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ABSTRACT 
 

 Through-traffic to and from a highway is a burden to economic vitality on urban 

corridors, but it is not an impenetrable barrier. In this paper, I investigate the ways in which the 

land use patterns that have arisen from a combination of highway construction and the decline of 

the manufacturing economy can be disrupted and manipulated to change the economic outcomes 

on two representative streets in Baltimore, Maryland. The literature review identifies common 

development patterns of streets that feed into highways and the resultant cascading economic 

effects. Strategies are examined to find best practices associated with revitalizing streets that 

exhibit the patterns identified in the literature review. I then turn to my study streets to confirm 

the hypothesized patterns through comparison with a “control” street that exhibits stronger 

vitality characteristics. Noting the primary limiting factor to be highly underutilized space, I 

conduct a parking utilization study to determine the amount of empty space in the neighborhood 

that may not be apparent to the naked eye. My recommendations present short-term, low-cost 

interventions that would create a more nurturing environment for small businesses on 28th Street 

and 29th Street in Baltimore’s Remington neighborhood. 

KEYWORDS 

Public Space, Highways, Traffic Calming, Neighborhood Planning, Parking, Baltimore, 

Placemaking 

RESEARCH QUESTIONS 

● How do unused or underutilized spaces influence urban vitality? 

● How do speeding vehicles influence urban vitality? 

● What are context-specific interventions that are traffic calming, placemaking, and able to 

be implemented in the short term? 
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INTRODUCTION 
 

Remington, Baltimore has the makings of a vibrant neighborhood. It is dense, affordable, 

proximal to Baltimore’s main train station, within walking distance to Baltimore’s largest 

employer (Johns Hopkins University), and adjacent to many of the great attractors of the city, 

such as the Baltimore Museum of Art and Wyman Park Dell. The neighborhood itself is only 0.3 

square miles, allowing all residents to be within walking distance of most destinations within and 

immediately outside of the neighborhood. Remington contains numerous and diverse 

employment opportunities, ranging from nonprofits, to engineering firms, retail, construction, 

and even manufacturing jobs. While Remington residents tend to be mixed-income (60% are 

financially stable and 40% are below the poverty line or financially distressed)1, its residents, 

combined with the neighborhood’s immediate proximity to notable destinations and the directly 

adjacent wealthy neighborhoods of Charles Village and Hampden, theoretically should create a 

strong customer base for small businesses. Many small businesses in Remington, however, 

struggle to stay afloat. I am a Remington resident and in my year and a half of living here, two 

businesses—a wine store and a bicycle shop—have opened and closed in our supposedly 

blossoming neighborhood. 

There is a trend among the small businesses that stay open and thrive in Remington and 

those that close. Most of the businesses that open and close within relatively short periods are 

concentrated on 28th Street and 29th Streets, two parallel, one-way, highly trafficked corridors 

that traverse the neighborhood from east to west. The businesses with longer life spans are either 

nestled within the neighborhood’s quiet streets or concentrated on Howard Street, a two-way 

highly trafficked corridor that forms the eastern boundary of Remington. Granted, there are 

                                                 
1 American Communities Survey 2012 – 2016, accessed March 18, 2019. 



6 

 

many reasons that small businesses fail. Still, given that many specialty stores thrive in 

Remington, I find it very curious that nearby, similar businesses have predictably different rates 

of success depending on the street on which they are located. To me, this reveals a relationship 

between the experience of a location and that location’s economic potential. 

 
Source: Author 

Figure 1: Study Area - 28th Street, 29th Street, and Howard Street 

 

There are several key differences between Howard Street and the 28th/29th Street 

corridors. Most notably, though, are the differences in function and land use. The primary 

function of 28th and 29th Streets is to shepherd vehicles to and from I-83, the limited-access 

freeway that forms Remington’s western border. Baltimore is primarily auto-centric and I-83 

serves as one of the main transportation mechanisms for Baltimore’s regional commuters. On 
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28th Street and 29th Streets, which collectively carry over 30,000 vehicles each day2, cars exiting 

or entering the highway race through the neighborhood at speeds well over the posted speed 

limits (25 miles per hour on 29th Street and 30 miles per hour on 28th Street). Comparatively, 

vehicle speeds on Howard Street, which carries approximately 27,000 vehicles daily, seem 

slower.  

Land use on 28th Street and 29th Street includes a high proportion of underused lots, 

warehouses, and general empty space. This is the result of Remington’s early industrial days and 

the businesses that logically followed.3 Until the early- to mid-20th century, Remington was 

home to gneiss quarries, canning facilities, and flour mills. When these industries died, their 

corresponding facilities were replaced by car dealerships and car-related services, as 

entrepreneurs capitalized on the booming car industry of the 1950s and 1960s. I-83 was built in 

the 1960s and the resulting suburbanization saw the displacement of many of these businesses to 

cheaper and wider suburban plots, leaving behind the original warehouses and parking lots. 

While new businesses have moved into some of these buildings, many of the buildings and lots 

remain underused. Additionally, though parking is available on both sides of the streets, street 

parking is hardly ever at capacity. The combined effect of underused spaces and sparsely filled 

street parking makes 28th Street and 29th Streets feel vacant and dilapidated. Howard Street, on 

the other hand, feels more “full”; empty parcels are minimal and parked cars line both sides, 

allowing the street to integrate more aesthetically into the neighborhood.  

Even though 28th/29th Street and Howard Street are part of the same neighborhood, 

intersect, and shepherd similarly large vehicle volumes bi-directionally, they create wildly 

different experiences. The question then becomes this: how can 28th Street and 29th Streets be 

                                                 
2 MDOT SHA 2017 Average Annual Vehicle Volumes, accessed March 22, 2019. 
3 Greater Remington Improvement Association, Remington Neighborhood Plan (2016), 12 – 14. 
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reengineered to foster urban vibrancy? There are many answers to this question, but I am most 

interested in the ways this can be done in the short term, through neighborhood efforts. Change is 

slow and difficult at the City level, mostly due to limited resources and concentrated efforts 

elsewhere. For instance, at least a decade of lobbying City Hall for traffic calming on 28th and 

29th Streets has only resulted in flex posts at the intersections of Remington Avenue with 28th 

Street and 29th Street which form makeshift pedestrian bump-outs. Safety outcomes for the flex 

posts have been marginal, if not negligible. It is clear that effective safety improvements for 28th 

Street and 29th Street cannot be piecemeal; they must involve behavioral change at the corridor 

level. Corridor-level change would require a costly and lengthy study process, and Remington 

residents would like to see safer streets and more prosperous small businesses now. 

For a quick and transformative turnaround, I look to characteristics that are intuitively 

detrimental to the local economy and physically changeable in the short-term: high vehicle 

speeds and empty spaces. Over the course of this body of research, I will investigate these two 

variables as they relate to urban vitality, drawing from past and present planning theory. My 

review of the literature and contemporary interventions will result in a list of strategies and goals 

pertaining to traffic calming and urban infill, proven to have urban vitality results. To validate 

this hypothesized effect in my study area, I map speeding and underused lots between the 

28th/29th Street Corridor and Howard Street, linking these variables to observed small business 

success. Then, I take to the streets to measure space utilization over different periods of time to 

determine if there are opportunities to use the space on 28th Street and 29th Street more 

efficiently. Finally, I will present short-term design recommendations to make 28th Street and 

29th Streets aesthetically and economically representative of the vibrant and walkable 

neighborhood they call home. 
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LITERATURE REVIEW 
 

Numerous studies have demonstrated the relationship between walking, biking, and urban 

retail. For example, a study in Manchester, England showed an increase in willingness to shop, 

do business, or work in areas that had improved their pedestrian facilities and a corresponding 

measured increase in retail activity.4 Additionally, a literature review conducted by Caltrans and 

UC Berkeley found that “pedestrians, transit users, and bicyclists routinely visit stores along 

commercial strips in urban areas more often and spend more money overall than do patrons who 

drive.”5 Though the exact relationship is not explicitly defined throughout the existing body of 

planning research, there seems to be agreement that the increase of walking and biking leads to 

increased retail sales and further quantification is worthwhile. The following two sections will 

investigate existing research on the relationship between pedestrian volumes, bicyclist volumes, 

abundant underused spaces, and speeding. 

Empty Spaces in the Urban Fabric 

In her seminal work, The Death and Life of Great American Cities, Jane Jacobs writes 

about the phenomenon known as “border vacuums.”6 Border vacuums are areas in 

neighborhoods that appear next to some real or perceived barrier. The barrier can be a railroad, a 

limited-access freeway, a hospital, a vast civic center, a university, or even a park. Many things 

can be barriers, but the commonality that they all share is that they are the logical terminus of a 

neighborhood. When a border exists, often (though not always), a certain kind of emptiness will 

                                                 
4 Tim Whitehead et al, “The Effect of Urban Quality Improvements on Economic Activity”, Journal of 

Environmental Management 80 (2005): 1- 12, doi: 10.1016/j.jenvman.2005.01.029. 
5 Elizabeth MacDonald, Rebecca Sanders and Alia Anderson, “Performance Measures For Complete, Green Streets: 

A proposal for urban arterials in California”, California Department of Transportation (July 28, 2009). 
6 Jane Jacobs, The Death and Life of Great American Cities (New York: Random House 1961), 257-269. 

https://doi.org/10.1016/j.jenvman.2005.01.029
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arise in the adjacent space. The emptiness can be physical blight (for example, vacancy, building 

and infrastructure decay) or stagnation, which Jacobs argues leads to blight. 

The border vacuum feels like an apt description for the forces at play on 28th Street and 

29th Street. Thick and fast traffic flows, which exist on both streets as a result of the influent and 

effluent of I-83, are difficult to penetrate, either as a vehicle, pedestrian, or bicyclist. In effect, 

28th Street and 29th Street are induced borders, meaning that the land directly adjacent to them 

are primed to be border vacuums. One of the common themes of blight, as characterized in 

Death and Life, is the presence of the car-related service, which litter 28th Street and 29th Street, 

especially closer to I-83. Jacobs describes this kind of land use as “powerful and insistent 

instruments of city destruction” (Jacobs, 338). While perhaps the original sin was the land use 

development that resulted in the numerous body shops, parking lots, and vacancies that line these 

streets, the border vacuum effect enables these patterns to persist. 

 There is evidence for a relationship between underused space and walkability. In their 

book, Pedestrian- and Transit-Oriented Design, Ewing Reid and Keith Bartholomew emphasize 

eight tested urban design qualities that are essential to a walkable street.7 Three of these qualities 

are directly related to underutilized space: enclosure, complexity, and human scale. Enclosure is 

“the degree to which streets and other public spaces are visually defined by buildings, walls, 

trees, and other vertical elements” (Ewing, 12). Parking lots, whether full or empty, have little-

to-no vertical element, creating “dead space” that erodes enclosure. Complexity is the “visual 

richness of a place,” specifically the “variety of the physical environment” (Ewing, 16). A 

monolith of lots and parking lots would create a predictable environment. Human Scale is “the 

size, texture, and articulation of physical elements that match the size and proportion of humans 

                                                 
7 Reid Ewing and Keith Bartholomew, Pedestrian- and Transit-Oriented Design (Washington, D.C.: Urban Land 

Institute and American Planning Association 2013). 
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and correspond to the speed at which humans walk” (Ewing, 13). Wide streets and open spaces 

are specifically cited as a barrier to the feeling of intimacy in spaces.  

 On a less esoteric level, unused space takes up land that might otherwise be used for 

economic, environmental, and social benefit. Jane Jacobs posited that pedestrian activity is 

dependent on the combination of dense residential use and non-residential primary mixed-uses 

within a shared space. Many contemporary studies have corroborated this hypothesis with data. 

A study in Toronto concluded that the combination of abundant destinations within a 

residentially dense environment is highly correlated with walking.8 Another study in Seoul 

tracked all of Jacobs’s measures of urbanism and concluded they were all significantly correlated 

with walking.9 This study also confirmed that large-scale, single-use redevelopment areas were 

negatively correlated with walking. There is an implication here that walking is dependent on 

both dense and diverse mixed uses. 

 

Takeaways: Underutilized land is a barrier to pedestrian and bicyclist activity, both 

intrinsically and functionally. 

The Consequences of Fast Cars on Urban Streets 

 Speeding vehicles have enormous negative consequences for urban streets. As mentioned 

previously, crash rates tend to increase with speed, particularly on streets with abundant 

intersections and stopping points, i.e. where the potential for conflict is greater. Cars moving at 

                                                 
8 Richard H. Glazier, Maria I. Creatore, Jonathan T. Weyman, Ghazal Fazli, Flora I. Matheson, Peter Gozdyra, 

Rahim Moineddin, Vered Kaufman Shriqui, and Gillian L. Booth, “Density, Destinations or Both? A Comparison of 

Measures of Walkability in Relation to Transportation Behaviors, Obesity and Diabetes in Toronto, Canada,” PLoS 

ONE 9 no. 1 (2014): 1–9. doi:10.1371/journal.pone.0085295. 
9 Hyungun Sung and Sugie Lee, “Residential Built Environment and Walking Activity: Empirical Evidence of Jane 

Jacobs’ Urban Vitality,” Transportation Research: Part D 41 (December 2015): 318–29, 

doi:10.1016/j.trd.2015.09.009. 
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fast speeds also tend to be noisy, which has public health consequences for people living and 

working on streets with high vehicle volumes and speeding. Persistent traffic noise has been 

linked to heart disease, certain cancers, diabetes, hypertension, and a slew of mental health 

problems.10 Many of these health issues can be traced to poor sleep. Poor, or interrupted sleep, is 

known to have a positive correlation with stress and irritability.11 These types of health issues 

have been especially noted among vulnerable populations, such as children and the elderly.12 

This is of particular relevance for Remington, of which 17% of the population is composed of 

children under 9 and adults over 65. For the general population, long-term exposure to traffic 

noise is documented to have adverse effects over 70 decibels, according to the World Health 

Organization. According to the National Transportation Noise Map, 28th Street and 29th Street 

likely consistently surpass this level.13 

 Injuries and chronic health issues are not the only consequences of speeding in dense 

urban areas. The presence of fast cars on roads without adequate protection for cyclists are a 

deterrent to bicycle activity. Bicycle trips in Germany doubled between 1975 and 2001, owing in 

no small part to expansive traffic calming measures in conjunction with better bicycling 

facilities, rigorous safety education, and strict enforcement of traffic regulations.14 In analyzing 

past research and conducting its own survey, a study in Auckland, New Zealand also found 

traffic safety (vehicle speed, traffic volume, the presence of adequate bicycle facilities) to be the 

                                                 
10 Birgitta Berglund et al, “Guidelines for Community Noise,” World Health Organization (1999). 

http://www.who.int/iris/handle/10665/66217 
11 Blaxton, Jessica M., Cindy S. Bergeman, Brenda R. Whitehead, Marcia E. Braun, and Jessic D. Payne, 

“Relationships Among Nightly Sleep Quality, Daily Stress, and Daily Affect,” Journals of Gerontology Series B: 

Psychological Sciences & Social Sciences 72 no. 3 (2017): 363–72. 
12Evans, Gary, Peter Lercher, Markus Meis, Hartmut Ising, and Walter W. Kofler, “Community Noise and Stress in 

Children,” The Journal of the Acoustical Society of America 109, 1023 (2001). 
13 USDOT, National Transportation Noise Map, Road and Aviation Noise in the United States, 

https://maps.bts.dot.gov/arcgis/apps/webappviewer/index.html?id=a303ff5924c9474790464cc0e9d5c9fb. 
14 John Pucher and Lewis Dijkstra, “Promoting Safe Walking and Cycling to Improve Public Health: Lessons from 

the Netherlands and Germany”, American Journal of Public Health, 2003 September; 93(9): 1509–1516. 

PMCID: PMC1448001. 
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most influential factor on a person’s decision to travel by bike.15 Other important factors were a 

well-connected network of protected bicycle facilities, provision of bicycle security at 

destinations, policies to discourage vehicle use, and the integration of bicycling with public 

transit. 

There is limited research on the relationship between speeding cars and pedestrian 

volumes, but there is some evidence that pedestrian volumes tend to be lower when there is 

perceived danger on a street; this relationship is more pronounced for people who are already 

walking, who will often choose the safest and most comfortable route.16 A study conducted by 

the National Highway Traffic Safety Administration found that out of a set of possible threats, 

pedestrians were most likely to feel threatened by motorists, and that the two most common 

driving behaviors that led to feelings of unsafety were speeding and proximity.17 The latter is 

also of note for 28th Street and 29th Street due to their lack of sidewalk buffers. Other studies, 

however, have found little to no relationship between pedestrian volumes and perceived safety 

on roads, including a study in Baltimore that noted only a marginal interaction between walking 

and traffic discomfort.18 Overall, from what limited research exists, the evidence is mixed on the 

relationship between high vehicle speeds and walking in urban settings. It seems the relationship 

between speeding vehicles and low pedestrian volumes is primarily related to land use. 

 

                                                 
15 Judith Wang, Leila Mirza, Alan Cheung, and Siamak Moradi, “Understanding factors influencing choices of 

cyclists and potential cyclists: A case study at the University of Auckland,” Road and Transport Research: A 

Journal of Australian and New Zealand Research and Practice 23, no.4 (2014): 37 - 51. ISSN 1037-5783. 
16 Aslak Fyhri, Tineke Hof, Zuzana Simanova, and Marjolein de Jong, “The Influence of Perceived Safety and 

Security on Walking,” ICTCT PQN Final Report (2010): 49-70. 
17 Dawn Royal and Darby Miller-Steiger, “National Survey of Bicyclist and Pedestrian Attitudes and Behaviors,” 

U.S. Department of Transportation, National Highway Traffic Safety Administration (August 2008). 
18 Nicole L. Bracy, Rachel A. Millstein, Jordan A. Carlson, Terry L. Conway, James F. Sallis, Brian E. Saelens, 

Jacqueline Kerr, Kelli L. Cain, Lawrence D. Frank, and Abby C. King, “Is the Relationship between the Built 

Environment and Physical Activity Moderated by Perceptions of Crime and Safety?” International Journal of 

Behavioral Nutrition & Physical Activity 11 (March 2014): 1–24, doi:10.1186/1479-5868-11-24. 
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Takeaways: Managing vehicle travel speed is important for the health of residents and 

preventing injuries for motorists and pedestrians alike, but less important for attracting 

walkers. It is, however, very important for attracting bicyclists, in conjunction with 

providing safe, convenient, and connected biking facilities. 

The Intersection of Empty Space and Fast Cars: Unused Street Parking 

  

When parking spots are pervasively and consistently unfilled, induced dead space is 

created. These empty parking spots have two main effects, both of which relate to the previous 

concepts explored. First, they add to the monolithic feel of the street, where pavement is the 

prominent feature. This relates to complexity and human-scale design, both of which have been 

identified by Ewing as vital design qualities for creating pedestrian-friendly urban spaces. He 

specifically cites wide streets as one of the examples of non-human scale design. Second, empty 

spaces create the illusion of wide streets, especially when pavement markings are faded. The 

relationship between lane width and speeding has been studied extensively. A 1997 study 

showed a significant relationship between street width and speeding.19 The study also notes how 

this relationship applies to streets with low parking densities, as on-street parking defines the 

effective width of the street. 

 

Takeaways: Low on-street parking density induces the effect of empty space and fast cars. 

 

 

 

 

 

                                                 
19 J. M. Daisia & J. B. Peers, “Narrow residential streets: Do they really slow down speeds?” Presented at the 

Institute of Transportation Engineers 67th annual Meeting, Tampa, FL: 1997. 
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Planning Strategies 

 

Strategy 1: Delineated street crossings at intersections and some non-intersections through 

more visible/frequent crosswalks and other visual cues. This will better connect the two 

sides of the street and create the illusion of shorter blocks. 

 

In The Image of the City, Kevin Lynch describes a scenario where “edges” may become 

“seams.”20 Borders, or edges in Lynchian, do not have to be barriers if the urban life on both 

sides remains within sight and tangible reach. This can be accomplished through the creation of 

comfortable and inviting paths. Ideally, though, the border would become a “node,” or a 

destination in and of itself, forcing the constant back-and-forth crossing of people by design. 

This would be accomplished through the insertion of amenities, or perhaps a transit center, 

making the node a key access point to other nodes. While Jane Jacobs agrees that the Lynchian 

method can work, she envisions scenarios where creating a seam may not be feasible, i.e. in 

cases where a border is impenetrable and necessary. Her solution is to double-down on Jacobsian 

urbanist principles, compensating for the blighting forces by making the border vacuum a 

destination (somewhat similar to the Lynchian node). This means high population concentration, 

especially short blocks, fluid street use, mixtures of primary use, and mixtures of building age. 

The 28th and 29th Street corridors are not “necessary” borders, in that they can be 

penetrated (though doing so is exceedingly difficult across all modes). In this sense, there is 

opportunity for the streets to become Lynchian seams, with the addition of more inviting 

crossing paths and amenities on both sides of the street. At the same time, the border cannot be 

eliminated, at least in the short term. The border will persist because vehicle volumes will 

                                                 
20 Kevin Lynch, The Image of the City (Cambridge, Massachusetts: The MIT Press 1960), 62-66. 
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persist. In this sense, it may also make sense to follow Jacobs’ methods of doubling down on 

urbanist principles, for both sides of 28th Street and 29th Street. Some of her principles would be 

difficult to change in the short term. One with promise, however, may be short blocks. While 

engineering new street connections is out of the question, the experience of short blocks can be 

evoked through creative geometry and the clustering of art and vegetation. Crossing paths can 

play a role here as well, satisfying the short blocks Jacobs deems necessary and the paths 

 

Strategy 2: Narrow travel lanes, add protected bicycle facilities, and reduce crossing 

distance with pedestrian bump-outs. This will attract bicyclists, calm traffic, and reduce 

injury risk for vulnerable users of the street. 

 

A study conducted by the New York City Department of Transportation analyzed the 

retail sales before and after street improvements were made throughout the five boroughs of New 

York City.21 They found that the most significant gains in retail sales occurred on streets where 

traffic calming measures were implemented. One particularly relevant example is Columbus 

Avenue in Manhattan. Prior to 2008, Columbus Avenue between 77th and 95th Streets was a one-

way, three-lane road with parking on both sides and no bicycle infrastructure. The high crash rate 

propelled residents to petition DOT for safety improvements. DOT answered the call by 

narrowing travel lanes, implementing a parking-protected bike lane, adding mixing zones at 

cross streets (where bicycles use the left-turn lane, increasing visibility and predictability 

between users), and installing pedestrian islands to reduce the crossing distance. Compared to a 

portion of Columbus Avenue that did not receive safety enhancements, the improved segment of 

Columbus Avenue had sizable growth in retail sales. While Columbus Avenue between 70th and 

                                                 
21 New York City Department of Transportation, “The Economic Benefits of Sustainable Streets” (2013). 
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77th saw a 9% growth in sales, the upgraded section of Columbus Avenue saw a 20% increase in 

sales. This can be attributed to decreased speeding, increased bicyclists, improved streetscape, 

and enhanced accessibility. 

 

 

Source: NYCDOT 

 

 The 28th and 29th Street corridors share a lot in common with the old Columbus Avenue. 

They are both one-way streets with wide travel lanes (averaging 11-12 feet in all segments of the 

corridors except 28th Street between Huntington Avenue and Howard Street), have no bicycle 

infrastructure, and have a high prevalence of speeding and injurious crashes (about 30% of all 

crashes on 28th Street and 29th Street resulted in injury, compared to 20% on Howard Street). The 

National Association of City Transportation Officials (NACTO) recommends a lane width of 10 
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feet for urban roads, as wider lanes result in higher speeds and greater crossing distance.22 

Considering 28th Street and 29th Street are not designated truck routes and there are no 

BaltimoreLink bus routes along either road, 10-foot lanes are appropriate. By narrowing lanes, a 

maximum of four feet of road width can be extracted for other uses. Unfortunately, this method 

alone is not sufficient for a protected bike lane. 

 

Strategy 3: Repurpose unnecessary street and lot space through permanent and temporary 

installations. Depending on the method, this may create a better sense of enclosure, reduce 

pavement maintenance costs, yield environmental benefits, and “replace space with place”. 

  

In cases where on-street parking is not at capacity, finding creative ways of filling space 

can have a positive outcome for traffic calming, accessibility, and experience of the street. A 

study out of Davis, California conducted a parking study on several residential streets, finding an 

average of 29% occupancy.23 It found that repurposing these spaces would save the city $21 per 

converted spaces, or $513,000 total over 20 years out of its street repaving budget. This savings 

total does not take into account additional cost savings from the reduction of street sweeping and 

maintenance. For cases in which the city owns the road, the study recommends replacing unused 

parking spaces with trees, which have been proven to increase adjacent property values, calm 

traffic, create a more comfortable pedestrian environment, and provide traffic pollution 

absorption. The second option identified by the study is to replace the parking spaces with 

bioswales or landscaped parklets, which help manage stormwater and offer many of the same 

                                                 
22 National Association of City Transportation Officials, Urban Street Design Guide.  
23 Calvin G. Thigpen and Jamey M.B. Volker, “Repurposing the Paving: The Case of Surplus Residential Parking in 

Davis, CA,” Cities 70 (October 2017): 111–21, doi:10.1016/j.cities.2017.06.020. 
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benefits as trees. Green infrastructure maintenance also tends to be less costly than conventional 

roadway and stormwater facility maintenance. 

In 2005, a performance installation in San Francisco shined a light on how parking spaces 

could be repurposed to provide community value. The piece, entitled PARK(ing), involved the 

temporary replacement of a paved parking spot with a potted tree, a bench, and a grass sod, 

lasting one day. It sparked global interest and eventually PARK(ing) Day was designated on the 

first Friday in September, where cities all over the world employ the same tactics in parking 

spots. Researchers Danielle Endres, Samantha Sendra-Cook, and Brian Cozen argue that this 

tactic converts “space to place.”24 PARK(ing) Day offers a visual argument for reconceptualizing 

space previously thought of as inelastic as well as an alternative theory for what is desirable in 

that space. Further, they argue that the very fact that PARK(ing) Day is temporary empowers 

those who visit the parklets to think about urban space with less complacence for enduring uses. 

In Baltimore, where the pace of change is slow, and particularly on 28th and 29th Streets, where 

land use has remained stagnant for decades, wider adoption of this mindset may be a catalyst for 

change. 

                                                 
24 Danielle Endres, Samantha Senda-Cook, and Brian Cozen, “Not Just a Place to Park Your Car: Park(Ing) as 

Spatial Argument,” Argumentation & Advocacy 50, no. 3 (Winter 2014): 121–40, 

doi:10.1080/00028533.2014.11821814. 
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Image: Georgetown University Urban and Regional Planning parklet, Washington D.C. PARK(ing) Day 2017 

Source: Shubhada Varde 

 Relatedly, tactical urbanism is enjoying increasing praxis in American cities. Tactical 

urbanism is a method by which temporary and (typically) inexpensive projects are installed to 

make a city safer or more enjoyable. Often these installations form an implicit argument for 

implementing long-term changes to the areas they reimagine. Since San Francisco’s 2005 

PARK(ing) demonstration, which was followed by the 2009 installation of a makeshift 

pedestrian plaza in Times Square, the transformation of the urban sphere feels increasingly 

possible through ordinary means and inexpensive materials. Streets Plan Collaborative, an urban 



21 

 

planning, design, and advocacy firm, publishes guides for tactical urbanist strategies.25 In 

addition to PARK(ing) Day, published strategies that may be relevant for 28th Street and 29th 

Street include “Build a Better Block,” “Pop-Up Retail,” “Pavement to Parklets,” “Pop-Up 

Cafes,” “Intersection Repair,” and “Park Mobile,” each of which reclaim unused public space 

with vegetation, seating, retail, art, or a combination of the four. Even if (initially) impermanent, 

these and similar strategies can create more interesting destinations within a neighborhood such 

as Remington—all while improving the safety, vitality, and accessibility of the area without 

having to undergo lengthy and costly review processes. 

 

Strategy 4: Create simple, cohesive branding. 

 There is a reason that tourism is a trillion-dollar industry in the United States – branding 

is an important factor in attracting people to a place. Perhaps unintentionally, Kevin Lynch was 

the original urban branding philosopher, noting the correlation between a strong and positive 

mental image and successful neighborhoods. “Imageability,” as Lynch called it, was also 

identified by Ewing and Bartholomew as one of the main essential characteristics for attracting 

pedestrians (Ewing and Bartholomew 11). Later researchers would go on to apply Lynchian 

philosophy to urban marketing theory; one study described a city’s ability to package itself into a 

postcard as correlative to its desirability as a tourist destination.26 While imageability 

traditionally relates to the visual identifiers of a place, other characteristics can make a place 

memorable and digestible as well. 

                                                 
25 Mike Lydon, Dan Bartman, Tony Garcia, Russ Preston, and Ronald Woudstra, “Tactical Urbanism 2: Short-Term 

Action, Long-Term Change, Street Plans Collaborative” (2012). 
26 Gert-Jan Hospers, “Lynch’s The Image of the City after 50 Years: City Marketing Lessons from an Urban 

Planning Classic,” European Planning Studies 18 no. 12 (December 2010): 2073 – 2081, doi: 

10.1080/09654313.2010.525369. 
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 Messaging, for example, is a proven strategy in creating a cohesive identity. I see it in 

Baltimore, where popular destinations or landmarks have simple and catchy names, such as “The 

Avenue” in Hampden, or “The Monument” in Mount Vernon. Associating businesses with well-

known places and attractions tends to be an effective strategy in supporting higher sales and 

fostering intrigue. A study of a business improvement district in Toronto found that the renaming 

of a neighborhood was an important factor in its rebranding and, consequentially, its economic 

growth.27 The Bloor-Jane-Runnymede neighborhood of Toronto was renamed Bloor West 

Village in 1970. Over the next few decades, the neighborhood saw reduced retail vacancy and 

increased number and diversity of shops, as well as increased longevity of businesses. Store 

owners cited their ability to advertise their location accompanied with the word “village” as a 

major pull to set up shop in the neighborhood. The branding, however, was not the only factor. 

Bloor West Village also saw pedestrian improvements and beautification projects with the 

creation of its business improvement district. The takeaway is that there is no one silver bullet in 

improving the perception of a place and attracting business; many strategies can, and should, 

work in tandem. 

  

  

 

 

 

 

 

                                                 
27 Melissa Cherenko, “A Historical Assessment of the World’s First Business Improvement Area (BIA): The Case of 

Toronto’s Bloor West Village,” Canadian Journal of Urban Research 24, no. 2 (2015): 1–19, 

http://search.ebscohost.com.proxy.library.georgetown.edu/login.aspx?direct=true&AuthType=ip,uid&db=aph&AN

=112808572&site=ehost-live&scope=site. 
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RESEARCH METHODOLOGY 
 

My research methodology is twofold. Part one establishes the existence of higher rates of fast 

cars and underused lots in my study area as compared to Howard Street. I have established this 

relationship anecdotally, through visceral feeling on these streets, but I have yet to corroborate 

that feeling with data. My metrics for speeding will be vehicle crashes that resulted in injury. My 

metrics for underused lots will be the number of parking lots and vacant lots on each street, as 

well as the surface area of those lots. By mapping these two variables, I will show the higher 

prevalence of both on 28th Street and 29th Street as compared to Howard Street. 

In part two, I investigate the parking utilization of 28th Street and 29th Street to determine 

possible opportunities to use space more efficiently and creatively. I conduct my parking audits 

during lunch, dinner, and night. These are the time periods when parking spots are the most 

likely to be filled at the highest rates. Meal times are important due to the presence of two 

prominent food destinations on 29th Street, R House and Paper Moon Diner, and night is 

important due to overnight residential parking. Weekdays and weekends tend to exhibit different 

patterns, so it is necessary to record parking utilization for both. I report on-street parking 

utilization for these different time periods on two representative weekdays and two 

representative weekend days, under pleasant weather conditions. For off-street parking, I record 

lot utilization on two representative pleasant weekend days, measuring utilization in lots whose 

corresponding businesses are not open, as well as lots within Remington’s main pedestrian-scale 

commercial segment (Fox Street to Huntington Avenue). Using my findings, I can recommend 

time-contingent and non-time-contingent interventions for traffic calming and urban infill 

solutions. 
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RESEARCH FINDINGS 

Part 1: Establishing the Problem 

Injury Crash Rates 

 

While injury crashes are an imperfect way to measure speeding, it is the best way to 

reveal a pattern. A more direct way of measuring speeding would be with a speed radar gun, with 

measurements taken at various points throughout the corridor and at various times throughout the 

day. Preferably, this would be done during peak business hours, considering my research subject 

is business vitality. However, this method is time- and labor-intensive, and it runs the risk of not 

having an adequate sample size. Though there are inevitably multiple variables at play in a crash, 

crashes which result in injury are most likely to involve fast vehicles; injuries by and large result 

from high impact. Further, I can analyze crash data over a substantial time period, which allows 

a greater sample size. 

Using crash data from the Department of Maryland State Police, I was able to map and 

summarize vehicle crashes between January 2016 and September 2018. I used this time frame 

because I wanted to use the most recent available data. Additionally, the Maryland State 

Highway Administration showed a substantial increase in vehicle volumes on 28th and 29th 

Streets beginning in 2016; crash data before this period may be unrepresentative of current 

conditions. It was previously noted that flex posts were installed at the intersections of 

Remington Avenue with 28th Street and 29th Street in the spring of 2017 to create makeshift 

pedestrian bump-outs. Howard Street, on the other hand, has no additional traffic calming 
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measures at any of its intersections. It should also be noted that many crashes in Baltimore City 

are not reported to the police; while this data sample is representative, it may not be 

comprehensive. 

Maryland State Police crash data shows a substantial difference between the injury crash 

rates on 28th Street and 29th Streets as compared to Howard Street. Between January 2016 and 

September 2018, there were 25 injury crashes on 28th Street, 19 injury crashes on 29th Street, and 

14 on Howard Street. Factoring in the length of the street and the average vehicle volumes, this 

translates to 10.8 crashes per 1000 feet per 10,000 vehicles on 28th Street, 4.9 crashes per 1000 

feet per 10,000 vehicles on 29th Street, and 2.4 crashes per 1000 feet per 10,000 vehicles on 

Howard Street. In other words, injury crashes are 346% more likely to occur on 28th Street as 

compared to Howard Street, and 102% more likely on 29th Street as compared to Howard Street. 

Further, there are two intersections which overlap between 28th Street, 29th Street, and Howard 

Street. Factoring out the overlapping intersections, the pattern becomes even more pronounced; 

injury crashes on 28th Street become 508% more common than on Howard Street, while injury 

crashes on 29th Street become 180% more common than on Howard Street.  

Injury crashes on 28th Street, 29th Street, and Howard Street are mapped in Figure 2. 

Looking at the map, it appears only three of Howard Street’s injury crashes occurred at non-

signalized intersections, whereas crashes on 28th Street and 29th Street are more evenly dispersed, 

particularly on 28th Street. This is an additional argument for a higher prevalence of speeding and 

erratic vehicle behavior on 28th Street and 29th Street as compared to Howard Street. It should 

also be noted that 28th Street has a speed limit of 30 miles per hour while the other two study 

streets are marked 25 miles per hour. This is significant, given not only the starkly higher rate of 

injury crashes on 28th Street as compared to Howard Street, but also as compared to 29th Street. 
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Source: Author 

 

Figure 2: January 2016 – August 2018 injury crashes on 28th Street and 29th Street (between 

Sisson Street and Howard Street, and Howard Street (between 25th Street and 29th Street) 
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Underused Lots 

 

Lots are a pervasive eye sore on 28th Street and 29th Street; less so on Howard Street. I 

define lots by parking lots, vacant lots, and gas stations (which tend to be majority pavement). 

Using this definition, lots on each street can be summarized by Table 1.  

Street Total Lots Total Lot Space (sqft) Average Lot Size (sqft) 

28th Street 6 4,222 704 

29th Street 12 9,403 810 

Howard Street 3 3,350 1,117 

 

Table 1: Lots on 28th Street, 29th Street, and Howard Street 

 

Though the average lot size is smaller on 28th Street and 29th Street, the lots are more abundant 

throughout the streets. The lots on Howard Street, on the other hand, are concentrated in one 

segment (Figure 3). Looking at this another way, lots take up 20% of the curb space on 28th 

Street, 26% of the curb length on 29th Street, and 8% of the curb length on Howard Street. 

Crucially, lots take up a major portion of 29th Street in the middle of its more pedestrian-

scale commercial district, between Cresmont Street and Huntington Avenue. Lots compose 36% 

of the curb space in this segment. Howard Street’s main pedestrian-scale commercial area is 

between 28th Street and midway between 25th Street and 26th Street. Comparatively, lots 

compose 6% of the curb space in this segment. 
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Source: Author 

Figure 3: Lots on 28th Street, 29th Street, and Howard Street 
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Part 2: Finding a Solution 

Parking Utilization: On Street 

 

In order to measure on-street parking utilization, I counted cars at different parking peak 

hours and measured observed utilization against calculated capacity. In Baltimore City, on-street 

parking spots are required to be 22 x 8 feet, though 18-foot spots are allowed at curb ends. I 

measured the usable curb length on both streets through Google Earth and calculated parking 

capacity accordingly. I found that 28th Street can hold 101 cars and 29th Street can hold 121 cars 

(Table 2 and 3). 

 

Street Segment Curb Capacity (feet) Car Capacity Total Car 

Capacity From To North South North South 

Sisson St Hampden Ave 395 283 18 13 32 

Hampden Ave Miles Ave 124 117 6 6 12 

Miles Ave Huntington Ave 118 118 6 6 12 

Huntington Ave Fox St 160 160 8 8 16 

Fox St Remington Ave 115 99 6 5 11 

Remington Ave Howard St 264 216 12 10 22 

Total 1,176 993 56 47 103 

Table 2: 28th Street On-Street Parking Capacity 

 

Street Segment Curb Capacity (feet) Car Capacity 
Total Car 

Capacity From To North South North South 

Howard St Cresmont St 204 275 10 13 23 

Cresmont St Remington Ave 335 70 16 4 19 

Remington Ave Huntington Ave 205 232 10 11 21 

Huntington Ave Miles Ave 148 148 7 7 14 

Miles Ave Hampden Ave 139 139 7 7 13 

Hampden Ave Sisson Street 398 275 18 13 31 

Total 1,429 1,139 67 54 121 

Table 3: 29th Street On-Street Parking Capacity 
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No cars were parked between 

Hampden Avenue and Sisson Street on 29th 

Street during any measured period. This is not 

because parking is prohibited along this 

segment; there are no signs restricting parking. 

As part of a tactical urbanism project, there 

are flex posts blocking off the right-turn 

channelization from 29th Street onto Sisson 

Street, some of which extend up the street, per 

the images to the right. Behind these bollards, 

though, is perfectly usable parking space. 

Additionally, people may think parking is 

generally prohibited in this section of 29th 

Street. The presence of prolific parking lots and car-related services is reminiscent of an auto-

oriented suburban arterial, where on-street parking is rarely seen (image below). This ingrained 

response may influence parking 

behavior. Regardless of the 

reason, when this segment is 

excluded, 29th Street is only 

able to hold 90 cars total; it 

loses 18 spots from the north 

side of the street and 13 spots 

from the south side of the street. 
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Weekday 

 

On 28th Street and 29th Street, street parking is hardly ever at capacity during the week. I 

counted parked cars on April 24, 2019 and April 26, 2019, a Wednesday and a Thursday under 

sunny conditions. Wednesday and Thursday are representative weekdays because Mondays and 

Fridays often have more unusual schedules, and Paper Moon Diner (a notable 29th Street 

destination) is closed on Tuesdays. Tables 4 and 5 detail on-street parking utilization for 28th 

Street and 29th Street, respectively. 

 

Street Segment Wednesday Thursday 

From To Midday Dinner Night Midday Dinner Night 

Sisson St Hampden Ave 3 8 11 7 6 9 

Hampden Ave Miles Ave 6 11 10 6 5 11 

Miles Ave Huntington Ave 2 4 6 8 5 6 

Huntington Ave Fox St 10 12 8 12 9 10 

Fox St Remington Ave 6 9 8 8 7 7 

Remington Ave Howard St 18 8 9 16 13 7 

Total 28th Street Parked Cars 45 52 52 57 45 50 

Capacity Utilization 44% 51% 51% 55% 44% 49% 

Table 4: Weekday Observed 28th Street On-Street Parking Utilization 

 

 

Street Segment Wednesday Thursday 

From To Midday Dinner Night Midday Dinner Night 

Howard St Cresmont St 6 14 6 8 9 11 

Cresmont St Remington Ave 11 4 3 14 11 11 

Remington Ave Huntington Ave 12 15 10 16 3 9 

Huntington Ave Miles Ave 3 4 6 5 4 4 

Miles Ave Hampden Ave 2 8 6 7 5 6 

Hampden Ave Sisson Street 0 0 0 0 0 0 

Total 29th Street Parked Cars 34 45 31 50 32 41 

Capacity Utilization 28% 37% 26% 41% 26% 34% 

Capacity Utilization excluding 

Hampden Ave - Sisson Street 
38% 50% 35% 56% 36% 46% 

Table 5: Weekday Observed 29th Street On-Street Parking Utilization 
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There were no periods during the week where parking utilization exceeded 56% of the available 

space, even when an entire segment of 29th Street was not considered. 

Weekend 

 

 While street parking overall is more abundant on weekends than weekdays, neither 28th 

Street nor 29th Street ever reaches capacity. I counted parked cars on April 27, 2019 and April 

28, 2019, under sunny conditions. Tables 6 and 7 detail on-street parking utilization for 28th 

Street and 29th Street, respectively. 

 

Street Segment Saturday Sunday 

From To Midday Dinner Night Midday Dinner Night 

Sisson St Hampden Ave 10 10 10 10 8 10 

Hampden Ave Miles Ave 11 8 11 7 11 11 

Miles Ave Huntington Ave 10 9 7 6 7 8 

Huntington Ave Fox St 12 8 11 15 12 15 

Fox St Remington Ave 9 4 7 9 7 6 

Remington Ave Howard St 19 8 9 20 10 8 

Total 28th Street Parked Cars 71 47 55 67 55 58 

Capacity Utilization 69% 46% 53% 65% 53% 56% 

Table 6: Weekend Observed 28th Street On-Street Parking Utilization 

 

Street Segment Saturday Sunday 

From To Midday Dinner Night Midday Dinner Night 

Howard St Cresmont St 8 9 10 12 13 14 

Cresmont St Remington Ave 12 9 7 11 12 3 

Remington Ave Huntington Ave 13 14 11 21 19 3 

Huntington Ave Miles Ave 4 3 3 8 4 7 

Miles Ave Hampden Ave 7 8 8 5 6 4 

Hampden Ave Sisson Street 0 0 0 0 0 10 

Total 29th Street Parked Cars 44 43 39 57 54 41 

Capacity Utilization 36% 36% 32% 47% 45% 34% 

Capacity Utilization excluding 

Hampden Ave - Sisson Street 
49% 48% 43% 63% 60% 46% 

Table 7: Weekend Observed 29th Street Parking Utilization 
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Parking Utilization: Off-Street 

 

 I inventoried utilization for lots on 28th Street and 29th Street during two weekdays and 

two weekend days, at the previously established peak parking periods. I only noted parking 

spaces in the lots that either serve retail commercial purposes or are significantly vacant. These 

lots serve Avenere Cladding, Acropolis Construction, Potts and Callahan, a combination of Fast 

Forward and Remington Bottle (and R House on week nights and weekends), Paper Moon Diner, 

and a combination of R House and the police station. I did not include the parking lots for the 

two doggie day care services, the body shops, or Burger King, all of which are auto-oriented and 

have less of a reliance on neighborhood vitality to be profitable. Total capacity for these lots is 

shown in Table 8.  

Street Lot Spots 

28th Avenere Cladding 20 

28th 7-Eleven 9 

29th Acropolis Construction 24 

29th Potts and Callahan 26 

29th Fast Forward/Remington Bottle 23 

29th Paper Moon 26 

29th Police Station/R House 63 

Total Commercial Parking Lot Spots 191 

Table 8: Total Off-Street Parking Capacity on 28th Street and 29th Street 

Off-street parking utilization is shown in Table 9 and Table 10 for weekdays and weekends, 

respectively. Per my observations, there are a significant amount of unused parking spaces 

throughout all periods. 

Street Lot 
Wednesday Thursday 

Midday Dinner Night Midday Dinner Night 

28th Avenere Cladding 1 17 20 2 13 20 

28th 7-Eleven 6 7 7 5 8 6 

29th Acropolis Construction 13 20 21 10 20 21 

29th Potts and Callahan 15 17 25 16 18 25 

29th Fast Forward/Remington Bottle 4 10 12 6 11 15 
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29th Paper Moon 4 20 25 5 15 26 

29th  Police Station/R House 1 15 25 7 16 30 

Total 44 106 135 51 101 143 

Table 9: Empty Spots in Parking Lots along 28th Street and 29th Street on Two Weekdays 

 

Street Lot 
Saturday Sunday 

Midday Dinner Night Midday Dinner Night 

28th Avenere Cladding 20 20 20 20 20 20 

28th 7-Eleven 7 8 5 6 5 7 

29th Acropolis Construction 20 22 21 21 21 20 

29th Potts and Callahan 25 22 25 22 22 25 

29th Fast Forward/Remington Bottle 6 5 23 1 17 19 

29th Paper Moon 2 11 26 0 17 26 

29th  Police Station/R House 8 12 39 0 18 45 

Total 88 100 159 70 120 162 

Table 10: Empty Spots in Parking Lots along 28th Street and 29th Street on Two Weekend Days 

Lot utilization is tied to business hours. For instance, Avenere Cladding, Adult Day Services, 

Acropolis Construction, and Potts and Callahan are all closed on weekends. During the weekday, 

the Fast Forward/Remington Bottle parking lot is designated exclusively for employees of Fast 

Forward between 8:00 AM and 5:00 PM, with an additional five spots designated for Remington 

Bottle patrons. Outside of this time frame, the parking lot may be used by all R House customers.  

Additional Observations 

1) Space distribution 

In addition to the physically empty spaces that 

exist along 28th Street and 29th Street, there are 

also other factors that make the corridors seem 

even emptier. I noticed that there are often vast 

spaces between parked cars and clumps of 
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parked cars, and that parked cars along a stretch are occasionally on just one side of the street. 

This adds to perceived road space, which both encourages vehicles to speed and makes large 

sections of the corridor feel vacant. Parking tends to be most underused west of Huntington 

Avenue, particularly on 29th Street.  

2) Parking on Residential Side Streets 

During all periods observed, there seemed to 

be plentiful parking on the neighborhood side 

streets that intersect 28th and 29th Street, as 

well as the quiet streets parallel to these busy 

corridors. As a resident of one of these side 

streets, I can personally testify to the ease of 

finding parking at any time of the day and 

any day of the week. 

3) Vehicular Traffic 

As I walked the length of 28th Street and 29th 

Street over multiple time periods and multiple 

days, I noticed that there are stark differences 

in vehicle volumes over time. During 

morning and evening rush hour traffic 

(roughly 7:00 AM to 9:00 AM and 4:00 PM 

to 6:00 PM, respectively), vehicle volumes 

are substantial. However, these are the only 



36 

 

periods (and perhaps during buffer times just outside these periods) when the corridors are 

completely used. At all other times of the day, both corridors see significantly fewer (and 

faster) vehicles. Frequently, there are lengthy stretches of no traffic at all.  

4) Sight Distance 

Crossing 28th Street and 29th Street west of Huntington Avenue as a pedestrian, biker, or 

driver, is exceedingly difficult on Miles Avenue. Miles Avenue is a one-way street and does 

not have no-stopping signs prohibiting cars from parking on the edge of the curb. This is an 

issue for vehicles turning onto 28th Street or crossing 28th Street. It is an issue for pedestrians 

and bicyclists crossing 28th Street at Miles Avenue from either side of the street. If I want to 

cross 28th Street at Miles Avenue, and there is a parked car on the west curb, I must stand or 

inch my car nearly in front of these parked cars, making me vulnerable to speeding traffic. 

This is not an issue on 29th Street, where no-stopping signs are appropriately placed. 

5) Traffic Noise 

Traffic noise is disturbing and prominent at all hours of the day. At peak hours, traffic noise 

is fairly constant, resulting from high vehicle volumes. At off-peak hours, traffic noise is the 

result of speeding vehicles and occurs in frequent waves. Due to the lack of pedestrian 

buffers and sparsely parked cars, the noise is felt viscerally on sidewalks and in the 

rowhomes lining 28th Street and 29th Street. 

6) Temporary Pedestrian Bump-Outs at Remington Avenue 

As I counted vehicles on both sides of Remington Avenue on 28th Street and 29th Street, I 

noticed that drivers who made green lights did not seem to slow down. The temporary 
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pedestrian bump-outs simply consist of bollards in the street and white border paint. The 

roadway is still entirely visible. 

7) Tree Cover and Pedestrian Buffers 

As compared to Howard Street, 28th Street and 29th Street lack tree coverage. On Howard 

Street, tall tree canopies shroud the street, creating a sense of enclosure. Though there has 

recently been an effort to increase tree coverage on 28th Street and 29th Street, the same sense 

of enclosure is not achieved throughout the corridors. Additionally, pedestrian buffers on 28th 

Street and 29th Street are inconsistent. They exist in the form of tree and vegetation beds, 

spaced throughout the corridor. Howard Street, on the other hand, has a consistent grassy 

buffer between its trees and vegetation beds. Enclosure and buffers exist on the segments of 

28th Street and 29th Street that are closest to Howard Street. 

 

29th Street, from canopy-enclosed to open road 
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8) Urban Form 

In addition to feeling unsafe due to the high 

traffic speeds and lack of adequate buffers, the 

numerous parking lots throughout both 

corridors make the pedestrian and the bicyclist 

an unwelcome anomaly. Some of the lots spill 

into the street, making the street appear even 

wider than it is. This is of particular note at the 

body shops along 29th Street, where parked cars 

and driveways invade pedestrian space and 

integrate seamlessly with the road. 
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INVESTIGATING OPTIONS 
 

Even at its highest parking peaks, there is significant space in the roadway of both 28th Street 

and 29th Street. If we look at the corridors combined, Table 11 shows there is only a maximum 

utilization rate of 48% for both corridors during a typical weekday (56% excluding the Hampden 

Avenue – Sisson Street segment of 29th Street), while Table 12 shows a maximum weekend 

utilization rate of 55% for both corridors (64% excluding the Hampden Avenue – Sisson Street 

segment of 29th Street). 

 

  

Wednesday Thursday 

Midday Dinner Night Midday Dinner Night 

Total Cars Parked 79 97 83 107 77 91 

Combined Capacity Utilization 35% 43% 37% 48% 34% 41% 

Net Unused Spots 145 127 141 117 147 133 

Combined Capacity Utilization 

(excluding Hampden Ave - 

Sisson St on 29th St) 

41% 50% 43% 56% 40% 47% 

Net Unused Spots (excluding 

Hampden Ave – Sisson St on 

29th St) 

114 96 110 86 116 102 

Table 11: Weekday Combined 28th Street and 29th Street On-Street Parking Capacity Utilization 

 

  

Saturday Sunday 

Midday Dinner Night Midday Dinner Night 

Total Cars Parked 115 90 94 124 109 99 

Combined Capacity Utilization 51% 40% 42% 55% 49% 44% 

Net Unused Spots 109 134 130 100 115 125 

Combined Capacity Utilization 

(excluding Hampden Ave - 

Sisson St on 29th St) 

60% 47% 49% 64% 57% 51% 

Net Unused Spots (excluding 

Hampden Ave – Sisson St on 

29th St) 

78 103 99 69 84 94 

Table 12: Weekend Combined 28th Street and 29th Street On-Street Parking Capacity Utilization 
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Parking lot utilization also reveals significant unused space. Tables 13 and 14 show the total 

empty spaces in off-street parking lots west of Huntington Avenue and east of Huntington 

Avenue for weekdays and weekends, respectively. 

Segment 
Wednesday Thursday 

Midday Dinner Night Midday Dinner Night 

Sisson Street - Huntington Ave 29 54 66 28 51 66 

Huntington Ave - Howard Street 15 52 69 23 50 77 

Table 13: 28th Street and 29th Street Weekday Off-Street Unused Spaces Spaces 

Segment 
Saturday Sunday 

Midday Dinner Night Midday Dinner Night 

Sisson Street - Huntington Ave 65 64 66 63 63 65 

Huntington Ave - Howard Street 23 36 93 7 57 97 

Table 14: 28th Street and 29th Street Weekend Off-Street Unused Parking Spaces 

These low on-street and off-street utilization rates present numerous opportunities to make more 

efficient use of space in ways that combat the decaying forces of fast cars and empty spaces. I 

will discuss two viable options: a protected bike lane, parklets in place of parking spaces, and 

consolidating the parking lots to create opportunities for pop-up uses and outdoor seating. 

Option 1: A Protected Bike Lane on 28th Street and 29th Street 

 

Currently there are no bicycle facilities on 28th Street and 29th Street. However, the area 

surrounding 28th Street and 29th Street in Remington are very accessible by high-quality 

protected bicycle lanes (Figure 4). The Maryland Avenue two-way cycle-track extends up from 

Downtown Baltimore into just beyond Remington’s border, and the newly installed Big Jump 

protected bike lane extends from Reservoir Hill and Druid Park Heights onto 28th Street, ending 

just as Remington begins. The Big Jump also includes a Sisson Street two-way cycle-track that 

connects to Hampden.  
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Source: Author 
Figure 4: Protected Bicycle Facilities near 28th Street and 29th Street 

New bicycle facilities along 28th Street and 29th Street would perfectly connect the Big 

Jump and the Maryland Avenue cycle-track, guaranteeing use from existing users and creating 

opportunity for new users. Per the American Communities Survey 2012 – 2016 estimate, there is 

substantial demand in Remington for this connection based on the total number of no-car 

households (Figure 5) and residents who bike to work (Figure 6). The survey estimates a 

significant pocket of bicycle commuters just west of Remington in Reservoir Hill. This 

connection may make their commute safer and more comfortable. Additionally, there are large 

pockets of households without access to a car that are located along the existing bicycle routes, 

particularly along the Big Jump in Reservoir Hill and along the Maryland Avenue cycle-track. 
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Having a more connected local bicycle network may expand employment and leisure options for 

these people, while also providing new access to the large bicycle community in Hampden. 

 
Source: Author 

 

Figure 5: Households without Vehicle Access, American Communities Survey 2012 - 2016 
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Source: Author 

 

Figure 6: Residents who Bike to Work, American Communities Survey 2012 – 2016 

 

The demand for bicycle access along 28th Street and 29th Street exists, and there has been 

considerable evidence, described in the literature review, that increasing safe bicycle facilities 

along a street is correlated to improved sales for businesses located along that street. But are 

adequate safe bicycle facilities possible along 28th Street and 29th Street? The answer is yes. If 

parking is consolidated to just one side of the street, a one-way protected bicycle lane can be 

implemented on the other side, in place of parking. Based on a combination of available curb 

space, parking restrictions, and vehicle needs, it recommended that the bicycle lane be placed on 

the right side of the street on 28th Street, and the left side of the street on 29th Street. Based on 

current street parking utilization, this is entirely possible. Tables 15 and 16 show the weekday 
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remaining empty spaces if parking were to be consolidated to the north sides of 28th Street and 

29th Street, respectively, while Tables 17 and 18 provide the weekend values. 

 

Street Segment Tuesday Wednesday 

From To Midday Dinner Night Midday Dinner Night 

Sisson St Hampden Ave 15 10 7 11 12 9 

Hampden Ave Miles Ave 0 -5 -4 0 1 -5 

Miles Ave Huntington Ave 4 2 0 -2 1 0 

Huntington Ave Fox St -2 -4 0 -4 -1 -2 

Fox St Remington Ave 0 -3 -2 -2 -1 -1 

Remington Ave Howard St -6 4 3 -4 -1 5 

Total 28th Street Remaining 

Empty Spaces 
11 4 4 -1 11 6 

Table 15: 28th Street Weekday On-Street Empty Spaces with Parking Restricted to the Left Side 

of the Street 

Street Segment Tuesday Wednesday 

From To Midday Dinner Night Midday Dinner Night 

Howard St Cresmont St 4 -4 4 2 1 -1 

Cresmont St Remington Ave 5 12 13 2 5 5 

Remington Ave Huntington Ave -2 -5 0 -6 7 1 

Huntington Ave Miles Ave 4 3 1 2 3 3 

Miles Ave Hampden Ave 5 -1 1 0 2 1 

Hampden Ave Sisson Street 18 18 18 18 18 18 

Total 29th Street Remaining 

Empty Spaces 
33 22 36 17 35 26 

Total 29th Street Remaining Empty 

Spaces (excluding Hampden Ave - 

Sisson St) 

15 4 18 -1 17 8 

Table 16: 29th Street Weekday On-Street Empty Spaces with Parking Restricted to the Right Side 

of the Street 

 

Street Segment Saturday Sunday 

From To Midday Dinner Night Midday Dinner Night 

Sisson St Hampden Ave 8 8 8 8 10 8 

Hampden Ave Miles Ave -5 -2 -5 -1 -5 -5 

Miles Ave Huntington Ave -4 -3 -1 0 -1 -2 

Huntington Ave Fox St -4 0 -3 -7 -4 -7 

Fox St Remington Ave -3 2 -1 -3 -1 0 

Remington Ave Howard St -7 4 3 -8 2 4 

Total 28th Street Remaining -15 9 1 -11 1 -2 



45 

 

Empty Spaces 

Table 17: 28th Street Weekend On-Street Empty Spaces with Parking Restricted to the Left Side 

of the Street 

 

Street Segment Saturday Sunday 

From To Midday Dinner Night Midday Dinner Night 

Howard St Cresmont St 2 1 0 -2 -3 -4 

Cresmont St Remington Ave 4 7 9 5 4 13 

Remington Ave Huntington Ave -3 -4 -1 -11 -9 7 

Huntington Ave Miles Ave 3 4 4 -1 3 0 

Miles Ave Hampden Ave 0 -1 -1 2 1 3 

Hampden Ave Sisson Street 18 18 18 18 18 8 

Total 29th Street Remaining 

Empty Spaces 
23 24 28 10 13 26 

Total 29th Street Remaining 

Empty Spaces (excluding 

Hampden Ave - Sisson St) 

5 6 10 -8 -5 8 

Table 18: 29th Street Weekend On-Street Empty Spaces with Parking Restricted to the Right Side 

of the Street 

For the observed weekdays, parking capacity would be able to easily fit along the 

reduced curb space, provided cars redistribute themselves more evenly along the corridors, both 

of which are less than half a mile in length. There was one time period where total parking 

demand would exceed capacity by one car on both streets. These two cars would easily be able to 

find parking on one of the side streets within Remington. As previously observed, side street 

parking is plentiful, particularly during the midday peak when residents are less likely to be 

home.  

Parking spaces are used at higher rates on weekend days, resulting in four potential time 

periods where street parking would be over capacity. However, if the curb space on 29th Street 

between Hampden Avenue and Sisson Street is used, all of these concerns would be eliminated, 

as cars could distribute themselves evenly between 28th Street and 29th Street. There would be 

one period where a car would have to park on a side street. Even without this segment, proximal 
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side street parking capacity would likely be able to hold spillover cars, particularly during the 

daytime, as demonstrated by the images below. 

 

Hampden Avenue between 28th Street      Miles Avenue, south of 28th Street, Miles Avenue, between 28th Street 

and 29th Street, 1:07 PM Sunday       12:53 pm Saturday                  and 29th Street, 12:44 PM Saturday 

 

 There are numerous benefits to a new protected bicycle lane in addition to providing new 

access and connectivity to bicyclists within Remington and outside of Remington. First, a 

protected bike lane would create a more comfortable experience for pedestrians. This is because 

it would create more complete buffers between pedestrians and vehicle traffic. On the south side 

of the road, the pedestrian buffer would exist in the form of the new protected bicycle lane. On 

the north side of the road, the pedestrian buffer would be a more consistent row of parked cars. 

Second, even without taking out driving lanes, greater road infill on both sides of the street 

would reduce the driver’s perceived usable space. As previously discussed, this optical illusion 

that has been proven to result in slower speeds. Third, this particular configuration would work 

well with existing bicycle infrastructure. The Big Jump on 28th Street is on the right side of the 

road as well, which would seamlessly connect to a new facility in the Remington portion of 28th 

Street. A bicycle lane on the right side of 28th Street would also eliminate the noted sight-

distance issue for drivers, bikers, and pedestrians crossing 28th Street on Miles Avenue. It is 

much easier to see past a protected bicycle lane and a cyclist or two than a parked car. Finally, 

there would be potential to extend these bicycle lanes to Maryland Avenue, connecting them to 
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the cycle track. This would create a full bicycle loop on 28th Street and 29th Street, extending 

from Sisson Street to Maryland Avenue, with access from all directions.  

Option 2: Parks, Parklets, and Pop-Ups in Place of On-Street Parking Spaces 

 

Based on the maximum amount of street parking used over the four days observed (124), 

there is potential to reclaim at least 100 parking spots for pedestrian use on 28th Street and 29th 

Street. This translates to nearly half an acre of land available in the public right-of-way. I 

discussed land use options in the literature that have been proven to increase pedestrian comfort, 

pedestrian traffic, and calm traffic. Options include increased tree coverage, which would 

increase the feeling of enclosure on the street, as well as strategies from tactical urbanism 

practice, including outdoor seating, small parks, and pop-up retail.  

Priority areas would be for the parking spaces in front of the small businesses and 

residences. Newly claimed space in front of small businesses would give restaurants the 

opportunity to have outdoor seating and enhance exposure in the pedestrian realm. These 

requirements coincide well with Baltimore’s C-1 zoning designation. According to zoning law, 

the C-1 designation is a “commercial cluster or pedestrian-oriented corridor of commercial uses 

that serve the immediate neighborhood. Ensures compatibility between neighboring residential 

and commercial uses.”28 Residential zoning would also be prioritized to provide increased 

vegetation buffer between homes and traffic. This will help reduce negative health outcomes for 

vulnerable populations in these areas. Target areas would be the R-6, R-7, and R-8 residential 

zoning designation, particularly in areas where vegetation coverage is minimal.  

                                                 
28 Transform Baltimore, accessed March 16, 2019, 

https://planning.baltimorecity.gov/sites/default/files/transform%20legend_red_0.pdf. 
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Figure 7 depicts potential areas where parklets may exist. The “necessary” areas, based 

on small businesses and low vegetation coverage, are depicted in green, yellow, and pink. The 

pink area, or OS zoning designation, is designated as necessary because it is adjacent to 

residential and commercial areas and is already zoned for a park, removing potential hurdles. 

This area covers over 90% of the available empty curb space. Additional vegetation may be 

planted in the blue area, though not spanning the entirety of any of the sections. These areas have 

more adequate tree coverage than the other residential areas of either corridor. 

 

Source: Author 

 

Figure 7: Parklet Possibilities on 28th Street and 29th Street 

 

Consolidating parking spaces to make room for new pedestrian land use would have 

many of the benefits discussed in the previous section, with the exception of those relating to 
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bicycle connectivity. Additional benefits include enclosed space for pedestrian comfort and the 

potential additional attractions if some of the parklets are used for activities or for pop-up shops. 

A potential draw-back of this idea would be the placement of pedestrian activities close to 

vehicular traffic. It would be necessary to ensure adequate barriers between these spaces and 

vehicle traffic, but pedestrians may still feel uncomfortable. 

  

Option 3: Consolidate Parking Lots to Allocate Space for Pop-Ups, Parks, and 

Festivities 

As established in Tables 13 and 14, parking lots are hardly ever full on either side of 

Huntington Avenue. Each of these lots, however, are privately owned. Making more efficient use 

of them for the benefit of the neighborhood will require coordination among Remington 

businesses. I offer three ideas to this effect, but a true plan cannot be formed without the input 

and considerations of the primary stakeholders. 

On weekends, lots are particularly empty on the west side of Huntington Avenue. There 

are 70 total available commercial lot spaces west of Huntington Avenue whose corresponding 

businesses are closed. A maximum of seven cars were observed parked in these lots total over 

the weekend. It may be possible to restrict parking in these lots over the weekend or consolidate 

them in one parking lot so that the space may be used. The Potts and Callahan lot, just east of 

Sisson Street on 29th Street, could be a great location for a weekend pop-up park, festival sight, 

or farmer’s market. Its large size makes many different types of uses possible. It is also highly 

visible from the sports field just north, possibly drawing in visitors who otherwise may not come 

to Remington. 



50 

 

 
 East of Huntington Avenue, lots are more utilized throughout the week and weekend. 

However, there is a clear pattern of usage. Parking lots are most used at midday and then become 

considerably less used throughout the day (Figure 8). 

 

 
Source: Author 

 

Figure 8: Empty Off-Street Parking Space Pattern between Huntington Avenue and Howard 

Street 
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It may be possible to have pop-up parks and organize large-scale events in the evenings on both 

weekdays and weekends, especially if parking is consolidated. The Police/R House lot on the 

northeast corner of Remington Avenue and 29th Street is a good candidate for such activities. It is 

large, at 63 non-police parking spots, and provides easy visibility to and from the small 

businesses east of Huntington Avenue. Also, since it is not directly adjacent to any of the 

businesses, it can serve them all. Use of this lot would require businesses that may benefit from 

proximity to a new attraction to share their parking lots. Such businesses may include Paper 

Moon, R House (who owns the lot), and Clipper Mill CrossFit. 
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URBAN PLANNING RECOMMENDATIONS 
 

 At first glance, 28th Street and 29th Street seem incurably auto-centric. Speeding is 

ubiquitous and parking lots and body shops litter the streets. Yet, upon further investigation, it 

becomes apparent that there is significant opportunity for change. The streets and lots are highly 

underutilized, which opens up an array of avenues for the neighborhood. Underused space 

presents the opportunity to improve urban form, increase neighborhood amenities, and create a 

more accessible environment for bicyclists and pedestrians, all of which are highly correlated 

with small business vitality. In the previous section, I detailed three transformative ideas. Their 

positive and negative outcomes are summarized in Table 19 in green and red, respectively. 

Outcomes are also classified by strength, with “high” meaning strong correlation between the 

intervention and the outcome and “medium” meaning less strong or more indirect correlation. 

These relationships are based on theories and practices identified in the literature review or 

hypothesized in the discussion. 

 

Outcomes 

Small Business 

Vitality 

Indicator 

Protected 

Bicycle 

Facilities 

Street 

Parklets and 

Parks 

Flexible 

Lot Space 

New All-Ages Bicycle Use X High     

New and Diverse Attractions X   High High 

Increases Connectivity to the 

City 
X High     

Increases Connectivity to 

Employment Opportunities 
X High     

Opportunity for Cohesive 

Neighborhood Identity and 

Branding 

X High High Medium 

Increases Urban Infill  X  High High  Medium 
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Narrows Usable Street   High High   

Increases Feeling of Enclosure   High  

Flexible Use     Medium High 

Road Maintenance Reduction   High Medium   

Pollution and Stormwater 

Management 
   High   

Provides Buffer between 

Vehicles and the Sidewalk 
  High High   

Potential Safety Issues     Medium   

Eliminates Street Parking 

Directly in Front of Some 

Residences and Businesses 

  High High   

Requires Agreement and 

Collaboration among Relevant 

Businesses 

      High 

Table 19: Outcomes of Each Proposed Intervention 

After reviewing and analyzing each proposed option, my priority recommendation is the 

protected bicycle lane. At a high level, the installation of the protected bicycle lane checks nearly 

all the boxes for small business vitality indicators. Most crucially though, it provides a clear 

opportunity to reach an entirely new category of street users - bicyclists. The fact that it would 

connect to several existing protected lanes all but guarantees immediate sizeable ridership. The 

other interventions may have a more gradual effect. 

With the use of temporary barriers, a bicycle lane could be implemented fairly quickly 

and cheaply without much additional needed planning or design. Temporary barriers can also be 

removed quickly and cheaply, if necessary. Additionally, the barriers themselves can be an 

attraction. A “Remington Loop” could feature a continuous stretch of local artwork. Businesses 

along 28th Street and 29th Street would get to claim a location on “The Loop”, akin to the 
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businesses on 36th Street in Hampden that get to claim a location on “The Avenue”. The 

“Remington Loop” branding is simple, clear, and obvious, further adding to its appeal. The name 

also conveys a sense of place; while a path leads to a destination, a loop is the destination. 

The protected bicycle lanes would certainly make pedestrians feel safer, as well, due to 

the continuous buffers on both sides of the street; one in the form of the bicycle lane and the 

other in the form of continuous parked cars. However, without local artwork and collective 

branding, a protected bicycle lane would not inherently attract high pedestrian volumes, though 

poignant wayfinding and branding would certainly have some effect. Fortunately, the flexible lot 

space intervention can be implemented alongside the protected bicycle lanes and would fill this 

hole. The two identified large lots can hold activities, festivities, and seating, and can be highly 

customizable. To further strengthen their effect, signage, artwork, and vegetation may also be 

installed on the outskirts of these lots. This would signalize that human activity occurs in these 

spaces, even during “off” periods, by obstructing the view of empty pavement and parked 

vehicles. Artwork and vegetation can also be implemented outside lots that are not targeted for 

flexible use to the same effect. 

There are numerous additional “hacks” that can be implemented to manipulate the 

perception of 28th Street and 29th Street, while also increasing safety. For example, multiple 

studies have identified short blocks as a key component of pedestrian-friendly design. New 

crosswalks and carefully placed artwork and vegetation can be implemented to this effect. 

Crosswalks would make the most sense along long stretches of uninterrupted road, such as 

between Howard Street and Remington Avenue on 29th Street, or between Sisson Street and 

Huntington Street, both on 28th Street and 29th Street. They can be standard style, or they could 

match the branding of the lots and the Remington Loop, through paint and design. Brighter and 
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more vibrant crosswalks may increase the traffic calming effect as well. Additional art and 

vegetation may also be installed at the new crosswalk locations to further delineate segments of 

the street. Where possible, vegetation that promotes enclosure, such as tall trees, should be 

planted. 

My final design recommendations are shown in Figure 9. These designs were chosen 

both for their highly transformative effects and their ability to be physically implemented within 

a short span of time. Of course, even short-term projects are never quick to the ground. Funding, 

stakeholder agreement, and winning political will are time-consuming undertakings that are an 

important and necessary part of the process. 

 

Source: Author 
Figure 9: Design Recommendations 
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 Looking to the more distant future, there are a number of more permanent options that 

may be used to further increase the safety of 28th Street and 29th Street, which will become 

especially relevant should there be an increase in vulnerable road users. New traffic signals may 

be considered in Remington to further break up the streets and slow down cars, particularly in 

the more residential sections of the streets such as where Hampden Avenue intersects. The City 

should also seriously investigate reducing the speed limit on 28th Street from 30 miles per hour 

to 25 miles per hour, encouraging vehicles to reduce their speed while increasing the penalty for 

those who fail to do so. Neighbors have expressed interest in a study to revert 28th Street and 

29th Street back to their two-way origins, a strategy that numerous cities have used to calm 

traffic. Finally, dynamic lane use may be employed, where drivers have the use of one or both 

travel lanes at different times of the day. Based on my rough observations, I think both 28th 

Street and 29th Street could be reduced to one travel lane at non-peak driving hours. This would 

further decrease vehicle speed, increase distance between bicyclists and vehicles, and provide a 

lane of parking back to the street. Determining the feasibility of such an endeavor would require 

a vehicle count and simulation analysis. 

 Of course, there will be many challenges to implementing my ideas. Besides funding and 

legality, perhaps highest on the list will be the perceived loss of parking. Neighbors and 

businesses will have to be willing to share and redistribute parking spaces, as well as accept the 

fact that sometimes people will need to walk a little farther to their businesses and homes. One 

factor that I did not consider was the change in handicap accessibility. Depending on demand, 

some on-street parking spots may need to be designated as handicapped spots. Stakeholder and 

community participation will be vital to ensure all needs are taken into account and that benefits 
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to the neighborhood are equitable. Ultimately though, parking inconveniences are a small price 

to pay for an infinitely healthier and more livable neighborhood. 
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CONCLUSION 
 

There is a sense of desolation felt on 28th Street and 29th Street in Remington, 

Baltimore, where pavement is the most prominent feature and cars outnumber faces. The public 

realm is further eroded by the attrition of speeding vehicles, compounded by an urban form that 

results in stretches of empty roadbed and uncontained space. The multiplicative effect of all 

these factors create difficult conditions to open and maintain a small business on these roads. 

Fortunately, there are solutions that address the core of what makes 28th Street and 29th Street 

hostile to urban vitality. By increasing infill, removing barriers to bicycle use (through the 

installation of barriers!), and creating opportunities for new activities and attractions, we can 

give more people reasons to both traverse the streets and linger along them, while keeping them 

safe as they do so. 

My proposed strategies for 28th Street and 29th Street have the potential to be 

implemented cheaply, quickly, and without significantly changing existing vehicle travel 

patterns. This is important in Baltimore, a city that lacks the necessary infrastructure capacity to 

absorb significant vehicle displacement. This project, however, may push that needle. Providing 

a more complete protected bicycle network may enable new populations to switch modes for 

shorter trips. My proposals allow us to re-envision what was previously thought of as immutable 

urban form. Perhaps its effects will allow us to re-envision what is possible for Baltimore. 

Finally, while my strategies are geared specifically towards Remington, they also present a 

toolkit that may be used in other similar environments throughout the country, whether on roads 

next to highways, within old manufacturing zones, or among neighborhoods that have cycled 

through numerous era-driven identities. When we inventory the way space is used, we can 

uncover unimagined potential for the way space could be used. 
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