
Parking policy
time for change



Introduction

This publication is intended for local authorities or anyone with an 
interest in the role parking plays in promoting a better urban 
environment. 

The 2023 Parking Action Tool ςa benchmark for local authority parking 
policy and action. 

https://www.wearepossible.org/parking-action

https://www.wearepossible.org/parking-action
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Why we care about parking



Chelsmfordexample: itshould be easy to get 
around on cycle or by busΧ



.. And Chelmsford has lots of brownfield / underutilisedspace -
surface car parks, which are linked to car-dependent planning 
(and related impacts) Χ



Χ and yetit has seen loss of productive landfor 
development (this site is now built out)



Χ ǘƻ ƭƻŎƪ-in a high-carbon, car-dependent future.



Why parking matters



Why parking matters
Parking policy is key to 
Åreducing traffic (& climate emissions, air pollution, noise, road danger)
Åpromoting modeshift to active, shared and sustainable travel
Åpromoting healthier travel choices
Åfreeing up space to tackle deficiency of parks/ play spacesand deliver and 

green & active/sustainable travel infrastructure (inc. trees, SUDS, bus lanes, 
cycle lanes, hangars, clear pavements etc) 
Åeliminating road casualities
Åimproving the urban realm- residential streets, historic settings and town 

centrescan all be dramatically improved by removing parking
Ådelivering local economic recovery (shopping, visitor attractions)
Åsaving the countryside(compact cities vs urban sprawl)
Ådelivering fair use of public space and resources

https://www.cprelondon.org.uk/news/compactcitieswillsaveourcountryside/#:~:text=CPRE%20London%20works%20in%20coalition,on%20key%20healthy%20streets%20indicators).






Time for change



Time for change

ÅParking policy is key to combatting the climate crisis, improving air 
quality, promoting active, shared and sustainable travel, making 
transport more accessible, and delivering safe and attractive streets. 
It is one of the most effective tools local authorities can use to 
reduce car use and ownership and is about much more than just 
providing parking spaces.

ÅBut after a preliminary assessment of a sample of borough policies, 
we noticed very low ambition in using parking policy to tackle 
serious issues like climate change and air pollution, so we decided to 
try to raise the bar by creating a benchmark, which we have done in 
consultation with sustainable travel organisations. The remainder of 
this powerpointillustrates the issues ςand the action we want to see.



Time for change
One key indicator of whether a 
borough is taking action on 
parking is the proportion of 
streets in the borough where 
parking is controlled. This shows 
wide variations even between 
Inner London boroughs (light 
blue). Data is from the 2021 
London Boroughs Healthy 
Streets Scorecard.



Local authority powers

Åthe local highway and local traffic authority, controlling parking on 
residential streets and at town centresand other destinations, responsible 
for good management of streets and pavements, and for permitting 
pavement crossovers (which enable front garden parking)

Åmanagers of housing estates, able to control residential parking

Åthe owner/operator of public car parks

Åthe local planning authoritywhich sets parking levels for new housing; and 
can enable development of surface car parks for housing or mixed-use 

Åthe local transport authority with powers to plan for sustainable transport 
and introduce a local workplace parking levy

Åemployer with workplace parking, able to show leadership by restricting 
parking in council offices, schools etc.



Land-use planning and 
sustainable transport:

ά{ǳǎǘŀƛƴŀōƭŜ ǇŀǘǘŜǊƴǎ ƻŦ 
ŘŜǾŜƭƻǇƳŜƴǘέ



Appropriate Local Plan (planning) policies

ÅLocal Plan underpinned by Sustainable Transport Plan with mode shift 
targets to reduce car use in favourof walking, cycling and public transport

ÅNew housing must be planned at appropriate densityto support public 
transport ςin other words at or above around 100 dwellings per hectare 
and certainly not below 60

ÅParking standards: /ƻǳƴŎƛƭǎ ǎƘƻǳƭŘ ŀŘƻǇǘ ΨŎŀǊ ŦǊŜŜΩ ƘƻǳǎƛƴƎ ŘŜǾŜƭƻǇƳŜƴǘ 
policies (see London Plan example below) which effectively mean no, or 
very few, parking spaces are made available (save for disabled parking)

ÅCouncils should seek to promote the redevelopment of surface car parks 
ŀƴŘ ΨōƛƎ ōƻȄΩ ǊŜǘŀƛƭ ǘƻ ƳŀƪŜ ōŜǘǘŜǊ ǳǎŜ ƻŦ ǎǇŀŎŜ όǘƘƛǎ ǿƛƭƭ ŀƭǎƻ ǇǊƻƳƻǘŜ 
more sustainable travel)



Parking is at the heart of urban land-use 
planning: if you plan for cars, you get cars

Compact cities with Green Belt

High density 

Fewer than 30 cars per 100 households

Low carbon 

Public transport financially viable

Active (healthy) lifestyles

Urban Sprawl 

Low density 

More than 50 cars per 100 households

High carbon

Car dependent

Inactive (less healthy) lifestyles

Find out more: https://www.cprelondon.org.uk/news/why-london-needs-to-be-a-compact-city/ 

https://www.cprelondon.org.uk/news/why-london-needs-to-be-a-compact-city/


{ǘŜǾŜƴŀƎŜΩǎ surface car parks (orange) 
and roundabouts (blue)
The town was built with cycle 
infrastructure and it takes 15 minutes to 
cycle from the centre to the outer edge. 
But active travel is discouraged by 
overprovision of parking. 
These spaces should accommodate car-
free or car-lite housing or mixed-use 
development instead.

Image: Roads Were Not Built For Cars | Where driving is easy, Brits drive

https://roadswerenotbuiltforcars.com/stevenage/


tŜǊǇŜǘǳŀǘƛƴƎ ΨǳƴǎǳǎǘŀƛƴŀōƭŜ ǇŀǘǘŜǊƴǎ ƻŦ ŘŜǾŜƭƻǇƳŜƴǘΩ
Houghton Regis ς the new ΨǳǊōŀƴ ŦǊƛƴƎŜΩ ŘŜǾŜƭƻǇƳŜƴǘ όǎƘƻǿƴ ƛƴ ƻǊŀƴƎŜύ ƛǎ ол ǘƻ пл ŘǿŜƭƭƛƴƎǎ ǇŜǊ ƘŜŎǘŀǊŜΣ 
too low-density to sustain public transport. New roads are being built. At the same time there are several 
ǎǳǊŦŀŎŜ ŎŀǊ ǇŀǊƪǎ όǎƘƻǿƴ ƛƴ Ǉƛƴƪύ ǿƘƛŎƘ ŀǊŜ ŎƭŜŀǊƭȅ Ψunderutilised ƭŀƴŘΩ ŀƴŘ ǿƘƛŎƘΣ ŀŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ 
National Planning Policy framework, should be developed before greenfield sites. 

NPPF Paragraph 141 
Before concluding that exceptional 
circumstances exist to justify changes to 
Green Belt boundaries, the strategic policy-
making authority should be able to 
demonstrate that it has examined fully all 
other reasonable options for meeting its 
identified need for development. This will be 
assessed through the examination of its 
strategic policies, which will take into 
ŀŎŎƻǳƴǘ Χ ǿƘŜǘƘŜǊ ǘƘŜ ǎǘǊŀǘŜƎȅΥ 
a) makes as much use as possible of suitable 
brownfield sites and underutilised 
land [our emphasis] 



Density is key e.g. bus services become financially viable with 
densities over 60 dwellings per hectare (dph) though good use of 
space would mean higher densities, upwards of 100dph.

Examples from:
https://windmz.dartford.gov.uk/media/20180606320100Housing%20Density%20Paper%202018.pdf 

These two examples show two areas: 
25 dwellings per hectare and 69 dwellings per hectare

https://windmz.dartford.gov.uk/media/20180606320100Housing%20Density%20Paper%202018.pdf


Ψ.ƛƎ ōƻȄ ǊŜǘŀƛƭΩ ƴŜŜŘǎ ǘƻ ōŜ ŀƭƭƻŎŀǘŜŘ ŦƻǊ ƳƛȄŜŘ ǳǎŜ ŘŜǾŜƭƻǇƳŜƴǘΦ {ƛǘŜǎ ƭƛƪŜ 
this one, the A10 retail park in Enfield (which is mainly surface car park), 
are hugely inefficient of space and encourage car use. Some sites are so 
big that whole new towns can be created on them. The image opposite 
shows proposals for a part of the site which is due to be developed for 
mixed use (residential and commercial). 

Surface 
car parks



Parking standards

Å!ǳǘƘƻǊƛǘƛŜǎ Ŏŀƴ ǳǎŜ ΨǇŀǊƪƛƴƎ ǎǘŀƴŘŀǊŘǎΩ ǘƻ ǇǊƻƳƻǘŜ ΨŎŀǊ ŦǊŜŜ 
ŘŜǾŜƭƻǇƳŜƴǘΩ ǿƘŜǊŜ ƘƻǳǎŜƘƻƭŘŜǊǎ Ŏŀƴƴƻǘ ŀǇǇƭȅ ŦƻǊ ŀ ǇŀǊƪƛƴƎ ǇŜǊƳƛǘ

ÅEXAMPLE POLICY ¢ƘŜ [ƻƴŘƻƴ tƭŀƴ ǇǊƻƳƻǘŜǎ ΨŎŀǊ ŦǊŜŜ ŘŜǾŜƭƻǇƳŜƴǘΩ 
via parking standards in the London Plan. T6 Car Parking(p422) 
ǎǘŀǘŜǎΥ  ά/ŀǊ-free development should be the starting point for all 
development proposals in places that are (or are planned to be) well-
connected by public transport, with developments elsewhere 
ŘŜǎƛƎƴŜŘ ǘƻ ǇǊƻǾƛŘŜ ǘƘŜ ƳƛƴƛƳǳƳ ƴŜŎŜǎǎŀǊȅ ǇŀǊƪƛƴƎ όΨŎŀǊ-ƭƛǘŜΩύΦ /ŀǊ-
free development has no general parking but should still provide 
ŘƛǎŀōƭŜŘ ǇŜǊǎƻƴǎ ǇŀǊƪƛƴƎ ƛƴ ƭƛƴŜ ǿƛǘƘ tŀǊǘ 9 ƻŦ ǘƘƛǎ ǇƻƭƛŎȅΦέ

https://www.london.gov.uk/sites/default/files/the_london_plan_2021.pdf


²Ƙŀǘ ȅƻǳ ǿƛƭƭ ƘŜŀǊΧ 

ά!Ƙ ōǳǘΧΦ 

Ålocal parking standards state a minimum 1.5 parking spaces per 
household

Å[ƻƴŘƻƴ ƛǎ ŘƛŦŦŜǊŜƴǘΦ [ƻƴŘƻƴ Ƙŀǎ ƎƻƻŘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘΦέ

We need to eliminate minimum parking standards.

!ƴŘ ȅŜǎ ƛǘΩǎ ŀ ŎƘƛŎƪŜƴ ŀƴŘ ŜƎƎ ǇǊƻōƭŜƳ ōǳǘ ǿŜ ƘŀǾŜ ǘƻ ǎǘŀǊǘ 
somewhere, otherwise we will simply perpetuate unsustainable (car-
dependent, unhealthy, high-carbon) patterns of development.



The starting point for parking policy: 
road user / kerbsidehierarches;

parking charges; audits; reports & 
finances



Parking policy should adhere 
to appropriate hierarchies. 
¢ƘŜǎŜ ŀǊŜ ǘŀƪŜƴ ŦǊƻƳ /ŜƴǘǊŜ ŦƻǊ [ƻƴŘƻƴΩǎ 
Reclaim the Kerbreport.

https://www.centreforlondon.org/reader/parking-kerbside-mangement/chapter-5/#kerb-space-allocation


Audits

ÅDeveloping a Parking Policy which supports environment, health and 
social goals will mean starting with good information. Local 
authorities should audit parking capacity and kerbsideuse. 

ÅEvery 4-5 years, Westminster Conducts an in-ŘŜǇǘƘ Ψoccupancy 
surveyΩ ƻŦ Ƙƻǿ ƛǘǎ ǎǳǇǇƭȅ ƻŦ ǇŀǊƪƛƴƎ ǎǇŀŎŜ ǊŜƭŀǘŜǎ ǘƻ ŘŜƳŀƴŘ ƻǾŜǊ ŀ 
defined study period.

ÅLambeth conducted a kerbsideaudit prior to developing its Kerbside
Strategy.

https://www.westminster.gov.uk/sites/default/files/2018_parking_occupancy_survey_report.pdf
https://www.westminster.gov.uk/sites/default/files/2018_parking_occupancy_survey_report.pdf
https://moderngov.lambeth.gov.uk/documents/s143755/Appendix%20A%20-%20Lambeths%20Kerbside%20Strategy.pdf
https://moderngov.lambeth.gov.uk/documents/s143755/Appendix%20A%20-%20Lambeths%20Kerbside%20Strategy.pdf


Charges
ÅParking charges for roadside parking are in effect cheap rental of 

public land ςoften prime land in London. Charges should be 
appropriate and fair. Parking on public land should not be free (except 
for Blue Badge holders where appropriate).*
ÅNo vehicle permit should be less than £150 per year, regardless of fuel or car 

type (that includes Electric Vehicles). 

ÅParking charges should be differentiated by fuel type and /or size, with 
larger/dirtier vehicles paying more.

ÅNo cycle hangar rental should be more than one sixth the cost of the cheapest 
car parking permit. 

ÅNo short-stay parking should be less than the cost of a return bus ticket. 

ÅBoroughs are required to publish parking reports which 
*Note that introducing charges can sometimes encourage a move to front-garden or off-street 
parking which may cause other problems and local authorities should seek to avoid these (see 
section on Front garden parking and private land).



Reports and finances

ÅLocal authorities are required to produce parking reports which set 
out income and expenditure.

ÅLook for the finance section to see if there is a surplus. If there is, it 
can only be spent in certain ways ςand it can support sustainable 
transport interventions (see 3 slides in green below).

ÅBoroughs can be concerned that removing parking might reduce 
income but this can be offset by even moderately higher charges.



Under s. 55 of the Road Traffic Regulation Act 1984, any surplus 
generated from the annual Parking account may be used for a specified 
number of purposes, including:

(a) the making good to the general fund of any amount charged to that 
fund to meet deficits in the account in the four years immediately 
preceding the financial year in question;

(b) meeting all or any part of the cost of the provision and maintenance 
by the local authority of off-street parking accommodation, whether in 
the open or under cover;

(c) contributions towards the cost of the provision and maintenance of 
off-street parking provision;

ΧΦ



(d) if it appears to the local authority that the provision of further off-
street parking accommodation in their area is unnecessary or 
undesirable the surplus may be applied to:

(i) meeting costs relating to the provision or operation of, or of facilities for, 
public passenger transport services,

(ii) the purposes of a highway or road improvement project in the local 
ŀǳǘƘƻǊƛǘȅΩǎ ŀǊŜŀΣ

(iii) meeting costs incurred by the Council in respect of the maintenance of 
roads maintained at the public expense by them,

(iv) purposes of environmental improvement in the local authority's area,

(v) in the case of such local authorities as may be prescribed, any other 
purposes for which the authority may lawfully incur expenditure;

Χ



(e) meeting all or any part of the cost of the doing by the authority in 
their area of anything which facilitates the implementation of the 
London transport strategy, and which is for the time being specified in 
that strategy as a purpose for which a surplus may be applied by virtue 
of this paragraph;[our emphasis]

(f) contributing to the cost of another London authority in doing 
anything to which the Council itself would have been able to apply the 
surplus.



Controlled Parking Zones 
(CPZs)



Controlled Parking Zones
ÅControlling parking (usually done through Controlled or Restricted Parking 
½ƻƴŜǎύ ƛǎ ŀ ƪŜȅ ǿŀȅ ǘƻ ǇǊƻƳƻǘŜ ΨƳƻŘŜ ǎƘƛŦǘΩΦ 9ǾŜǊȅ ŎŀǊ ƧƻǳǊƴŜȅ ǎǘŀǊǘǎ ŀƴŘ 
ends in a parking space so restricting and charging for parking is one of the 
most effective ways to promote a shift to sustainable modes of transport, 
ǇŀǊǘƛŎǳƭŀǊƭȅ ŦƻǊ ǎƘƻǊǘ ŀƴŘ ΨǎǿƛǘŎƘŀōƭŜΩ ǘǊƛǇǎ όǘǊƛǇǎ ǿƘƛŎƘ ŎƻǳƭŘ Ŝŀǎƛƭȅ ōŜ 
made by public transport, walking or cycling/wheeling).

ÅCouncils should introduce CPZs wherever practical. There should be 
numerous small CPZs rather than a few large ones, with no exemptions for 
residents of other CPZs.

ÅThere should be a surcharge on any additional parking permits beyond one 
per household.

ÅCPZs have more benefits than local residents often think and bring benefits 
ŦƻǊ ŘǊƛǾŜǊǎ ŀǎ ǿŜƭƭ ŀǎ ƻǘƘŜǊ ǊƻŀŘ ǳǎŜǊǎΦ IŜǊŜΩǎ ŀ ǳǎŜŦǳƭ summary.

ÅResident parking controls should extend to housing estates. 

https://www.healthystreetsscorecard.london/benefits-of-controlled-parking-zones/


After introduction of 
controlled parking. A 
large number of 
empty spaces at all 
times indicates cars 
previously parked 
there did not belong 
to residents. Double 
yellow lines ensure 
emergency/utility 
vehicle access is now 
clear and pedestrians 
can cross safely.

Before controlled 
parking. Cars are double 
parked, on pavements 
and on a corner, 
restricting access for 
emergency and utility 
vehicles and reducing 
sight lines for 
pedestrians, making it 
unsafe to cross.



Restricting parking #1

ÅCouncils should publish an accurate and up-to-date audit of kerbside
use as a basis for decision-making.

ÅThey should adopt ambitious targets and incentives for reduction in 
the amount of space dedicated to parking, within a fixed time frame.

ÅThey should have simple, well-publicisedmechanisms whereby 
parking space can be switched to sustainable uses such as parklets in 
response to resident demand.

ÅThey should publish an assessment of parking at all council-run 
workplaces, including schools, depots etc., and take steps set out to 
reduce it.



Restricting parking #2

ÅCouncils should reduce the supply of short-stay parking as a way to 
reduce car trips.

ÅThey should remove short-stay parking in high-access areas, such as 
town centresand high streets, to improve the public realm (see 
section on Improving the public realm / supporting the local 
economy). 

ÅThey should consider introducing a levy on workplace parking 
charged to businesses above a certain size.

ÅThe minimum charge for short-stay parking should be at least equal 
to the cost of a return bus trip (see section on Charges).



ESTATES PARKING ς Housing estates are usually treated differently or 
excluded from parking policy entirely (and estates parking is often 
uncontrolled) which often leads to a car-dominated environment; 
poor use of space which could be used for greenery or play space; and 
nuisance parking e.g. blocking access or parking on pavements.

ÅEstate parking should be included in 

CPZs with the same standards as 

applied to on-street parking.

ÅEstate parking permit prices should be 

in line with on-street parking permits.

ÅThere should be adequate cycle 

storage on estates.



Pavement parking



Pavement parking on Fernbrook Road in Lewisham. 
In the 21st Century we simply cannot sanction the 
use of pavements to park cars: we need to be 
encouraging walking, not making it harder.

All councils should end pavement 
parking immediately. It clearly 
contradicts road user and kerbside 
hierarchies. 



Parking and accessibility



Accessibility

ÅThere should be adequate Blue Badge parking wherever there is 
need, to be removed only following a thorough audit.

ÅCouncils must be committed to tackling Blue Badge fraud and abuse.

ÅThey should recognisethat parking policy has an impact on disabled 
ǇŜƻǇƭŜ ǿƘƻ ŘƻƴΩǘ ŘǊƛǾŜΣ ŀǎ ǿŜƭƭ ŀǎ ǘƘƻǎŜ ǿƘƻ ŘƻΦ

ÅKerbsidespace should be used to maximiseaccessibility for disabled 
people who are non-drivers, for example with wide, clutter-free 
pavements. See the section below Keeping pavements clear.

ÅCrossover policies (associated with parking in front gardens or on 
private land) should ensure pavements are level / not uneven.



Front garden parking & 
private land



Problems with front garden parking (& associated 
footway crossovers)
Å Pavement crossovers create an uneven pavement 

which is harder to negotiate for pedestrians and 
wheelchair or mobility aid users

Å Pavement crossovers introduce road danger onto 
pavements 

Å Introducing CPZs becomes complex because 
ŎǊƻǎǎƻǾŜǊǎ ŎŀƴΩǘ ōŜ ōƭƻŎƪŜŘΦ 

Å Kerbside (public land) in front of a house cannot 
be used for other things like rain gardens, cycle 
hangars, protected cycle track etc.

ÅLǘΩǎ ŀƴ ŜȅŜǎƻǊŜ κ ŘŜƎǊŀŘŜǎ ǘƘŜ ƭƻŎŀƭ streetscene
Å Drivers avoid parking controls and costs, so 

removing a key lever for discouraging car trips
hǘƘŜǊ ǇǊƻōƭŜƳǎ ŀǊŜΥ ŦǊƻƴǘ ƎŀǊŘŜƴǎ ŀǊŜ ƻŦǘŜƴ ǇŀǾŜŘΣ ǎƻ ŎŀƴΩǘ ŀōǎƻǊō 
rainwater (though resolved with genuinely permeable surface); loss 
of habitat and natural air-cooling; and bigger cars now often cause 
pavement obstruction ς see images (this should be enforced).

CǊƻƴǘ ƎŀǊŘŜƴ ǇŀǊƪƛƴƎ ƛǎ ΨǇŜǊƳƛǘǘŜŘ ŘŜǾŜƭƻǇƳŜƴǘΩ 
but boroughs must give permission for a 
pavement crossover.  

άtǳǎƘƛƴƎ ǎƻƳŜƻƴŜ ƛƴ ŀ 
wheelchair for a couple 
of months this summer, 
I found conventional 
drive crossovers a real 
problem ς it was a real 
effort to keep in a 
ǎǘǊŀƛƎƘǘ ƭƛƴŜΦέ 
See this thread on 
Twitter.

https://twitter.com/ColdWarCliff/status/1613092110864973824/photo/2


Tackling front garden parking, crossovers and 
uneven pavements (1)
ÅCouncils are often concerned about the issues caused by front garden 

parking (see previous slide) but are limited in what they can do

ÅThey are required to have a crossover policy and this can be used to set 
high standards for deciding whether a new crossover will be permitted 
(see next slide), and to ensure full council costs are recovered. 

ÅCouncils can offer ǇŀǾŜƳŜƴǘ ΨƎǳƭƭƛŜǎΩ instead of crossovers for EVs

ÅCouncils should always enforce against illegal crossovers

ÅFor existing crossovers, CPRE London is currently researching if there are 
ways to require the removal of crossovers (and associated front garden 
parking) where they are compromising safety, accessibility or wider 
sustainable transport goals. Watch this space. 

*more on request



Tackling front garden parking, crossovers and 
uneven pavements (2)
Councils can control front garden conversionvia 'vehicle crossover policy'. To park legally in a front 
garden, householders must apply and pay for a pavement crossover. Councils can and should set 
policies so that:

Å the true cost of installing a crossover is charged

Å the minimum garden size is large enough to ensure vehicles don't hang over the pavement or 
block the path to the front door

Å there is a suitably long minimum distance from a junction for safety

Å where Controlled Parking Zones are in place or being installed, pavement crossovers do not 
impact access to on-street parking; and 

Å where street infrastructure like trees, SUDS, cycle hangars, cycle or bus lanes etc., are needed, 
crossovers do not impact on the ability to install those.

Where a crossover is permitted, the parking surface should be a matrix material which allows 
direct contact with the soil with the rest of the garden green and planted.



Shopping parade forecourt parking. This is legal because it is private land, as long as there is a legal pavement crossover. 
But it creates similar problems to front garden parking. Authorities should enforce illegal crossings, work with businesses 
to issue permits in nearby residential parking zones for use instead; aim to retract permission to drive over pavements 
όǊŜƳƻǾƛƴƎ ΨŎǊƻǎǎƻǾŜǊǎΩύ ǿƘŜǊŜ ǇƻǎǎƛōƭŜΤ ŀƴŘ ƘŀǾŜ ǎǘǊƛŎǘŜǊ ǇƻƭƛŎƛŜǎ ƻƴ ǿƘŜǊŜ ŎǊƻǎǎƻǾŜǊǎ ŀǊŜ ǇŜǊƳƛǎǎƛōƭŜΦ 


