


Abstract

Around a century ago, American cities began adopting parking minimums, requiring new developments to
provide a particular number of parking spaces. Today, this archaic approach has taken over the world, driving
up the demand for cars and parking alike. It is an unstated expectation that parking must be free for all. India
is no different. As rightly indicated by parking pioneer Donald Shoup, urban areas are in the middle of a
parking paradox: free parking or low parking fees result in high parking demand on the one hand; on the
other, if the parking charges are set too high, valuable public parking is left vacant. Readily available parking,
thus, adversely affects sustainable development while a lack of parking in commute hubs is a detriment to
the growth of public transport. Situated in this context, this issue brief highlights the socio-economic and
environmental costs of free parking, which sets the stage for rethinking parking policy in India. It further
analyses global strategies to help manage the parking demand in Indian cities. Parking needs to be regulated.
It needs to be leveraged to rejuvenate cities, and reduce congestion, travel time delay, emissions, etc. while
acting as a steady source of revenue for the local bodies. Therefore, as cities transition into a people-first
mobility environment, it becomes essential to lay the ground for innovation that envisions parking as a
mechanism to disrupt the current urban mobility trends.

Introduction

In the 1920s, as motorisation increased in the American cities, urban planners devised minimum-based parking
requirements depending on land-use to accommodate space-demand for parking on streets. This requires new
buildings to provide a fixed number of off-street parking spaces based on the assumed demand for parking
generated by the building’s use. Over a century later, most countries around the world, including India continue
to build parking management plans based on minimum-based parking demands (Shoup, 1999). The
“one-size-fits-all” minimum-based parking supply indirectly creates a vicious cycle of ever-increasing car
ownership and public-parking space demand1.

Closer home, there are 260 million registered personal vehicles2, with a CAGR of about 10% between 2009 and
2019 (MORTH, 2021). Personal vehicles, especially, cars spend about 95% of their life parked (Shoup, 2005) and
generally, workplaces provide this parking space for free (Marsden et. al., 2011). As the number of cars grows
exponentially, demand-management gets tougher with areas either having underutilised parking lots with
suboptimal parking charges or overcrowded free-parking spaces.

India has one of the lowest parking charges in the world, with 98% of on-street parking provided for free
(Kuriakose and Rajeendran, 2021). This results in off-street, multi-level parking spaces remaining vacant while
vehicles eat up the valuable road-space of arterial and sub-arterial roads. At the same time, the parking demand
in India is expected to be 7-23 times the size of Mumbai city by 2050 (Urban Mobility India Conference, 2021).

The aim of this issue brief, with the following objectives, is to highlight the socio-economic and environmental
costs of free parking, which sets the stage for rethinking parking policy in India.

2 2019 figures

1 As will be seen in the section, Impact of Free parking on the mobility fabric of cities.
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● Elucidate the impact of free public parking on mobility patterns of the city
● Quantify and analyse the implications of free public parking in India on different land uses
● Present alternate  methods to manage parking through dynamic parking-management plans in India

Impact of free parking on the mobility fabric of cities

Demystifying parking regulations around the world

Free parking is an unstated assumption behind both the increasing rate of parking demand and the
minimum-based parking regulations (Shoup, 1999). It is often observed that the parking demand is high in a
particular area only when either there is free parking, or the price of parking is suboptimal (Shoup, 1997).
According to the parking pioneer Donald Shoup, there exists a parking paradox in urban areas. If there is free
parking or if the parking price is set too low, a high density of cars is attracted to the area leading to a
hundred-percent occupancy rate, causing congestion and wasting time to search for a parking space. However,
if the parking price is set too high, valuable public parking which may have potential to generate revenue is left
vacant and commuters may choose to park their cars outside this region if there is any scope for free parking.
This calls for a dynamic-pricing for parking, based on time of day and surrounding land-use that ensures an
optimal number of vacant lots. The lowest price that will yield a vacancy rate of about 15% is the market price of
curb parking (Shoup, 1999).

Contrary to the parking minimum standards, parking maximums enforce a ‘cap’ on the total number of parking
spaces in ‘precincts’ which have reached a considerable level of accessibility (Joshua and Dylan, 2010). The
nature of roads, population density and land-use of the precincts helps quantify the parking cap. Today, all
around the world, London is used as a shining example of successfully implemented Controlled Parking Zones,
where the parking reforms helped reduce 49% parking supply, and an average of 0.76 parking spaces were
reduced per dwelling unit (Li and Gou, 2014). Similar parking management strategies have also been
implemented in other European cities like Hamburg, Zurich and Budapest.

In 1992, California enacted a law that mandated employers to have paid-parking only. It was observed that the
law helped in a 64% increase in carpooling and a 50% increase in transit ridership (Shoup, 1997). Generally,
free-parking is provided to all employees in their workplaces which causes generalised cost of car users to
decrease and skews the comparative costs of public transportation, leading to aversion towards personal
vehicles. An effective way to manage employer-paid parking is to introduce workplace levies, a strategy that
allows employees to choose cash or other benefits instead of free parking space (Shoup, 1997). In other words,
employees are rewarded for using alternate modes of transportation. Additionally, transit proximity and service
frequency, transit quality and reliability, walkability, pricing, and similar other factors can potentially reduce
parking requirements by 5-10% if a car-sharing service is in near proximity, by 10% if a frequent bus service is
nearby, and by 20% if a rail/metro station is in close proximity (Litman, 2021).

Parking policy environment in India

Indian cities regulate off-street parking by minimum-based parking regulations for all land-uses including
commercial and office spaces, with no charges or fixed, generic parking charges. In India, the parking standards
are decided by the National Building Codes, Indian Road Congress (IRC) and Development Control Regulations
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under urban development acts. The IRC Guidelines 1997 have detailed the requirements for road marking for
on-street parking. While the Motor Vehicles Act deals with the parking area regulations and enforcement, the
City Traffic Police ensures the enforcement of parking policies. However, the lack of formally managed parking
areas, resources for parking management, and maintenance of a system to penalise parking violations have
compounded parking problems in India.

Like people elsewhere, commuters in India expect free parking in commercial establishments (Kuriakose and
Rajeendran, 2021). Several state governments have mandated that designated public parking lots provide free
parking as an ‘additional service’ complementary with the commercial establishment. Alternatively, states have
stringent laws on the system of charging parked vehicles.

The Government of Telangana issued an order in April 2018 which bans the collection of parking charges from
any vehicle parked for less than 30 minutes. If the vehicle is parked for 30 to 60 minutes, the visitor can show a
shopping bill from the corresponding commercial establishment to be exempted from parking fees.
Furthermore, for parking beyond an hour, no charges would apply if the visitor can show a bill worth a value
equivalent to or greater than the parking charge (Govt. of Telangana, 2018). In other states like Gujarat and
Andhra Pradesh, municipal corporations continue to push for free parking, questioning the need to charge for
both on-street and off-street parking in commercial establishments. In case of large shopping malls, there is a
large cost associated with the construction of the parking space and the parking charges act as a source to
retrieve these costs. If government authorities prevent mall managers from collecting parking charges, they
would be forced to recover the cost through the rent of the space.

In the long-run, this would indirectly result in the public transport user paying for free parking, that they are not
themselves using (Kuriakose and Rajeendran, 2021). An example of Connaught Place or Chandni Chowk shows
that the price of free parking is either borne by the local authorities or levied as a utility charge from the
shopkeepers. This utility charge is recovered by means of a general rise in the cost of items sold or services
rendered.

However, a simple multi-level car park may not always be the solution to our parking problem. The Bengaluru
Metropolitan Transport Company (BMTC) and the Bruhat Bengaluru Mahanagara Palike (BBMP) own 9 and 2
multi-storeyed parking complexes respectively, with an occupancy of 20-30% only (ITDP, 2020). The primary
reason behind car parks turning into real-estate blights is because there is unauthorised curb-parking with
inadequate checks on violations. While in some cases enforcement agencies overlook on-street parking due to
lack of human resources and information, in other cases, commercial establishments designate their approach
road as parking, without proper authorisation by the municipal corporation. In Delhi, with the largest road
network in the country, about 14% roads are under parking. In Jaipur, this share is 56% while in Kanpur it is 45%
(CSE India, 2016). Other cities including Nagpur, Surat, Patna, Kochi, Pune, Agra, Madurai, Bhopal, Varanasi,
Amritsar, Shimla, Trivandram, Guwahati, Puducherry, and Ahmedabad have more than 40% of their road
network under on-street parking (CSE India, 2016).

Reversing the effects of the “high cost” of free parking

The driving force behind parking management should be the reduction of parking demand, leveraging it as a
strategy to accelerate shift to shared and active mobility. Along with this, existing parking must be regulated.
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Provisions of parking for private vehicles must be regarded as a matter of public good and owners must bear
the cost of using public parking (CSE India, 2016).

The most viable route for resolving parking problems is to reanalyse methods for estimation of parking demand
to better match parking supply and inherent features of the city. Generic parking requirements are the easiest
to implement, but offer the least accuracy and correlation with long-term policy objectives. On the other hand,
area-based and form-based strategies offer the best long-term policy outcomes and ease the integration of
parking policies with traditional zoning codes, as experimented by the Parking Policy 2.0 for Bengaluru (OMI,
2020 and DULT, 2020). Although these flexible approaches are very accurate, they are often difficult to enforce,
thus requiring an entirely new approach to the zoning code and parking policy.

True cost of parking in India

As Indian cities shift from on-street to off-street parking with dedicated stacked parking lots and multi-level
parking spaces with advanced technologies, the construction and operation costs for the same are bound to
increase exponentially. This shall make the recovery of costs difficult, making projects unviable. Therefore, a
strategic plan is necessary that ensures the recovery of a substantial proportion of these costs with the help of
dynamic parking pricing strategies.

Table 1 highlights an estimated parking charge for an average parking spot in Delhi.

Item Rate Space Cost

Average area mandatory for one off-street
car parking spot - 30 sq. m. -

Average value of land in Delhi - 1 sq. m. INR 7 Lakhs

Construction cost - 30 sq. m. INR 20,000

Rental value of one off-street car parking
spot (with construction cost) 5% of land value 30 sq. m. INR 10.8 Lakhs

Total Parking spot utilisation 360 h /month - -

Utilisation Rate Parking charges

At 100% utilisation INR 250/h

At 50% utilisation INR 500/h

Current Average parking charge in Delhi INR 50/h

Table 1: Estimating the gap between actual and current parking charges in Delhi;
Source: Kuriakose and Rajeendran, 2021.

Although a large number of public parking spaces are subsidised by the government in the form of public
infrastructure development, the difference between current parking charges and parking charges equated as
per real estate value of Delhi is substantial. This “apparent” subsidy given to all private vehicle users results in
cities having to bear the costs, in the form of inequitable economics and road congestion.
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Other than economic costs of parking, Indian cities are having to pay huge amounts of environmental and social
costs due to the rising demand for free parking. Although parking may seem to be a method of revenue
generation, unplanned concretisation of green spaces for parking for higher revenue generation must not be
encouraged. Other than being the lungs of cities, these green pockets also act as social nodes which help
maintain the health and well-being of residents. Therefore, the rising parking demand must not be met at the
cost of the economic, social, and environmental well-being of citizens.

Policy framework for a parking management area plan

Parking management is an important tool to reduce the overall demand for parking, while ensuring that the
existing parking infrastructure is optimally utilised.

The Parking Management Area Plan (PMAP) is an area-level plan prepared by the urban local body that
demarcates parking spaces for all modes and prepares a contextual parking demand management, parking
pricing, and traffic circulation plan (Transport Department- Govt. of NCT, 2017). The Parking Management Area
Plan for National Capital Territory of Delhi is one of the first steps taken by an Indian city towards preparation of
area-based parking policies. As of December 2021, many wards of Delhi Municipal corporation are preparing
local-area-based parking policies, including those for heavily pedestrianised and congested areas like Chandi
Chowk and Shyama Prasad Mukherjee Road.

However, the policies for parking management3 must be laid down in a contextual manner which attempts to
classify parking demand as per land use and parking pricing as per the temporal changes in demand throughout
the day. Additionally, like the Master Plan of Delhi 2021 mandated that no parks must be converted into
off-street parking lots, a similar approach must be adopted by other cities wherein underutilised parking spaces
or buildings are identified and converted to meet parking demand. As discussed in previous sections, parking
demand must be analysed for a situation where parking charges are dynamic, to ensure that parking lots are
neither underutilised nor over-crowded.

Provisions must be made to limit on-street parking, especially in commercial areas where the share of
pedestrians and street activities is high. A classic example for the same would be the Chandni Chowk
Redevelopment project that recently converted the entire street into a pedestrianised zone, thereby prioritising
the movement of people over vehicles.

3 Parking pricing strategies are discussed in the forthcoming section.
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Figure 1: Key Strategies of the Parking Management Plan for Chandni Chowk, 2021; Source: NDMC, 2021.

1. Institutional Framework for implementation and operation

The municipal corporation must prepare a detailed plan for parking management and implementation of the
local area plan. Management agencies should be contracted for operations. The management contractor
additionally notifies any violations of the parking regulations laid out by the municipal corporation.
Enforcement agencies, in turn, handle violations such as illegal parking, non-payment of parking fees, etc. Each
local governing body must clearly indicate in the parking plan whether the contractors and enforcement bodies
would be distinct or if the contractors may also have the right to penalise. It is imperative that the distinct roles
of the local bodies and traffic police are outlined to ensure there are no administrative overlaps among
institutional bodies.

2. Long-term strategies

The vision of the parking management area plan must be clear and should therefore, focus on tackling the issue
of rising parking demand. With time, the long-term strategies must be to ensure that equitable parking charges
are levied from private vehicle users irrespective of duration, time of day, congestion and land-use. As
highlighted previously, valuable real-estate that is used for parking must be priced such that at least the rental
value and capital costs of the parking is recovered in due course of time. Authorities must necessarily shed light
on the opportunity costs of time and effort associated with parking. All subsidies, costs and underplayed
rationales behind car dominance and entitlement must be revisibilised, potentially turning the tide on
traditional parking norms (Shoup, 2005). In residential areas, strategies may be identified that clearly makes
parking an additional upfront cost apart from the already existing vehicle ownership and maintenance costs. In
the long-run, this acts as a nudge factor that disincentivises the ownership of private vehicles, leading to a
higher dependency on shared mobility. In Central Business Districts and Transit-Oriented Development zones,
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the core strategy must be to reduce the overall number of parking spots, so as to promote public transport and
intermediate public transport. This may be achieved through reducing the minimum norms for parking as per
building use, and charging parking on the basis of demand instead.

Furthermore, local bodies can devise incentivisation schemes and subsidisation policies, that shift users from
cars to sustainable mobility. While the ‘user-pay’ policy discourages the use of private vehicles, provisions that
reward the same users with subsidised public transport trips may act as a first step towards mobility behaviour
change. Further, this ‘non-user reward’ policy can also help accelerate the use of public transport, ensuring that
irrespective of using or not using a parking spot, commuters are always nudged to use a sustainable transport
option. These provisions in the long run optimise the use of parking space while ensuring a higher modal share
for shared mobility at all times.

Shoup's Policy
Recommendation Global Impact Story Potential Indian Recommendation

1. Charge the right price for
curb (on-street) parking

(i) Los Angeles and California have set
demand-based parking metres along
with congestion pricing - called variable
metre prices

The Parking Policy for Delhi is based
on demand-based parking pricing.
Parking metres and automation can
potentially create a parking system
wherein on-street parking is
charged right based on time,
duration, and land-use.

2. Spend the metre revenue so
everyone – the landowners,
merchants, residents,
stakeholders – can see it
benefits them

(i) Pasadena, California - parking metre
revenue used to improve an area; (ii)
Mexico City returns 40% of the metre
revenue to the metered neighbourhoods
to spend on public services

Indian cities must try to
transparently portray how parking
revenue is used for the betterment
of cities.

3. Remove the off-street
parking requirements

(i) Parking cash out at workplaces in USA
- 17% of the solo drivers shifted to
shared and active mobility; (ii)
Workplace levies in California - 64%
increase in carpooling and a 50%
increase in transit ridership

Indian workplaces should offer
decentralised schemes such as
workplace levies or parking cash-
outs to employees for not taking a
parking spot. This can help with
equitable distribution of parking
pricing.

Table 2: Adapting Shoup’s three basic policy recommendations to the Indian context. Source: Linton, 2014.

3. Congestion-based pricing strategy

The effectiveness of parking strategies may only be achieved when free parking is replaced with effective
parking charges based on demand, peak hour congestion, and surrounding land-use. As per the NUTP, the
‘user-pay’ principle must be adopted, wherein all personal vehicles must be parked only in a fully-paid parking
space. However, the parking charges should be set in such a way that it neither reduces the occupancy
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drastically nor induces a spike in the demand. The optimal pricing is when there is 85% utilisation during peak
hours, while at least 15% of parking spaces are available at all times of the day to fulfil short term parking
requirements (Transport Department- Govt. of NCT, 2017). The dynamic parking rates for parking zones or
precincts may be determined on the basis of the following factors:

● Peak and non-peak hour
● Duration of stay (exponential increment every hour)
● Level of connectivity
● Land-use and value of land (circle rates)
● Day of the week and business turnover
● Higher pricing gap between off-street and on-street facilities to promote off-street parking
● Charges set to influence community choices and disrupt current parking trends
● Free parking may be allowed only for NMT or EV depending on demand, while exponentially higher

charges per hour are imposed on fossil fuel vehicles

The dynamic pricing for parking based on demand and congestion ensures that parking is not seen as a free
public good but rather as a steady source of revenue for the local body. Parking must be seen as a privilege and
be charged heavily. The Greater Chennai Corporation earns INR 55 crores as annual revenue from 12,000
parking spots for equivalent car spaces (ITDP, 2020). According to the Smart Cities Mission Director and former
municipal commissioner of Pune Municipal Corporation (PMC), Shri Kunal Kumar, the parking policy generated
INR 200-250 crores in the four years of his tenure (Hindustan Times, 2020). Thus, although parking pricing must
be seen as a demand-management practice, the scope it presents for revenue generation must not be ignored.
In the long-term, at least 25% of the collected parking charges from parking precincts must be utilised to
maintain and improve mobility infrastructures such as footpaths, parking facilities, and other street
infrastructure (MPD, 2021).

Conclusion

Indian cities must actively create parking policies whereby pedestrians and cyclists can start reclaiming the
streets from cars and motorbikes. There is fear among commercial establishments that prohibiting parking
would affect businesses. However, Mall road of Shimla and Darjeeling, Temple Street of Madurai, and Heritage
street in Amritsar are classic examples of how urban design that focuses on pedestrianisation does not affect
footfall in commercial areas (ITDP, 2018).

Parking needs to be regulated and used as a tool to reduce congestion, travel time delay, emissions while acting
as a steady source of revenue for the local bodies. Around the world, limiting the provision of parking to levels
that the roads can support and the air quality norms can sustain is gaining currency. Using pricing to curb and
allocate scarce parking space to those who need it most is becoming the norm.

In the context of parking, removing subsidies may be the most effective way to coerce commuters to walk, bike
or ride a public mode of transport. Cities shall start to realise that unlimited access of private vehicles to all parts
of the city creates more problems than benefits. Therefore, as cities transition into a people-first mobility
environment, it becomes essential to lay the ground for innovation. India should leverage parking as a tool to
disrupt personal vehicle-focused urban mobility, in turn prioritising shared and active mobility.

OMI Issue Brief | The Parking Paradox of Urban India Page 9/ 12



References
Clements, R. (2019). Parking and the City. Planning Theory & Practice, 20(3), 456-465.
https://doi.org/10.1080/14649357.2019.1627120

CSE. (2016). Parking Policy for Clean Air and Liveable cities. Centre for Science and Environment.
https://cdn.cseindia.org/userfiles/parking-report-dec27.pdf

Deccan Chronicles. (2018, March 21). New Rule: No parking fee for 30 mins from April across Telangana. Deccan
Chronicle.
https://www.deccanchronicle.com/nation/current-affairs/210318/new-rule-no-parking-fee-for-30-mins-from-ap
ril-across-telangana.html

Directorate of Urban and Land Transport (DULT). (2020, December). Parking Policy 2.0 for Bengaluru. Urban
Development Department, Government of Karnataka.
http://www.urbantransport.kar.gov.in/parking/Parking_Policy_2_Bengaluru_Final.pdf

Government of NCT, Revenue Department. (2014, September 23). Minimum Circle Rates. Revenue Department.
Retrieved February 9, 2022, from
https://srams.delhi.gov.in/docs_avail/c_28ab375a72f800406822233e3497e649_ircle1.pdf

Government of Telangana. (2018, October 27). GO Ms. No. 63, Municipal Administration & Urban Development.
YouRTI.in. Retrieved February 9, 2022, from https://yourti.in/document/d644hpzc/

Guo, Z., & Ren, S. (2013). From Minimum to Maximum: Impact of the London Parking Reform on Residential
Parking Supply from 2004 to 2010? Urban Studies, 50, 1183-1200. Sage Journals.
https://doi.org/10.1177/0042098012460735

Hindustan Times. (2020, December 24). 'In 3-to-5 years, fringe areas can be developed; PMC can generate ₹10
cr in 10 years'. Hindustan Times .
https://www.hindustantimes.com/pune-news/in-3-to-5-years-fringe-areas-can-be-developed-pmc-can-generat
e-10-cr-in-10-years/story-n6OcPuxNM9HRaeBrFMRQoK.html

ITDP. (2018, August 24). Free parking is not a right, but a blight! ITDP India. Retrieved February 9, 2022, from
https://www.itdp.in/free-parking-is-not-a-right-but-a-blight/

ITDP India. (2013). Common Sense Parking Reforms for Indian Cities. Guidance on Parking Reform in Indian cities
- ITDP - 130815. Retrieved February 9, 2022, from
https://go.itdp.org/download/attachments/46137384/Guindance%20on%20Parking%20Reform%20in%20India
n%20cities%20-%20ITDP%20-%20130815.pdf?api=v2

Joshua, E. Y., & Dylan, P. (2010). Assessing Alternative Approaches to Setting Parking Requirements. ITE
Journal, 80(12), 30-34.

Kuriakose, P. (2015). Parking Policy - A tool for inducing public transport ridership: Strategies and lessons from
the developed world. Indian Journal of Transport Management , (January-March 2015), 14-30.
https://www.researchgate.net/profile/Paulose-Kuriakose/publication/321331193_Parking_Policy_-_A_Tool_for_I
nducing_Public_Transport_Ridership_Strategies_and_Lessons_from_the_Developed_World/links/5a1d24bcaca
2726120b28a49/Parking-Policy-A-Tool-for-Inducing-P

OMI Issue Brief | The Parking Paradox of Urban India Page 10/ 12

https://doi.org/10.1080/14649357.2019.1627120
https://cdn.cseindia.org/userfiles/parking-report-dec27.pdf
https://www.deccanchronicle.com/nation/current-affairs/210318/new-rule-no-parking-fee-for-30-mins-from-april-across-telangana.html
https://www.deccanchronicle.com/nation/current-affairs/210318/new-rule-no-parking-fee-for-30-mins-from-april-across-telangana.html
http://www.urbantransport.kar.gov.in/parking/Parking_Policy_2_Bengaluru_Final.pdf
https://srams.delhi.gov.in/docs_avail/c_28ab375a72f800406822233e3497e649_ircle1.pdf
https://yourti.in/document/d644hpzc/
https://doi.org/10.1177/0042098012460735
https://www.hindustantimes.com/pune-news/in-3-to-5-years-fringe-areas-can-be-developed-pmc-can-generate-10-cr-in-10-years/story-n6OcPuxNM9HRaeBrFMRQoK.html
https://www.hindustantimes.com/pune-news/in-3-to-5-years-fringe-areas-can-be-developed-pmc-can-generate-10-cr-in-10-years/story-n6OcPuxNM9HRaeBrFMRQoK.html
https://www.itdp.in/free-parking-is-not-a-right-but-a-blight/
https://go.itdp.org/download/attachments/46137384/Guindance%20on%20Parking%20Reform%20in%20Indian%20cities%20-%20ITDP%20-%20130815.pdf?api=v2
https://go.itdp.org/download/attachments/46137384/Guindance%20on%20Parking%20Reform%20in%20Indian%20cities%20-%20ITDP%20-%20130815.pdf?api=v2
https://www.researchgate.net/profile/Paulose-Kuriakose/publication/321331193_Parking_Policy_-_A_Tool_for_Inducing_Public_Transport_Ridership_Strategies_and_Lessons_from_the_Developed_World/links/5a1d24bcaca2726120b28a49/Parking-Policy-A-Tool-for-Inducing-P
https://www.researchgate.net/profile/Paulose-Kuriakose/publication/321331193_Parking_Policy_-_A_Tool_for_Inducing_Public_Transport_Ridership_Strategies_and_Lessons_from_the_Developed_World/links/5a1d24bcaca2726120b28a49/Parking-Policy-A-Tool-for-Inducing-P
https://www.researchgate.net/profile/Paulose-Kuriakose/publication/321331193_Parking_Policy_-_A_Tool_for_Inducing_Public_Transport_Ridership_Strategies_and_Lessons_from_the_Developed_World/links/5a1d24bcaca2726120b28a49/Parking-Policy-A-Tool-for-Inducing-P


Kuriakose, P. N., & Rajeendran, S. P. (2021). Parking Maximums and Workplace Levies: Time to Adopt New
Paradigms in India, the Case of Kochi. Geospatial Technology and Smart Cities , 261-287. Springer.
https://doi.org/10.1007/978-3-030-71945-6

Li, F., & Guo, Z. (2014). Do parking standards matter? Evaluating the London parking reform with a
matched-pair approach. Transport Research, 67, 352-365. Elsevier. https://doi.org/10.1016/j.tra.2014.08.001

Linton, J. (2015, May 29). Donald Shoup Interview, Part 2: Pasadena, Ventura, Mexico City, A.B. 744 . Streetsblog
LA. Retrieved February 9, 2022, from
https://la.streetsblog.org/2015/05/29/donald-shoup-interview-part-2-pasadena-ventura-mexico-city-a-b-744/

Litman, T. (2021). Parking Management: Strategies, Evaluation and Planning. Victoria Transport Planning
Institute. https://www.vtpi.org/park_man.pdf

Marsden, G., Frick, K. T., May, A. D., & Deakin, E. (2011). How do Cities Approach Policy Innovation and Policy
Learning? A Study of 30 Policies in Northern Europe and North America. Transport Policy, 18(3), 501-512.

Ministry of Road Transport and Highways (MORTH). (2021). Annual Report 2020-2021.
https://morth.nic.in/sites/default/files/Annual%20Report%20-%202021%20%28English%29_compressed.pdf

North Delhi Municipal Corporation (NDMC). (2021). Chandni Chowk Parking Management Plan.

Ola Mobility Institute (OMI). (2020). OMI Policy Submission: Draft Parking Policy for Bengaluru City.
https://mobilityinstitute.medium.com/omi-policy-submission-draft-parking-policy-for-bengaluru-city-30120e5�b8e

Pierce, G., & Shoup, D. (2013). Getting the Prices right: An evaluation of Pricing parking by demand in San
Francisco. Journal of the American Planning Association.
http://shoup.bol.ucla.edu/PricingParkingByDemand.pdf

Shoup, D. C. (1997). Evaluating the Effects of Cashing Out Employer-Paid Parking: Eight Case Studies. Transport
Policy, 4(4), 201-216.

Shoup, D. C. (1999). The Trouble with Minimum Parking Requirements. Transportation Research, Part A
33((7-8)), 594-574.

Shoup, D. C. (2005). The High Cost of Free Parking. American Planning Association, Planners Press, Chicago.

Shoup, D. C. (2005). Parking Cash Out . American Planning Association.
http://shoup.bol.ucla.edu/Parking%20Cash%20Out%20Report.pdf

Transport Department, Govt. of NCT of Delhi. (2017, November). Parking Management Area Plan for National
Capital Territory of Delhi: A Guidance Framework .
https://transport.delhi.gov.in/sites/default/files/Draft%2BGuidelines%2B-%2BParking%2BManagement%2BAr
ea%2BPlan.pdf

Urban Mobility India Conference. (2021). Rethinking Parking in Indian Cities: Case Study of Mumbai. Rethinking
Parking in Indian Cities: Case Study of Mumbaihttp://www.urbanmobilityindia.in › Conference

OMI Issue Brief | The Parking Paradox of Urban India Page 11/ 12

https://doi.org/10.1007/978-3-030-71945-6
https://doi.org/10.1016/j.tra.2014.08.001
https://la.streetsblog.org/2015/05/29/donald-shoup-interview-part-2-pasadena-ventura-mexico-city-a-b-744/
https://www.vtpi.org/park_man.pdf
https://morth.nic.in/sites/default/files/Annual%20Report%20-%202021%20%28English%29_compressed.pdf
https://mobilityinstitute.medium.com/omi-policy-submission-draft-parking-policy-for-bengaluru-city-30120e5fbb8e
http://shoup.bol.ucla.edu/PricingParkingByDemand.pdf
http://shoup.bol.ucla.edu/Parking%20Cash%20Out%20Report.pdf
https://transport.delhi.gov.in/sites/default/files/Draft%2BGuidelines%2B-%2BParking%2BManagement%2BArea%2BPlan.pdf
https://transport.delhi.gov.in/sites/default/files/Draft%2BGuidelines%2B-%2BParking%2BManagement%2BArea%2BPlan.pdf
http://www.urbanmobilityindia.in/Upload/Conference/a3ee2c08-747d-45b3-b7fb-97395eda4455.pdf
http://www.urbanmobilityindia.in/Upload/Conference/a3ee2c08-747d-45b3-b7fb-97395eda4455.pdf


Ola Mobility Institute (OMI) is a new-age policy research and social innovation think tank, focused on
developing knowledge frameworks at the intersection of mobility innovation and public good. The Institute
concerns itself with public research on electric mobility, energy and mobility, urban mobility, accessibility and
inclusion, and the future of work and platform economy. All research conducted at OMI is funded by ANI
Technologies Pvt. Ltd. (the parent company of brand Ola).

www.ola.institute mobilityinstitute@olacabs.com

https://twitter.com/OlaMobilityInst https://medium.com/@mobilityinstitute

https://www.linkedin.com/company/ola-mobility-institute/

Author:

Sayani Mandal
Sayani is an Urban Mobility Research Consultant at OMI.

She holds a Bachelor’s in Planning from the School of Planning and Architecture, Bhopal.

Editors: Roshan Toshniwal, Aishwarya Raman

Peer Reviewers: Sharif Qamar, Fellow and Area Convenor, Transport and Urban Governance Division, The
Energy and Resources Institute (TERI); Thirumalai N C, Sector Head - Strategic Studies, and Spurthi Ravuri,
Senior Research Analyst, Center for Study of Science, Technology and Policy (CSSTEP); and Ar. Pooja J Patel,
Research Associate and Program Lead, Bangalore Political Action Committee (B.PAC).

Cover Image: Photos by Aleksei Bakulin, Steve Rybka, Susan Q Yin, and Ivana Cajina on StockSnap, and
Unsplash

Suggested Citation: Mandal, S. (2022). The Parking Paradox of India: Creating a demand-supply equilibrium. Ola
Mobility Institute. March 2022.

Disclaimer: Neither Ola, Ola Mobility Institute nor any party associated with this report will be liable for any
loss or damage incurred by the use of this Issue Brief.

© Ola Mobility Institute. Copyright 2022 Ola Mobility Institute.

This work is licensed under the Creative Commons Attribution 4.0 International License. To view a copy of this
license, visit http://creativecommons.org/licenses/by/4.0.

OMI Issue Brief | The Parking Paradox of Urban India Page 12/ 12

http://www.ola.institute
mailto:mobilityinstitute@olacabs.com
https://twitter.com/OlaMobilityInst
https://medium.com/@mobilityinstitute
https://www.linkedin.com/company/ola-mobility-institute/
https://unsplash.com/@lorenmary?utm_source=unsplash&utm_medium=referral&utm_content=creditCopyText
https://stocksnap.io/author/surfadventure
https://unsplash.com/@steverybka?utm_source=unsplash&utm_medium=referral&utm_content=creditCopyText
https://unsplash.com/@syinq?utm_source=unsplash&utm_medium=referral&utm_content=creditCopyText
https://unsplash.com/@von_co?utm_source=unsplash&utm_medium=referral&utm_content=creditCopyText
https://stocksnap.io/
https://unsplash.com/s/photos/cars-india?utm_source=unsplash&utm_medium=referral&utm_content=creditCopyText
http://creativecommons.org/licenses/by/4.0

