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Abstract 

On-street parking is a commonly used form of parking facility as part of transportation infrastructure. How-
ever, the emergence of connected and autonomous vehicles (CAVs) is expected to significantly impact parking 
in the future. This study aims to investigate the impacts of on-street parking regulations for CAVs on the environment, 
safety and mobility in mixed traffic fleets. To achieve this goal, a calibrated and validated network model of the city 
of Leicester, UK, was selected to test the implementation of CAVs under various deployment scenarios. The results 
revealed that replacing on-street parking with driving lanes, cycle lanes, and public spaces can lead to better traf-
fic performance. Specifically, there could be a 27–30% reduction in travel time, a 43–47% reduction in delays, more 
than 90% in emission reduction, and a 94% reduction in traffic crashes compared to the other tested measures. Con-
versely, replacing on-street parking with pick-up/drop-off stations may have a less significant impact due to increased 
stop-and-go events when vehicles pick-up and drop-off passengers, resulting in more interruptions in the flow 
and increased delays. The paper provides examples of interventions that can be implemented for on-street parking 
during a CCAM era, along with their expected impacts in order for regional decision-makers and local authorities 
to draw relative policies. By replacing on-street parking with more efficient traffic measures, cities can significantly 
improve mobility, reduce emissions, and enhance safety.

Keywords On-street parking, Parking regulation, Connected and autonomous vehicles, Traffic microsimulation, 
Impacts assessment

1 Introduction
Urban transportation is a cornerstone of modern socie-
ties, ensuring mobility and access to services and oppor-
tunities. Parking, a crucial component of this system, is 
increasingly becoming a challenge in major cities around 
the world. Vehicles typically start their search for parking 
as they approach their destinations, driving around until 
they find a location that meets specific driver require-
ments such as proximity to their endpoint, parking fees, 
and safety. While on-street parking can be convenient, it 
often presents challenges due to its unpredictable nature, 
which can result in unexpected driving manoeuvres.
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In the United Kingdom, drivers spend an average 
of 44  h a year looking for parking, resulting in a total 
expense of £733 per individual in terms of lost time, fuel 
consumption, and carbon emissions, which adds up to a 
total of £23.3 billion across the entire country [30]. More-
over, 69% of female drivers in the country report feeling 
stressed and getting into disputes with other motorists 
when they cannot find a suitable parking space, and 40% 
of UK residents have missed important events due to 
parking congestion [14].

In this backdrop, the development of Cooperative, 
Connected, and Automated Mobility (CCAM) services 
emerges as a promising solution. Building on advance-
ments in computing and technology, CCAM is antici-
pated to bring transformative changes to the economy 
and society over the coming years. These innovations will 
enable the collection, exchange, and analysis of massive 
amounts of data, allowing for better decision-making at 
the individual, local, and city levels. The integration of 
such systems has the potential to significantly reduce the 
downsides of on-street parking, including traffic conges-
tion, reduced road capacity, and the heightened risk of 
accidents.

A significant field within the CCAM services is the 
deployment of CAVs. CAVs can effectively reduce park-
ing demands by allowing passengers to be dropped off at 
their desired locations and then proceed to serve another 
passenger or head to a more strategic parking or waiting 
area. Such efficiency makes a strong case for city plan-
ners and administrations to reconsider the traditional 
role of on-street parking spaces. Opportunities arise for 
these spaces to be converted into more beneficial utilities 
for the public—such as parks, pedestrian areas, or other 
public spaces.

In addition to addressing parking concerns, introducing 
CAVs presents the opportunity to improve road safety, 
reduce urban space requirements for roads and parking, 
and enhance the quality of liveable areas [23]. However, 
limited real-world data from CAVs operations at a net-
work or corridor level makes understanding the effects 
of on-street parking regulations on a transport network 
challenging. As a result, recent studies have relied on 
traffic microsimulation platforms to address this issue. By 
using such tools, researchers can better understand how 
parking regulations for CAVs could affect the transpor-
tation network and make recommendations for future 
policy decisions and urban planning initiatives.

Grounded in this context, this study aims to investi-
gate the various impacts of on-street parking regula-
tions in the presence of mixed traffic fleets, including 
both human-driven vehicles (HDVs) and CAVs, at vari-
ous market penetration rates (MPRs). The paper out-
lines the methodology and key findings of evaluating 

mobility, environment, and safety impacts regarding 
CAVs as reported in the framework of the EU H2020 
LEVITATE-Societal level impacts of CCAM-project [35]. 
Understanding the relationship between CAVs and park-
ing regulations, can pave the way for more sustainable, 
efficient, and harmonious urban transportation environ-
ments. This will ultimately result in an improvement to 
the quality of life in urban centres. The insights gained 
from this research could provide valuable guidance for 
policymakers, urban planners, and transportation profes-
sionals as they navigate the transition to a CCAM future.

2  Literature review
Earlier studies have projected the possible effects of on-
street parking in the context of CCAM services on sev-
eral aspects, such as mobility, environment, and safety. 
The subsequent paragraph summarises some of the 
research findings on these impact categories.

2.1  Impacts of on‑street parking
Several studies have explored the relationship between 
on-street parking and traffic characteristics. Nahry et al. 
[41] examined this connection in Jakarta by analysing the 
parking turnover, parking index, flow-in, and flow-out. 
Their results suggested that parking turnover significantly 
impacts traffic delay, indicating that higher volume and 
parking turnover lead to longer delays. A similar find-
ing was reported by Borovskoy and Yakovleva [8], who 
developed a dynamic simulation model using AIMSUN 
software and AutoCAD’s Vehicle Tracking application to 
examine the impact of parking turnover on traffic delay. 
Their results indicated that an increase in on-street park-
ing turnover leads to higher traffic delays. Sugiarto and 
Limanoond [55] analysed the effects of on-street parking 
manoeuvres on travel speed and capacity, particularly on 
urban artery roads in the city of Banda Aceh. Their traffic 
simulation results showed that on-street parking resulted 
in a 32% increase in average delay time and a 24% reduc-
tion in speed.

The impact of on-street parking on traffic performance 
can be significant and might lead to various problems for 
urban areas. Haider et al. [26] conducted a recent study 
on the effects of on-street parking in Chittagong City, 
Bangladesh, and found that it can result in road narrow-
ing (47%), footpath crises (29%), noise and air pollution 
(23%), blocked shops (5%), and loss of time (30%). Guo 
et  al. [24] applied the hazard-based duration model to 
investigate the factors influencing on-street parking-
related travel time based on observations of 938 vehicles 
on two-lane, two-way streets. They found that on-street 
parking has a significant impact on travel time, with influ-
ential factors including the distribution of travel time, 
the effective lane width, and the frequency of parking/
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unparking manoeuvres. Similarly, Lim et  al. [37] used 
the analytical survey and experimental method in Metro 
Manila. They found that the manoeuvring of vehicles in 
and out of on-street parking spaces increased the travel 
time of moving vehicles. Putri and Prahara [47] utilised 
the Manual Kapasitas Jalan Indonesia (MKJI) 1997 and a 
linear regression model to study the travel time of vehi-
cles in the study area and they reported that on-street 
parking has a strong influence on the travel time required 
to get through to the area.

Vehicles searching for an empty parking space may 
significantly lead to cruising and frequent stops, which 
increases  CO2 emissions [57]. Paidi et al. [43] carried out 
a recent study to estimate the excess  CO2 emissions from 
drivers searching for vacant parking spaces during peak 
and non-peak hours. The study revealed that cruising 
distance and time are predominantly influenced by the 
number of empty parking spaces available and the driver’s 
location within the parking lot. As a result, higher levels 
of  CO2 emissions were emitted due to non-optimal cruis-
ing distances. According to a study conducted by Shoup 
[51] in Westwood Village, Los Angeles, it was found that 
the average time spent cruising to locate a curb space was 
approximately 3.3  min. This amounts to almost 950,000 
million vehicle miles travelled (VMT) per year, resulting 
in an additional 47,000 gallons of gasoline consumed and 
emitting approximately 730 tonnes of  CO2.

Aside from the impact on mobility and environment, 
on-street parking affects safety. Firstly, it creates hazards 
and increases risks for vulnerable road users [6, 46]. The 
presence of parked vehicles on the road can contribute to 
heightened uncertainty, mental strain, and potential haz-
ards, as they may obstruct the view of the road and make 
it more challenging to spot pedestrians who are cross-
ing [17]. Several studies have suggested a strong correla-
tion between child injuries on urban roads and on-street 
parking, as parked cars can decrease their visibility and 
limit their ability to discern an approaching vehicle [6, 
16, 38, 48, 49]. The Department of Transport in Great 
Britain [15] issued a report that highlights the relation-
ship between on-street parking and car-pedestrian injury 
accidents, with on-street parking contributing to 13–17% 
of such incidents. Additionally, statistics have been 
released showing that between 1990 and 2021, back-over 
incidents resulting from vehicles reversing out of park-
ing spots led to the deaths of 1,502 children aged 14 and 
under in the United States [33].

2.2  Impacts of connected and automated vehicles (CAVs)
Several studies have indicated that the introduction of 
CAVs has the potential to reduce the amount of urban 
space required for roads and parking [5, 11, 18]. This 
could create more high-quality liveable space in cities, 

particularly in the case of shared autonomous vehicles 
(SAVs), which can serve multiple customers at different 
times and reduce the number of required parking spaces 
[42]. As a result, a significant number of existing park-
ing spaces will gradually be removed, replaced or repur-
posed, for instance, as green or recreational areas [39, 
61].

A recent study by Xia et al. [61] reviewed the current 
research on public parking spaces in urban areas under 
the scenario of SAVs, and reported that a consider-
able number of parking spaces would be renovated and 
repurposed for other uses in the SAV era. Zhang and 
Guhathakurta [62] studied the impact of SAVs on urban 
parking land use in Atlanta, Georgia, using a real-world 
transportation network that incorporated calibrated 
link-level travel speeds and a travel demand origin–des-
tination matrix. The results revealed that nearly 5% of 
parking land could be reduced by the SAV system at a 
5% MPR level. The results also indicated that each SAV 
could potentially free up over 20 parking spaces within 
the city. The International Transport Forum [31] con-
ducted a report investigating the microsimulation of 
SAVs in Lisbon, Portugal, and found that both on-street 
and off-street parking spaces could be significantly 
reduced by about 84–94% under a fully SAV fleet sce-
nario. Zhang et al. [63] also reported a reduction of over 
90% in parking space requirements using an agent-based 
simulation model of the SAV system. The results indicate 
that the space saved from urban parking spaces could be 
converted into more sustainable designs, such as green, 
open, and human-oriented spaces. Silva et  al. [52] used 
the scenario building method to investigate the transfor-
mation between SAVs and urban spaces in a case study in 
Budapest, Hungary. The results showed that almost 83% 
of the parking demand could be reduced, and the availa-
ble urban spaces could be repurposed for other uses. The 
study also found that SAVs could significantly minimise 
air pollution caused by parking infrastructure, up to 45%.

Several publications have investigated the impacts of 
on-street parking policies in urban areas [9, 10, 50]. The 
researchers used data from ticket vending machines, 
floating car video films, and parking supply information 
to measure the scheme’s impacts on throughput, parking 
duration, and fare collection before and after introduc-
ing the new parking policy. The new scheme extended 
the zone in the city with the highest price level (green 
zone) and the second-highest price level (red zone) and 
introduced this zone on main arterials in the inner city 
that were previously in the lowest price zone (blue). The 
policy made it easier to find available parking spaces in 
central locations, decreasing in search time and traffic.

Based on previous research, on-street parking can neg-
atively impact traffic performance in urban areas. These 
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impacts include reducing road capacity, causing conges-
tion, increasing emissions, and posing safety hazards 
for road users. However, the introduction of CAVs has 
the potential to alleviate some of these negative impacts 
through appropriate on-street parking regulations and 
create new opportunities for high-quality and liveable 
areas in cities. In addition to reducing the need for pub-
lic parking space, the introduction of CAVs is expected to 
mitigate safety hazards resulting from on-street parking 
manoeuvres and provide environmental benefits through 
suitable on-street parking management.

The importance of dynamic management and reuse 
of on-street parking spaces has been highlighted in 
recent studies. A recent report [7] emphasises the need 
for cities to transition to more sustainable and efficient 
ways of traveling, which includes dynamically manag-
ing and reusing on-street parking spaces. The study 
suggests reclaiming the kerb and repurposing it for 
other uses such as bike lanes, parklets, and pedestrian 
zones. Another study [29] takes into account factors 
such as road conditions, dynamic traffic changes, and 
the demand for parking space utilization to establish an 
index system for the dynamic management of parking 
space usage. The study suggests that understanding these 
factors can help in the effective management and reuse of 
on-street parking spaces.

3  Methodology
3.1  Network and model
This study utilised a traffic network model that had been 
calibrated and validated using AIMSUN Next micro-
simulation. The modelling area covered the Leicester 
city centre network provided by the Leicester City Coun-
cil in the UK and spanned approximately 10.2  km2, with 
788 nodes (junctions), 1,988 sections (roads), and an OD 

matrix of 209 × 208 centroids. The traffic demand was 
comprised of 23,391 trips for passenger cars, 3141 trips 
for large goods vehicles (LGVs), and 16 trips for heavy 
goods vehicles (HGVs). As shown in Fig. 1a, the network 
presented here only covers the city centre region. To 
enhance the efficiency of the simulation, on-street park-
ing in the city centre has been separated into 4 parking 
zones that include a total of 52 streets and 138 parking 
bays, as illustrated in Fig. 1b.

Within this SUC, six scenarios were studied using 
microscopic simulation:

• No policy intervention scenario—CAV fleet penetra-
tion increases without replacing on-street parking 
intervention.

• Removing half of the on-street parking spaces—
reducing parking capacity. After removing half of the 
parking spaces in each of the four parking zones, the 
on-street parking spaces have been reduced from 138 
to 79 parking bays.

• Replacing all on-street parking spaces with driving 
lanes (Fig. 2).

• Replacing all on-street parking spaces with cycling 
lanes (Fig. 2). Cycling behaviour was not simulated in 
the modelling.

• Replacing on-street parking spaces with pick-up and/
or drop-off points (Fig. 3). The scenario is based on 
the assumption that the AVs are SAVs. As a result, 
once the vehicle has picked up or dropped off the 
passenger, it will leave the study area to return home 
or serve another customer.

• Replacing on-street parking spaces with public 
spaces, e.g., green and recreational spaces (Fig. 2).

Fig. 1 a The Leicester city centre network and b on-street parking zones in AIMSUN software
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The following assumptions and limitations exist in this 
study implementation:

• All CAVs are assumed to be electric vehicles (EVs), 
and HDVs are assumed to be non-electric vehicles;

• Simulations are conducted during lunchtime rush 
hour, which is considered as the most critical period 
for this study;

• No residential parking is considered in the model;
• No changes have been considered in the number of 

locations for disabled on-street parking bays;
• The pick-up/drop-off scenario was assumed to fol-

low the SAVs concept;
• Due to software limitation and a lack of model cali-

bration, cyclists are not modelled in replacing on-
street parking spaces with cycling lanes scenario.

Fig. 2 Replacing on-street parking with driving lanes, cycle lanes and public spaces

Fig. 3 Replacing on-street parking with pick-up and/or drop-off points
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3.2  Modelling on‑street parking manoeuvres
This study uses the periodic section incident function 
to simulate on-street parking manoeuvres, as shown in 
Fig.  4a. This function was implemented in the simula-
tion as a traffic incident, resulting in a lane blockage for a 
certain period [3]. Random incidents were generated and 
placed throughout the area, including streets and park-
ing bays, at regular time intervals (e.g., 3, 5, 8, 13, 17, 22, 
27, and 31 min), depending on the length of the parking 
bay. The duration of on-street parking manoeuvres, or 
blockage time, was assumed to be 30 s with a 20-s devia-
tion, and both the manoeuvre duration and obstruction 
frequency were based on previous literature [8, 12, 45]. 
Figure  4b, c provide examples of the periodic section 
incident representing on-street parking on a single-lane 
and multi-lane road using the AIMSUN Next simula-
tion platform. Figure 4b demonstrates on-street parking 
happening on a single lane, blocking traffic for a specific 
time. Figure 4c shows the incident on a multi-lane road, 
where the following vehicle changes lanes due to the 
leading vehicle making an on-street parking manoeuvre.

3.3  CAV parameters and deployment scenarios
In this study, two types of CAVs were analysed: 1st Gen-
eration (Gen) CAVs and 2nd Gen CAVs. Both types 
were assumed to be fully AVs with a level 5 autonomy. 
The modelling of these two types was based on the 
assumption that technology would continue to advance 
over time, resulting in 2nd Gen CAVs having improved 
sensing and scenario identification capabilities, deci-
sion-making, driving characteristics, and incident antici-
pation, among other things. The following are the general 
assumptions regarding the characteristics of CAVs that 
were utilised in this study:

• 1st Gen: limited sensing and data processing capa-
bilities, long headways, early anticipation of lane 
changes than HDVs and longer time in give way situ-
ations.

• 2nd Gen: advanced sensing and data processing 
capabilities, data fusion usage, small headways, early 
anticipation of lane changes than HDVs and less time 
in give way situations.

The driving logic in Aimsun Next is primarily derived 
from the Gipps model [21, 22]. To facilitate HDVs and 
CAVs behaviours, various parameters of the driving logic 
were adjusted, including reaction time, time gap, accel-
eration and deceleration characteristics, and parameters 
associated with lane changing and overtaking behaviour. 
The automation of freight vehicles was also considered 
in this study. However, due to limited knowledge of the 
automation of freight vehicles, only a few parameters 
were adjusted to simulate the behaviours of freight CAVs 
in a manner similar to 1st Generation CAVs. The default 
Aimsun Next parameters were employed to implement 
public transport vehicles. Table 1 presents the key param-
eters that were modified to model the driving behaviours 
of HDVs and CAVs in the study. More information on the 
parametric assumptions and values of the key parameters 
can be found in a study by Chaudhry et al. [13].

The deployment of CAV was tested in increments 
of 20% from 0 to 100% MPR, as shown in Table  2. The 
figures in a fleet composition refer to the percentage of 
HDVs, 1st Gen CAVs, and 2nd Gen CAVs. Each sce-
nario was simulated for a duration of one hour (during 
the lunchtime rush hour of 12:00–13:00) with a warm-
up period of 20  min. To replicate the stochastic nature 
of traffic characteristics, 10 replications with different 

Fig. 4 Screenshot of periodic section incident in AIMSUN Next (a), and periodic section incident on a single lane and multi-lane road (b, c)
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Table 1 HDV and CAV parameters

Parameter Description Human‑driven vehicle 1st generation CAV 2nd generation CAV

Reaction time in car follow-
ing (reaction time) (s)

It is related to the time gap 
that elapses between rear 
end of the lead vehicle 
and front bumper of follow-
ing vehicle

0.8 s 0.9 s 0.4 s

Max. acceleration (m/s2) Maximum acceleration 
that a vehicle can achieve 
under any circumstances

5 (3, 0.2, 7)
Mean (min, dev, max)

4.5 (3.5, 0.1, 5.5)
Mean (min, dev, max)

3.5 (2.5, 0.1, 4.5)
Mean (min, dev, max)

Normal deceleration (m/s2) Maximum deceleration 
a vehicle can use under nor-
mal conditions

3.4 (2.4, 0.25, 4.4)
Mean (min, dev, max)

4 (3.5, 0.13, 4.5)
Mean (min, dev, max)

3 (2.5, 0.13, 3.5)
Mean (min, dev, max)

Max. deceleration  (m/s2) Maximum deceleration 
a vehicle can use under spe-
cial circumstances, such 
as emergency braking

5 (4.0, 0.5, 6.0)
Mean (min, dev, max)

7 (6.5, 0.25, 7.5)
Mean (min, dev, max)

9 (8.5, 0.25, 9.5)
Mean (min, dev, max)

Clearance (m) The distance a vehicle keeps 
between itself and the lead-
ing vehicle when stopped

1 (0.5, 0.3, 1.5)
Mean (min, dev, max)

1 (0.8, 0.1, 1.2)
Mean (min, dev, max)

1 (0.8, 0.1, 1.2)
Mean (min, dev, max)

Safety margin factor It generates give-way 
behaviour at unsignalised 
junctions. The higher 
the value indicated more 
cautious behaviour

1 [1;1.25] [0.75;1]

Look ahead distance fac-
tor (anticipation of lane 
change)

It determines 
where the vehicles consider 
their lane change

[0.8;1.2] [1.1;1.3] [1;1.25]

Overtaking It controls overtaking 
manoeuvres when a vehi-
cle changes lanes to pass 
another

Begin at 90%, Fall back 
at 95%

Begin at 90%, Fall back 
at 95%

Begin at 85%, Fall back at 95%

Table 2 CAV deployment scenarios

Type of vehicle CAV deployment scenarios

100‑0‑0 (%) 80‑20‑0 (%) 60‑40‑0 (%) 40‑40‑20 (%) 20‑40‑40 (%) 0‑40‑60 (%) 0‑20‑80 (%) 0‑0‑100 (%)

Passenger cars

Human-driven vehicle—passen-
ger vehicle

100 80 60 40 20 0 0 0

1st Gen CAV—passenger vehicle 0 20 40 40 40 40 20 0

2nd Gen CAV—passenger 
vehicle

0 0 0 20 40 60 80 100

Light goods vehicles

Human-driven LGV 100 80 40 0 0 0 0 0

LGV-CAV 0 20 60 100 100 100 100 100

Heavy goods vehicles

Human-driven HGV 100 80 40 0 0 0 0 0

HGV-CAV 0 20 60 100 100 100 100 100
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random seeds were simulated for each scenario. The sim-
ulation time step was 0.1 s.

3.4  Surrogate safety assessment model (SSAM)
In order to measure the potential safety impacts, vehic-
ular trajectory data was analysed using the Surrogate 
Safety Assessment Model (SSAM), which is an applica-
tion designed for safety evaluation by the Federal High-
way Administration (FHWA) of the United States. Traffic 
conflicts were identified by applying specific thresholds 
for time-to-collision (TTC), post-encroachment time 
(PET), and conflict angle. The default values for TTC 
and PET, 1.5 and 5.0  s respectively, were suggested by 
previous studies [19, 20], and Low TTC and PET values 
indicate a high severity level of expected crashes [25]. 
Despite being considered a useful tool, there are several 
limitations of SSAM that should be taken into account 
when assessing road safety, such as the potential for mis-
classifying a safe interaction as a conflict due to small 
headways between CAVs [58]. Therefore, different TTC 
threshold values for each vehicle type were considered 
based on the literature [40, 53, 58]. HDVs were set to a 
TTC threshold of 1.5 s, 1st Gen CAVs were set to 1.0 s, 
and 2nd Gen CAVs were set to 0.5 s. The potential con-
flicts were then converted to crashes using a probabilistic 
approach proposed in a study by Tarko [56]. This tech-
nique utilises TTC distribution to predict the expected 
number of crashes by validating the Lomax distribu-
tion for estimating the likelihood of an observed conflict 
resulting in a crash within the reported time period [56]. 
Figure 5 shows an overview of the methodology for safety 
assessment in the study.

4  Results and discussion
This study analysed three aspects of the impacts of on-
street regulations using microscopic simulation and 
SSAM analysis: (i). mobility impacts, which include travel 
time, delay time, average speed, and distance travelled; 
(ii). environmental impacts, including the emission of 
carbon dioxide  (CO2), nitrogen oxides (NOx) and partic-
ulate matter (PM); (iii). safety impacts, such as conflicts 
and crashes.

4.1  Mobility
In this study, on-street parking spaces have been replaced 
with a range of interventions. Overall, travel time and 
delay time decrease as MPR of CAVs increases. This trend 
was observed in all tested interventions, as depicted in 
Fig.  6. In other words, higher CAV MPRs result in less 
journey time and reduced delay. This aligns with the find-
ings of previous studies, which indicate that AVs can 
maintain a consistent speed and enable vehicles to accept 
shorter headways, thereby enhancing traffic flow perfor-
mance [4, 36, 54].

Figure  6 illustrates the impact of each of the individ-
ual interventions on delay time (Fig.  6a) and travel time 
(Fig. 6b), presented as a percentage change in comparison 
to the corresponding values in the current situation (100-
0-0 with no policy intervention). The results indicate that 
replacing on-street parking with driving lanes, cycle lanes, 
and public spaces significantly reduces travel time and 
delay compared to the baseline scenario (current situation 
i.e., 100-0-0 with no policy intervention), achieving reduc-
tions of between 27 and 30% in travel time and 43% and 
47% in delay for these three interventions, respectively. 

Fig. 5 Safety assessment methodology
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Conversely, the impact of removing half of the on-street 
parking spaces and replacing them with pick-up/drop-off 
areas is relatively lower than that of other policy interven-
tions. This could be due to frequent parking manoeuvres 
or vehicles picking up and dropping off passengers, caus-
ing congestion, delays, and increased travel time, which 
is consistent with findings from previous studies [12, 

60]. Furthermore, replacing half of the on-street parking 
spaces may not result in the anticipated improvement in 
the city centre, particularly in a congested network. It is 
worth noting that the mixed scenarios, i.e., 40-40-20 for 
no policy intervention and other interventions, provide 
the lowest travel time and delay and also, higher average 
speeds were observed in the network, as shown in Fig. 6c.

Fig. 6 Impact on a delay time, b travel time and c average speed due to MPR of CAVs and interventions

Table 3 Percent change in total distance travelled w.r.t corresponding baseline for parking space regulations

CAVs 
penetration 
rate

No policy 
intervention 
(%)

Removing half 
on‑street parking 
spaces (%)

Replacing with 
driving lanes (%)

Replacing with 
cycling lanes (%)

Replacing with pick‑up 
and/or drop‑off points (%)

Replacing with 
public spaces 
(%)

100-0-0 0 − 9 11 11 − 15 10

80-20-0 − 2 − 6 11 11 − 1 11

60-40-0 − 11 − 7 9 10 − 6 9

40-40-20 9 − 7 12 9 − 3 11

20-40-40 − 2 − 5 11 12 − 17 10

0-40-60 − 9 − 5 12 8 − 3 12

0-20-80 2 − 9 12 12 − 7 12

0-0-100 − 6 2 13 12 − 2 12
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Table 3 shows the impacts of the interventions, where 
the total distance travelled by vehicles is presented as 
a percentage change compared to the corresponding 
value in the baseline. The results indicate that almost 
all interventions lead to an increased distance travelled 
compared to the no policy intervention. Only removing 
half of the on-street parking spaces intervention and 
replacing with pick-up/drop-off points intervention has 
reduced the distance travelled. For instance, the total 
distance travelled has decreased by around 9% and 7% 
for the interventions of removing half of the on-street 
parking spaces and replacing them with pick-up/drop-
off points, respectively, in the full MPR of CAVs (0–20-
80 scenario). One potential explanation is that these 
interventions can create stops and queues in the traffic 
stream due to frequent parking manoeuvres or vehi-
cles picking up and dropping off passengers, leading to 
increased congestion and delays. Furthermore, replac-
ing on-street parking with driving lanes, cycle lanes, 
and public spaces has better traffic performance in the 
network than removing half of the on-street parking 

spaces or replacing them with pick-up/drop-off points, 
resulting in less delay, less travel time and increased 
traffic flow. In other words, more vehicles enter the 
network, which, in turn, increases the total distance 
travelled.

4.2  Environment
The environmental impacts were derived directly from 
the AIMSUN Next microscopic simulation, which uti-
lises the emission model proposed by Panis et  al. [44]. 
This emission model calculates the instantaneous pol-
lution emissions resulting from vehicle acceleration, 
deceleration, and speed for all the vehicles present in the 
simulation [3].

Figure  7 presents an overview of the emission results 
for “No policy intervention” and all interventions based 
on fleet MPR. The emissions for all three indicators  (CO2, 
NOx, and PM) decrease significantly with the increase in 
CAV MPRs. This is to be expected, since all CAVs were 
assumed to be electric in the study. Moreover, CAVs 
are anticipated to travel at a constant speed, resulting 

Fig. 7 Impacts on  CO2, NOx, and PM10 emissions due to MPR of CAVs and regulations
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in fewer stop-and-go situations in the traffic flow, which 
would lessen traffic emissions [54]. However, it is worth 
noting that a negligible amount of emissions can be iden-
tified in full MPR scenarios (0-40-60 to 0-0-100). These 
are due to the background public transport (bus) vehi-
cles in the network, which were not modelled as electric 
vehicles.

Transitioning to electric vehicles (EVs) is a key strategy 
in mitigating carbon emissions from the transport sec-
tor. Research conducted by Abbasi et al. [1] underscores 
the potential of EVs in significantly reducing transport-
related emissions. The same authors, in a separate study 
(2021), highlight the pivotal role of consumer motivation 
in the uptake of EVs, and emphasize the contribution of 
plug-in hybrid electric vehicles (PHEVs) to carbon emis-
sion reduction in Malaysia.

Financial incentives are a proven catalyst for promot-
ing EV adoption. A study by Hardman et al. [27] affirms 
the effectiveness of financial purchase incentives in 
boosting sales of battery electric vehicles. In a subse-
quent study, they delve into the role of PHEVs in elec-
trifying passenger transportation, underscoring their 

potential as both transitional and enabling technologies 
that can spur more consumers to switch to EVs [28]. 
This is echoed by research from Jain et  al. [32], which 
identifies environmental concerns, perceived risk, and 
government support as key determinants for the inten-
tion to adopt EVs in India.

While CAVs with electric powertrains account for the 
majority of emissions reductions, replacing of on-street 
parking with various measures can still lead to some 
changes in emissions, particularly when HDVs are pre-
sent. In order to determine the exclusive impact of each 
intervention, the percentage change in  CO2, NOx, and 
PM emissions was calculated by comparing values with 
no policy intervention scenario (Table 4). The interven-
tions of replacing on-street parking with driving lanes, 
cycle lanes, and public spaces demonstrated a more 
significant reduction in emissions compared to remov-
ing half of the on-street parking spaces and replacing 
them with pick-up/drop-off spaces. The findings in the 
mobility section indicate that pick-up/drop-off park-
ing spaces can negatively impact traffic flow by increas-
ing stop-and-go operations and causing intermittent 

Table 4 Percentage change in  CO2, NOx and PM Emissions with respect to no policy intervention

Emission MPR Removing half 
on‑street parking 
spaces (%)

Replacing on‑street 
parking spaces with 
driving lanes (%)

Replacing on‑street 
parking spaces with 
cycling lanes (%)

Replacing on‑street 
parking spaces 
with pick‑up and/or 
drop‑off points (%)

Replacing on‑street 
parking spaces with 
public spaces (%)

Carbon dioxide  (CO2) 100-0-0 − 6 − 13 − 12 − 10 − 13

80-20-0 − 6 − 14 − 13 − 6 − 13

60-40-0 − 3 − 13 − 12 − 6 − 12

40-40-20 − 5 − 16 − 16 − 8 − 15

20-40-40 − 6 − 14 − 13 − 10 − 12

0-40-60 3 19 16 5 19

0-20-80 -9 9 9 -7 9

0-0-100 6 14 13 2 11

Nitrogen oxides 
(NOx)

100-0-0 − 3 − 21 − 20 − 5 − 20

80-20-0 − 6 − 23 − 22 − 8 − 21

60-40-0 − 5 -23 − 22 − 10 − 21

40-40-20 − 1 − 12 − 12 − 3 − 12

20-40-40 − 3 − 11 − 10 − 4 − 9

0-40-60 0 0 0 − 1 1

0-20-80 − 2 − 3 − 2 − 1 − 2

0-0-100 1 0 0 − 1 − 1

Particulate matter 
(PM)

100-0-0 − 8 − 8 − 7 − 14 − 9

80-20-0 − 7 − 8 − 8 − 5 − 7

60-40-0 − 1 − 3 − 2 − 3 − 2

40-40-20 − 12 − 10 − 11 − 11 − 9

20-40-40 − 7 − 3 − 3 − 16 − 2

0-40-60 2 20 16 7 21

0-20-80 − 10 9 9 − 7 9

0-0-100 6 14 13 3 11
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queues in the network. These are the main reasons for 
increased emissions, as indicated by previous studies 
[12, 31, 60].

4.3  Safety
The results of the surrogate safety assessment can be 
seen in Fig.  8, which displays the percentage change of 
conflicts against varying fleet composition for the stud-
ied network. The conflicts have been normalised with 
respect to Vehicle Kilometres Travelled (VKT) to miti-
gate any inconsistencies in traffic volume within the 
simulated area. In general, conflict reduces as CAVs MPR 
increase, it anticipated to reduce significantly by more 
than 90%, particularly when 2nd generation CAVs are in 
full operation (0-0-100). Nonetheless, the outcomes of 
the interventions in this study show minimal deviations 
from the no policy intervention, where on-street parking 
is still present.

This study aims to present the impact of road safety 
in terms of crashes or crash rates. To achieve this, the 
estimated number of conflicts have been converted into 
crashes using a probabilistic method proposed by Tarko 
[56]. Figure 9 illustrates the total number of crashes nor-
malised per 1000 veh-km, which has been calculated 

based on the baseline scenario, where the current situa-
tion is maintained. The results are presented for varying 
market penetration rates (MPR) of CAVs. As shown, the 
safety benefits emerge even in the 100-0-0 (only HDVs) 
scenario for all interventions. The estimated percentage 
reduction in crashes ranges from 3% for pick-up/drop-
off points to 18% for public spaces without CAVs intro-
duced. The safety benefits continue to increase with the 
MPR of CAVs, with an estimated reduction in crashes 
between 92 and 94% for all tested scenarios at full market 
penetration. It is important to note that the safety ben-
efits of these interventions can be realised only if they are 
implemented effectively.

It is worth noting that the microsimulation software 
is limited to simulating motor vehicles on the road and 
does not include interactions involving vulnerable road 
users (VRUs) such as pedestrians and cyclists. According 
to Weijermars et al. [59], increasing the penetration lev-
els of CAVs is expected to reduce fatalities among VRUs 
by over 90% when there is 100% penetration. However, 
replacing on-street parking with alternative facilities is 
expected to have a greater impact on VRUs due to their 
proximity on the road, numerous interactions, and the 
potential to allocate road space to VRUs.

Fig. 8 Percentage change in conflicts per 1000 veh-km travelled
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4.4  Research implications and novelty
The research underscores the transformative potential of 
CAVs in reshaping urban mobility. However, the policy 
implications of this transformation require a thorough 
understanding. For instance, while on-street parking 
replacements with public spaces, driving lanes, and cycle 
lanes emerge as a promising measure, the introduction of 
pick-up/drop-off spaces demands careful consideration 
due to its potential to increase traffic interruptions. Poli-
cymakers need to approach these findings not just as a 
checklist of interventions but as a comprehensive frame-
work. Drawing on this study and corroborating with 
other significant works in the domain, it’s evident that 
regulations need to be adaptive, prioritising a balance 
between mobility, environment, and safety. The insights 
from this research can guide regional decision-makers 
in formulating efficient parking space regulations that 
not only optimise urban mobility but also ensure that the 
environment and safety are given paramount importance. 
Furthermore, the impending integration of the find-
ings into the LEVITATE project’s web-based policy sup-
port tool [35] will provide an enhanced user experience 
assisting transport planners and public authorities with 
an evidence-based toolset to navigate the challenges and 
opportunities of the CAV era.

As the research explores new frontiers, there is a gen-
uine novelty in understanding the impacts of on-street 
parking regulations across CAV deployment. The key 
novelty lies in the comprehensive modelling and com-
parison of parking interventions incorporating CAVs 
across multiple impact areas, generating new data-driven 
insights of practical relevance to cities preparing for an 
automated mobility future. More specifically, it is one 
of the first studies to model and simulate the impacts of 

modifying on-street parking regulations specifically in 
the context of mixed traffic conditions containing con-
ventional vehicles as well as connected and automated 
vehicles (CAVs). The investigation incorporates multiple 
aspects—mobility, environment, and safety—providing a 
holistic evaluation of parking interventions across differ-
ent domains, unlike most existing research that examines 
only isolated factors. Moreover, the paper provides new 
data-driven insights into the differential effects of various 
parking modifications and reveals how interventions can 
have varying effects on traffic, emissions, and road safety.

The practical application of the Aimsun modelling 
platform to test and compare discrete parking regulation 
scenarios with modified parameters to model CAVs and 
human driver behaviour is an innovative approach not 
widely adopted previously. The simulations offer robust 
evidence on realistic outcomes of implementing these 
parking changes in a CAV transition period.

Finally, the integration of the findings into a policy sup-
port tool (within LEVITATE project) to assist transport 
planning and decision-making regarding CAVs and park-
ing is a unique contribution, enhancing the actionable 
value of the research.

5  Conclusion and future works
This study explores and discusses the impact of on-street 
parking regulations on three aspects—mobility, environ-
ment, and safety—in the context of mixed traffic fleets 
with the introduction of CAVs. The Aimsun simulation 
software was used to model the behaviour of HDVs, CAV 
passenger cars, and freight vehicles, based on existing lit-
erature findings.

Based on the modelling results, it has been found 
that the replacement of on-street parking with public 

Fig. 9 Percentage of crashes per 1000 veh-km travelled based on varying MPR
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spaces, driving lanes, and cycle lanes can bring a signif-
icant improvement in traffic performance while reduc-
ing vehicle emissions. The findings indicate that 
compared to other measures, such as removing half of 
the parking spaces or replacing on-street parking with 
pick-up/drop-off spaces, these replacements can reduce 
travel time by 27–30% and delays by 43–47%. However, 
it should be noted that replacing on-street parking with 
pick-up/drop-off spaces may not be as effective. This 
is due to the increase in stop-and-go events that occur 
during passenger pick-up and drop-off, leading to more 
flow interruptions and increased delays, which would in 
turn increase traffic emissions. To mitigate this impact, 
dynamic pick-up/drop-off points could be introduced 
in the network as an improvement measure. The micro-
simulations showed an increase in travelled distance 
when on-street parking spaces were replaced with driv-
ing and cycle lanes, and public spaces, compared to the 
baseline scenario and other tested interventions. The 
reason for this was the improvement in network flow, 
which allowed more vehicles in the network during the 
simulation period, consequently increasing the distance 
travelled. Moreover, the results show that replacing 
half of the on-street parking spaces may not necessarily 
reduce delays in the city centre, especially under con-
gested traffic conditions.

According to the road safety analysis conducted in 
this study, it is expected that conflict rates will decrease 
by more than 90% in all tested scenarios with full mar-
ket penetration of CAVs. Additionally, crashes are esti-
mated to be decreased by 92–94%. The microsimulation 
results suggest that removing half of spaces or replacing 
on-street parking with pick-up/drop-off spaces does not 
show significantly different impacts on the crash rate of 
car-car collisions, compared to replacement of on-street 
parking with public spaces, driving lanes, and cycle lanes. 
Moreover, replacing on-street parking with cycling lanes 
or public space is likely to have an impact on the num-
ber of VRU accidents. On the other hand, replacing pick-
up and drop-off points could affect pedestrian safety by 
creating random interactions between pedestrians and 
cyclists or cars.

Several critical limitations must be acknowledged in 
this study. Firstly, the assumption that all Connected and 
Autonomous Vehicles (CAVs) are electric, while Heavy 
Duty Vehicles (HDVs) are non-electric, may not fully 
represent the real-world vehicle mix. The simulations 
conducted during lunchtime rush hour, though critical, 
might not capture the full spectrum of traffic scenarios. 
The omission of residential parking and the static repre-
sentation of disabled on-street parking locations limits 
the model’s capacity to depict real-life conditions. The 
pick-up/drop-off scenario, although based on Shared 

Autonomous Vehicles (SAVs), may not account for vari-
ations in real-world usage. Lastly, the absence of cyclist 
representation due to software limitations and calibra-
tion issues restricts the assessment of scenarios involv-
ing cycling lanes. These limitations underscore the need 
for caution when generalizing the findings to broader 
contexts.

The paper offers practical examples of interventions 
that regional decision-makers and local authorities 
can implement for on-street parking after the intro-
duction of CAVs. The findings offer valuable insights 
for city governments and policy makers in identifying 
how parking space regulations in the CAV environment 
can mitigate any potential adverse impacts on urban 
mobility, environment, and safety in the short term. 
An ongoing task is to integrate these results into the 
web-based policy support tool (PST), which will signifi-
cantly enhance the user-friendliness of the LEVITATE 
impact assessment framework for public authorities 
and transport planners. With this integration, the PST 
will enable policy makers to make informed decisions 
regarding the implementation of CAVs and parking 
regulations to ensure sustainable urban mobility. To 
further enhance the practicality and relevance of the 
findings, future work will involve testing and analys-
ing the impacts of these interventions in different study 
areas to identify any variations and transferability of 
the results. The validation of the results will be exam-
ined and compared to real-world data once it becomes 
available. Such efforts will provide additional insights 
and guidance for policy makers and local authorities 
in their efforts to improve urban mobility and enhance 
safety in the context of a CCAM era.

Abbreviations
CAV  Connected and Autonomous Vehicles
CCAM  Cooperative, Connected and Automated Mobility
HDV  Human-Driven Vehicles
LEVITATE  Societal Level Impacts of Connected and Automated Vehicles
VMT  Vehicle Miles Travelled
SAV  Shared Autonomous Vehicles
OD  Origin–Destination
EV  Electric Vehicles
HDV  Human-Driven Vehicle
MPR  Market Penetration Rate
SSAM  Surrogate Safety Assessment Model
FHWA  Federal Highway Administration
PET  Post-Encroachment Time
TTC   Time-To-Collision
VRU  Vulnerable Road Users
PST  Policy Support Tool

Acknowledgements
The present research was carried out within the research project “LEVITATE—
Societal Level Impacts of Connected and Automated Vehicles,” which received 
funding from the European Union’s Horizon 2020 research and innovation 
program under grant agreement No. 824361. We would like to acknowledge 
Leicester City Council for providing the Leicester network model. We confirm 



Page 15 of 16Sha et al. European Transport Research Review           (2024) 16:18  

that this work is original and has not been published elsewhere nor is it 
currently under consideration for publication elsewhere. My co-authors and 
I remain at your disposal for any further information, and we look forward to 
hearing of your decision.

Author contributions
Following contributions to the work have been confirmed by the authors: 
Study conception and design: HS, RH; Literature review: HS, RH, SM, EP; Micro-
simulation and SSAM analysis: HS, RH; Analysis and interpretation of results: 
HS, RH, MS, MQ; Draft manuscript preparation: HS, RH, MS, EP; Review of the 
paper: HS, RH, MS, EP, MQ, AC, PT, AM. All authors reviewed the results and 
approved the final version of the manuscript.

Availability of data and materials
Not applicable.

Declarations

Competing interests
The author(s) declared no potential conflicts of interest with respect to the 
research, authorship, and/or publication of this article.

Received: 24 March 2023   Accepted: 21 December 2023

References
 1. Abbasi, H. A., Johl, S. K., Moughal, W., Mazhar, M., & ZebAbbasi, H. (2022). 

Procurement of electric vehicles to reduce transport emission: an empiri-
cal study of consumer motivation towards purchase intention. Journal of 
Hunan University Natural Sciences, 49(4).

 2. Abbasi, H. A., Shaari, Z. B. H., Moughal, W., & Ismail, I. N. B. (2021). Motiva-
tion toward plugin hybrid electric vehicles to reduce transport carbon 
emission in Malaysia: A conceptual paper. In: Eurasian business and 
economics perspectives: Proceedings of the 33rd Eurasia business and 
economics society conference (pp. 163–178). Springer.

 3. Aimsun. (2021). Aimsun Next 20 User’s Manual, Aimsun Next Ver-
sion 20.0.3, Barcelona, Spain. qthelp://aimsun.com.aimsun.20.0/doc/
UsersManual/Intro

 4. Almobayedh, H. B., Eustace, D., & Appiah-Kubi, P. (2019). Simulation of the 
impact of connected and automated vehicles at a signalized intersection. 
Road safety & simulation international conference, Iowa City, USA.

 5. Anderson, J. M., Nidhi, K., Stanley, K. D., Sorensen, P., Samaras, C., Oluwa-
tola, O. A (2016). Autonomous vehicle technology: A guide for policymak-
ers. RAND Corporation. https:// www. rand. org/ pubs/ resea rch_ repor ts/ 
RR443-2. html

 6. Biswas, S., Chandra, S., & Ghosh, I. (2017). Effects of on-street parking in 
urban context: A critical review. Transportation in Developing Economies. 
https:// doi. org/ 10. 1007/ s40890- 017- 0040-2

 7. Barrett, S., Wills, J., & Washington-Ihieme, M. (2020). Reclaim the kerb: 
The future of parking and kerbside management in London. Centre for 
London. Retrieved from Centre for London website.

 8. Borovskoy, A., & Yakovleva, E. (2017). Simulation model of parking spaces 
through the example of the Belgorod agglomeration. Transportation 
Research Procedia, 20, 80–86.

 9. Brudner, A. (2023). On the management of residential on-street parking: 
Policies and repercussions. Transport Policy, 138, 94–107.

 10. Cats, O., Zhang, C., & Nissan, A. (2016). Survey methodology for measuring 
parking occupancy: Impacts of an on-street parking pricing scheme in an 
urban centre. Transport Policy, 47(2016), 55–63. https:// doi. org/ 10. 1016/j. 
tranp ol. 2015. 12. 008

 11. Cavoli, C., Phillips, B., Cohen, T., & Jones, P. (2017). Social and behavioural 
questions associated with automated vehicles: A literature review. Depart-
ment for Transport.

 12. Chai, H., Rodier, C., Song, J., Zhang, M., & Jaller, M. (2020). The impacts 
of automated vehicles on center city parking demand (No. NCST-UCD-
RR-20-17, UCD-ITS-RR-20-17). University of California, Davis, USA. https:// 
doi. org/ 10. 7922/ G2445 JSR

 13. Chaudhry, A., Sha, H., Boghani, H., Thomas, P., Quddus, M., Brackstone, M., 
Tympakianaki, A., Bin, H., Glaser, S., Papazikou, E., Haouari, R., Singh, M. K. & 
Morris, A. (2022). Behavioural parameters for connected and automated 
vehicles within the LEVITATE Project. Technical report, LEVITATE consor-
tium. https:// www. ccam- impac ts. eu/ static/ media/ CAVpa ramet ers. 4af5b 
78d. pdf

 14. Chen, Y., Wang, T., Yan, X., & Wang, C. (2022). An ensemble optimization 
strategy for dynamic parking-space allocation. IEEE Intelligent Transporta-
tion Systems Magazine. https:// doi. org/ 10. 1109/ MITS. 2022. 31635 06

 15. Department of Transport. (2015). Facts on pedestrian casualties, reported 
road casualties Great Britain: annual report 2013—Publications—GOV.UK.

 16. DiMaggio, C., & Durkin, M. (2002). Child pedestrian injury in an urban set-
ting: Descriptive epidemiology. Academic Emergency Medicine, 9, 54–62.

 17. Edquist, J., Rudin-Brown, C., & Lenné, M. (2012). The effects of on-street 
parking and road environment visual complexity on travel speed and 
reaction time. Accident Analysis and Prevention, 45, 759–765. https:// doi. 
org/ 10. 1016/j. aap. 2011. 10. 001

 18. Fagnant, D. J., Kockelman, K. M., & Bansal, P. (2015). Operations of 
shared autonomous vehicle fleet for Austin, Texas, market. Transporta-
tion Research Record: Journal of the Transportation Research Board, 2536, 
98–106.

 19. Gettman, D., & Head, L. (2003). Surrogate safety measures from traffic 
simulation models. Transportation Research Record: Journal of the Transpor-
tation Research Board, 1840(1), 104–115. https:// doi. org/ 10. 3141/ 1840- 12

 20. Gettman, D., Pu, L., Sayed, T., & Shelby, S. G. (2008). Surrogate safety assess-
ment model and validation: Final report. FHWA-HRT-08-051 (pp. 1–324).

 21. Gipps, P. (1981). A behavioural car-following model for computer simula-
tion. Transportation Research Part B: Methodological, 15(2), 105–111. 
https:// doi. org/ 10. 1016/ 0191- 2615(81)

 22. Gipps, P. (1986). A model for the structure of lane-changing decisions. 
Transportation Research Part B: Methodological, 20(5), 403–414. https:// doi. 
org/ 10. 1016/ 0191- 2615(86) 90012-3

 23. González-González, E., Nogués, S., & Stead, D. (2020). Parking futures: 
Preparing European cities for the advent of automated vehicles. Land Use 
Policy, 91, 104010. https:// doi. org/ 10. 1016/j. landu sepol. 2019. 05. 029

 24. Guo, H., Gao, Z., Yang, X., Zhao, X., & Wang, W. (2012). Modeling travel time 
under the influence of on-street parking. Journal of Transportation Engi-
neering, 138(2), 229–235. https:// doi. org/ 10. 1061/ (ASCE) TE. 1943- 5436. 
00003 19

 25. Habtemichael, F. G., & Santos, L. D. P. (2014). Crash risk evaluation 
of aggressive driving on motorways: Microscopic traffic simulation 
approach. Transportation Research Part F: Traffic Psychology and Behaviour, 
23(2014), 101–112.

 26. Haider, M. A., Islam, M. T., & Hasan, S. M. (2021). Exploring the impact of 
on-street parking in Chittagong City, Bangladesh. International Journal of 
Building, Urban Interior and Landscape Technology (BUILT), 17, 17–28.

 27. Hardman, S., Chandan, A., Tal, G., & Turrentine, T. (2017). The effectiveness 
of financial purchase incentives for battery electric vehicles: A review of 
the evidence. Renewable and Sustainable Energy Reviews, 80, 1100–1111.

 28. Hardman, S., Plotz, P., Tal, G., Axsen, J., Figenbaum, E., Karlsson, S., et al. 
(2019). Exploring the role of plug-in hybrid electric vehicles in electrifying 
passenger transportation.

 29. Hu, C., Ming, Y., Deng, S., & Tu, Q. (2024). Analysis of impact indicators for 
dynamic management of on-street parking spaces based on hierarchical 
analysis. In Water conservancy and civil construction (Vol. 2, pp. 378–387). 
CRC Press.

 30. INRIX. (2017). Searching for parking costs the UK £23.3 billion a 
year, INRIX, Kirkland, WA, USA. https:// inrix. com/ press- relea ses/ parki 
ng- pain- uk/

 31. International Transport Forum. (2015). Urban mobility system upgrade. 
https:// www. itf- oecd. org/ sites/ defau lt/ files/ docs/ 15cpb_ self- drivi ngcars. 
pdf

 32. Jain, N. K., Bhaskar, K., & Jain, S. (2022). What drives adoption intention 
of electric vehicles in India? An integrated UTAUT model with environ-
mental concerns, perceived risk and government support. Research in 
Transportation Business and Management, 42, 100730.

 33. KidsandCars. (2022). Child Backover Fatalities (1990–2021). KidsandCars.
org. https:// www. kidsa ndcars. org/ wp- conte nt/ uploa ds/ 2019/ 03/ backo 
ver- 19- map. pdf

 34. LEVITATE, societal level impacts of connected and automated vehicles. 
(2021). https:// levit ate- proje ct. eu/

https://www.rand.org/pubs/research_reports/RR443-2.html
https://www.rand.org/pubs/research_reports/RR443-2.html
https://doi.org/10.1007/s40890-017-0040-2
https://doi.org/10.1016/j.tranpol.2015.12.008
https://doi.org/10.1016/j.tranpol.2015.12.008
https://doi.org/10.7922/G2445JSR
https://doi.org/10.7922/G2445JSR
https://www.ccam-impacts.eu/static/media/CAVparameters.4af5b78d.pdf
https://www.ccam-impacts.eu/static/media/CAVparameters.4af5b78d.pdf
https://doi.org/10.1109/MITS.2022.3163506
https://doi.org/10.1016/j.aap.2011.10.001
https://doi.org/10.1016/j.aap.2011.10.001
https://doi.org/10.3141/1840-12
https://doi.org/10.1016/0191-2615(81)
https://doi.org/10.1016/0191-2615(86)90012-3
https://doi.org/10.1016/0191-2615(86)90012-3
https://doi.org/10.1016/j.landusepol.2019.05.029
https://doi.org/10.1061/(ASCE)TE.1943-5436.0000319
https://doi.org/10.1061/(ASCE)TE.1943-5436.0000319
https://inrix.com/press-releases/parking-pain-uk/
https://inrix.com/press-releases/parking-pain-uk/
https://www.itf-oecd.org/sites/default/files/docs/15cpb_self-drivingcars.pdf
https://www.itf-oecd.org/sites/default/files/docs/15cpb_self-drivingcars.pdf
https://www.kidsandcars.org/wp-content/uploads/2019/03/backover-19-map.pdf
https://www.kidsandcars.org/wp-content/uploads/2019/03/backover-19-map.pdf
https://levitate-project.eu/


Page 16 of 16Sha et al. European Transport Research Review           (2024) 16:18 

 35. LEVITATE, Policy Support Tool. (2021). Levitate PST. https:// ccam- impac ts. 
eu

 36. Li, S., Seth, D., & Cummings, M. L. (2019). Traffic efficiency and safety 
impacts of autonomous vehicle aggressiveness. SIMULATION, 19, 20.

 37. Lim, M. A., Hallare, E. L., & Briones, J. G. (2012). Modeling the impact of 
on-street parking on vehicular traffic: Traffic engineering. LAP Lambert 
Academic Publishing.

 38. Martin, A. (2012). Factors influencing pedestrian safety: A literature 
review. Project report PPR241, London, TRL Limited.

 39. Milakis, D., Van Arem, B., & Van Wee, B. (2017). Policy and society related 
implications of automated driving: A review of literature and directions 
for future research. Journal of Intelligent Transportation Systems: Technol-
ogy, Planning, and Operations, 21(4), 324–348.

 40. Morando, M. M., Tian, Q., Truong, L. T., & Vu, H. L. (2018). Studying the 
safety impact of autonomous vehicles using simulation-based surrogate 
safety measures. Journal of Advanced Transportation, 2018, 1–11.

 41. Nahry, A., Thohirin, A., & Hamid, N. H. A. (2019). Modeling the relationship 
between on-street parking characteristics and through traffic delay: Park-
ing and traffic delay relationship. Proceedings of the Pakistan Academy of 
Sciences: A Physical and Computational Sciences, 56(2), 29–36.

 42. Othman, K. (2021). Impact of autonomous vehicles on the physical infra-
structure: Changes and challenges. Designs, 5(3), 40.

 43. Paidi, V., Håkansson, J., Fleyeh, H., & Nyberg, R. G. (2022).  CO2 emissions 
induced by vehicles cruising for empty parking spaces in an open park-
ing lot. Sustainability (Switzerland), 14(7), 25. https:// doi. org/ 10. 3390/ 
su140 73742

 44. Panis, L. I., Broekx, S., & Liu, R. (2006). Modelling instantaneous traffic 
emission and the influence of traffic speed limits. Science of the Total 
Environment, 371(1–3), 270–285.

 45. Portilla, A. I., Oreña, B. A., Berodia, J. L., & Díaz, F. J. (2009). Using M∕ M∕∞ 
queueing model in on-street parking maneuvers. Journal of Transporta-
tion Engineering, 13(8), 527–535.

 46. Prakash, P., Bandyopadhyaya, R., & Sinha, S. (2020). Study of effect of 
on-street parking on traffic capacity. In Mathew, T., Joshi, G., Velaga, N., 
Arkatkar, S. (Eds.), Transportation research. Lecture notes in civil engineer-
ing (Vol. 45). Springer. https:// doi. org/ 10. 1007/ 978- 981- 32- 9042-6_ 32

 47. Putri, S. B. K., & Prahara, E. (2021). Analysis of the relationship between 
travel time and on street parking. Turkish Journal of Computer and Math-
ematics Education (TURCOMAT), 12(3), 5252–5264.

 48. Roberts, I., Norton, R., Jackson, R., et al. (1995). Effects of environmental 
factors on risk of injury of child pedestrians by motor vehicles: A case-
control study. British Medical Journal, 310, 91–94.

 49. Schwebel, D. C., Davis, A. L., & O’Neal, E. E. (2012). Child pedestrian injury: 
A review of behavioral risks and preventive strategies. American Journal 
of Lifestyle Medicine, 6(4), 292–302. https:// doi. org/ 10. 1177/ 08850 66611 
404876

 50. Simićević, J., & Milosavljević, N. (2023). The impact of on-street and 
off-street parking regulations on parking type choice. Transportation 
Planning and Technology, 25, 1–17.

 51. Shoup, D. (2007). Cruising for parking. ACCESS Magazine, 55(4), 227. 
https:// doi. org/ 10. 2307/ 32103 19

 52. Silva, D., Földes, D., & Csiszár, C. (2021). Autonomous vehicle use and 
urban space transformation: A scenario building and analysing method. 
Sustainability, 13(6), 3008.

 53. Sinha, A., Chand, S., Wijayaratna, K. P., Virdi, N., & Dixit, V. (2020). (2020) 
Comprehensive safety assessment in mixed fleets with connected and 
automated vehicles: A crash severity and rate evaluation of conventional 
vehicles. Accident Analysis and Prevention, 142(March), 105567. https:// doi. 
org/ 10. 1016/j. aap. 2020. 105567

 54. Stogios, C., Kasraian, D., Roorda, M. J., & Hatzopoulou, M. (2019). Simulat-
ing impacts of automated driving behavior and traffic conditions on 
vehicle emissions. Transportation Research Part D: Transport and Environ-
ment, 76, 176–192.

 55. Sugiarto, S., & Limanoond, T. (2013). Impact of on-street parking on urban 
arterial performance: A quantitative study on travel speed and capacity 
deterioration. ACEH International Journal of Science and Technology, 2(2), 
63–69. https:// doi. org/ 10. 13170/ aijst. 0202. 04

 56. Tarko, A.P. (2018). Estimating the expected number of crashes with traffic 
conflicts and the Lomax Distribution–A theoretical and numerical explo-
ration. Accident Analysis & Prevention, 113, 63–73. https:// doi. org/ 10. 1016/j. 
aap. 2018. 01. 008

 57. Tsai, M. T., & Chu, C. P. (2012). Evaluating parking reservation policy in 
urban areas: An environmental perspective. Transportation Research Part 
D: Transport and Environment, 17(2), 145–148. https:// doi. org/ 10. 1016/j. 
trd. 2011. 10. 006

 58. Virdi, N., Grzybowska, H., Waller, S. T., & Dixit, V. (2019). A safety assessment 
of mixed fleets with connected and autonomous vehicles using the 
surrogate safety assessment module. Accident Analysis and Prevention, 
131(June), 95–111. https:// doi. org/ 10. 1016/j. aap. 2019. 06. 001

 59. Weijermars, W., Hula, A., Chaudhry, A., Hua, S., De Zwart, R., et al. (2021). 
Levitate: road safety impacts of Connected and Automated vehicle (web 
article). Paper of the road safety working group of the H2020 project 
LEVITATE. https:// levit ate- proje ct. eu/ wp- conte nt/ uploa ds/ 2021/ 07/ Updat 
ed- Web- Artic le- Road- Safety- Impac ts. pdf

 60. Winter, K., Cats, O., Martens, K., & van Arem, B. (2021). Relocating shared 
automated vehicles under parking constraints: Assessing the impact of 
different strategies for on-street parking. Transportation, 48(4), 1931–1965.

 61. Xia, B., Wu, J., Wang, J., Fang, Y., Shen, H., & Shen, J. (2021). Sustainable 
renewal methods of urban public parking spaces under the scenario of 
shared autonomous vehicles (SAV): A review and a proposal. Sustainabil-
ity, 13(7), 3629. https:// doi. org/ 10. 3390/ su130 73629

 62. Zhang, W., & Guhathakurta, S. (2017). Parking spaces in the age of shared 
autonomous vehicles: How much parking will we need and where? 
Transportation Research Record, 2651(1), 80–91.

 63. Zhang, W., Guhathakurta, S., Fang, J., & Zhang, G. (2015). Exploring the 
impact of shared autonomous vehicles on urban parking demand: An 
agent-based simulation approach. Sustainable Cities and Society, 19, 
34–45. https:// doi. org/ 10. 1016/j. scs. 2015. 07. 006

Publisher’s Note
Springer Nature remains neutral with regard to jurisdictional claims in pub-
lished maps and institutional affiliations.

https://ccam-impacts.eu
https://ccam-impacts.eu
https://doi.org/10.3390/su14073742
https://doi.org/10.3390/su14073742
https://doi.org/10.1007/978-981-32-9042-6_32
https://doi.org/10.1177/0885066611404876
https://doi.org/10.1177/0885066611404876
https://doi.org/10.2307/3210319
https://doi.org/10.1016/j.aap.2020.105567
https://doi.org/10.1016/j.aap.2020.105567
https://doi.org/10.13170/aijst.0202.04
https://doi.org/10.1016/j.aap.2018.01.008
https://doi.org/10.1016/j.aap.2018.01.008
https://doi.org/10.1016/j.trd.2011.10.006
https://doi.org/10.1016/j.trd.2011.10.006
https://doi.org/10.1016/j.aap.2019.06.001
https://levitate-project.eu/wp-content/uploads/2021/07/Updated-Web-Article-Road-Safety-Impacts.pdf
https://levitate-project.eu/wp-content/uploads/2021/07/Updated-Web-Article-Road-Safety-Impacts.pdf
https://doi.org/10.3390/su13073629
https://doi.org/10.1016/j.scs.2015.07.006

	How can on-street parking regulations affect traffic, safety, and the environment in a cooperative, connected, and automated era?
	Abstract 
	1 Introduction
	2 Literature review
	2.1 Impacts of on-street parking
	2.2 Impacts of connected and automated vehicles (CAVs)

	3 Methodology
	3.1 Network and model
	3.2 Modelling on-street parking manoeuvres
	3.3 CAV parameters and deployment scenarios
	3.4 Surrogate safety assessment model (SSAM)

	4 Results and discussion
	4.1 Mobility
	4.2 Environment
	4.3 Safety
	4.4 Research implications and novelty

	5 Conclusion and future works
	Acknowledgements
	References


