
YOU WOULDN’T  know it from the complicated parking minimums built into Boston zoning rules, 
but many city residents would rather have a patio, or more square footage in their apartments, than a dedicated 
space for a car.

These are the people architect Sebastian Mariscal had in mind when he proposed an $10.6 million 
apartment complex in Allston with 44 units — and just six parking spaces, all for Zipcars. Tenants would agree 
in their leases not to own vehicles; in return, each unit would get two bicycle spaces and extra storage for the 
bulky items — like ski gear in summer, beach chairs in winter — that clutter up the average Boston apartment. 
The lifestyle Mariscal foresees isn’t everyone’s ideal. But it is for some people. It lines up with the city’s stated 
environmental priorities. It doesn’t add to traffic. And it furthers an emerging vision of Boston — as a dense, 
growing city where car-free living is a convenience, not a last resort, and where new approaches to urban plan-
ning can flourish.

Yet in Allston, where the project is to be located, zoning rules from 1991 set a more prosaic goal: keep-
ing new properties from overtaxing the finite supply of street parking. To their credit, neither the city nor neigh-
bors insisted that Mariscal build the two spaces per unit that zoning requires. But they’d only bend so far. Re-
cently, the Boston Redevelopment Authority gave Mariscal preliminary approval after he acceded to neighbors’ 
concerns — slightly reducing the number of units, removing most bike spots and dedicated storage spaces, and 
bringing the number of parking spaces to 35. Of course, Mariscal doesn’t actually want tenants to use the extra 
parking. In an interview, he said he will still include no-cars clauses in leases. He hopes to prove over time that, 
as parking sits empty, the space can be used for something better. 

By focusing so heavily on neighbors’ parking fears, the public 
discussion of the project took too little account of the many residents 
— 45 percent of the renters in five surrounding census tracts, Mar-
iscal’s market research indicates — who don’t have cars. Architects 
should be able to design for their needs, too. In a growing city where 
housing costs are notoriously high, newcomers shouldn’t have to pay, 
through elevated rents, for parking spaces they don’t want. Far from 
expecting Mariscal to add parking spaces, the city should rethink its 
parking requirements to encourage more projects like his original vi-
sion.

Emotions about street parking run deep in Boston. That much is evident in the lawn furniture and 
sawhorses that drivers use to reserve publicly owned spaces after digging their cars out of the snow. City Hall 
has long winked at the practice. In the turbulent 1970s and ’80s, when continued population flight was every 
big-city mayor’s worst fear, accommodating residents’ desire for street parking looked vital to keeping the car-
owning middle class. During that period, the city established the first residential-parking district in Beacon Hill, 
and other neighborhoods later followed.

It’s not lost on car owners in Allston and neighboring Brighton that, as other Boston neighborhoods fill 
with new people, street parking gets scarcer, even with a residential sticker program. No one who’s moved into, 
for instance, the South End lately has ever known a time when street parking was easy.

Yet somehow, everyone adjusts. New businesses emerge to serve pedestrians, while the private mar-
ket makes provision for drivers who require parking: People who own spots they don’t use can rent them out; 
garages offer monthly plans for drivers who need parking only on nights and weekends. Meanwhile, mobility 
has improved markedly for people without cars. Smartphone apps have made public transit more predictable. 
For major shopping trips, there are hourly car-rental firms like Zipcar. For trips to places where T service isn’t 
convenient, there’s the bike-sharing network Hubway.

Any one of these factors is easy to dismiss; together, they suggest that urban life in Boston is undergoing 
an epochal change. The city added new residents far faster than Massachusetts as a whole in the decade leading 
up to 2010 — the first census since 1880 in which the city’s growth rate exceeded the Commonwealth’s. By and 
large, growth has been concentrated in neighborhoods that were already jam-packed.

That includes the Allston-Brighton area. Because it lacks tall towers or the long rows of brownstones 
that mark the city center, it feels almost suburban by comparison. Yet with about 17,200 people per square mile, 
it’s much denser than Boston as a whole. The MBTA’s Green Line provides easy access to the city center. 

As the neighborhood evolves, maintaining the same old rules about parking will have perverse effects. 
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Yet in Allston, where the project is to be
located, zoning rules from 1991 set a more
prosaic goal: keeping new properties from
overtaxing the finite supply of street park-
ing. To their credit, neither the city nor
neighbors insisted that Mariscal build the
two spaces per unit that zoning requires.
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ducing the number of units, removing most
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and bringing the number of parking spaces
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interview, he said he will still include no-
cars clauses in leases. He hopes to prove
over time that, as parking sits empty, the
space can be used for something better.
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parking looked vital to keeping the car-own-
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It’s not lost on car owners in Allston and
neighboring Brighton that, as other Boston
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for instance, the South End lately has ever
known a time when street parking was easy.
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while the private market makes provision
for drivers who require parking: People who
own spots they don’t use can rent them out;
garages offer monthly plans for drivers who
need parking only on nights and weekends.
Meanwhile, mobility has improved marked-
ly for people without cars. Smartphone
apps have made public transit more pre-
dictable. For major shopping trips, there are
hourly car-rental firms like Zipcar. For trips

to places where T ser-
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there’s the bike-sharing
network Hubway.

Any one of these
factors is easy to dis-
miss; together, they
suggest that urban life
in Boston is undergo-
ing an epochal change.
The city added new
residents far faster

than Massachusetts as a whole in the de-
cade leading up to 2010 — the first census
since 1880 in which the city’s growth rate
exceeded the Commonwealth’s. By and
large, growth has been concentrated in
neighborhoods that were already jam-
packed.

That includes the Allston-Brighton area.
Because it lacks tall towers or the long rows
of brownstones that mark the city center, it
feels almost suburban by comparison. Yet
with about 17,200 people per square mile,
it’s much denser than Boston as a whole.
The MBTA’s Green Line provides easy ac-
cess to the city center.

As the neighborhood evolves, maintain-
ing the same old rules about parking will
have perverse effects. Relatively low hous-
ing costs have long been a lure for Allston,
where in 2012 the typical two-bedroom
apartment rented for $1,681 a month —
$233 less than in the Fenway and $1,176
less than in the Back Bay. The neighbor-
hood can’t remain affordable without add-
ing new units. But requiring lots of parking
with those units only adds to the cost for
renters — and worsens the traffic for every-
one.

One paradox of street parking is that loose
rules and low costs mean maximal head-
aches. Because the side streets closest to
Mariscal’s project don’t require an Allston-
Brighton parking sticker, cabs and commer-
cial vehicles from elsewhere park in the
neighborhood. New units without parking,
critics fear, would only add to the crunch.

But there are ways around this. Across
town in Bay Village, residents who move in-
to 100 Arlington St., a former charter school
now being renovated into housing, will be
ineligible for resident parking stickers in
that neighborhood. Mariscal says he’d ac-
cept a similar restriction. To give it teeth,
the city would merely have to require a resi-
dent sticker for overnight parking on sur-
rounding streets.

The idea, surprisingly, meets a lukewarm
reception in Allston. That may be because
some Allston residents are students who,
for tax or insurance reasons, don’t want to
register their cars in Boston. But protecting
some residents from a modest car-insur-
ance hike is an unpersuasive reason to turn
away promising car-free development ideas.

The development process in Boston to-
day was forged amid the bruising neighbor-
hood battles of the 1970s; in fighting off
planners who insisted only new highways
could slow the city’s decline, neighbors won
veto power over projects in their midst. Yet
all that’s happened in the two generations
since — the Big Dig, the growing threat of
climate change, and now an urban popula-
tion boom — calls for rethinking how peo-
ple and vehicles share space in a dense city.
Of all people, Bostonians should know that
not everything has to revolve around cars.

OPEN UP, BOSTON

Build future with new people,
not old ideas about parking
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The Allston proposal
furthers an emerging
vision of Boston — as a
dense, growing city where
new approaches to urban
planning can flourish.

KOREAN WAR REVISITED

I FAITHFULLY follow James
Carroll’s column, and admire
his determined quest for a
world free of war. However, I
sadly note that in his noble en-
deavor, his own political zealot-
ry tends to undercut much of
the message. His March 25 op-
ed column “B-52s should re-
main historic relics” is a case in
point.

He calls the American inter-
vention to halt the 1950 Com-

Wars can only
end when people
everywhere
are free

munist invasion of South Korea
a “deadly mistake.” This claim
will undoubtedly astound the
millions of South Koreans now
living in prosperity and free-
dom instead of a grim, milita-
rized, and isolated prison
camp.

It seems that Carroll’s ideo-
logical blinders allow a limited
worldview. People are still will-
ing, around the planet, to lay
down their lives on the altar of
liberty and freedom. Wars can
end only when people every-
where are free. When that day
comes, as many believe that it
surely will, our venerable B-52s
will finally be able to join the
remaining relics of tyranny,
and their apologists, in a well-
deserved retirement.

ANDREJS R. STRIKIS
Centerville

THERE’S A popular photo on
the Internet showing the Kore-

an Peninsula at night. Below
the 38th parallel, in South Ko-
rea, there is a bright constella-
tion of lights, showing a thriv-
ing and peaceful society.
Above the 38th parallel, in
North Korea, there is near
complete darkness, illustrat-
ing a society of oppression, la-
bor camps, and starvation.

In his March 25 op-ed col-
umn “B-52s should remain
strategy relics,” James Carroll
writes that not only was our
military intervention in Viet-
nam a mistake, but that “one
of numerous deadly mistakes
was the American interven-
tion in Korea in the first
place.”

Whatever the merits of the
Korean intervention by the
United States and United Na-
tions forces, a glance at that
nighttime photo plainly shows
the results.

Were it not for American
intervention, the millions liv-
ing now in South Korea would
be in darkness.

BRENDAN DUBOIS
Exeter, N.H.

A satellite picture
is worth a
thousand words

MAX PAGE’S eloquent appreci-
ation of the less-readily lovable
modernist buildings on the
University of Massachusetts
Amherst campus is a convinc-
ing argument for why we
should, in essence, teach the
campus (“Brutal beauty,” Ideas,
March 24). Academic buildings
say a lot about us and what we
value, and students would ben-

efit from understanding more
about the milieu in which they
are learning.

In our efforts, let us not
overlook the buildings’ interi-
ors. Classrooms built to sup-
port lecture-based teaching are
as outmoded as the red-brick,
neo-Georgian knockoff exteri-
ors enveloping them.

Human beings learn by ex-
ploration, by guided inquiry, by
using their bodies and their
immediate environments. As

we preserve our important and
fascinating past, let’s make
sure we also allow our build-
ings, particularly our class-
rooms, to evolve along with
our understanding of what
best promotes student learn-
ing.

SARAH KUHN
Lowell

The writer is a psychology
professor at University of Mas-
sachusetts Lowell.

Our classrooms,
ourselves

LEE JIN-MAN/ASSOCIATED PRESS

Visitors took souvenir photos this month in front of an exhibit depicting South Korean
soldiers at the War Memorial of Korea in Seoul.
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need parking only on nights and weekends.
Meanwhile, mobility has improved marked-
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dictable. For major shopping trips, there are
hourly car-rental firms like Zipcar. For trips
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cade leading up to 2010 — the first census
since 1880 in which the city’s growth rate
exceeded the Commonwealth’s. By and
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neighborhoods that were already jam-
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That includes the Allston-Brighton area.
Because it lacks tall towers or the long rows
of brownstones that mark the city center, it
feels almost suburban by comparison. Yet
with about 17,200 people per square mile,
it’s much denser than Boston as a whole.
The MBTA’s Green Line provides easy ac-
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As the neighborhood evolves, maintain-
ing the same old rules about parking will
have perverse effects. Relatively low hous-
ing costs have long been a lure for Allston,
where in 2012 the typical two-bedroom
apartment rented for $1,681 a month —
$233 less than in the Fenway and $1,176
less than in the Back Bay. The neighbor-
hood can’t remain affordable without add-
ing new units. But requiring lots of parking
with those units only adds to the cost for
renters — and worsens the traffic for every-
one.

One paradox of street parking is that loose
rules and low costs mean maximal head-
aches. Because the side streets closest to
Mariscal’s project don’t require an Allston-
Brighton parking sticker, cabs and commer-
cial vehicles from elsewhere park in the
neighborhood. New units without parking,
critics fear, would only add to the crunch.

But there are ways around this. Across
town in Bay Village, residents who move in-
to 100 Arlington St., a former charter school
now being renovated into housing, will be
ineligible for resident parking stickers in
that neighborhood. Mariscal says he’d ac-
cept a similar restriction. To give it teeth,
the city would merely have to require a resi-
dent sticker for overnight parking on sur-
rounding streets.

The idea, surprisingly, meets a lukewarm
reception in Allston. That may be because
some Allston residents are students who,
for tax or insurance reasons, don’t want to
register their cars in Boston. But protecting
some residents from a modest car-insur-
ance hike is an unpersuasive reason to turn
away promising car-free development ideas.

The development process in Boston to-
day was forged amid the bruising neighbor-
hood battles of the 1970s; in fighting off
planners who insisted only new highways
could slow the city’s decline, neighbors won
veto power over projects in their midst. Yet
all that’s happened in the two generations
since — the Big Dig, the growing threat of
climate change, and now an urban popula-
tion boom — calls for rethinking how peo-
ple and vehicles share space in a dense city.
Of all people, Bostonians should know that
not everything has to revolve around cars.
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Relatively low housing costs have long been a lure for Allston, where in 2012 the typical two-bedroom apart-
ment rented for $1,681 a month — $233 less than in the Fenway and $1,176 less than in the Back Bay. The 
neighborhood can’t remain affordable without adding new units. But requiring lots of parking with those units 
only adds to the cost for renters — and worsens the traffic for everyone. 

One paradox of street parking is that loose rules and low costs mean maximal headaches. Because the 
side streets closest to Mariscal’s project don’t require an Allston-Brighton parking sticker, cabs and commercial 
vehicles from elsewhere park in the neighborhood. New units without parking, critics fear, would only add to 
the crunch.

But there are ways around this. Across town in Bay Village, residents who move into 100 Arlington St., 
a former charter school now being renovated into housing, will be ineligible for resident parking stickers in that 
neighborhood. Mariscal says he’d accept a similar restriction. To give it teeth, the city would merely have to 
require a resident sticker for overnight parking on surrounding streets.

The idea, surprisingly, meets a lukewarm reception in Allston. That may be because some Allston resi-
dents are students who , for tax or insurance reasons, don’t want to register their cars in Boston. But protecting 
some residents from a modest car-insurance hike is an unpersuasive reason to turn away promising car-free 
development ideas.

The development process in Boston today was forged amid the bruising neighborhood battles of the 
1970s; in fighting off planners who insisted only new highways could slow the city’s decline, neighbors won 
veto power over projects in their midst. Yet all that’s happened in the two generations since — the Big Dig, the 
growing threat of climate change, and now an urban population boom — calls for rethinking how people and 
vehicles share space in a dense city. Of all people, Bostonians should know that not everything has to revolve 
around cars. 
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