Identity crisis
Identity changes parking enforcement in wake of problems
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Moscow’s newest leasing company, Identity, offers a slew of features and amenities, including resident parking.
But as residents are hitting the eight-month mark of living in the new complexes, some have found parking to be more of a hassle than an
amenity.
“From the time I moved until January, parking was a huge problem,” said Jesus Galvan, a second-year University of Idaho student and Identity
resident.
The complex features 132 apartments, with living areas for 397 residents, according to Rachel Goldstein, regional manager for CA Management
Services. Only 176 parking spots are available, with bike rack availability in 233 spots.

City of Moscow Planning Manager Mike Ray said the mitigation plan for Identity included a total of 213 parking spaces and 262 bicycle spots.
Goldstein said Identity residents can secure a parking spot by signing a parking agreement. Once all spots were secured, a wait list was
started.
“Anyone on that list, or anyone still needing parking, is responsible to find their own spot,” Goldstein said. “The Identity team does not advise
on where those spots are.”
Although parking is listed as a featured amenity for residents, there is a monthly fee to park on site, with assigned parking spots for each pass.
Fourth-year student Ismael Casiano had his car towed without warning when parking in the Identity lots. After being towed, he began parking
near a different complex where he was towed again.
Casiano said after he got towed a second time, he was at a loss on where to park — resorting to parking behind A&W.
Ray, with the city, said the CA Management went through a planned unit development process (PUD), which allows departures from some
requirements.
“As part of the PUD, the developer requested approximately 47 percent reduction in the number of off-street parking spaces that are provided
on site,” Ray said.

While this decision was approved because of Identity’s central location and to promote walking, biking and public transportation, many
residents who don’t use their cars everyday still need a place to park.
Director of University of Idaho Parking and Transportation Services, Rebecca Couch said the President’s office heard complaints from Identity
Residents about the parking issues, leading the Parking and Transportation Center to allow Identity Residents to purchase purple economy
passes. The passes allowed residents to have 24-hour parking in the lot near the Kibbie Dome.
Galvan said for the first three months the parking lot was even available for parking, but he was charged a monthly fee to assure that he would
have a spot when the lot opened.
“It has been a s—-y thing with parking especially because we have a contract with them and they are not keeping their side,” Galvan said.
On March 4, Identity residents received an email stating that there were no longer assigned parking spots at the complex, although residents
were being charged more for front row parking.
Representatives from the Identity Moscow Office declined to comment.
Ellamae Burnell can be reached at arg-news@uidaho.edu or on Twitter @EllamaeBurnell
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The Pedestrian Strikes Back
Officials in several countries are getting the message: Cities are about people, not cars.
By Richard Conniff
Contributing Opinion Writer
Dec. 15, 2018

In many of the major cities of the world, it has begun to dawn even on public ofﬁcials that walking
is a highly efﬁcient means of transit, as well as one of the great underrated pleasures in life. A few
major cities have even tentatively begun to take back their streets for pedestrians.
Denver, for instance, is proposing a plan to invest $1.2 billion in sidewalks, and, at far greater cost,
bring frequent public transit within a quarter-mile of most of its residents. In Europe, where
clean, safe, punctual public transit is already widely available, Oslo plans to ban all cars from its
city center beginning next year. Madrid is banning cars owned by nonresidents, and is also
redesigning 24 major downtown avenues to take them back for pedestrians. Paris has banned
vehicles from a road along the Seine, and plans to rebuild it for bicycle and pedestrian use.
Yes, car owners are furious. That’s because they have mistaken their century-long domination
over pedestrians for a right rather than a privilege. The truth is that cities are not doing nearly
enough to restore streets for pedestrian use, and it’s the pedestrians who should be furious.
Many American cities still rely on “level of service” (LOS) design models developed in the 1960s
that focus single-mindedly on keeping vehicle trafﬁc moving, according to Elizabeth Macdonald,
an urban design specialist at the University of California, Berkeley. “Hence improvements for
other modes (walking, cycling, transit) that might increase vehicle delay are characterized as
LOS. impediments,” she and her co-authors write in The Journal of Urban Design. The idea of
pedestrians as “impediments” is of course perverse, especially given the word’s original
meaning: An impediment was something that functioned as a shackle for the feet — unlimited
vehicle trafﬁc, say.
The emphasis on vehicle trafﬁc ﬂow is also a perversion of basic social equity, and the costs show
up in ways large and small. Vehicles in cities contribute a major portion of small-particle
pollution, the kind that penetrates deep into the lungs. (The percentage can reach as high as 49
percent in Phoenix and 55 percent in Los Angeles. It’s just 6 percent in Beijing, but that’s because
there are so many other pollution sources.) People living close to busy roads, particularly infants
and older people in lower-income households, pay most of the cost in respiratory, cardiovascular

and other problems. A 2013 M.I.T. study estimated that vehicle emissions cause 53,000 early
deaths a year in the United States, and a study just last month from Lancaster University in
Britain found that children with intellectual disabilities are far more likely to live in areas with
high levels of vehicle pollution.
Among the smaller costs: Most people in cities from Bangalore to Brooklyn cannot afford to keep
a car, and yet our cities routinely turn over the majority of public thoroughfares to those who can.
They allow parked cars to eat up 350 square feet apiece, often at no charge, in cities where
private parking spaces rent for as much as $700 a month. And they devote most of what’s left of
the street to the uninterrupted ﬂow of motor vehicles.
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But that’s not really such a small cost, after all: It means that we often cannot afford room for
parks or shade trees, which other studies have repeatedly shown to be an important factor in the
health and mental well-being of residents. Even when car-mad cities leave enough room on the
side to squeeze in trees, they tend to be miniaturized, lollipop versions of what street trees used to
be. Hardly anyone plants the towering oaks or maples that used to intertwine their branches
overhead and make the sidewalks feel like a leafy grove in the heart of the city.
Urban walking has thus deteriorated from a civilized pleasure to an overheated, unshaded,
trafﬁc-harried race to a destination. It’s like what the art historian Vincent Scully once said about
the demolition of the old Penn Station and its replacement by the commuter hell squeezed
beneath Madison Square Garden: “One entered the city like a god; now one scuttles in like a rat.”
Happily, some urban planners are waking up to the idea that we can, in fact, do better.
Copenhagen has already largely accomplished the shift in focus from vehicles to human beings,
thanks considerably to a 40-year campaign by the architect and urban thinker Jan Gehl. I was
stunned during a recent visit to the city center when an armada of bicycles actually came to a
stop at a red light and waited patiently for pedestrians to cross. I was accustomed to the United
States, where cyclists often pay no attention to trafﬁc laws, and cars turn right on red with little
regard for either cyclists or pedestrians. Stopping for pedestrians in crosswalks that are not
controlled by trafﬁc lights is a legal requirement in only nine states and the District of Columbia.
Maybe we can’t turn every street into a pedestrian paradise. Urban planners in London now
follow a sort of zoning plan, with some streets developed primarily for moving vehicles, and
others focused on the richer (and more retail-friendly) urban life of the pedestrian. In this
country, Berkeley’s Professor Macdonald and her co-authors have recently published a simple

system for urban planners to identify — and presumably prioritize — factors that make streets
pedestrian-friendly. For instance, on large arterial roadways, walkers feel comfortable only if the
sidewalks are at least 15 feet wide.
But we don’t have to wait for governments to wake up to the idea that a street without
pedestrians is, as Mr. Gehl put it, “like an empty theater: Something must be wrong with the
production since there is no audience.” City residents can stage their own lessons in livability. The
“Walk Your City” movement, for instance, provides a tool kit for neighborhood organizations to
post signs giving the distance on foot or by bike (with directions via scannable QR code) to local
attractions: “It’s just a 10-minute walk to …” a nice park, a sunset viewpoint, a great art museum.
Since its start in 2012 in Raleigh, N.C., “Walk Your City” has spread to more than 400 communities
in 55 countries.
Likewise, the Better Block Foundation helps neighborhoods stage pop-up events to demonstrate
their potential to become more livable, with bike lanes and curb extensions (known as “bumpouts”) in place of parking spaces, and lots of benches, bus stop shelters, kiosks, sidewalk cafes
and playgrounds. Sadly, pop-ups aren’t permanent. These temporary displays come down again
after a few days. But seeing the possibilities sometimes leads city leaders to make the vision a
reality.
This is the fundamental common sense rule: Cities and their streets are about people, not cars,
and all urban design should think ﬁrst about the only transit equipment that comes factorystandard for the average human being — our feet.
Richard Conniff (@RichardConniff) is the author of “House of Lost Worlds: Dinosaurs, Dynasties and the Story of Life
on Earth” and a contributing opinion writer.

Follow The New York Times Opinion section on Facebook and Twitter (@NYTopinion), and sign up
for the Opinion Today newsletter.
A version of this article appears in print on Dec. 15, 2018, on Page SR5 of the New York edition with the headline: The Urban Pedestrian Strikes
Back

READ 73 COMMENTS

Pick Your NPR Station

There is at least one station nearby

NEWSCAST
DONATE

LIVE RADIO

SHOWS

NATIONAL

As Electric Scooters Proliferate, So Do Minor
Injuries And Blocked Sidewalks
LISTEN · 3:08

QUEUE

Download
Transcript

March 30, 2019 · 5:00 AM ET
Heard on Weekend Edition Saturday
HENRY ZIMMERMAN

Matthew Lachance rides an electric scooter in Washington, D.C. Scooters have grown in popularity, and now ride-related
injuries are a common sight at the George Washington University Hospital, according to Dr. Kate Douglass.
Noah Fortson/NPR

Dockless electric scooters are available for rent in dozens of U.S. cities. While the
companies behind them are quick to extol their benefits, some health and safety
experts are starting to see the challenges that come along for the ride. Scooter
companies and city officials say they are aware of the issues, but solutions aren't
coming anytime soon.
Stand-up electric scooters have been around since the 1980s. But the latest trend in
micromobility — dockless electric scooters — launched in 2017. They arrived in the
District of Columbia in 2018, and now, just over a year later, thousands of scooters are
on the streets.
"They sort of just popped up out of nowhere," says Matthew Lachance, who works in
fundraising for an international AIDS relief nonprofit in D.C. Lachance says he rents
scooters often, even throughout the winter, because they're fun and convenient.
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But not all rides are quite so fun. Some end in injuries.

Fractures and head injuries most common
Scooter-related injuries are a common sight at the George Washington University
Hospital, says Dr. Kate Douglass. "Almost during every shift, you'll see somebody
come in with an extremity injury or a head injury or a laceration or something along
those lines," she says. Douglass says that's partly to do with how riders actually use
them. With riders in the streets, in the bike lanes and on the sidewalks, there's a
greater potential for injury.
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As E-Scooters Roll Into American Cities, So Do Safety Concerns

Dr. Joann Elmore sees the same things in emergency rooms in Los Angeles. Elmore
was the principal investigator on a team from the University of California, Los Angeles
that looked at scooter injuries over their first year as a ride-share offering in L.A. In
their study, published in January, they observed the most common injuries to be
fractures and head injuries — about 30 percent and 40 percent, respectively. They also
discovered that, of the scooter users they observed, fewer than 5 percent were wearing
helmets.

“

[Scooters are] immensely easy to use and ... given this ease,
many of us underestimate the potential for public health and
trauma-related issues.
Dr. Joann Elmore, University of California, Los Angeles

"It is immensely easy to use and ... given this ease, many of us underestimate the
potential for public health and trauma-related issues," she says.
But even though injuries can be common, Douglass at George Washington says the
injuries she's seeing are relatively minor — broken wrists and bruised knees. Severe
injuries and even fatal injuries are far less common. And most injuries are
preventable.
Scooter companies part of the solution
Injury prevention is also on the minds of micromobility companies. They are working
to educate their users on how to ride safely through city streets. They're also working
to educate users on where to leave scooters when they're no longer needed.
Juliette Rizzo is a disability rights activist and pedestrian advocate who leads what are
called "walking audits." The goal of the audits is to assess pedestrian access. In other
words, what challenges stand in the way of safely navigating a city?
LAW
Disability Rights Group Sues San Diego Over Scooters On Sidewalks

During a recent walking audit in downtown D.C., Rizzo brought attention to a scooter
found blocking the sidewalk. This prompted a conversation with Beaudry Kock, who
was along for the audit. He works for Spin, one of the five companies with licenses to
operate scooters in Washington.
Kock voiced his frustration about scooter placement. "There's no excuse. There's really
no reason," he said. Kock said the responsibility of scooter placement is just as much

on the companies as it is on the users.

A Bird electric scooter found parked on a sidewalk in Washington, D.C. Pedestrian advocates are concerned about scooters
blocking sidewalks.
Eric Baradat/AFP/Getty Images

Ultimately, most of these companies feel that the best way to address all safety
concerns is to push for long-term solutions — solutions like redesigning city streets
and improving traffic flow for all vehicles, including bikes and scooters.
The District Department of Transportation agrees. Jonathan Rogers, a policy analyst
at DDOT, says that infrastructure and building safe streets are the foundation of
tackling scooter-related issues. But improving infrastructure and building safer streets
make for a slow and expensive process. The same could be said for building safer
sidewalks.
While temporary measures like flex posts and paint can help in the short term, most of
the solutions are still months, if not years, away.

