n  make it d i f f i -  
c u l t ,  o r  even impossible ,  t o  mix some 
complementary land  uses  i n  a shared 
park ing  arrangement . . . even when a 
munic ipa l i ty  wants t o  s e e  such devel-  
opment p a t t e r n s .  

I n  t a l k i n g  wi th  municipal p l anne r s  and 
consu l t an t s ,  t h e  committee found t h a t  
l o c a l  o f f i c i a l s  d e s i r e  well-planned 
developments with park ing  shared  among 
complementary l and  uses .  However, it 
is  more d i f f i c u l t  f o r  bo th  t h e  commu- 
n i t y  and t h e  developer  t o  work o u t  
s p e c i a l  arrangements f o r  a p r o j e c t  
t h a t  d e v i a t e s  from s tandard  p r a c t i c e s  
and zoning requirements.  Negotiated 
arrangements a r e  s u b j e c t  t o  e x t r a  time 
and r i s k ,  a s  w e l l  as an  element of  
second-guessing by o t h e r s  who may not  
l i k e  some aspec t  of t h e  agreement. 

Shared park ing ,  when pursued, does pre-  
s e n t  some s p e c i a l  management problems., 
For example, a t  a given l o c a t i o n  it may 
be appropr i a t e  t o  p u t  t oge the r  some 
combination of h o t e l  accommodations, 
o f f i c e  space and r e t a i l  s a l e s .  How- 
e v e r ,  it can be extremely d i f f i c u l t  t o  
s t a g e  t h e  d i f f e r e n t  developments i n  
such a way t h a t  they  r e i n f o r c e  each 
o t h e r  without  i n c u r r i n g  s u b s t a n t i a l  
land holding c o s t s .  

There is a l s o  a problem i n  achieving 
mutually agreeable  l e v e l s  of  upkeep of  
shared f a c i l i t i e s  where t h e r e  is not  
common management o r  ownership. 

Despite t hese  problems, t h e  committee 
l ea rned  o f  a number of  i n s t ances  where 



shared park ing ,  with complementary pa t -  
t e r n s  of  demand, has  succeeded i n  sub- 
s t a n t i a l l y  reducing t h e  amount o f  park- 
i n g  necessary,  conserving land ,  and 
e l imina t ing  some automobile movement 
t h a t  otherwise would have occurred.  

A c c e s s i b i l i t y  and c o s t  of  park ing  t o  
t h e  use r  have been important  f a c t o r s  i n  
achiev ing  develqpment and bus iness  
a c t i v i t y  i n  t h e  Twin C i t i e s .  The c o s t  
of park ing  downtown has h i s t o r i c a l l y  
been o f f s e t  by t h e  a v a i l a b i l i t y  o f  good 
access  by many f o r  p u b l i c  t r a n s i t .  
However, changes i n  r e s i d e n t i a l  p a t t e r n s  
of Twin C i t i e s  a r e a  employees, p a r t i c u -  
l a r l y  those  a t  a p r o f e s s i o n a l  o r  mana- 
g e r i a l  l e v e l ,  a long  wi th  improved p r i -  
va t e  automobile acces s ,  have reduced t h e  
in f luence  of  p u b l i c  t r a n s i t  acces s  on 
bus iness  l oca t ions .  

I n  d i s c u s s i n g  why bus inesses  move, t h e  
committee found t h a t  bus iness  decis ion-  
makers f e l t  it important  t h a t  key per -  
sonnel  be provided good automobile 
acces s ,  i nc lud ing  convenient  parking.  

An increased  demand f o r  pa rk ing  has  been 
a f a c t o r  i n  some employers' dec id ing  t o  
r e l o c a t e  f a c i l i t i e s  t o  accommodate ex- 
pansion needs. I n  a s i m i l a r  ve in ,  d i s -  
c r e t i o n a r y  t r i p s ,  such a s  f o r  shopping 
o r  en ter ta inment ,  a r e  p a r t i c u l a r l y  
inf luenced  by t h e  access  and c o s t  o f  
parking.  

Our Proposa 2 

Region should use shared parking as a tool, 

Our committee concluded t h a t  s t a t e  l e g i s -  
l a t i o n ,  met ropol i tan  development guides ,  
and municipal p lanning  should u t i l i z e  
park ing  as one of t h e  t o o l s  by which t h e  
p u b l i c  encourages more e f f i c i e n t  and 
environmentally sound t r a n s p o r t a t i o n  and 
land use p r a c t i c e s .  We f e e l  t h a t  t h e  
s t o r a g e  of  veh ic l e s  i s  a b a s i c  element 
o f  t r a n s p o r t a t i o n  t h a t  can and should be 
used t o  encourage t r a n s i t  and para-  

t r a n s i t  use and t o  discourage d r i v i n g  
alone.  We f e e l  t h e  amount, c o s t  and 
conf igu ra t ion  of  park ing  a r e  major fac-  
t o r s  a f f e c t i n g  t h e  d e n s i t y  and des ign  
of  development which can, and should,  
be used t o  encourage t h e  development 
and use o f  d i v e r s i f i e d  c e n t e r s  and 
o t h e r  complementary l and  uses .  The 
complementary land  uses ,  i n  t u r n ,  can 
reduce t h e  number o f  t r i p s  taken i n  
t h e  region.  

We f u r t h e r  f e e l  t h a t  energy consump- 
t i o n ,  congest ion,  urban sprawl and a i r  
p o l l u t i o n  a r e  r e l a t e d  problems t h a t  can 
a l s o  be  amel iora ted  t o  some degree a s  
pa rk ing  i s  viewed a s  p a r t  of t ranspor-  
t a t i o n  and development management. 

Employers and public agencies should adopt 
priorities for parking. 

Parking p o l i c i e s  should be developed t o  
s t rong ly  encourage shared  r i d e s ,  and t o  
g ive  v i s i t o r s  and o t h e r  short- term o r  
i n f r equen t  pa rke r s  p r i o r i t y  over  a l l -  
day, single-occupant commuter pa rke r s .  
The l a t t e r  is  important  because sho r t -  
term pa rke r s  use each space more e f f i -  
c i e n t l y ,  and because long-term pa rke r s  
can more e a s i l y  a r range  shared r i d e s  
due t o  t h e  na tu re  of  t h e i r  t r i p s .  P r i -  
o r i t i e s  f o r  p r e f e r e n t i a l  park ing  should 
gene ra l ly  run from the  handicapped, t o  
t h e  short- term use r s ,  t o  t h e  in f r equen t  
u se r s ,  t o  multi-passenger veh ic l e s ,  t o  
o t h e r  employer o r  provider-designated 
p r i o r i t i e s ,  t o  t h e  s ingle-passenger  
commuter. 

We f e e l  t h a t  employers should use com- 
pany-provided employee park ing  t o  
encourage t r a n s i t  and p a r a - t r a n s i t  
r i d e r s h i p .  I t  i s  important  t o  manage 
work t r i p s  because they  a r e  t he  major 
source o f  peak load  t r a f f i c  demand, 
and they  r ep resen t  a l a r g e l y  unrea l ized  
oppor tuni ty  f o r  encouraging shared 
r i d e s .  

Employers a r e  i n  a s p e c i a l  p o s i t i o n  t o  
be a b l e  t o  coord ina te  shared- r ide  



a c t i v i t i e s ,  and t o  enforce parking pr i -  
o r i t i e s  which encourage ride-sharing. 
The experience here i n  the Twin Cit ies  
area shows tha t  p re fe ren t ia l  parking 
pol ic ies  by employers can be effect ive 
i n  encouraging shared rides.  For exam- 
p le ,  the 3M Company found t h a t  assign- 
ing commuter vans choice parking s t a l l s  
is  one factor  i n  t h e i r  considerable 
popularity with employees. 

t h a t  ramp parking is necessarily any 
be t t e r  than surface parking, but we do 
f ee l  the public tax  policy should have 
somewhat l e s s  influence than it now 
appears t o  have i n  such decisions. 
The decision as  t o  whether a ramp o r  
l o t  is  developed should be based on 
functional considerations, not the 
re la t ive  tax  burden. 

We a l so  f ee l  t h a t  ways should be Specifics Z Zy , We ~eeonunend: 
explored t o  enable employers t o  share - 

the cost  of the transportation burden 1- 
created by work t r i p s  during rush hours f i c a l l y  charge the ~ e t r o p o l i t a n  Council 
and by the provision of parking s t a l l s  t o  develop plans and proposals t ha t  
for  single-occupancy vehicles. encourage be t t e r  land use and transpor- 

ta t ion management through pol ic ies  t ha t  

Cities should adopt new parking policies that - - 
encourage a better use o f  land. 

Parking pol ic ies  should be used t o  help 
encourage major divers i f ied centers and 
other integrated land uses, long advo- 
cated by the Metropolitan Council. We 
fee l  t h a t  municipal ordinance require- 
ments for  o f f - s t ree t  parking should be 
redirected in  l i g h t  of changing condi- 
t ions  t o  f a c i l i t a t e  complementary land 
uses i n  areas with "free  parking". 

To do t h i s ,  loca l  governments should 
provide incentives for  pooled parking 
among divers i f ied users . . . particu- 
l a r l y  when the time demands fo r  parking 
vary, and when parkers a re  l ike ly  t o  
combine v i s i t s  t o  d i f fe ren t  businesses. 
We f ee l  local  parking pol ic ies  should 
be oriented t o  avoid providing more 
parking than w i l l  be used. We would 
also l i ke  t o  see parking pol ic ies  used 
t o  encourage the provision of convenient 
pedestrian and bicycle access between 
various components of an integrated 
development. 

Public parking pol ic ies  should a l so  be 
developed t o  be t t e r  equalize the t o t a l  
tax o r  public assessment charges against  
parking s t a l l s  . . . regardless of the 
type, cos t ,  ownership o r  location within 
the region. Our committee does not know 

promote shared-use parking. 

The Metropolitan Council should start with its 
own policy statements. 

The Metropolitan Council should begin 
t o  incorporate strong parking pol ic ies  
in to  i ts  own policy statements and t o  
a s s i s t  municipalities i n  be t t e r  u t i l i z -  
ing parking in  the public i n t e r e s t .  

(1) The Council should include i n  i t s  
Development Framework and Transportation 
Planning Guide po l ic ies  which discourage 
parking pract ices  tending to  waste land 
or  support inef f ic ien t  transportation 
uses . . . and which help encourage 
d ivers i f ied  development and multi- 
occupant transportation through parking 
pol ic ies .  . 
( 2 )  Local communities should be encour- 
aged t o  incorporate a parking component 
i n  t h e i r  "comprehensive plan", one which 
would reinforce regional transportation 
and land use objectives. 

(3 )  The Council should work with local  
o f f i c i a l s  t o  develop model parking poli-  
c i e s  and zoning requirements, based on 
research u t i l i z ing  data collected and 
evaluated for  t h i s  region. 

(4) The Council should make technical 



assistance available t o  communities t o  
develop the i r  own parking pol icies ,  
ordinance requirements, and specific 
plans for  given locations. 

(5)  The Council should encourage 
local communities t o  allow a developer 
the option of paving or  constructing 
as l i t t l e  parking as he feels  would be 
needed . . . so long as adequate pro- 
vision has been made t o  ensure tha t  
additional parking w i l l  be provided i f  
experience shows it i s  needed. Commu- 
n i t i e s  not willing t o  go th i s  fa r  
should, a t  l eas t ,  reduce the minimum 
parking requirements where there i s  
shared parking, t r ans i t  access and/or 
a para-transit program. 

( 6 )  The Metropolitan Council should 
encourage local communities t o  develop 
guidelines by which adjoining commer- 
c i a l  developments, where appropriate, 
would be encouraged, assisted, or  even 
required to share the i r  parking. 

Metropolitan Council should help employers to 
identify their parking costs. 

The Metropolitan Council, i n  conjunc- 
t ion with transportation agencies, 
should encourage Twin Cit ies  employers 
and the i r  landlords t o  identify the 
costs of providing employee parking, 
t o  s e t  parking p r io r i t i e s ,  and to  
promote the use of multiple-passenger 
transportation alternatives.  

(1) The Minnesota Department of Trans- 
portation (Mn/DOT) and the ~ e t r o p o l i t a n  
Transit Commission (MTC) should prepare 
and disseminate information t o  a l l  
employers and others to  calculate the 
cost of providing employee parking a t  
a given location. 

(2)  Employers providing free parking 
should be encouraged t o  calculate the 
cost of providing the service, and pro- 
vide equal benefits to  other employees 

by e i ther  charging the employee parkers 
the true cost,  o r  reimbursing other 
employees using t r ans i t  or  para-transit 
up t o  an equal level of expense. 

( 3 )  Efforts should be made t o  get the 
Internal Revenue Code and corresponding 
Minnesota tax regulations changed to  
allow an employee t o  receive reimburse- 
ment of t r ans i t  and para-transit 
expenses without realizing taxable 
income. I f  t h i s  resul t  cannot be 
readily achieved by administrative 
ruling, statutory re l ie f  should be 
pursued through Congress and the 
Minnesota Legislature. 

(4 )  Landlords should be encouraged to  
work with employers and the municipal- 
i t y  in  which they are located to  
reduce parking s t a l l  t o  building space 
ra t ios  where a t r a n s i t  and/or para- 
t r a n s i t  reimbursement program is i n  
ef fec t .  

Parking incentive is proposed to encourage 
public objectives. 

The Metropolitan Council should develop 
a legis lat ive proposal t o  influence 
parking through tax incentives. This 
proposal should be designed to  serve 
three important objectives: 

F i r s t ,  it should provide a means of 
rewarding operators of parking fac i l i -  
t i e s  that  are operated in  accordance 
with specified public objectives. 

Second, it should help equalize the tax 
cost of providing parking in  private 
structures as  compared t o  public park- 
ing f a c i l i t i e s  and surface lo ts .  

Third, it should combine any reduction 
in  property tax on parking structures 
with a tax measure that  re f lec ts  the 
indirect cost of parking as an element 
of the transportation and land use 
system. 



Conditions Associated with Parking in Downtown St. Paul and Downtown 
Minneapolis Present Special Challenges and Opportunities 

The Present Situation 

Perceived difficulty in parking downtown is 
greater than reality. 

The perceived problem of  being ab le  t o  
f i n d  parking downtown is much l a r g e r  
than the  a c t u a l  problem. For example, 
a survey of  one organiza t ion  with meet- 
ings  a t  a downtown loca t ion  found t h a t  
those who r e g u l a r l y  at tended the  m e e t -  
i ngs  tended t o  f e e l  t h e r e  w a s  no park- 
i n g  problem. ' However, those who d i d  
not  a t t e n d  regu la r ly  f e l t  t h e r e  w a s  a 
se r ious  parking problem. It is under- 
s tandable  t h a t  t h e  inf requent  user  who 
has d i f f i c u l t y  i n  f ind ing  a convenient 
parking loca t ion ,  and then  nego t i a t e s  
h i s  automobile t o  the  s p e c i f i c  f a c i l i -  
ty-only t o  f i n d  t h a t  it is f u l l - i s  
l i k e l y  t o  conclude t h a t  parking is i n  
s h o r t  supply. The f a c t  t h a t  t h e r e  may 
be t h r e e  o t h e r  parking  f a c i l i t i e s  
wi th in  a block and a h a l f  with space 
a v a i l a b l e  does n o t  al ter t h i s  percep- 
t i o n .  

The way i n  which parking f a c i l i t i e s  
1 tend  t o  be managed a l s o  he lps  c r e a t e  

an image t h a t  parking  may be i n  s h o r t  
supply. The opera tors  o f  prime loca- 
t i o n  parking f a c i l i t i e s  a r e  a b l e  t o  ~ - 
con t ro l  t h e i r  l e v e l s  of occupancy by 
ad jus t ing  t h e i r  r a t e  schedules,  and 

I - 
t h e  number of  c o n t r a c t  parkers .  

The ope ra to r s  make e f f o r t s  always t o  
have some short-term parking  ava i l -  
ab le ,  b u t  without  leaving  any more 
unused parking than is necessary t o  
maintain t h i s  a v a i l a b i l i t y .  Thus, 
t he  inf requent  u s e r  a r r i v i n g  a t  a 
peak u t i l i z a t i o n  per iod  may g e t  t h e  

impression t h a t  he was almost unable 
t o  f i n d  a parking s p o t  i n  a given 
ramp, s i n c e  t h e r e  w e r e  only a few 
stalls l e f t .  What he does not know is 
t h a t  t h e  ramp is being managed i n  such 
a way t h a t  t h e r e  a r e  always j u s t  a few 
s t a l l s  l e f t  during the  peak per iod  of  
demand. 

There is ,  the re fo re ,  more convenient 
parking  ava i l ab le  i n  the  two downtowns 
than the  inf requent  use r  th inks .  
Unfortunately, he does no t  know where 
t o  f ind  it. 

Infrequent parker does need more help. 

Although t h e r e  is  genera l ly  an adequate 
t o t a l  supply of  parking,  it is d i f f i -  
c u l t  f o r  t h e  in f requen t  user t o  l o c a t e  
a v a i l a b l e  parking i n  t h e  two downtowns . . . p a r t i c u l a r l y  a t  c e r t a i n  times of  
t h e  day, dur ing  s p e c i a l  events ,  and 
before Christmas, when even t h e  f r e -  
quent u s e r  may have d i f f i c u l t y .  

A s  noted on page 1, i n  terms of  t h e  
number of  parking spaces a v a i l a b l e  and 
t h e i r  u t i l i z a t i o n  r a t e ,  it does not  - 
appear t h a t  e i t h e r  of  the  two down- 
towns has  an o v e r a l l  parking shor tage .  
There i s ,  however, a problem f o r  t h e  
inf requent  user-who may come downtown 
only dur ing  peak demand periods-and 
is  then unable t o  secure parking a t  
t he  one o r  two loca t ions  i n  which he 
o r  she is most f ami l i a r .  

Even during pe r iods  when t h e r e  i s  not  
a peak demand, parking  downtown can be 
d i f f i c u l t  f o r  t h e  inf requent  use r  t o  
l o c a t e  and use. F i r s t ,  t h e  inf requent  
user  may not  know t h e  loca t ion  of  



convenient parking t o  h i s  o r  he r  speci-  
f i c  d e s t i n a t i o n  downtown. In add i t ion ,  
the  d r i v e r  rece ives  very l i t t l e  a s s i s t -  
ance i n  loca t ing  parking f a c i l i t i e s  and 
more s p e c i f i c a l l y  where t h e i r  entrance 
lanes  a r e  located .  

Second, the  d i f f i c u l t y  i n  f inding a 
convenient parking f a c i l i t y  is  com- 
pounded by downtown t r a f f i c  p a t t e r n s ,  
necessary lane  changes, and one-way 
s t r e e t s .  

Public actions now have major market influence 
on p~rking. 

The parking markets i n  the  two down- 
towns have been increas ingly  i n f l u -  
enced by publ ic  ac t ions  during the  
l a s t  few years. In d i f f e r e n t  ways, 
the  c i t i e s  o f  St .  Paul and Minneapolis 
have both moved t o  a  much more a c t i v e  
r o l e  i n  the  provis ion  of parking 
downtown. 

Minneapolis has a fringe parking policy. 

The City of  Minneapolis developed a 
"fr inge parking pol icy"  of bui ld ing 
municipal parking ramps a t  the  edge 
of the  downtown and l imi t ing  parking 
spaces wi th in  t h e  core a rea ,  a s  p a r t  
of a  1968 plan f o r  development down- 
town-to 1985. From 1968 t o  1977, the  
c i t y  reduced on-s t ree t  parking down- 
town from 2,792 t o  2,313 spots ;  only 
220 o f  those s p o t s  remainin a r e  i n  
t h e  c e n t r a l  o r  "core area".  90 
A s  p a r t  o f  a  na t iona l  a i r  po l lu t ion  
con t ro l  program, the  c i t y  has devel- 
oped a t r anspor ta t ion  cont ro l  p lan ,  
and i n  1974 entered  i n t o  " s t i p u l a t i o n s  
of agreement" wi th  t h e  Minnesota 
Po l lu t ion  Control Agency on por t ions  
of the  plan.  In  the  s t i p u l a t i o n s  of 
agreement, the  c i t y  indica ted  an 
i n t e n t i o n  t o  cons t ruct  f r i n g e  parking 
f a c i l i t i e s  f o r  7,000 vehic les ,  with 
the  l a s t  por t ion  t o  be b u i l t  i n  1977. 
However, a t  t h i s  p o i n t  the  c i t y  has 

b u i l t  only th ree  ramps t h a t  were p a r t  
of  t h i s  f r inge  parking p lan:  The 
Government Center ramp with 1,217 
spaces, the  Orchestra Hall  ramp with 
620 spaces,  and the  ~ u d i t o r i u m  ramp 
with 567 spaces, f o r  a  t o t a l  of  2,404. 

The s t i p u l a t i o n s  of  agreement a l s o  
included a s tatement of  i n t e n t i o n  t o  
"promote new ordinances r e s t r i c t i n g  
. . . the  a v a i l a b i l i t y  of  add i t iona l  
downtown parking spaces."  During the  
years  t h a t  the  c i t y ' s  f r inge  parking 
pol icy  has been informally i n  e f f e c t ,  
the  c i t y  has t r i e d  t o  discourage the  
provision of  a d d i t i o n a l  parking spaces 
within the  downtown core .  

Major new developments i n  Minneapolis 
i n  recent  years  have received author i -  
za t ion  f o r  some adjacent  parking . . . 
b u t  not  enough t o  meet f u l l y  t h e  
demand they generate. For example, 
when the  IDS Center was b u i l t ,  t h e  
c i t y  reportedly pressed the  developers 
t o  l i m i t  parking wi th in  the  bui ld ing 
t o  what was absolute ly  necessary f o r  
t h e  f i n a n c i a l  well-being of  the  pro- 
j e c t .  The add i t iona l  parking need 
f o r  t enan t s  was provided i n  the  ramp 
b u i l t  i n  conjunction with an energy 
cen te r  f o r  the  IDS Center seve ra l  
blocks away. 

Twin City Federal Savings and Loan 
Association was allowed t o  add ramp 
parking when it r e b u i l t  and expanded 
i ts bui ld ing downtown. However, t h e  
new space was designed, a t  s i g n i f i c a n t  
expense, so  t h a t  it could be converted 

'to non-parking uses a t  some fu tu re  
da te .  

A recent  s t a f f  r epor t  proposes a s e t  
of parking p o l i c i e s  t h a t  would t i e  
t h e  cons t ruct ion  of f r i n g e  parking 
ramps t o  s p e c i f i c  new r e a l  e s t a t e  
developments (see  Appendix D)  . Under 
the  p lan ,  the  c i t y  would bu i ld  a  
f r inge  ramp intended t o  se rv ice  a new 
high-density development, provided 
t h a t  the  new development would c r e a t e  
50% o r  more of the  demand f o r  the  new 



ramp, t h e  development would genera te  
more than  $10 a square f o o t  i n  annual 
t a x  revenues, and t h a t  deb t  s e r v i c e  on 
t h e  ramp n o t  exceed 25% o f  t h e  t a x  
revenues from t h e  development dur ing  
t h e  f i r s t  f i v e  years .  

Developments genera t ing  l e s s  t han  $10 
a  square f o o t  i n  t a x  revenue would be 
provided a  ramp only i f  any ope ra t ing  
d e f i c i t s  were a s se s sed  a g a i n s t  t h e  
bene f i t ed  p rope r ty  owners. 

Parking is used as development tool in St. Paul. 

The C i t y  o f  S t .  Paul  appears  t o  be 
pursu ing  a  p o l i c y  of u s ing  parking a s  
a  development t o o l .  I n  t h e  case  o f  
t h e  new A r t s  and Science Center  devel-  
opment, t h e  c i t y  has  b u i l t  an under- 
ground park ing  ramp wi th  t a x  increment 
f inanc ing ,  i n  p a r t  a s  a  means t o  g e t  
p u b l i c  funds i n t o  t h e  p r o j e c t  t o  g e t  
it going. 

I n  t h e  case  o f  a combined h o t e l  and 
r e t a i l  development, p u b l i c  a s s i s t a n c e  
has been provided f o r  park ing  i n d i -  
r e c t l y  through t h e  S t .  Paul Po r t  
Authori ty .  A n  underground garage 
w i l l  be b u i l t  under t h e  two f a c i l i -  
t i e s  wi th  Po r t  Author i ty  funds, and 
P o r t  Authori ty  p r o j e c t  r e se rves  a r e  
p laced  a t  r i s k ,  i f  park ing  revenue 
is no t  adequate t o  cover  deb t  s e r v i c e  
and o t h e r  ramp expenses. 

Parking Commission is established in St. Paul. 

E a r l i e r  t h i s  y e a r  a  group o f  bus iness  
and l a b o r  people organized t o  promote 
a  community development i n  St. Paul  
(Operation 85) i s sued  a  r e p o r t  recom- 
mending t h e  c r e a t i o n  o f  a  p u b l i c  
park ing  commission. The s tudy  
found t h a t  S t .  Pau l ' s  having no 
agency wi th  c e n t r a l  r e s p o n s i b i l i t y  
f o r  park ing  had l e d  t o  a confused and 
uncoordinated p u b l i c  park ing  po l i cy .  
The Operation 85 committee f e l t ,  
among o t h e r  t h i n g s ,  t h a t  S t .  Paul  

should work towards a  p o l i c y  o f  abun- 
dant  f r e e  park ing  downtown. 

I n  accordance with t h e  Operation 85 
proposa l ,  a  parking commission was 
c r e a t e d  and h e l d  i t s  o rgan iza t iona l  
meeting September 30, 1977. One o f  
t h e  commission's prime r e s p o n s i b i l i -  
t i e s  w i l l  b e  t o  develop a coordinated 
parking p l a n  f o r  S t .  Paul.  

While t h e  S t .  Paul Parking Commission 
has  j u s t  begun t o  develop a park ing  
p l an ,  c i t y  p lanners  have been working 
f o r  some time on a  t r a n s p o r t a t i o n  con- 
t r o l  p l an  t h a t  does conta in  park ing  
elements.  The c o n t r o l  p lan  adopted by 
t h e  c i t y  recommends d iscouraging  long- 
term downtown park ing ,  maintaining an 
adequate supply of  short- term and 
execut ive  parking,  e s t a b l i s h i n g  addi-  
t i o n a l  park and r i d e  f a c i l i t i e s ,  
s e l e c t i v e l y  a d j u s t i n g  park ing  p r i c i n g ,  
developing a d d i t i o n a l  f r i n g e  park ing ,  
and implementing a people-mover system 
t h a t  would se rve  f r i n g e  parking.  

Re Zated Findings 

Fringe parking is a complex issue. 

Parking a t  t h e  f r i n g e  o r  edge o f  t h e  
downtowns occurs  n a t u r a l l y ,  a s  a  mar- 
ke tp l ace  response t o  demand f o r  cheap 
park ing ,  and a s  a  p u b l i c  s t r a t e g y  t o  
reduce congest ion and a i r  p o l l u t i o n  
wi th in  the  a r ea .  An understanding of 
t h e  f r i n g e  i s s u e  r e q u i r e s  an under- 
s t and ing  of  both how people tend  t o  
make t r a n s p o r t a t i o n  choices ,  and what 
t h e  environmental e f f e c t s  o f  parking.  
p o l i c i e s  a c t u a l l y  are. 

Vacant land  a t  t h e  edge o f  major a c t i v -  
i t y  c e n t e r s  wi th  "fee parking" tends  
t o  be u t i l i z e d  on an  i n t e r i m  o r  long- 
term b a s i s  f o r  park ing  . . . gene ra l ly  
a t  a  r e l a t i v e l y  lower r a t e .  People 
who use f r i n g e  park ing  normally a r e  
e i t h e r  those  whose d e s t i n a t i o n s  a r e  
c l o s e  t o  t h e  f r i n g e  parking f a c i l i t y  



and accordingly a r e  provided e x c e l l e n t  
s e r v i c e ,  o r  those  who a r e  w i l l i n g  t o  
accept  some e x t r a  t ime and inconveni- 
ence t o  save on t h e  park ing  charge. 

Market for fringe parking is limited. 

Our committee came t o  understand t h a t  
people tend  t o  make l o g i c a l  choices  i n  
p i ck ing  t h e  mode of  t r a n s p o r t a t i o n  f o r  
t h e i r  work t r i p s ,  based on t h e  r e l a -  
t i v e  t ime and money c o s t  t o  them. 
Research done l o c a l l y ,  throughout t h e  
country and i n  o t h e r  c o u n t r i e s ,  pro- 
v ides  an  understanding o f  peop le ' s  
behavior  i n  making t r a n s p o r t a t i o n  
dec i s ions .  For example, people va lue  
t h e i r  walking and wa i t i ng  time much 
more h ighly  than  they do t h e i r  r i d i n g  
time. They p l ace  a much h igher  va lue  
on t h e  t ime spen t  g e t t i n g  from t h e i r  
p l ace  of employment, i n t o  t h e i r  c a r ,  
and on to  t h e  roadway home, t han  they  
do t h e  t r a v e l  t ime on t h e  road. 

S tud ie s  show t h a t  on t h e  average t h e  
form of  t r a v e l  makes only a modest 
d i f f e r e n c e  i n  peop le ' s  t r a v e l  choices  . . . independent o f  t ime and c o s t  
d i f f e r e n c e s  . The convenience and 
p r i d e  i n  d r i v i n g  o n e ' s  own c a r  appears  
t o  be  an important  b u t  diminishing 
f a c t o r .  

Transpor ta t ion  behavior  s t u d i e s  show 
t h a t  out-of-pocket c o s t s  a r e  weighed 
more heav i ly  by t h e  ind iv idua l  than  
a r e  d e f e r r e d  expenses.  They a l s o  show 
t h a t  t h e  l e v e l  o f  one ' s  personal  income 
i s  a major f a c t o r  i n f luenc ing  t h e  
i n d i v i d u a l ' s  w i l l i ngness  t o  t r a d e  
a d d i t i o n a l  t ime f o r  reduced expense. 
High-income people working downtown 
a r e  w i l l i n g  t o  pay a much h igher  
expense f o r  park ing  near  t h e i r  o f f i c e s  
than  a r e  lower-income employees. Less 
obvious is  t h e  f a c t  t h a t  an inc rease  
i n  park ing  c o s t s  w i l l  push some a l l -  
day pa rke r s  t o  t h e  f r i n g e .  

As one might expect ,  t h e  drawing power 
of  " f r inge"  parking is  dependent on 

i t s  r e l a t i v e  c o s t  and convenience t o  
t h e  p o t e n t i a l  u se r s .  There i s  some 
evidence t o  suggest  t h a t  t h e  u s e r s  
of  f r i n g e  park ing  a r e  l e s s  l i k e l y  t o  
be drawn from d r i v e r s  of s i n g l e -  
occupant automobiles us ing  ramps 
c lose r - in ,  than  from those  us ing  .. 
some a l t e r n a t i v e ,  money-saving 
op t ions  such as c a r  pool ing ,  t r a n s i t  
r i d e r s h i p ,  o r  even from park ing  s t i l l  
f a r t h e r  ou t .  

Parking occupancy l e v e l s  dur ing  prime 
time t end  t o  remain r e l a t i v e l y  s t a b l e  
a t  ramps wi th  p r e f e r r e d  l o c a t i o n s .  
What does s h i f t  with changes i n  
demand i s  t h e  p r i c e  s t r u c t u r e  and t h e  
s p l i t  between monthly, a l l -day ,  and 
short- term pa rke r s .  Accordingly, t h e  
u t i l i z a t i o n  o f  f r i n g e  park ing  is  
d i r e c t l y  r e l a t e d  t o  t h e  r e l a t i v e  
park ing  supply and t h e  demand a t  
l o c a t i o n s  more convenient  t o  t h e  user .  
Close-in f r i n g e  park ing ,  ad j acen t  t o  
major developments, i s  more a t t r a c t i v e  
t o  most u s e r s  than  f a r the r -ou t  f r i n g e  
parking which r e q u i r e s  a longer  walk 
o r  a t r a n s f e r  t o  a t r a n s i t  veh ic l e .  

Air quality impacts of parking are unclear. 

The environmental impacts o f  park ing  
p o l i c i e s  a r e  numerous and somewhat i n  
c o n f l i c t .  To t h e  degree t h a t  parking 
p o l i c i e s  h e l p  genera te  t r i p  demand, 
they  c o n t r i b u t e  t o  p o l l u t i o n  and 
energy consumption. From t h i s  s tand-  
p o i n t ,  d e c e n t r a l i z a t i o n  and sprawl 
a r e  environmentally harmful. On t h e  
o t h e r  hand, it i s  i n  t h e  downtowns 
and o t h e r  c e n t r a l i z e d  a r e a s  where 
t h e r e  has  been t h e  g r e a t e s t  concern 
about v i o l a t i o n s  of  a i r  p o l l u t i o n  
s tandards .  

The committee d i d  l e a r n  t h a t  a i r  pol-  
l u t i o n  monitoring i s  a r e l a t i v e l y  
r e c e n t  development t h a t  i s  s t i l l  
somewhat a r b i t r a r y ,  i n c o n s i s t e n t  and 
imprecise.  For example, a Minnesota 
P o l l u t i o n  Control  Agency s t a f f  member 
expla ined  t o  t h e  committee t h a t  t he  



MPC,A can o f f i c i a l l y  monitor po l lu t ion  Carbon Monoxide 
i n  only a l imi ted  number of p laces .  0 

He personal ly  had recorded some of the  z l o  
h ighes t  a i r  p o l l u t i o n  readings on h i s  0 20 
own, u n o f f i c i a l l y ,  on congested f ree-  30 
ways and within l a r g e  parking l o t s  p 40 . . . a reas  not  sub jec t  t o  cu r ren t  a 50 
monitoring and enforcement s tandards.  $ 60 

70 
The committee learned t h a t  carbon 
monoxide is t h e  most se r ious  a i r  pol- % 80 
l u t i o n  i n  the  Twin C i t i e s  a rea ,  and 90 

t h a t  carbon monoxide is a highly 100 
l oca l i zed  problem a f f e c t e d  by many 1967 1972 1975 76 77 
f a c t o r s  such a s  meteorology, topogra- 
phy and d i s t ance  from the  roadway. 
The movement of a monitoring probe 
a s  l i t t l e  as a few f e e t  can change 
readings s i g n i f i c a n t l y .  The h igher  
reading a t  the  probe may r e f l e c t  a 
small  i s o l a t e d  pocket where carbon 
monoxide i s  concentrated,  o r  a more 
general  condit ion.  In add i t ion ,  t h e  
monitoring measurement i t s e l f  is not  
p rec i se .  

Despite t h e  problems with a i r  pol lu-  
t i o n  monitoring, seve ra l  ippor tan t  
f a c t o r s  a r e  known. F i r s t ,  carbon 
monoxide l e v e l s  i n  downtown Minnea- 
p o l i s  and downtown S t .  Paul have 
improved s u b s t a n t i a l l y  over t h e  p a s t  
few years .  This change r e s u l t s  from 
some major improvements i n  some of 
t h e  most i n f l u e n t i a l  va r i ab les  i n  
t h e  generat ion o f  carbon monoxide: 
Auto emission e f f i c i ency  has improved 
dramat ica l ly .  In  blinneapolis t h e r e  
has been a bypass of through t r a f f i c ,  
t h e  speed of t r a f f i c  flow has improved, 
and t h e r e  has been a reduced t r a f f i c  
volume. And i n  both c i t i e s  the re  has 
been a reduced l e v e l  of commercial and 

1 i n d u s t r i a l  carbon monoxide generat ion.  

The reduction i n  carbon monoxide 
emission per  vehic le  mile f o r  new 
veh ic les  from 1967 t o  1977 is  shown 
i n  the  following graph prepared by 
t h e  Motor Vehicles Manufacturers 
Association. l 2  

Second, while a continued improvement 
of  carbon monoxide l e v e l s  is  d e s i r -  
ab le ,  s i g n i f i c a n t  f u r t h e r  improvements 
a r e  not  l i k e l y  t o  be accomplished 
through parking r e s t r i c t i o n s .  Adjust- 
ments i n  the  emission standards f o r  
new c a r s  and per iodic  inspect ion  and 
maintenance of p o l l u t i o n  con t ro l  
equipment a r e  f a r  more important.  

I t  is unclear  how se r ious  cu r ren t  con- 
d i t i o n s  a c t u a l l y  a r e .  Even i f  you 
assume t h a t  t h e  worst readings accu- 
r a t e l y  r e f l e c t  general  condit ions i n  
a l a r g e r  a rea ,  t h e  Environmental Pro- 
t e c t i o n  Agency (EPA) standard of  30 
p a r t s  p e r  mi l l ion  carbon monoxide f o r  
one hour has r a r e l y  been exceeded i n  
t h e  Twin C i t i e s ,  and t h e  eight-hour 
s tandard of 9 p a r t s  pe r  mi l l ion  car-  
bon monoxide has normally been 
exceeded l e s s  than 1% of t h e  time a t  
t h e  Twin C i t i e s  monitoring locat ions .  
By c o n t r a s t ,  an individual  can absorb 
400 p a r t s  pe r  mi l l ion  carbon monoxide 
by smoking a c i g a r e t t e .  

Third, on a na t iona l  l e v e l ,  parking 
cons t ra in t s  a s  an a i r  p o l l u t i o n  con- 
t r o l  s t r a t e g y  have been downplayed 
and relaxed by Congress, the EPA, and 
individual  c i t i e s .  The e f f e c t  of 
downtown parking on a i r  p o l l u t i o n  
needs t o  be considered i n  l i g h t  of  
the  o v e r a l l  environmental and t r ans -  
por t a t ion  needs of  t h e  region.  



Specific Issues 

Should Minneapolis build additional fringe 
parking? 

The m e r i t  and f e a s i b i l i t y  o f  bu i ld ing  
f r i n g e  park ing  f a c i l i t i e s  is increas-  
i n g l y  being c a l l e d  i n t o  ques t ion  i n  
Minneapolis. The primary concern 
appears  t o  be t h e  c o s t  o f  t h e s e  
f a c i l i t i e s  t o  t h e  c i t y .  Opponents 
have gathered f i g u r e s  p r o j e c t i n g  t h a t  
i n  1977 t h e  C i ty  o f  ~ i n n e a p o l i s  w i l l  
l o s e  $661,147, no t  i nc lud ing  reduced 
p rope r ty  t a x  revenue because of t h e  
t a x  exempt s t a t u s  o f  t h e  ramps, on 
i ts  ope ra t ion  of  t h r e e  municipal 
f r i n g e  park ing  ramps. 1 3  

Supporters  of  t h e  f r i n g e  parking 
.po l icy  sugges t  t h a t  two o f  t h e  c i t y ' s  
t h r e e  ramps c l a s s i f i e d  a s  f r i n g e  
f a c i l i t i e s  were b u i l t  t o  accommodate 
s p e c i a l  needs. They note  t h a t  t h e  
Auditorium park ing  ramp was b u i l t  a s  
a necessary a d d i t i o n  t o  suppor t  t h a t  
p u b l i c  f a c i l i t y .  S imi l a r ly ,  t h e  
Orches t ra  Hal l  park ing  ramp was b u i l t  
t o  provide t h e  necessary s e r v i c e  s o  
t h a t  Orches t ra  Hal l  would be b u i l t  
downtown. 

S p e c i f i c  i s s u e s  before  the  community 
a r e  whether a 1,100-car municipal 
ramp should be b u i l t  on 5 t h  Avenue 
South, and how much parking should 
be b u i l t  by t h e  c i t y  as p a r t  o f  t h e  
development of a 3rd Avenue North 
D i s t r i b u t o r  of freeway t r a f f i c  from 
t h e  west. 

Should St, Paul continue low-cost, on-street 
parking and build public parking structures? 

Two primary concerns have been r a i s e d  
about  municipal  pa rk ing  i n  downtown 
S t .  Paul.  The f i r s t  r e l a t e s  t o  t h e  
ex t ens ive  use o f  low-priced on - s t r ee t  

park ing  a t  congested l o c a t i o n s .  This  
p r a c t i c e  is advocated by t h e  r e t a i l  
bus inesses  served  by t h e  on - s t r ee t  
parking.  

However, t h e  on - s t r ee t  parking c re -  
a t e s  some problems. T r a f f i c  flow is 
d i s rup ted  n o t  only by t h e  reduced 
number of  l anes ,  b u t  a l s o  by t h e  
park ing  and un-parking maneuvers. I n  
a d d i t i o n ,  many t r a f f i c  acc iden t s  do 
involve c a r s  dur ing  the  process  o f  
park ing  o r  un-parking on s t r e e t s .  
Another s i d e  e f f e c t  o f  t h e  on - s t r ee t  
park ing  p o l i c y  is t h a t  t h e r e  is l e s s  
i ncen t ive  f o r  p r i v a t e  o f f - s t r e e t  
park ing  f a c i l i t i e s  t o  t r y  t o  s e rve  
short- term park ing  needs. 

The second primary concern is  over  
t h e  b u i l d i n g  o f  pub l i c  o f f - s t r e e t  
parking f a c i l i t i e s .  Municipal ramps 
have now been b u i l t  a t  t h e  C iv i c  Cen- 
t e r  and t h e  Science Center  complex; 
t h e  Po r t  Author i ty  f a c i l i t y  is  now 
under cons t ruc t ion .  I n  a d d i t i o n ,  t h e  
C i ty  of  S t .  Paul is  c u r r e n t l y  explor-  
i n g  a people-mover system t h a t  would, 
among o t h e r  t h ings ,  c a r r y  people from 
parking l o t s  a t  the  o u t e r  edge of  t h e  
downtown i n t o  t h e  downtown core .  
Some ques t ion  has been r a i s e d  a s  t o  
whether t h e  p rov i s ion  o f  municipal 
park ing  wi th in  t h e  downtown is  con- 
s i s t e n t  wi th  t h e  people-mover program. 

There is  a l s o  some ques t ion  a s  t o  
whether t h e  provis ion  of expensive 
underground park ing  i s  c o n s i s t e n t  
wi th  t h e  o b j e c t i v e s  o f  t h e  Operation 
85 s tudy  committee t o  move toward an 
abundant supply of  f r e e  o r  r e l a t i v e l y  
inexpensive short- term parking.  
Since underground park ing  tends t o  
be  p a r t i c u l a r l y  expensive t o  b u i l d  
and ope ra t e ,  r e l a t i v e l y  high r a t e s  
w i l l  be needed . . , i f  t he se  ramps 
a r e  no t  t o  r e q u i r e  s u b s t a n t i a l  subsidy 
by t h e  p u b l i c  and/or t h e  bus iness  
community . 



Ow? Proposal 

Improve service and reduce need for added 
parking by better utilization. 

Our committee concluded t h a t  improved 
u t i l i z a t i o n  of  e x i s t i n g  park ing  spaces 
i n  downtown Minneapolis and S t .  Paul  
should be pursued t o  maintain and 
inc rease  t h e i r  funct ioning  as e f f i -  
c i e n t ,  d i v e r s i f i e d  c e n t e r s .  We f e e l  
t h a t  b e t t e r  access  t o  downtown s t o r e s  
and s e r v i c e s  can be provided throuuh 
improved coordina t ion  and marketing 
of park ing  f a c i l i t i e s .  This  should 
inc lude  both a s s u r i n g  the  a v a i l a b i l i t y  
of an adequate supply o f  convenient 
short- term park ing ,  and providing t h e  
v i s i t o r  wi th  s u f f i c i e n t  information 
f o r  its easy use. 

Give priority at best locations to multi-passenger 
vehicles. 

We f e e l  t h a t  l i m i t i n g  the  capac i ty  f o r  
parking wi th in  t h e  c e n t r a l  core  o f  
downtown S t .  Paul  and downtown Minne- 
a p o l i s  provides a s p e c i a l  oppor tuni ty  
t o  pursue a park ing  system t h a t  g ives  
preference  t o  multi-occupant parkers  
over  single-occupant,  commuter parkers .  

F i r s t ,  t r a f f i c  capac i ty  dur ing  rush  
hours abso lu te ly  l i m i t s  t h e  number of  
a l l -day  parkers  t h a t  can be given good 
s e r v i c e  from park ing  a t  t h e  prime 
inner-core loca t ions .  

Second, a i r  p o l l u t i o n ,  a e s t h e t i c  con- 
s i d e r a t i o n s ,  and c o n f l i c t s  between 
pedes t r i ans  and au tos  sugges ts  it 
might be d e s i r a b l e  t o  l i m i t  core  park- 
i n g  beyond t h a t  which w a s  d i c t a t e d  by 
congest ion alone. 

We f e e l  t h a t  once multi-occupant vehi- 
c l e s  a r e  given p r i o r i t y  over  s ing le -  
passenger commuters, t h e  p o t e n t i a l  
c o s t  saving  and convenience of  parking 
c lose- in  could make bus, c a r  o r  van 
pooling e s p e c i a l l y  a t t r a c t i v e  t o  down- 

town commuters . . . r e l a t i v e  t o  
d r i v i n g  alone. I n  a d d i t i o n ,  because 
of  t h e  concent ra t ion  of employment 
downtown, d r i v e r s  a r e  l i k e l y  t o  be 
a b l e  t o  form c a r  pools  wi th in  a 
r e l a t i v e l y  small r e s i d e n t i a l  a r ea .  

Make downtowns more convenient for shoppers. 
Our committee concluded t h a t  t h e  
l a r g e  supply of  covered parking cur- 
r e n t l y  unused on evenings and weekends 
i n  downtown S t .  Paul and downtown 
Minneapolis should be used t o  he lp  
develop a n  "enriched vers ion  of  a 
suburban shopping cen te r "  downtown 
dur ing  those per iods .  We would l i k e  
t o  s e e  t h i s  concept pursued i n  a 
coordinated way f o r  an e n t i r e  down- 
town c e n t e r ,  o r  t h e  two downtowns 
c o l l e c t i v e l y .  

Public policy should work with private parking 
marketplace. 

Our committee f e e l s  t h a t  s p e c i a l  
a t t e n t i o n  must be pa id  i n  t h e  down- 
towns t o  maximize use r  s e r v i c e  and 
minimize pub l i c  c o s t .  A s  p u b l i c  
f i n a n c i a l  involvement wi th  parking 
i n  t h e  two downtowns inc reases ,  we 
a r e  concerned t h a t  t h e  checks and 
balances of  the  marketplace continue 
t o  funct ion .  

We f e e l  t h e  pub l i c  parking po l i cy  
should be designed t o  work with t h e  
marketplace t o  t h e  g r e a t e s t  degree 
poss ib l e  i n  determining when, where 
and how parking is provided . . . 
while se rv ing  t h e  pub l i c  ob jec t ives  
through incen t ives ,  l imi t ed  regula- 
t i o n s  and d i r e c t  p a r t i c i p a t i o n ,  a s  
necessary. We f e e l  t h a t  t h e  market- 
p l ace  does a good job of  determining 
t h e  most cos t - e f f ec t ive  means o f  
providing parking i n  most cases .  
When the  pub l i c  i s  d i r e c t l y  involved 
i n  provid ing  parking,  c o s t s  should 
be assessed  a s  f a i r l y  a s  poss ib l e  t o  
t h e  bene f i t ed  p a r t i e s .  



Publk development of fringe parking should be 
approached cautiously. 
Our committee concluded t h a t  Minneapo- 
l i s  should continue t o  discourage addi- 
t i o n a l  parking f o r  new developments 
wi th in  t h e  core a rea ,  except f o r  shor t -  
term parkers ,  multi-passenger use, and 
a l imi ted  supply of reserved company 
s t a l l s .  In  a s i m i l a r  fashion,  S t .  Paul 
should a l s o  consider  t h e  r e l a t i v e  
advantages o f  providing parking a t  the  
edge o f ,  r a t h e r  than within,  the  down- 
town core.  

However, a s  add i t iona l  commuter parking 
may be needed, it should be located  a t  
the  close-in f r inge ,  with good access 
t o  t h e  core employment centers .  We 
f e e l  t h a t  i f  add i t iona l  f r i n g e  ramps 
a r e  b u i l t  before a f i rm market demand 
f o r  the  f r i n g e  space has been estab- 
l i shed ,  the  pub l i c  is l i k e l y  t o  be 
saddled with an unnecessary expense, 
and at tempts t o  a t t r a c t  patronage may 
even encourage g r e a t e r  use of t h e  
single-commuter automobile t r i p .  

We a r e  conf ident  t h a t  f r inge  ramps 
w i l l  no t  provide good se rv ice  unless  
they a r e  located  very near e x i s t i n g  
o r  committed extensions t o  the  highly 
developed core ,  and w i l l  work b e s t  i f  
they a r e  t i e d  d i r e c t l y  i n t o  the  skyway 
system. Therefore, f r inge  ramps should 
be staged t o  occur a t  t h e  same t i m e  a s  
the  connecting developments a r e  b u i l t .  

Specia l  a t t e n t i o n  should be given t o  
the  l ike l ihood of s u f f i c i e n t  demand f o r  
parking a t  t h e  proposed 5 th  Avenue 
South ramp i n  Minneapolis, and whether 
it meets the  c r i t e r i a  discussed above. 
Also, the  Ci ty  of Minneapolis should be 
p a r t i c u l a r l y  s e n s i t i v e  t o  the  s taging 
of f r i n g e  parking t i e d  i n t o  the  proposed 
3rd Avenue North Dis t r ibu to r ,  s o  t h a t  
the re  w i l l  be good access from any 
parking a r e a  t o  t h e  core development 
it w i l l  serve.  

St. Paul should reduce on-street parking 
incentives. 
We conclude t h a t  low-priced on-s t ree t  
parking does draw short-term parkers  
away from municipal and p r i v a t e  o f f -  
s t r e e t  parking f a c i l i t i e s ,  and 
accordingly con t r ibu tes  t o  t r a f f i c  
congestion and the  add i t iona l  c o s t s  
and accidents  normally associa ted  with 
it. A t  t h e  same t i m e ,  s ince  the  low 
c o s t  of on-s t ree t  parking encourages 
i t s  use, it correspondingly reduces 
a v a i l a b i l i t y  and reduces the  incen- 
t i v e  f o r  p r i v a t e  o f f  - s t r e e t  opera tors  
t o  hold back much space f o r  shor t -  
term use. 

We f e e l  t h a t  t h e  S t .  Paul Parking 
Commission should develop a proposal 
t o  b e t t e r  manage the  c i t y ' s  on-s t ree t  
parking spaces downtown. A t  a mini- 
mum, on-s t ree t  r a t e s  should be ra i sed  
t o  a l e v e l  equal  t o  o r  above t h e  pre- 
v a i l i n g  short-term o f f - s t r e e t  r a t e s .  

Af ter  reviewing t r a f f i c  congestion 
and accident  p a t t e r n s  r e l a t e d  t o  on- 
s t r e e t  parking, it may be found t h a t  
s u b s t a n t i a l  reductions i n  on-s t ree t  
parking a r e  appropr ia te  and necessary. 

Other problems w e  would l i k e  t o  see  
the  new S t .  Paul Parking Commission 
address a r e  the  e f f e c t s  of the  c i t y ' s  
providing f r e e  municipal parking a t  
the  Navy and Har r i e t  I s lands  a r e a ,  
and whether s u b s t a n t i a l  amounts of 
add i t iona l  parking a r e  r e a l l y  needed 
downtown. 

Our committee has the  f e e l i n g  t h a t  
the  supply of parking is  not  now a 
major problem i n  downtown S t .  Paul,  
and the  addi t ion  of s u b s t a n t i a l  
amounts of new parking i s  not  a solu- 
t i o n  t o  any major problems. This i s  
not t o  say t h a t  the re  a r e  not  s p e c i f i c  
loca t ions  where the  lack  of c lose ,  
convenient parking i s  a problem f o r  . 



e i t h e r  r e t a i l  o r  o t h e r  commercial es tab-  ( 3 )  The short- term parking r a t e  
l ishments .  However, park ing  should be s t r u c t u r e  should apply t o  an e n t i r e  
developed t o  meet t h e  parking demand, l o t  o r  ramp, where t h a t  amount of  
not  i n  t h e  hope t h a t  a su rp lus  of park- short- term parking i s  j u s t i f i e d  by 
ing  w i l l  somehow a t t r a c t  users .  demand . . . o r  t h e  most convenient 

s e c t i o n ,  s ay  t h e  f i r s t  f l o o r  of a 
ramp, should be s e t  a s i d e  f o r  per -  

Specifically, We Recommend: sons paying t h e  short-term r a t e .  

The bus iness  communities i n  downtown 
Minneapolis and downtown S t .  Paul 
should work toge the r  with t h e i r  c i t y  
governments t o  u t i l i z e  park ing  more 
f u l l y  i n  the  broad community i n t e r e s t .  

To t h e  degree poss ib l e ,  park ing  man- 
agement should be undertaken on a co- 
ope ra t ive  b a s i s  wi th  j o i n t  p a r t i c i p a -  
t i o n  i n  t h e  p lanning  by t h e  genera l  
bus iness  community, p r i v a t e  parking 
ope ra to r s  and t h e  c i t y .  I n  S t .  Paul 
t h e  Parking Commission has a l ready 
s e t  up such p a r t i c i p a t i o n .  I n  Minne- 
a p o l i s ,  some new organiza t ion  may be 
needed. 

Cities should make short-term parking more 
visible and convenient. 

Steps should be taken  t o  develop a 
more v i s i b l e  and convenient system of 
o f f - s t r e e t  parking f o r  short- term and 
inf requent  u se r s .  To do t h i s ,  t h e  
fol lowing s t e p s  should be taken:  

(1) An ongoing assessment of sho r t -  
term needs by t i m e  and l o c a t i o n  should 
be made by monitoring use p a t t e r n s  a t  
parking f a c i l i t i e s ,  a s  wel l  as t r a f f i c  
da t a  c o l l e c t e d  by t h e  c i t i e s ,  and 
o t h e r  use fu l  information r e a d i l y  
ava i l ab le .  

( 2 )  An adequate number of parking 
s t a l l s ,  based on t h e  parking demand 
d a t a  generated,  should be s e t  a s i d e  
f o r  short- term use. These s t a l l s  
should c a r r y  a r a t e  s t r u c t u r e  t h a t  
s t rong ly  discourages t h e i r  use by 
a l l -day  parkers .  

(4)  The system should be designed 
t o  al low maximum f l e x i b i l i t y  i n  
ad jus t ing  t h e  amount of  park ing  s e t  
a s i d e  f o r  short- term use. For exam- 
p l e ,  t h e  amount o f  short- term parking 
s e t  a s i d e  a t  some loca t ions  may have 
t o  vary no t  only  by seasons and 
s p e c i a l  even t s ,  bu t  a l s o  by d i f f e r -  
e n t  days of t h e  week and even time 
of t h e  day. 

(5)  I f  t h e  t o t a l  supply of  conve- 
n i e n t l y  loca ted  park ing  f a l l s  s h o r t  
o f  t he  short-term demands on a regu- 
l a r  b a s i s ,  ways of  adding more park- 
i n g  and/or improved t r a n s i t  s e r v i c e  
should be explored.  

(6)  A l l  short- term parking f a c i l i -  
t i e s  should be c l e a r l y  i d e n t i f i e d  
by some uniform marking system. In  
add i t ion ,  a system of  v i s u a l s  should 
be developed t o  d i r e c t  t h e  occa- 
s i o n a l  v i s i t o r  t o  the  short- term 
parking loca t ions .  Writ ten materi-  
a l s  conta in ing  maps of  downtown 
parking l o c a t i o n s  should be devel- 
oped, broadly disseminated,  and 
incorpora ted  r o u t i n e l y  i n  adve r t i s -  
i n g  f o r  downtown s t o r e s .  

Provide special treatment for car pools. 

Steps should be taken t o  provide c a r  
pools  and van pools  wi th  preferen-  
t i a l  access  t o  parking spaces b e s t  
s e rv ing  t h e i r  occupants. In  some 
cases ,  t h e  b e s t  short- term parking 
loca t ions  w i l l  a l s o  be t h e  b e s t  
l o c a t i o n s  f o r  multi-passenger commu- 
t e r  vehic les .  Where the  supply i s  
adequate f o r  both,  c e r t i f i e d  c a r  and 



van pools  should be a b l e  t o  park  a t  t h e  
short- term l o c a t i o n s ,  a t  long-term 
r a t e s .  . 

In park ing  f a c i l i t i e s  p r i m a r i l y  s e rv ing  
a l l -day  pa rke r s ,  a supply of  preferen-  
t i a l  space should be s e t  a s i d e  f o r  
pooled v e h i c l e s  paying on a monthly 
b a s i s .  Monthly park ing  arrangements 
f o r  c a r  pools  should be s t r u c t u r e d  t o  
al low a s u b s t i t u t i o n  of  v e h i c l e s  among 
t h e  p a r t i c i p a t i n g  members. 

S teps  should be taken t o  i d e n t i f y  and 
r e se rve  an  adequate supply o f  park ing  
f o r  handicapped persons throughout t h e  
downtown park ing  system a t  those  on- 
s t r e e t  o r  o f f - s t r e e t  l o c a t i o n s  b e s t  
s e r v i n g  t h e i r  needs. 

Parking should help create convenient shopping 
environment. 

A system should be developed t o  pro- 
v ide  park ing  a t  l i t t l e  o r  no charge t o  
shoppers evenings and weekends a s  p a r t  
of a major, coord ina ted  e f f o r t  t o  c r e -  
a t e  an "enriched shopping environment" 
i n  each o f  t h e  two downtowns. 

The development of t h e  new evening and 
weekend environment should be planned 
and timed t o  correspond wi th  t h e  com- 
p l e t i o n  of t h e  new Ci ty  Center  devel- 
opment i n  Minneapolis and t h e  7 th  
P lace  development i n  S t .  Paul.  

The arrangement f o r  provid ing  f r e e  o r  
nominally expensive parking f o r  evening 
and weekend customers should be  handled 
c o l l e c t i v e l y  by t h e  bene f i t ed  bus inesses  
v o l u n t a r i l y ,  o r  through some system o f  
p u b l i c  assessment t o  t h e  bene f i t ed  

ope ra to r s .  I f  t h e  l a t t e r  i s  found 
t o  be more appropr i a t e ,  such a pro- 
p o s a l  should be i n i t i a t e d  by t h e  
downtown bus inesses  themselves. 

Arrangements should be made t o  
ensure  t h a t  t h e  skyway systems a r e  
open t o  provide p e d e s t r i a n  access  
between park ing  f a c i l i t i e s  and 
r e t a i l  s t o r e s  i n  concurrence wi th  
t h e  new evening and weekend hours .  
I f  t h e  owners of  t h e  ind iv idua l  por- 
t i o n s  of  t h e  Minneapolis skyway sys- 
t e m  a r e  unwi l l ing  t o  keep open t h e  
new evening and weekend hours ,  t h e  
c i t y  should explore  t h e  p o s s i b i l i t y  
of  p u b l i c l y  owning t h e  skyway system 
and then  a s s e s s i n g  t h e  c o s t  t o  t h e  
bene f i t ed  proper ty  owners. 

Public ownership should be a last resort. 
I f  t h e  preceding recommendations 
cannot be achieved on a voluntary  
b a s i s ,  t h e  fol lowing s t e p s  may need 
t o  be explored. However, our  com- 
m i t t e e  f e e l s  t h a t  a s  a genera l  r u l e  
t h e  p u b l i c  r o l e  should be minimized. 

(1) The c i t i e s  might develop f i s c a l  
i n c e n t i v e s  f o r  p r i v a t e  o p e r a t o r s ,  
wi th  any c o s t  a s se s sed  t o  t h e  bene- 
f i t e d  downtown p r o p e r t i e s .  

( 2 )  They could pursue a d d i t i o n a l  
municipal r egu la t ions  o f  l i censed  
park ing  ope ra to r s .  

( 3 )  O r ,  a s  a last  r e s o r t ,  t he  c i t i e s  
might g e t  more involved i n  t h e  owner- 
s h i p  of  park ing  f a c i l i t i e s  d i r e c t l y ,  
o r  through some form o f  non-prof i t ,  
quasi-publ ic  agency. 



The State of Minnesota Has a Special Obligation and Opportunity To Manage 
Parking in the Public Interest at the University of Minnesota's 

Twin Cities campuses, and at the State Capitol Complex 

!The Present Situation 

A shortage now exists. 

There c u r r e n t l y  i s  a shor tage  o f  park- 
i n g  wi th  convenient  access  t o  both t h e  
Univers i ty  a t  t h e  Minneapolis campus 
and t h e  S t a t e  Cap i to l  complex. This  
shor tage  i s  p a r t i c u l a r l y  acu te  f o r  t h e  
short- term and i n £  requent  user .  Much 
of t h e  park ing  t h a t  is  a v a i l a b l e  a t  
both l o c a t i o n s  i s  s e t  a s i d e  f o r  a l l -  
day, c o n t r a c t  u s e r s .  

University has the region's largest parking 
system under one management. 

The u n i v e r s i t y  of  Minnesota a t  i t s  
Twin C i t i e s  campuses has a l a r g e ,  pub- 
l i c l y  opera ted  park ing  system t h a t  
charges r a t h e r  uniformly low r a t e s  
throughout t h e  Twin C i t i e s  campuses. 
The Univers i ty  c u r r e n t l y  provides  
12,022 park ing  spaces a t  97 su r f ace  
l o t s ,  4 heated underground garages,  
3 ramps, and 22 metered a reas .  Almost 
h a l f  o f  t h e  park ing  provided by the 
Univers i ty  i s  i n  c o n t r a c t  spaces ,  gen- 
e r a l l y  a t  t h e  most convenient  l o c a t i o n s  
and reserved  f o r  some o f  t h e  Univers i ty  
s t a f f  working th ree -qua r t e r s  t ime o r  
more. There is  gene ra l ly  a three-year  
w a i t  from the  t ime a person a p p l i e s  f o r  
a c o n t r a c t  park ing  permi t  u n t i l  one 
becomes a v a i l a b l e .  

The Un ive r s i t y ' s  park ing  u t i l i z a t i o n  
r a t e  i s  high a t  open, p u b l i c  l o t s .  
During t h e  1976-77 school  yea r ,  t h e r e  
were approximately 1.5 c a r s  u s ing  each 
o f  t h e  spaces a v a i l a b l e  t o  t h e  p u b l i c ,  
while  t h e r e  were approximately 1.1 c a r s  
f o r  each space i n  t h e  c o n t r a c t  l o t s .  

The Univers i ty  does r e g u l a r l y  i s s u e  
more park ing  c o n t r a c t s  p e r  l o t  than  
t h e r e  a r e  a c t u a l  spaces.  However, they 
a r e  very c a r e f u l  t o  keep t h e  number of  
c o n t r a c t s  i s sued  down t o  t h e  p o i n t  
where t h e  c o n t r a c t  l o t s  a r e  almost 
never f u l l ,  s o  t h a t  a c o n t r a c t  ho lder  
r a r e l y  has t o  be turned  away. 

The Univers i ty  provides  very l i t t l e  
v a r i a t i o n  i n  i ts  park ing  r a t e  s t r u c -  
t u r e .  General ly ,  t h e  r a t e s  a r e  s i m i -  
l a r  r ega rd l e s s  of  t h e  l o c a t i o n .  They 
do charge t r a n s i e n t s  40C p e r  hour a t  
some ramps and some l o t s .  However, 
t h e  most common t r a n s i e n t  arrangement 
is  55C p e r  day i n  l o t s  and 80C p e r  day 
i n  ramps. 

They do have one metered l o t  f o r  v i s i -  
t o r s  where t h e  charge i s  75C p e r  hour. 
However, we were t o l d  t h a t  even a t  
t h i s  high r a t e  t h e  l o t  does f i l l  up, 
no t  only wi th  v i s i t o r s  bu t  wi th  s tu -  
den t s  as we l l .  

The u n i v e r s i t y  does r e se rve  two l o t s  
before  noon on i t s  Minneapolis campus 
f o r  c a r  poo l s .  The west bank f a c i l i t y  
holds 240 c a r s ,  and an e a s t  bank 
f a c i l i t y  holds 170 c a r s .  I n  o r d e r  t o  
g e t  i n t o  t h e  l o t s  be fo re  noon, a 
d r i v e r  must have t h r e e  o r  more people 
i n  t h e  c a r .  It was noted t o  ou r  com- 
m i t t e e  t h a t  t h e s e  two l o t s  gene ra l ly  
do no t  f i l l  up by noon . . . even 
though a l l  t h e  nearby t r a n s i e n t  l o t s  
a r e  normally f i l l e d  up by t h e  end of 
t h e  f i r s t  pe r iod .  

An exclusive busway has been proposed to 
service remote University parking. 

A f e a s i b i l i t y  s tudy  is c u r r e n t l y  under 



way regard ing  t h e  b u i l d i n g  of  an  
exc lus ive  busway system t h a t  would 
t i e  t h e  e a s t  bank, t h e  west bank, and 
t h e  S t .  Paul campuses toge the r ,  a long  
wi th  a number of  remote i n t e r c e p t  
l o t s .  This  i dea  c a l l s  f o r  t h e  crea-  
t i o n  o f  a new road,  p r i m a r i l y  along 
r a i l r o a d  right-of-way land ,  t h a t  had 
been previous ly  considered a s  p a r t  o f  
a proposed f i x e d  guideway system. 
The busway would connect t h e  t h r e e  
campuses t o  each o t h e r  and t o  t h r e e  
new pa rk ing  l o t s ,  and 2,500 spaces  
a v a i l a b l e  a t  t h e  S t a t e  Fairgrounds. 

Through t h i s  system, t h e  Univers i ty  
hopes t o  i n t e r c e p t  s t u d e n t s  a t  t h e  
park ing  f a c i l i t i e s  before  they reach 
t h e  campus. Frequent and speedy bus 
s e r v i c e  would then t a k e  t h e  s t u d e n t s  
from t h e  remote i n t e r c e p t  l o t s  t o  
c e n t r a l  on-campus l o c a t i o n s .  

The purpose of  t h e  remote i n t e r c e p t  
system is  t h r e e f o l d :  F i r s t ,  t o  
r e l i e v e  park ing  sho r t ages  t h a t  e x i s t  
now o r  w i l l  be c r e a t e d  when e x i s t i n g  
on-campus l o t s  a r e  e l imina ted :  
second, t o  reduce t h e  s p i l l - o v e r  o f  
p a r k e r s  i n t o  neighborhoods surround- 
i n g  t h e  Univers i ty  by provid ing  s t u -  
den t s  another  pa rk ing  opt ion;  t h i r d ,  
t o  b e t t e r  t i e  t h e  e a s t  bank, west 
bank and S t .  Paul campuses t o g e t h e r  
by reducing bus t ime,  while  a t  t h e  
same time reducing bus ope ra t ing  
expenses. 

The proposed busway has  been given a 
t e n t a t i v e  p r i c e  p r o j e c t i o n  of $8 m i l -  
l i o n ,  and would add a n  a d d i t i o n a l  
2,220 park ing  spaces a t  t h e  t h r e e  new 
l o t s .  

State Capitol parking provides shared-ride 
ineen tive. 

The S t a t e  of  Minnesota has  developed 
park ing  p o l i c i e s  t h a t  encourage 
employees a t  t h e  Cap i to l  complex t o  
conserve pa rk ing  and p a r t i c i p a t e  i n  

t r a n s i t  and p a r a - t r a n s i t  programs. 

The S t a t e  of  Minnesota has  28 l o t s  a t  
t h e  Cap i to l  complex which they  r e n t  t o  
s tate employees f o r  $10 p e r  month, They 
a l s o  have two ramps t h a t  a r e  l ea sed  t o  
employees a t  a r a t e  t h a t  runs  from 
$11.50 on t h e  roof  t o  $17.50 i n  t o t a l l y  
s h e l t e r e d  a r e a s .  I n  a d d i t i o n ,  t h e  s t a t e  
has  t h r e e  hea ted  garages t h a t  l e a s e  f o r  
$35 p e r  month. Some spaces  a r e  l ea sed  
t o  non-state  employees, who a r e  then  
charged a r a t e  50% higher  than  t h e  
f i g u r e s  s t a t e d  f o r  employees. 

I n  1976, t h e  S t a t e  of  Minnesota began 
g iv ing  a $1.50 d iscount  i n  park ing  
charges f o r  each c a r  pool  r i d e r  f o r  a 
t o t a l  of up t o  f i v e .  Th i s  means t h a t  
t h e  t o t a l  d i scount  may run a s  high a s  
$7.50 p e r  month. I n  a d d i t i o n ,  i n  1977 
t h e  Leg i s l a tu re  imposed a 25% surcharge 
f o r  park ing  on a l l  s t a t e  employees a t  
t h e  Cap i to l  complex who d r i v e  a lone .  
The l e g i s l a t i o n  s p e c i f i e s  t h a t  t h e  money 
from t h i s  surcharge w i l l  be used t o  
b e n e f i t  employees. Poss ib l e  uses  c i t e d  
inc lude :  P a r t i a l  payment f o r  bus f a r e s ,  
funding of  van poo l  o r  c a r  pool  expenses,  
and o t h e r  t r a n s p o r t a t i o n - r e l a t e d  a s s i s t -  
ance. 

The Prob lem 

There a r e  approximately 6,000 employees 
a t  t h e  S t a t e  Cap i to l  complex. Of t h e s e ,  
we were t o l d ,  4,000 d r i v e  t h e i r  c a r s  t o  
work. The S t a t e  of  Minnesota has  2,070 
park ing  stalls a t  t h e  complex. Of 
t h e s e ,  1,800 a r e  c o n t r a c t  s t a l l s ,  and 
270 have park ing  meters .  Approximately 
400 s t a t e  employees have l ea sed  pa rk ing  
s tal ls  from t h e  Sears  shopping c e n t e r  
a c r o s s  from t h e  Transpor ta t ion  Building.  
I t  appears  t h a t  an a d d i t i o n a l  2,000 
s t a t e  employees park  c a r s  on t h e  s t r e e t s  
i n  t h e  neighborhoods surrounding t h e  
S t a t e  Capi to l .  The s i t u a t i o n  i s  com- 
pounded by o t h e r  employers i n  t h e  Cap i to l  
a r e a  t h a t  do no t  have adequate pa rk ing  
f o r  t h e i r  employees. 



While the  University of  Minnesota does 
not  keep accurate f igures  on transpor-  
t a t i o n  behavior of  its s tudents  and 
facu l ty ,  it is apparent t h a t  substan- 
t i a l  numbers a l s o  park i n  the  neighbor- 
hoods surrounding the  Universi ty.  
Parking i n  the  neighborhoods has been 
a bone of contention between t h e  Uni- 
v e r s i t y  and i ts neighbors a t  both the  
Minneapolis and S t .  Paul campuses. 

Minneapolis has developed a permit sys- 
tem t h a t  r e s t r i c t s  parking on given 
s t r e e t s  during the  day t o  l o c a l  r e s i -  
dents  who have acquired parking per- 
m i t s .  Residents of t h e  S t .  Anthony 
Park community around t h e  S t .  Paul 
campus have suggested a s i m i l a r  pro- 
gram t o  the  City of S t .  Paul f o r  t h e i r  
neighborhood. However, such systems 
appear t o  be d i f f i c u l t  and expensive 
t o  enforce. 

It is unclear whether University's remote parking 
would be well used. 
There a r e  some se r ious  ques t ions  a s  t o  
whether the  Univers i ty ' s  remote i n t e r -  
cep t  parking system, connected with an 
express busway, would be needed i f  
o the r  l e s s  c o s t l y  s t e p s  were taken, o r  
would a c t u a l l y  be used well .  Some 
evidence e x i s t s  which suggests  t h a t  
people w i l l  normally t r y  t o  avoid the  
type of  t r a n s f e r  an t i c ipa ted .  For 
example, the  Ci ty  of Singapore enacted 
very severe  c o n s t r a i n t s  t o  keep c a r s  
ou t  of the  downtown during the  day. 
To accommodate t h e  c a r s  d ive r t ed ,  they 
provided 10,000 spaces a t  f r inge  c a r  . parks around the  periphery of the  
r e s t r i c t e d  a reas ,  with s p e c i a l  s h u t t l e  
buses introduced t o  ca r ry  t h e  commuterc 
from t h e  f r i n g e  c a r  parks t o  the  cen- 
t r a l  a rea .  The p r i c e  of the  parking 
and bus se rv ice  was designed t o  be 
r e l a t i v e l y  a t t r a c t i v e  vis-a-vis o the r  
choices.  

Of 42,000 Singapore motor is t s  who for-  
merly drove i n t o  the  c e n t r a l  a rea ,  
very few used the  10,000 f r i n g e  parking 

spaces provided. Most of the  f r inge  
space has now been redeployed and 
buses d iver ted  i n t o  t h e  surrounding 
neighborhood. The Singapore d r i v e r s  
apparently p re fe r red  t o  s h i f t  t o  
t r a n s i t  o r  a c a r  pool r a t h e r  than t o  
d r ive ,  park,  and s h i f t  t o  a bus a t  t h e  
periphery. 

The Univers i ty ' s  own experience would 
a l s o  suggest d i f f i c u l t y  with t h i s  con- 
cept .  The University has one 700-car 
remote l o t  located  a t  29th and Como 
Avenue i n  S t .  Paul. This l o t  i s  ha l f -  
way between the  Minneapolis and S t .  
Paul campuses. The un ive r s i ty  does 
no t  charge f o r  parking a t  t h i s  remote 
l o t ,  bu t  it does c o s t  the  user  20C 
each way on the  inter-campus bus. 
Since the  bus does come each way a t  
f ive-minute i n t e r v a l s ,  t he  l o t  pro- 
vides r e l a t i v e l y  good se rv ice  t o  both 
campuses. 

The parking d i r e c t o r  a t  the  Univer- 
s i t y  indica ted  t o  our  committee t h a t  
the  Como l o t  does f i l l ,  but  only a f t e r  
a l l  t he  Minneapolis campus l o t s  a r e  
f u l l .  He suggested t h a t  the  users  do 
not  l i k e  remote l o t s  because of the  
inconvenience of t r a n s f e r r i n g  from 
c a r  t o  a bus. 

A somewhat s imi la r  s i t u a t i o n  is  found 
on the  S t .  Paul campus where the  Uni- 
v e r s i t y  has experienced considerable 
d i f f i c u l t y  i n  g e t t i n g  s tudents  who 
park a t  t h e  S t a t e  Fairgrounds t o  use 
a s h u t t l e  bus serving the  S t .  Paul 
campus. 

Our Proposa Z 

State should set example. 

Our committee concluded t h a t  t h e  Twin 
C i t i e s  campuses of t h e  University of 
Minnesota and the  S t a t e  Capitol  com- 
p lex  should be used a s  models t o  
demonstrate the  use of parking a s  a 
t o o l  t o  encourage t r a n s i t  and para- 



t r ans i t  ridership. The common owner- 
ship and management of a l l  parking 
within a large center by the State of 
Minnesota a t  the University and the 
Capitol complex f a c i l i t a t e s  the use 
of a parking management strategy. .. 

We feel  the parking policies a t  the 
University and the State Capitol 
should strongly encourage shared 
rides,  and give v i s i to r s  and other 
short-term parkers pr ior i ty  over a l l -  
day, single-occupant parkers. This 
is not t o  say tha t  v is i tors ,  as well 
as regular users, should not be 
encouraged t o  u t i l i z e  the good bus 
service provided t o  the University 
from the two downtowns. 

We fee l  t h a t  parking ra tes  a t  the 
s t a t e  f a c i l i t i e s  should ref lec t  the 
f u l l  replacement cost of the f ac i l i -  
t i e s ,  and the relat ive demand for  
given parking s t a l l s ,  Parking reve- 
nues should be made available for  the 
encouragement, or  underwriting, of 
student and faculty use of t r ans i t  
and para-transit ,  as well as the 
provision of parking a t  the Univer- 
s i t y  . . . just  as such a program is  
now planned for  the State Capitol 
complex. 

Our committee feels  tha t  the current 
arrangement of reserving almost half 
of the university 's 12,000 parking 
spaces, generally a t  the best loca- 
t ions,  i n  contract f a c i l i t i e s  for  
full-time employees runs counter t o  
the public in teres t  in  promoting 
shared rides and providing preferen- 
t i a l  help for short-term or infre- 
quent parkers who need it most. 
Similarly, and perhaps of greater 
urgency, there i s  a need t o  reallo- 
cate parking a t  the State Capitol 
complex t o  give pr ior i ty  t o  the 
short-term user . . . especially 
during legis lat ive sessions. 

We fee l  tha t  the State Capitol com- 
plex i s  an excellent place t o  pursue 
a preferent ial  parking system for  the 

following reasons: (1) Additional park- 
ing would be expensive; (2 )  Transit ser- 
vice is available and w i l l  be improved 
i f  the St.  Paul people-mover is  bui l t ;  
(3) A s  both an employer and as a pro- 
vider of transportation f a c i l i t i e s ,  the 
State of Minnesota can assess the direct  
and indirect costs of transportation 
alternatives; (4) The s t a t e ' s  example is  
important in  getting other groups t o  
promote t r ans i t  and para-transit  r ider- 
ship. 

Specifically, We Recommend: 

The University of Minnesota a t  i t s  Twin 
Cit ies  campuses, and the State of Minne- 
sota a t  the State Capitol complex, should 
launch model parking management programs. 

University should actively manage parking, 

We recommend tha t  the University reallo- 
cate i ts  parking spaces and u t i l i ze  a 
selective rate  structure t o  help shape 
use patterns. The following elements 
should be included in  th is  process: 

(1) Preferential  spaces for  the handi- 
capped should be continued. 

(2 )  An adequate supply of parking for  
short-term users should be provided by 
making next-best locations available to  
the general public and assigning a rela- 
t ively high hourly charge tha t  increases, 
rather than decreases, over time. In 
addition, e f for t s  should be made t o  
appraise short-term users as to  the 
avai labi l i ty  of public t r a n s i t  service 
t o  the University. 

(3) After the short-term parkers' needs 
have been sa t i s f i ed ,  the next pr ior i ty  
should be given to employees and students 
who regularly part ic ipate  i n  a car pool. 
An adequate supply of conveniently 
located parking should always be made 
available for  t h i s  group. 

(4) Contract lo t s  and those that  carry 



a l l -day  r a t e s  should be loca t ed  a t  of park ing  spaces necessary t o  accomrno- 
t h e  o u t e r  edge of  t h e  campus, o r  a t  d a t e  c a r s  now park ing  i n  neighborhoods 
o t h e r  a r e a s  of r e l a t i v e l y  low demand. and parking l o s t  t o  development, it 
P a r t i c i p a t i o n  i n  c a r  pools  should be should be e a s i e r  t o  add t h e  parking 
given p r i o r i t y  over  o t h e r  f a c t o r s  i n  needed a t  l o c a t i o n s  more convenient t o  
a s s ign ing  c o n t r a c t  space t o  employees. t h e  use r .  

(5) Parking spaces  throughout t h e  
campus should r e f l e c t  t h e  f u l l  
replacement c o s t  o f  t h e  f a c i l i t y ,  a s  
we l l  as t h e  r e l a t i v e  demand f o r  park- 
i n g  a t  t h e  l o c a t i o n .  The most c e n t r a l  
and convenient  spaces  r e q u i r e  substan-  
t i a l  r a t e  i nc reases .  

(6) A p o r t i o n  of t h e  Un ive r s i t y ' s  
park ing  revenues should be s e t  a s i d e  
t o  h e l p  cover  t h e  c o s t  o f  r e g u l a t i n g  
s p i l l - o v e r  park ing  i n t o  t h e  surround- 
i n g  neighborhoods. 

(7)  Contrac t  spaces  should be over- 
subscr ibed  t o  a g r e a t e r  degree ,  t o  
i n c r e a s e  t h e i r  u t i l i z a t i o n .  

(8) The u n i v e r s i t y  should s e e  whether 
t h e  above- l i s ted  s t e p s  w i l l  accomplish 
a r educ t ion  i n  demand f o r  park ing  
space and g r e a t e r  use o f  shared  r i d e  
a l t e r n a t i v e s .  By reducing t h e  amount 

State Capitol should retain transit incentives. 
We recommend t h a t  t h e  S t a t e  of  Minne- 
s o t a  cont inue its park ing  p r i c e  incen- 
t i v e  system f o r  c a r  and van pool ing ,  
and expand t h e  p o r t i o n  of  space a l l o -  
c a t e d  f o r  short- term use  by t h e  genera l  
p u b l i c ,  p a r t i c u l a r l y  dur ing  t h e  l e g i s -  
l a t i v e  s e s s i o n s .  

We f e e l  t h a t  both t h e  c a r  pool  d i s -  
count ,  and t h e  r ide-alone surcharge ,  
should be r e t a i n e d .  

We f e e l  t h a t  short- term park ing  a v a i l -  
a b i l i t y  t o  t h e  genera l  p u b l i c  should 
be given h i g h e s t  p r i o r i t y .  Spec ia l  
e f f o r t s  should be made a t  s e s s i o n  time 
t o  g e t  s t a t e  employees working r e g u l a r  
hours t o  e i t h e r  r i d e  i n  poo l s ,  o r  use 
p u b l i c  t r a n s p o r t a t i o n ,  o r  park a t  r e -  
mote l o c a t i o n s  se rv i ced  by a s h u t t l e  bus.  



Parking Shortages Pose a Difficult Problem that Must Be 
Approached with a Sensitivity to Local Conditions 

The Present Situation 

While parking i s  genera l ly  i n  ample sup- 
p ly  i n  t h i s  region,  the re  a r e  a few a reas  
where parking i s  o f t e n  i n  s h o r t  supply. 
A s  mentioned i n  t h e  l a s t  sec t ion ,  parking 
i s  i n  s h o r t  supply a t  the  Universi ty of 
Minnesota and the  S t a t e  Capi to l  complex. 
It  i s  a l s o  i n  s h o r t  supply i n  many o lde r ,  
multi-family r e s i d e n t i a l  a reas  and busi-  
ness loca t ions  i n  the  two c e n t r a l  c i t i e s ,  
a s  wel l  a s  the  f i r s t  r i n g  of o l d e r  sub- 
urbs. Other a reas  where we have learned 
parking is  i n  s h o r t  supply include 
churches and o t h e r  f a c i l i t i e s  generat ing 
high, short-term peak demands, a s  well  
a s  schools ,  hosp i t a l s ,  and pub l i c  recre-  
a t i o n  areas .  

An a r t i f i c i a l  parking shortage i s  cre-  
a t ed  when parkers  move i n t o  an area  with ' 

f r e e  on-s t ree t  parking t o  avoid parking 
charges a t  t h e i r  des t ina t ions .  

The Prob lem 

Our committee found the  problem of park- 
ing  shortages t o  be one of  t h e  most d i f -  
f i c u l t  and complex of any we have 
encountered. Everyone understands the  
importance t o  an a rea  o f  being ab le  t o  
provide parking. The d i f f i c u l t y  is  t h a t  
providing add i t iona l  parking i n  built-up 
areas  can pose equally d i f f i c u l t ,  i f  not  
g rea te r ,  problems f o r  the  community than 
the  parking shortage.  

problem. The procedures should include 
ways by which the  r e s iden t s ,  l o c a l  
businesses,  and non-resident property 
owners i n  a given neighborhood can be 
o f f i c i a l l y  brought together  t o  work ou t  
a parking p lan .  

We would l i k e  t o  see  technica l  planning 
ass i s t ance  made ava i l ab le  t o  community 
groups over developing o f f - s t r e e t  park- 
ing  p lans ,  and f o r  the  b e t t e r  manage- 
ment of  on-s t ree t  parking spaces. This 
a s s i s t ance  should include making ava i l -  
able  w r i t t e n  mate r i a l s  describing how 
s t a f f  he lp  i s  secured, and general  l ist- 
ings of opt ions  ava i l ab le .  

Local communities should make ava i l ab le  
a l t e r n a t i v e  approaches by which o f f -  
s t r e e t  parking can be developed, and 
financed. They a l s o  should develop 
s p e c i f i c  mechanisms by which on-s t ree t  
parking i n  a neighborhood can be 
l imi ted  a s  t o  the  time of day and week, 
dura t ion  and uses. 

I n  o lde r  a reas  where t h e  t o t a l  supply 
of  parking i s  inadequate, we f e e l  the  
primary emphasis should be given t o  
f inding ways t o  add parking space i n  a 
manner t h a t  i s  cons i s t en t  with main- 
t a i n i n g  the  q u a l i t y  of  the  community 
environment. In  a reas  where charges 
f o r  parking encourage a sp i l l -over  of  
parking i n t o  the  surrounding neighbor- 
hood, primary emphasis should be given + 

t o  developing and enforcing appropri- 
a t e  on-s t ree t  parking regulat ions.  

Our Proposal Our committee a l s o  concluded t h a t  it 
may be appropr ia te  and necessary f o r  

We concluded t h a t  s p e c i f i c  procedures t h e  pub l i c  t o  assume a d i r e c t  r o l e  i n  
and t o o l s  f o r  he lp ing o lde r  r e s i d e n t i a l  the  provision of shared o f f - s t r e e t  
neighborhoods and commercial a reas  t o  parking among independent p roper t i e s .  
resolve parking problems should be devel- ~ l t h o u g h  t h e  committee does not  gener- 
oped by those  munic ipa l i t i e s  with t h i s  a l l y  favor government involvement i n  



t h e  o f f - s t r e e t  park ing  bus iness ,  we 
f e e l  t h a t  t h i s  s i t u a t i o n  may be s p e c i a l .  

Market response t o  park ing  shor tgages  
i n  o l d e r  a r e a s  can be lower proper ty  
va lues ,  s t a g n a t i o n  and decay, and/or 
t h e  random development of  s m a l l ,  i n -  
e f f i c i e n t  parking a r e a s  exc lus ive ly  
se rv ing  t h e  needs of a s p e c i f i c  bu i ld-  
i n g  o r  b u i l d i n g  tenant .  I n  t h i s  ca se ,  
p u b l i c  p a r t i c i p a t i o n  and a s s i s t a n c e  
may be necessary i n  both t h e  develop- 
ment and implementation o f  a communi- 
t y ' s  s o l u t i o n  t o  i t s  park ing  problems. 

The p u b l i c  s e c t o r  has t h e  advantage o f  
being a b l e  t o  (1) condemn l a n d  and 
p l a c e  parking f a c i l i t i e s  where they  
are needed, ( 2 )  reduce f inanc ing  c o s t s  
through tax-exempt bonding, ( 3 )  avoid 
p rope r ty  t axes  on t h e  f a c i l i t y ,  (4 )  
coord ina te  park ing  wi th  o t h e r  community 
i n t e r e s t s ,  and (5)  a s s e s s  t h e  c o s t s  
e q u i t a b l y  among t h e  bene f i t ed  p a r t i e s .  

I n  determining what a c t i v e  r o l e  a l o c a l  
government might t a k e ,  ou r  committee 
considered a number of  p o s s i b i l i t i e s .  
These include:  Zoning, t e c h n i c a l  
a s s i s t a n c e ,  land a c q u i s i t i o n ,  use o f  
p u b l i c  funds t o  "wri te  down" o r  reduce 
l and  c o s t s  t o  t h e  developer ,  p u b l i c  
subsidy through " t a x  increment" gener- 
a t e d  funds,  t a x  exempt bonding through 
a p u b l i c  agency, assessment d i s t r i c t  
f i nanc ing ,  gene ra l  p u b l i c  o b l i g a t i o n  
backing t h e  bonds, d i r e c t  p u b l i c  owner- 
s h i p ,  p u b l i c  management, and var ious  . combinations o r  d e r i v a t i o n s  of  t hese .  

. Careful evaluation should precede public action. 
Despite  t h e  need i n  parking-short  a r e a s ,  
o u r  committee concluded t h a t  p u b l i c  par -  
t i c i p a t i o n  i n  o f f - s t r e e t  park ing  should 
be pursued only a f t e r  c a r e f u l  exp lo ra t ion  
and eva lua t ion  of  t h i s  a c t i v i t y .  We f e e l  
t h e  provis ion  of  park ing  p u b l i c l y  is sub- 
j e c t  t o  a number o f  s p e c i a l  problems. 

F i r s t ,  su'bsidized park ing  makes d r i v i n g  
a lone  r e l a t i v e l y  more a t t r a c t i v e  

vis-a-vis  t h e  shared  r i d e  arrangement. 

Second, p u b l i c l y  subs id ized  park ing  d i s -  
courages t h e  development of  park ing  as a 
p r i v a t e  investment,  and accordingly could 
prevent  t h e  supply from expanding as a 
normal market r e a c t i o n  t o  demand. 

Third,  it may be d i f f i c u l t .  f o r  a p u b l i c  
body t o  develop a park ing  f a c i l i t y  as 
quick ly ,  o r  as economically,  o r  i n  a s  
quick a response t o  market cond i t i ons  
a s  can a p r i v a t e  p a r t y .  

Activity center has responsibility for spill-over 
parking. 

Our committee f e e l s  t h a t  any p a r t y  
r e spons ib l e  f o r  a t t r a c t i n g  s i g n i f i c a n t  
numbers of parking should be made 
r e spons ib l e  f o r  provid ing  adequate 
park ing  t o  meet t h e  demand genera ted ;  
f o r  lowering t h e  demand through a t r a n -  
s i t  o r  p a r a - t r a n s i t  promotion program 
t o  a l e v e l  t h a t  can be accommodated; 
o r ,  i f  necessary,  f o r  he lp ing  f inance  
an  on - s t r ee t  park ing  r egu la t ion  
enforcement program. 

We f e e l  t h a t  o f f - s t r e e t  park ing  regula-  
t i o n s  and enforcement should be t a i l o r e d  
t o  meet t h e  s p e c i f i c  requirements of  t h e  
given l o c a l i z e d  s i t u a t i o n  t o  t h e  degree 
p o s s i b l e .  Regulat ions should no t  be any 
more r e s t r i c t i v e  than  necessary t o  meet 
t h e  a c t u a l  problems a s  they  r e l a t e  t o  
t h e  time of t h e  day and week, t he  dura- 
t i o n  of  t h e  p a r k e r ' s  use  of  a space,  and 
t h e  p a r k e r ' s  reason f o r  being i n  t he  
a r ea .  

We f e e l  t h a t  t he  owner o r  r e n t e r  occu- 
p a n t s  of  a given p rope r ty  should be 
allowed p r e f e r r e d  acces s ,  a s  needed, t o  
t h e  on - s t r ee t  park ing  spaces ad j acen t  t o  
t h e i r  land.  However, we recognize t h i s  
p o l i c y  i s  d i f f i c u l t  t o  enforce.  We do 
f e e l  it i s  appropr i a t e  f o r  neighborhoods 
t o  work o u t  arrangements whereby volun- 
t e e r s  might be t r a i n e d  and deput ized t o  
h e l p  enforce  park ing  r egu la t ions  pro- 
t e c t i n g  a neighborhood. 



Background and Discussion 

Current  arrangements f o r  park ing  i n  t h e  
reg ion  have evolved over  a number of  
years .  Free p u b l i c  curb  park ing  met 
much of  t h e  e a r l y  park ing  demand. Off- 
s t r e e t  park ing  f i r s t  developed p r iva t e -  
l y  from t h e  overflow from t h e  s t r e e t s .  
The p r a c t i c e  of  charg ing  f o r  park ing  
developed f i r s t  wi th  p r i v a t e  l o t s  and 
pub l i c  o n - s t r e e t  meters ,  and then  l a t e r  
with p r i v a t e  ramps and underground 
garages provid ing  v a l e t  s e r v i c e s  f o r  
t h e  d r i v e r .  

With t h e  explosion of  automobile pro- 
duc t ion  and use fol lowing t h e  end of 
World War 11, a c u t e  park ing  sho r t ages  
began t o  develop i n  t h e  l a t e  1940s. 
I n . y e a c t i o n ,  perhaps over - reac t ion ,  t o  
t hese  sho r t ages ,  m u n i c i p a l i t i e s  began 
r e q u i r i n g  owners o f  developments t o  
provide a s u b s t a n t i a l  amount of  park- 
ing.  A s  one suburban o f f i c i a l  
expla ined ,  "We had watched bus inesses  
move from Minneapolis t o  o u r  community 
because o f  a park ing  shor tage .  We 
were determined no t  t o  l e t  t h i s  happen 
t o  us. " 

Parking policies do not necessarily reflect current 
conditions. 

Our committee found t h a t  excess ive  
parking requirements  were f r equen t ly  
i n s t i t u t e d  be fo re  good information was 
developed a s  t o  how much park ing  was 
r equ i r ed  t o  f u l l y  meet demand i n  given 
s i t u a t i o n s .  High requirements have i n  
p a r t  been r e t a i n e d  i n  some communities 
f o r  un re l a t ed  reasons,  such a s  i n su r -  
i n g  t h e  a v a i l a b i l i t y  o f  expansion 
space,  n e g o t i a t i n g  s p e c i f i c  concessions 
from a developer ,  o r  simply because no 
compelling reason f o r  change has  been 
presented.  

A s  suburbs have become more f u l l y  devel- 
oped, some have tended t o  a d j u s t  t h e i r  
park ing  p o l i c i e s  t o  encourage more e f  f  i- 
c i e n t  use of  t h e  undeveloped l and  l e f t .  
Recent r e v i s i o n s  i n  municipal codes show 

a t r e n d  towards r e q u i r i n g  fewer parking 
spaces .  

Parking policies ere given little regional 
attention. 

Transpor ta t ion  and r eg iona l  development 
planning t o  d a t e  has  given l i t t l e  a t t e n -  
t i o n  t o  park ing  p o l i c i e s .  The Metro- 
p o l i t a n  Counci l ' s  t r a n s p o r t a t i o n  devel-  
opment guide p o l i c y  p l an  b r i e f l y  r e f e r s  
t o  park ing  i n  only  a few ins t ances .  I t  
does recommend provid ing  c a r  pools  and 
van pools  p r e f e r e n t i a l  park ing  i n  terms 
o f  l o c a t i o n  and c o s t .  I t  a l s o  suppor ts  
u t i l i z i n g  common park ing  a r e a s  t o  s e rve  
d i v e r s i f i e d  c l u s t e r s  of  development. 
F i n a l l y ,  t h e  p o l i c y  p l a n  would "empha- 
s i z e  p e d e s t r i a n  movement i n  t h e  metro 
c e n t e r s  by: (1) concen t r a t ing  park ing  
f a c i l i t i e s  on t h e  f r i n g e  of  core  a r e a s ;  
(b) l i n k i n g  t h e  park ing  f a c i l i t i e s  t o  
t h e  core  a r e a s  wi th  skyways and a down- 
town c i r c u l a t i o n  system." 

The most a c t i v e  use o f  park ing  a s  a 
t r a n s p o r t a t i o n  s t r a t e g y  i s  t h e  Metro- 
p o l i t a n  T r a n s i t  Commission's (MTC) 
"park and r i d e "  t r a n s i t  promotion pro- 
gram. The MTC u t i l i z e s  park ing  l o t s  
throughout t h e  reg ion  a s  c o l l e c t i o n  
p o i n t s  f o r  commuters who wish t o  r i d e  
t h e  bus. These c o l l e c t i o n  p o i n t s  a r e  
l oca t ed  near  t h e  res idences  of  t h e  
use r s ,  s o  t h e  amount o f  a u t o  t ranspor-  
t a t i o n  is  minimized, and t h e  mi les  
t r a v e l e d  on t h e  bus maximized. 

A s  of November 1977 t h e r e  were 80 park 
and r i d e  l o t s  i n  ope ra t ion  provid ing  
bus s e r v i c e  t o  an average of  1,150 
r i d e r s  p e r  day. 

The MTC sponsored a working paper  by a 
consu l t an t  on park ing  p o l i c i e s  and 
multi-occupant veh ic l e s .  This paper  
l a i d  o u t  a number of t h i n g s  t h a t  could  
be done wi th  park ing  t o  encourage t r a n -  
s i t  and p a r a - t r a n s i t  r i d e r s h i p .  How- 
eve r ,  no p o l i c y  s ta tements  have been 
endorsed from t h e  s tudy.  



ABOUT THIS REPORT 
Committee Assignment 
The C i t i z e n s  League has had a  deep and 
cont inuing  i n t e r e s t  i n  t r a n s p o r t a t i o n ,  
l and  use and phys i ca l  developments 
throughout t h e  p a s t  2 5  yea r s  o f  opera- 
t i o n .  

I n  i t s  1968 r e p o r t ,  "Highways, T r a n s i t  
and t h e  Metropol i tan Council",  t h e  
League recommended t h a t  park ing  be 
included a s  p a r t  o f  met ropol i tan  t r a n s -  
p o r t a t i o n  planning,  and t h a t  l a r g e  
park ing  f a c i l i t i e s  be s u b j e c t  t o  
review and approval  by a  met ropol i tan  
t r a n s p o r t a t i o n  agency. 

I n  i t s  1971 r e p o r t ,  "Trans i t :  The Key 
Thing To Build Is Usage ! " , t h e  League 
noted t h a t  park ing  was a  gene ra l ly  
overlooked a s p e c t  of  t r a n s p o r t a t i o n  
planning,  and suggested a  peak-hour 
park ing  charge be considered a s  one 
o f  s e v e r a l  ways o f  d i scouraging  peak- 
hour t r a f f i c .  

In  i t s  1973 r e p o r t ,  "Building Incen- 
t i v e s  f o r  Dr ivers  To Ride", t h e  League 
s t r e s s e d  t h e  importance o f  encouraging 
g r e a t e r  r ide-shar ing  through a number 
of  i n c e n t i v e s  . . . i nc lud ing  g iv ing  
multi-passenger veh ic l e s  p r e f e r e n t i a l  
acces s  t o  park ing  f a c i l i t i e s .  The . r e p o r t  r e i t e r a t e d  t h e  proposa l  t h a t  
park ing  f a c i l i t i e s  be made s u b j e c t  t o  
met ropol i tan  review and approval .  w 

A 1974 C i t i z e n s  League r e p o r t  e n t i t l e d  
"Trans i t :  Redi rec t  P r i o r i t i e s  Toward a  
Small-Vehicle System and Shor t e r  Tr ips"  
emphasized t h e  importance of  n o t  j u s t  
s e r v i n g  t r a n s p o r t a t i o n  demand p a t t e r n s ,  
b u t  a l s o  reducing t r a n s p o r t a t i o n  demand 
by encouraging d i v e r s i f i e d  developments 
t h a t  co- loca te  employment, e n t e r t a i n -  
ment, shopping and housing o p p o r t u n i t i e s  

Building o u t  of t he  background and 
i n s i g h t s  gained from t h e s e  and o t h e r  
p a s t  C i t i z e n s  League r e p o r t s ,  t h e  Board 
of D i rec to r s  of t h e  C i t i z e n s  League 
programmed t h i s  s tudy  t o  s p e c i f i c a l l y  
explore  parking p o l i c y  ques t ions .  The 
charge t o  t h e  committee by t h e  Board of  
D i rec to r s  reads :  

"Unt i l  q u i t e  r e c e n t l y ,  t h e  importance 
of parking t o  t r a v e l  behavior and 
urban development was e i t h e r  l a r g e l y  
ignored o r  'assumed1. Transpor ta t ion  
p l anne r s  tended t o  ignore  t h e  c o s t  and 
a v a i l a b i l i t y  of  park ing  i n  t r y i n g  t o  
i n f luence  choices  persons make between 
d r i v i n g  a lone  and r i d i n g  with someone 
e l s e .  Land use  p lanners  tended t o  
'assume' (and even r e q u i r e )  t h a t  park- 
i n g  would be p a r t  o f  a  proposed devel- 
opment. The f u l l  c o s t  o f  park ing  was 
e i t h e r  included i n  t h e  cons t ruc t ion  
c o s t  of a  development o r  passed on t o  
a u t o  d r i v e r s .  

"Important ques t ions  of p u b l i c  po l i cy  
have emerged: 

**What p o t e n t i a l  do pub l i c  p o l i c i e s  on 
t h e  c o s t  and a v a i l a b i l i t y  o f  parking 
have f o r  i n f luenc ing  dec i s ions  about 
r i d i n g  and d r i v i n g  alone? What is  
c u r r e n t  r eg iona l  p o l i c y  on t h e  r o l e  
of  park ing  a s  a  ridership-development 
i ncen t ive?  Should pub l i c  p o l i c y  
r e q u i r e  t h a t  t h e  f u l l  c o s t  o f  parking 
be borne by t h e  use r?  -- t h a t  lower 
p r i c e  o r  p r e f e r e n t i a l l y  l oca t ed  park- 
i ng  be a v a i l a b l e  t o  a l l  multi-passen- 
ge r  veh ic l e s?  

**How important  is t h e  a v a i l a b i l i t y  of  
park ing  t o  t h e  success  o f  e f f o r t s  t o  
redevelop p a r t s  o f  downtown Minneapo- 
l i s  and S t .  Paul?  Should it be used 



as an  i n c e n t i v e  t o  a t t r a c t  redevelop- 
ment? W i l l  f r i n g e  park ing  programs 
r e a l l y  have any impact on reducing 
downtown a i r  p o l l u t i o n ?  W i l l  they 
encourage people t o  d r i v e  downtown 
who o therwise  might r i d e  wi th  someone 
e l s e ?  When should p u b l i c l y  subs i -  
d i zed  park ing  be b u i l t :  i n  advance 
of  development? o r  i n  response t o  
i t ?  

**Should b e t t e r  o f f - s t r e e t  park ing  be 
a v a i l a b l e  i n  r e s i d e n t i a l  a r e a s ?  

"The s tudy  would a t tempt  t o  analyze 
c u r r e n t  r e g i o n a l  and municipal p o l i c y  
on parking,  bo th  a s  an  incen t ive  t o  
r i d i n g  and a s  an i n c e n t i v e  t o  redevel-  
opment. Metropol i tan and c i t y  park ing  
p l ans  would be reviewed. The economic 
v i a b i l i t y  o f  e x i s t i n g  municipal ramps 
would be inves t iga t ed .  The ques t ion  
of who should bear  t h e  c o s t  o f  subs i -  
d i e s  would be addressed."  

Committee Membership 
The committee had t h e  a c t i v e  p a r t i c i p a -  
t i o n  o f  23 members, and was c h a i r e d  by 
Medora Perlman, a S t .  Paul  a t t o rney .  
S t a f f  a s s i s t a n c e  was furn ished  by 
Calvin Clark,  C i t i z e n s  League member- 
s h i p  d i r e c t o r ,  and Jean  Bosch, C i t i z e n s  
League c l e r i c a l  s t a f f e r  . 
I n  a d d i t i o n  t o  Chairman Perlman, t h e  
fol lowing members served  on t h e  commit- 
t e e  : 

W. Andrew Boss 
Ken Brimmer 
Ele  Colborn 
Richard E r d a l l  
Michael 0. Freeman 
Paul  Gleeson 
David B. Hal l  
Todd Heglund 
David H e i t  
Jack Hoeschler 
S a l l y  Hofmeister 

Curt  Johnson 
Dennis Klohs 
Joseph Michels 
Gordon Moe 
Robert D.  Owens 
Conrad Razidlo 
Michael Rivard 
Glor ia  Segal  
Clement Springer  
Stacy St rand  
Lyman Wakef i e l d  

I n  a d d i t i o n ,  t h e  committee was fo r tu -  
na t e  t o  have i n  r e g u l a r  a t tendance M r .  
Edward Baker, Minneapolis a r c h i t e c t  
and park ing  ramp owner, and J e r r y  Mangle, 
S t .  Paul  Parking Administrator .  M r .  
Baker and Mr. Mangle provided t h e  com- 
m i t t e e  wi th  an ongoing source  o f  i n f o r -  
mation and personal  i n s i g h t s .  

Committee Procedures 
The committee met 32 t imes i n  2$-hour 
evening meetings running f rom Apr i l  5, 
1977, t o  November 22, 1977. The loca-  
t i o n  o f  t h e  meetings gene ra l ly  r o t a t e d  
from S t .  Paul  t o  Minneapolis, w i th  
s p e c i a l  meetings h e l d  a t  Southdale ,  
t h e  3M Center i n  Maplewood, and Apple- 
t r e e  Square i n  Bloomington. 

The committee reviewed a s u b s t a n t i a l  
amount of  w r i t t e n  background m a t e r i a l  
from l o c a l ,  n a t i o n a l  and i n t e r n a t i o n a l  
sources ,  i n  a d d i t i o n  t o  d i r e c t  d i s -  
cuss ions  wi th  t h e  fol lowing 37 resource  
persons : 

Larry Dallam, Metropol i tan Council 
Clement Spring,  Metropol i tan Trans- 
p o r t a t i o n  Advisory Board 

Hugh F a v i l l e ,  Metropol i tan T r a n s i t  
Commission 

Clarence S h a l l b e t t e r ,  Pub l i c  Se rv i ce  
Options 

Richard Braun, Minnesota Department of  
Transpor ta t ion  

George H i t e ,  Dayton Hudson P r o p e r t i e s  
Robert Worthington, Rauenhorst Corp. 
Loren Ge l l e r ,  Victory Auto Park • 

Lyman Wakefield, former p r e s i d e n t ,  
Downtown Auto Parks 

David Koski, Minneapolis C i ty  T r a f f i c  9 

Divis ion  
Thomas L. Johnson, ~ i n n e a p o l i s  C i ty  

Councilman 
Richard Schnarr ,  S t .  Paul Planning 
Department 

David Hozza, S t .  Paul Ci ty  Councilman 
Walter Johnson, Univers i ty  of  Minnesota 

Parking Di rec to r  



Greg Ki t t e l son ,  Ass i s t an t  Direc tor  of  
Planning, Universi ty of  Minnesota 

Gary Eckhardt, Minnesota Po l lu t ion  
Control  Agency 

John Hoffmeister,  Metropolitan Council 
Herbert  Mohring, u n i v e r s i t y  of  Minne- 

s o t a  Economics Professor  
Arthur Jones, Minneapolis S t a r  and 

Tribune 
Richard Draher , Day ton  Hudson Corp . 
Thomas A. Thompson, then Minneapolis 

C i ty  Coordinator 
0. D. Gay, Downtown Council o f  Minne- 

a p o l i s  
Robert Van Hoef, Operation '85 
Di rec to r  

Allen Block, S t .  Paul  Housing and 
Redevelopment Authori ty 

Kent Shamblin, S t .  Paul Companies 
James Zdon, S t .  Paul  Planning 

Department 
Robert Webster, Bloomington Direc tor  

of  Community Development 
Richard Wolsfeld, Bather ,  Ringrose, 
Wolsfeld, Inc. 

Warren Beck, Gabbert & Beck, Inc. 
J i m  Dale, Manager, Southdale Center 
Howard Dahlgren, Howard Dahlgren 
Associates  

Gary Gustafson, H. & V a l  J. Rochschild, 
Inc. 

Paul Klodt,  Frantz  Klodt & Son, Inc. 
Robert Owens, 3M Company 
Edward and Sara  Baker, Downtown Van 

Pools,  Inc. 
J e r r y  Mangle, S t .  Paul Parking 
Administrator .  

Elmer L. Erkki la ,  Ass i s t an t  D i rec to r ,  
P l a n t  Management Division,  Minnesota 
Department of  Administrat ion 

Following t h i s  ex tens ive  inpu t  from 
.A 

background m a t e r i a l s  and resource per-  
sons,  t h e  committee developed mul t ip le  
d r a f t s  of f ind ings ,  conclusions and 
then s p e c i f i c  recommendations. These 
were then incorporated i n t o  t h e  f u l l  
r e p o r t ,  which w a s  a l s o  r e d r a f t e d  
s e v e r a l  t imes a s  the  committee r e f i n e d  

I i ts  work fu r the r .  

Board Action 
P r i o r  t o  t h e  t i m e  t h e  r e p o r t  was o f f i -  
c i a l l y  presented  t o  t h e  Board, an ad 
hoc committee of  t h e  Board, headed by 
Dale Beihoffer ,  was appointed t o  meet 
with t h e  committee. Appointment o f  
such ad hoc groups is  rou t ine  i n  a l l  
League s t u d i e s .  The ad hoc Board com- 
mi t t ee  met f o u r  t imes from August t o  
January. Its ques t ions  were r e l ayed  
back t o  t h e  Parking Committee. 

The committee r e p o r t  was p r e l i m i n a r i l y  
presented  t o  t h e  f u l l  Board o f  Direc tors  
o f  t h e  C i t i z e n s  League i n  November, 
1977, and w a s  d i scussed  and debated a t  
meetings i n  December and January. The 
d iscuss ion  considered a t  some l eng th  t h e  
r e p o r t ' s  conclusions and recommendations 
e s p e c i a l l y  with r e spec t  t o  t h e  t a x a t i o n  
of  parking,  t o  t h e  park ing  s t r a t e g y  of  
t he  Univers i ty ,  and t o  t h e  park ing  pro- 
grams of  the  c e n t r a l  c i t i e s  f o r  t h e i r  
two c e n t r a l  bus iness  d i s t r i c t s .  

In  a c t i n g  on t h e  r e p o r t ,  t he  Board--in 
o rde r  t o  make c l e a r  t h a t  these  were 
simply p o s s i b i l i t i e s ,  r a t h e r  than recom- 
mendations--moved t o  an  appendix t h e  
d iscuss ion  (now t o  be found on pages 
37-38) with r e spec t  t o  poss ib l e  changes 
i n  t h e  va lua t ion  and t axa t ion  o f  park ing  
ramps and l o t s .  

And, recognizing t h a t  t h e  scope o f  the  
committee's s tudy was confined t o  
parking,  t h e  Board a c t e d  t o  make it 
c l e a r  t h a t  t h e  C i t i z e n s  League is  not  
ab le  t o  make, and is  no t  making, a 
recommendation wi th  r e s p e c t  t o  t h e  
proposed Universi ty o f  Minnesota busway. 
The Board is aware t h a t  t h e r e  i s  another  
whole s e t  of cons ide ra t ions ,  having t o  
do wi th  t h e  organiza t ion  and program o f  
t h e  Univers i ty ,  t h a t  a r e  i n e x t r i c a b l y  
involved i n  t h e  busway proposal  and i n  
any dec i s ion  about it. These could not  
be explored,  i n  the  time a v a i l a b l e  e i t h e r  
t o  t h e  committee o r  t o  t h e  Board. 



FOOTNOTES 
'see Appendix A for a breakdown of 
parking spaces in the region. A 
discussion of places at which there 
is a charge for parking is found on 
page 3. 

2~ee Appendix B for tables showing 
peak parking use at retail centers 
in the area and Appendix C for 
samples of municipal parking 
ordinance requirements. 

31974 St. Paul Parking Policy Study, 
page 3. 

4~his study had not been completed 
at the time of the writing of this 
report. The information was fur- 
nished directly to the committee 
by Barton-Aschman Associates, Inc. 

5The figures were calculated, 
developed or used in Appendix A. 

%ee Appendix A for parking cost 
analysis. The expense for gasoline 
is based on a U. S. Federal Highway 
Administration estimate of 704 
gallons of fuel consumed per 
passenger vehicle in 1974 and a 
current average gasoline price of 
about 67.5C per gallon. 

7~ee Appendix A for an estimate of 
parking in the region. The retail 
sales estimate is based on figures 
listed in the U. S. Census Bureau 
Publication, U. S. Census of 

Business, ~ajor Retail Centers, 
1972, showing the Minneapolis 
Central Business District (CBD) 
with retail sales of $284,830,000 
(6.3%) , the St. Paul CBD with 
$104,722,000 (2.3%) , and the entire 
Standard Metropolitan Statistical 
Area with $4,488,167,000 (100%) . 
'~evelo~ers and retail shopping 
center operators old our committee. 
that their maintenance costs on 
surface parking run about $25-$30 
per stall each year. Taxes and 
interest on capital normally would 
(.run less than $100 per year, where 
the land cost is less than $1.50 
per square foot . . . although 
this would not necessarily be true 
in a community with relatively 
high property taxes. 

9~owntown St. Paul YMCA, 1976. 

' O1nf ormation furnished the committee 
by Minneapolis City Traffic Division. 

''proposal for the Creation of a Pub- 
lit Parking Agency in the City of 
st. Paul. Amil 1. 1977. 

"MVMA Motor Vehicle Facts and Figures 
'76, page 7. - 

13~his projection was made by James R. 
Casserly, acting as a consultant to 
Minneapolis private parking lot and 
ramp owners in a memorandum to his 
clients dated October 28, 1977. 



APPENDIX A - PARKING SPACES PROVIDED AND THEIR  COST 

A. Estimated number of  parking spaces i n  the  Twin C i t i e s  metropolitan a rea  

It appears the re  a r e  a t  l e a s t  34 parking spaces f o r  every l icensed passenger 
vehicle i n  the  7-county metropolitan area.  I n  many cases the base da ta  used 
t o  obta in  t h i s  f i g u r e  was not  current  o r  d i r e c t l y  appl icable .  Numerous 
assumptions based on t h e  judgments of  knowledgeable sources had t o  be applied 
t o  t r a n s l a t e  t h e  base da ta  i n t o  cu r ren t  parking est imates.  An attempt was 
made t o  keep the  assumptions used r e l a t i v e l y  conservative t o  avoid overs t a t -  
ing  the  amount of parking. A breakdown of the  estimated parking i n  the  metro- 
p o l i t a n  a r e a  is  a s  follows: 

Residential  

1 space f o r  each l icensed passenger vehic le  1 1,250,000 2,750,000 
2 guest spaces/dwelling u n i t  1,500,000 

Commercial and I n d u s t r i a l  

1 space/employee 2 
1 space/licensed commercial and i n d u s t r i a l  

vehic le  

R e t a i l  

5.5 spaces/1,000 square f e e t  of r e t a i l  f loor  
space 3 

Miscellaneous 

Number of l icensed physicians,  optometr is t s ,  
d e n t i s t s  and chi ropractors  x 44 

Number of  h o t e l  and motel rooms x 3/4 
Number of  bowling lanes  x 5 
Church membership x 1/35 
Theatre capaci ty  x 1/45 
Number of hosp i t a l  beds x 3/4 
Restaurant capacity x 1/46 
Number of nursing and r e s t  home beds x 1/6 
Metropolitan Stadium 
Airport  
University of  Minnesota 
A l l  o the r7  

Total  

Tota l  est imated spaces divided by number of 
l icensed r e s i d e n t i a l  vehic les :  3.56 

(continued next  page) 
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APPENDIX A (cont inued)  

B. Estimated c o s t  

The c o s t  of providing parking va r i e s  widely. The land used may o r  may not  be . 
of p a r t i c u l a r  value on a  given p l o t ,  independent of i ts u t i l i t y  a s  a  place t o  
s t o r e  vehic les .  The c o s t  of improvements w i l l  vary from nothing where a  family 
may park e x t r a  vehic les  i n  the  driveway o r  i n  the  yard,  t o  over $10,000 pe r  
s t a l l  f o r  heated parking s t r u c t u r e s .  

We have used a  conservative f igure  of $100 per  space f o r  parking f o r  our e s t i -  
mate of annual parking c o s t s  of  $450 mi l l ion  f o r  the  region.  Non-residential,  
o f f - s t r e e t  parking cos t s  c l e a r l y  run a t  l e a s t  t h a t ,  s ince  maintenance cos t s  
w i l l  general ly be a t  l e a s t  $25, and the  c a p i t a l  c o s t s  and taxes  on even t h e  
most inexpensive paved spaces a r e  l i k e l y  t o  run c lose  t o  $75 per  year.  

Some r e s i d e n t i a l  parking c l e a r l y  c o s t s  l e s s  per  space, bu t ,  of course,  residen- 
t i a l  garage parking is  much more expensive . . . bringing the  average cos t  up 
t o  a t  l e a s t  a  comparable f u l l ,  t r u e  c o s t  l e v e l .  On-street parking i s  c l e a r l y  
the  most expensive t o  bui ld  and maintain. However, it i s  unclear how much 
expense should be assigned t o  i t s  use f o r  vehic le  s torage ,  r a t h e r  than vehic le  
movement . 
With an est imated 1+ mil l ion  passenger vehic les ,  it appears t h a t  the  average 
c o s t  of providing parking i s  a t  l e a s t  $350. 

'1t was estimated t h a t  50% of the  211,000 l icensed pick-up t rucks  a r e  used a s  
family, passenger vehic les .  

2~mployment f igures  were ava i l ab le  only f o r  t h e  9-county metropolitan area .  The 
Minnesota Department of Employment Services estimated t h a t  the  add i t iona l  two 
count ies  composed 1.5% of the  t o t a l  commercial and i n d u s t r i a l  employees. This 
f a c t o r  was then taken i n t o  account. 

3 ~ h e  most cur ren t  r e t a i l  f l o o r  space f igure  by the  Bureau of Census was f o r  1972 f o r  
the  10-county area .  New r e t a i l  cons t ruct ion  and addi t ions  f o r  1973-76 were then * 
acquired from bui ld ing permits and added t o  the  Bureau of Census f igure .  An 
adjustment was made f o r  the  out ly ing th ree  counties included i n  the  census f igures .  

4~pproximate f igure  , based on information from numerous sources. 

5 ~ o t a l  t h e a t r e  capacity was not  obtainable.  A random sample of the  117 t h e a t r e s  i n  
the  10-county a rea  showed an average capaci ty  of 900. 

6~pproximate f igures ,  based on discussions with people i n  the  indust ry .  

7 " ~ 1 1  others"  includes parking spaces a t  such p laces  a s  schools ,  parks,  barber shops, 
beauty sa lons ,  and many o the r  ca tegor ies  where good information f o r  est imating park- 
ing was not es tabl i shed.  



APPENDIX B - PARKING USE AT R E T A I L  CENTERS 

The fol lowing t a l b e s  were furn ished  t h e  C i t i zens  League Parking Committee by 
Bartpn-Aschman Assoc ia tes ,  Inc. They a r e  based on a e r i a l  photographs taken dur ing  
peak pe r iods  of  t h e  shopping day t h e  Fr iday  fol lowing Thanksgiving and t h e  Saturday 
before  Christmas (normally t h e  two b u s i e s t  shopping days o f  t h e  y e a r ) .  

SUMMARY OF PEAK PARKING DEMAND AT REGIONAL CENTERS 
I N  THE TWIN CITIES METROPOLITAN AREA* - 

Occupied Parking Spaces Per  1,000 Sq. F t .  G.L.F.A. 
Survey Date and Day 

11-23-73 12-15-73 11-29-74 12-21-74 
Center Friday Saturday Friday Saturday 

*Centers a r e  over  500,000 sq.  f t .  o f  gross  l e a s a b l e  a r ea .  

SUMMARY OF PEAK PARKING DEMAND AT COMMUNITY CENTERS 
I N  THE TWIN CITIES METROPOLITAN AREA* 

Occupied Parking Spaces Per  1,000 S q .  F t  . G,L . F .A. 
Survey Date and Day 

Center  Friday Saturday Friday Saturday 

*Centers ranging  between 300,000 sq .  f t .  and 500,000 sq .  f t .  of g ros s  
l e a s a b l e  a r ea .  

(cont inued n e x t  page) 
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APPENDIX B (cont inued) 

SUMMARY OF PEAK PARKING DEMAND AT DISCOUNT STORES 
I N  THE TWIN CITIES bETROPOLITAN AREA* 

Occupied P a r k i n g  Spaces  P e r  1 , 0 0 0  Sq. F t .  G.L.F.A. 
Survey Date and Day 

11-23-73 12-15-74 11-29-74 12-21-74 
Cen te r  F r iday  S a t u r d a y  F r i d a y  Sa tu rday  

* S t o r e s  r a n g e  between 100,000 s q .  f t .  and 150,000 s q .  f t .  of  g r o s s  
l e a s a b l e  area. 



APPENDIX C - SAMPLE MUNICIPAL PARKING REQUIREMENTS 

Bloomington Rosevi l le  
Passed November 18 ,  1958 Passed March 1 4 ,  1977 

R e t a i l  
* 

1 p e r  85 sq .  f t .  r e t a i l  5/1,000 sq. f t .  g ros s  
f l o o r  space (11.76/1,000 l e a s a b l e  f l o o r  a r e a  
sq.  f t . )  (G.L.F.A.) 

Family res idence  2 spaces p e r  dwel l ing  u n i t  - 
Multiple  dwell ing 2.2 spaces p e r  dwell ing 

u n i t  (one i n  a garage) 

Thea t res ,  
audi tor iums 

Churches 

Hosp i t a l s  

1/3 s e a t i n g  capac i ty  0.33 spaces  per s e a t  

1/3 s e a t i n g  capac i ty  o f  
main sanctuary 

1 space 3.5 s e a t s  
i n  main assembly h a l l  

1 space p e r  bed + 1.2 spaces  per bed 
1 space p e r  daytime s t a f f  

Medical and 5 p e r  doc tor  o r  d e n t i s t  + 
d e n t a l  c l i n i c s  1 p e r  each o t h e r  employee 

Off i c e s  5/1,000 sq.  f t .  G.L.F.A. 5 / l ,  000 

Mote 1s 1 p e r  u n i t  + 1 p e r  employee 

Res taurants  1/2.5 s e a t s  10/1,000 G.L.F.A. 

Bowling a l l e y s  5 p e r  l ane  6.5/1,000 G.L.F.A. 

Drive-in r e s t a u r a n t s  1 5  1/15 sq .  f t .  f l o o r  a r e a  

Serv ice  s t a t i o n s  3 p e r  bay + 
1 p e r  daytime employee 

Indus t ry  

Warehouses 

3 p e r  s e r v i c e  s t a l l  (bay) 
+ 4 

1 p e r  800 f t .  o f  f l o o r  a r e a  1/800 g ros s  bu i ld ing  a rea  
+ 4 

1 p e r  employee + 
1 p e r  bus iness  veh ic l e  

1/2,000 sq .  f t .  G.L.F.A. 



APPENDIX D - MINNEAPOLIS PROPOSED POLICIES FOR 
BUILDING PUBLIC, FRINGE PARKING FACILITIES* 

". . . a pol icy  might be considered ( f o r  high dens i ty  developments) which would 
ind ica te  the  Ci ty ' s  wi l l ingness  t o  share  some of the  t a x  revenues from these  s t ruc -  
t u r e s  f o r  cons t ruct ion  and maintenance of t r a f f i c  appurtenances and parking s t ruc -  
t u r e s  when the  t a x  value received per  square f o o t  exceeds a c e r t a i n  value. This 
does not  mean t h a t  the re  a r e  not so lu t ions  where the  demand and the  need e x i s t s  
f o r  a lesser-value complex. It would appear t h a t  when the  values f a l l  below t h a t  
c e r t a i n  mark of producing s o  many d o l l a r s  per  square foo t  of taxes  the  garage pro- 
gram should r e v e r t  t o  Chapter 459 of the  S t a t e  law, which c a l l s  f o r  an assessment 
t o  be levied  aga ins t  the  benef i ted  p roper t i e s  should the  income of the  garage not  
succeed i n  paying f o r  the  c o s t  of debt  re t i rement  and d a i l y  operat ion.  . . . 
"I. The City w i l l  p lan and const ruct  publ ic  parking f a c i l i t i e s  t o  a s s i s t  i n  the  

development of high density-high value commercial a reas  i f  the  following c r i -  
t e r i a  a r e  found evident:  

1. That the  p r i v a t e  development generat ing the  need f o r  parking f a c i l i t i e s  
produces annual t a x  revenues i n  excess of $10 pe r  square f o o t  on the s i t e  
used f o r  p r i v a t e  construct ion;  

2. That the  new development and/or t h e  aggregate of new and e x i s t i n g  develop- 
ment w i l l  produce a t  l e a s t  50% occupancy of the  proposed garage a t  the  time 
of opening; 

3.  That reasonable p ro jec t ions  ind ica te  t h a t  the  garage w i l l  be f i l l e d  within 
f i v e  years;  

4. That the  funds required f o r  debt  re t i rement  and an opera t ing  subsidy during 
t h i s  f i r s t  f i v e  years  w i l l  not  exceed 25% of the  t a x  revenues from the new 
development; 

5. That the  garage must be publ ic ly  owned and publ ic ly  operated and must per-  
m i t  general  publ ic  parking. 

"11. I n  the  event t h a t  revenues from new development y i e l d  l e s s  than $10 pe r  square 
f o o t ,  publ ic  garages can be developed through the  use of Chapter 459 of the  
S t a t e  S t a t u t e s ,  provided the  following c r i t e r i a  a r e  met: 

1. That the  development w i l l  provide a garage capaci ty  of a t  l e a s t  50% a t  the  
time of opening; 

2. That the  garage w i l l  be used t o  capacity within a period of f i v e  years ;  

3.  That the  benef i ted  property owners within a s p e c i a l  parking d i s t r i c t  w i l l  
be w i l l i n g  t o  accept  assessments on an annual b a s i s  t o  make up any de f i -  
ciency i n  income t h a t  would be necessary t o  meet bond payments and garage 
operat ions.  

4. That the  garage must be publ ic ly  owned and publ ic ly  operated and must per-  
m i t  general  publ ic  parking." 

*Taken from a repor t  from Thomas A. Thompson, Ass is tant  Ci ty  Coordinator, 
November 22, 1977, t o  t h e  Minneapolis City Council Ways and Means/Budget Committee. 



APPENDIX E (continued) 

Parking which meets some, but not a l l ,  of the c r i t e r i a  might be allowed a par t ia l ly  
lowered classif icat ion ra te  . . . since it i s  desirable tha t  a l l  business providing 
parking have some opportunity t o  share in  the incentive for  improved parking manage- 
ment. 

(2 )  To re f l ec t  the indirect transportation and land-use costs associated with park- 
ing, a parking charge would be levied against a l l  employee and customer parking, 
unrelated t o  the market value of the parking or i t s  location within the metropolitan 
area : 

This charge would be levied on a metropolitan-wide basis with the charge to  r e f l ec t  
the extra public expense of providing roadway capacity and t r ans i t  service t o  handle 
rush-hour commuter transportation, and the cost of serving a very dispersed and 
segregated pattern of commercial and r e t a i l  development in  the region. Since the 
costs of the two parking-related problems are not necessarily the same, different  
levels of assessment may be appropriate for employee and v i s i to r  parking. 

It appears tha t  an assessment of $6.50 would have been suff icient  t o  cover the pro- 
perty taxes used for  the Metropolitan Transit Commission in  1976.* A very modest 
assessment would cover the administrative costs of organizing and administering an 
extensive para-transit  program for  areas not well served by public t r ans i t .  

Some .members of our committee f e l t  tha t  firms not providing employee or  v i s i to r  
parking direct ly should s t i l l  pay some parking charge, since they are l ikely t o  
have some employees or customers parking elsewhere. To solve t h i s  problem, a mini- 
mum parking assessment might be charged, perhaps something l ike  one employee parking 
unit  per three employees, and customer parking space assessments a t  the rate  of 
three assessment units per each 1,000 square fee t  of space used t o  service customers 
in  r e t a i l  trade. These amounts suggested should be well below the amount actually 
used . . . indirectly rewarding a firm for  sharing someone e l s e ' s  parking. 

*This i s  based on an estimated 1,500,000 employee, customer and v i s i to r  parking 
s t a l l s  raising almost $10 million @ $6.50 per s t a l l .  



APPENDIX E - POSSIBLE APPROACHES TO THE TAXATION OF PARKING F A C I L I T I E S  

The committee considered s e v e r a l  d i f f e r e n t  a l t e r n a t i v e s  t o  accomplish t h e  broader  
p u b l i c  purposes t h e  r e p o r t  envis ions  f o r  park ing  f a c i l i t i e s .  Among t h e  poss ib l e  
approaches a r e  t h e  following: 

Option A: Tax t h e  use o f  land f o r  park ing  more, and improvements l e s s .  

The f i r s t  approach would reduce t h e  t a x  d i s p a r i t i e s  between expensive ramp park ing  
and su r face  park ing  i n  a more d i r e c t  way. The Leg i s l a tu re  would simply c r e a t e  a 
new p rope r ty  t a x  assessment c l a s s i f i c a t i o n  f o r  park ing  t h a t  would r a i s e  t h e  assess-  
ment r a t i o  from t h e  c u r r e n t  43% r a t e  t o  a h ighe r  l e v e l  f o r  land  used i n  parking,  
and lower t h e  assessment r a t i o  from 43% f o r  park ing  s t r u c t u r e s .  

I f  t he  r a t i o s  are s o  changed, high-value land used temporari ly f o r  parking i n  the  
downtowns should be t r e a t e d  d i f f e r e n t l y .  Land valued i n  excess of i ts  u t i l i t y  as 
park ing  should be taxed a t  e i t h e r  i ts  value as parking only ,  with t h e  h igher  r a t i o  
app l i ed ,  o r  its f u l l  market va lue  a t  t h e  43% r a t i o ,  whichever is  g r e a t e r .  

Option B: Broaden b a s i s  o f  t ax ing  parking.  

This  second approach would change t h e  b a s i s  of t ax ing  parking t o  reward p r i v a t e  
parking t h a t  is  managed c o n s i s t e n t  wi th  p u b l i c  i n t e r e s t  c r i t e r i a ,  and make t h e  pro- 
v i s i o n  of  park ing  on inexpensive land r e l a t i v e l y  more expensive. 

(1) To reward park ing  that is  managed i n  t h e  p u b l i c  i n t e r e s t ,  a new c l a s s i f i c a t i o n  
of  "Community Serv ice  Parking" would be  e s t ab l i shed .  "Community Serv ice  Parking" 
would then  be assigned a proper ty  t a x  c l a s s i f i c a t i o n  r a t e  wel l  below t h e  r e g u l a r  
l e v e l  of  43% f o r  o t h e r  commercial proper ty .  

To r ece ive  t h e  Community Serv ice  Parking c l a s s i f i c a t i o n ,  some p u b l i c  i n t e r e s t  c r i -  
t e r i a  such a s  those  l i s t e d  below would be requi red:  

-The c l o s e s t ,  most convenient parking spaces a r e  reserved f o r  handicapped persons.  

-V i s i to r s ,  customers and o t h e r  short-term pa rke r s  a r e  provided p r e f e r e n t i a l  parking 
over  a l l -day  parkers .  

- P r e f e r e n t i a l  park ing  space is  ass igned f o r  c a r  poo l s  and van pools .  

-The park ing  f a c i l i t y  is pooled adequately . . . perhaps s u b j e c t  t o  a requirement 
such as t o  s e r v e  t h r e e  o r  more sepa ra t e  bus iness  es tab l i shments  o r  a minimum of 
100,000 square f e e t  o f  g ross  l e a s a b l e  space. 

-The park ing  f a c i l i t y  se rves  es tab l i shments  which have t h e i r  h e a v i e s t  need f o r  
park ing  a t  d i f f e r e n t ,  non-competitive t imes ,  and/or which gene ra l ly  generate  
demand f o r  park ing  t h a t  occurs  over  a pe r iod  of a t  l e a s t  70 hours  p e r  week. 

(continued next  page 
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THE CITIZENS LEAGUE 

. . . Fonned i n  1952, i s  an independent, nonpartisan, non-prof i t ,  educational 
corporat ion dedicated t o  improving l o c a l  government and t o  prov id ing  1 eadershi p 
i n  so l  v ing  the  complex problems o f  our  metropol i tan  area. 

Volunteer research committees o f  the  CITIZENS LEAGUE develop recommendations fo r  
so lu t i ons  t o  p u b l i c  problems a f t e r  months o f  i n tens i ve  work. 

Over t h e  years, t he  League's research repor t s  have been among the  ~ i ios t  helpfu l  
and re1 i a b l e  sources o f  in format ion  f o r  governmental and c i v i c  leaders, and others 
concerned w i t h  t h e  problems of our area. 

The League i s  supported by membership dues o f  i n d i v i d u a l  members and membership 
c o n t r i  but ions from businesses, foundations , and o ther  organizat ions throughout 
the  met ropo l i tan  area. . 

You are  i n v i t e d  t o  j o i n  the  League or ,  i f  already a member, i n v i t e  a f r i e n d  t o  
j o i n .  An appl i c a t i o n  blank i s  provided fo r  your  convenience on the reverse side. 

Off icers (1977-78) D i rec to rs  (1977.-78). Past Presidents 

President 
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Ca lv in  W. C lark 
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Joseph L. Easley 
Leo Fol ey 
Joan Forester  
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V i r g i n i a  Greenman 
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Paul H i l s t a d  
B. K r i s t i n e  Johnson 
Paul Magnuson 
Harry Neimeyer 
Martha Norton 
Wayne H. 01 son 
Robert D. Owens 
Medora Perlman 
Daniel K. Peterson 
Roger Palmer 

Charles H. Be1 lows 
Francis M. Boddy 
Charles H. Clay 
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John F. Finn 
Richard J. F i  tzGeral d 

*Wal ter  S. Har r is ,  J r .  
Peter A. Heegaard 
James L. Hetland, J r .  
Verne C. Johnson 
S tua r t  W. Leck, S r .  
Greer E. Lockhart 
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* L e s l i e  C. Park 
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James R. P r a t t  
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Archi  bal d Spencer 
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Rosemary Rocken bach 
John Rol lwagen 
A. Kent Shamblin * Deceased 
Marvin Trammel 
Imogene Tre iche l  
Robert W. Wall ace 
James L. Weaver 
Mary Lou W i l  1 iams 
John Yngve 



WHAT THE CITIZENS LEAGUE DOES 

STUDY COMMITTEES 
-6 major s t u d i e s  are i n  p r o g r e s s  

r e g u l a r l y .  
-Addi t iona l  s t u d i e s  w i l l  b e g i n  soon. 
-Each committee works 2% hours  p e r  
week, normal ly  f o r  6-10 months. 

-Annually o v e r  250 r e s o u r c e  p e r s o n s  
make p r e s e n t a t i o n s  t o  a n  average  

o f  25 members p e r  s e s s i o n .  
-A f u l l t i m e  p r o f e s s i o n a l  s t a f f  o f  6 
p r o v i d e s  d i r e c t  committee a s s i s t a n c e  

-An average  i n  e x c e s s  of  100 p e r s o n s  
f o l l o w  committee h e a r i n g s  w i t h  
summary minutes  p r e p a r e d  by s t a f f .  

- F u l l  r e p o r t s  (normal ly  40-75 pages )  
are d i s t r i b u t e d  t o  1,000-3,000 p e r -  
s o n s ,  i n  a d d i t i o n  t o  3,000 summaries 
p rov ided  th rough  t h e  CL NEWS. 

PUBLIC LIFE 
-4 pages ;  p u b l i s h e d  twice  monthly,  

e x c e p t  once a month i n  June ,  ~ u l y ,  
August and December, a v a i l a b l e  t o  
non-members by s u b s c r i p t i o n .  

- I n c l u d e s  m a t e r i a l  i n  CL NEWS o t h e r  
t h a n  t h a t  d i r e c t l y  r e l a t i n g  t o  
C i t i z e n s  League a c t i v i t i e s .  

PUBLIC AFFAIRS DIRECTORY 
-A d i r e c t o r y  is  p r e p a r e d  f o l l o w i n g  

even-year g e n e r a l  e l e c t i o n s ,  and 
d i s t r i b u t e d  t o  t h e  membership. 

PUBLIC AFFAIRS 
-Members o f  League s t u d y  committees 

have been c a l l e d  on f r e q u e n t l y  t o  
p u r s u e  t h e  work f u r t h e r  w i t h  govern- 
mental  o r  non-governmental a g e n c i e s .  

COMMUNITY LEADERSHIP BREAKFASTS 
-Minneapolis  Community Leadersh ip  

B r e a k f a s t s  are h e l d  each Tuesday a t  
t h e  Grain  Exchange C a f e t e r i a ,  7:30- 
8:30 a . m . ,  f rom September t o  June.  

-S t .  P a u l  Community Leadersh ip  Break- 
f a s t s  are h e l d  on a l t e r n a t e  Thursdays 
a t  t h e  P i l o t  House R e s t a u r a n t  i n  t h e  
F i r s t  N a t i o n a l  Bank B u i l d i n g ,  7:30- 
8:30 a . m .  

-An average  o f  35 p e r s o n s  a t t e n d s  t h e  
55 b r e a k f a s t s  each y e a r .  * 

-The b r e a k f a s t  programs a t t r a c t  good 
news coverage i n  t h e  d a i l y  p r e s s ,  
r a d i o  and,  p e r i o d i c a l l y ,  t e l e v i s i o n .  

CITIZENS LEAGUE NEWS 
-6 pages;  p u b l i s h e d  twice  monthly e x c e p t  

once a month i n  June ,  J u l y ,  August and 
December; mai led t o  a l l  members. 

-Reports a c t i v i t i e s  o f  t h e  C i t i z e n s  
League, meet ings ,  p u b l i c a t i o n s ,  s t u d i e s  
i n  p r o g r e s s ,  pend ing  appointments .  

-Analysis ,  d a t a  and g e n e r a l  background 
in format ion  on p u b l i c  a f f a i r s  i s s u e s  i n  
t h e  Twin C i t i e s  m e t r o p o l i t a n  area. 

QUESTION AND ANSWER LUNCHEONS 
-Feature  n a t i o n a l  o r  l o c a l  a u t h o r i t i e s ,  
who respond t o  q u e s t i o n s  from a p a n e l  
on key p u b l i c  p o l i c y  i s s u e s .  

-Each y e a r  s e v e r a l  Q & A luncheons  a r e  
h e l d  th roughout  t h e  m e t r o p o l i t a n  a r e a .  

INFORMATION ASSISTANCE 
-The League responds t o  many r e q u e s t s  

f o r  i n f o r m a t i o n  and p r o v i d e s  s p e a k e r s  
t o  community groups  on t o p i c s  s t u d i e d .  

~nsLeaguenon-~pub l i c~a i r s l e sea rcha ,ndec tuca t j rmin& %.Paul- 
Mhneaplis metmpolbn -84 s sixth ~ t , M i n n e a p ~ ~  Mn.55402 (612)338-0791 
Application for Membership (C.L. Membership Contributions are tax deductible) 
Please check one: individual ($20) C Family ($30) C Contributing ($35 - $99) SUS t a  i n i ng ($1 00 and up) " 

C F u l l  t i m e  Student  ($10) 
Send mail to: home L office 

NAMEITELEPHONE 
CL Membership suggesred by 

ADDRESS (If family membership, please fill in the following.) 

CITYISTATEIZIP SPOUSE'S NAME 
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POSITION POSITION 

EMPLOYER'S ADDRESS EMPLOYER'S ADDRESS 



Nonprofit Org. 
U. 5. POSTAGE 

Minneapolis, Minn. 
Permit No. 414 


