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lid like to begin with the premise that the carpark industry is only implementing half its
business model. It is only generating a portion of the revenues it is capable of.

It is only providing its customers with a fraction of the parking-related services they
really need.

Hereis a diagram of what lim suggesting:

Imagine these black squares are carparks.

$ $ $ The current business model says that what a
customer needsd and is willing to pay ford is
Car Trip n Car Trip n Car Trip n apa_rking place convenientto_their des;ina;ion.
Multiple tasks produce multiple destinations

CARPARK and multiple carpark transactions.

But there is something else happening here as well that weire not seeing. If we look
at a close-up of one of these black squares, hereis the part thatis missing: After they
park their car, customers get out and access their destinations as pedestrians. And,
as increasingly frail and hurried pedestrians, they are only able or willing to walk so
fard on average about 300-400 meters.

This fact is signiycant to the carpark business
model for two reasons:
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First, the pedestrian space connected to any

given carpark is relatively smalld and offers

relatively few destination and transaction
g “g“‘f choices to the customer.

Second, the parking industryis present (and future) yxed assets--its carparks--must
be located on increasingly valuable or expensive pieces of ground; and these
pieces of ground are often imbedded in highly congested areas that are increasingly
inconvenient for customers to drive to.

Now consider the diagram below. The carpark is the same, but the pedestrian
experience connected to it has changed dramatically. This carpark is providing
its customers with a parking spaced and ALSO with extended Pedestrian-Mobility
along a strategic corridor. Customers using this carpark can now access a much
larger aread and choose from a much greater diversity of destinations and
transaction choices.

Business Model Part 2: w All else being equal, which of these two
New Revenues from Pedestrian-Mobility Transactions , carparks do you think a customer would
-~ ’ choose to patronize? The lower carpark is

operating on the model that all the customer
needs is a parking space.
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The upper carpark is operating on the model
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o $' e $. L $. e $. o $ that what the customer needs is a parking
space PLUS convenient pedestrian access
$ $ to as many destination choices as possible.
i . Or to speciyc destination choices that are
Which of these ca.“p""ks provides the beyond walking distance, like a convention
greatest value to its customer?
center, theater, etc.



We propose that the fimissing halfo of the carpark business model is this extended
pedestrian mobility. By integrating with its parking product pedestrian mobility
services along strategic corridors, we believe the carpark industry will gain two
unique opportunities:

First the opportunity to generate NEW revenue streams associated with expanding
the destination and transaction choices it makes available to its customers. Second,
the opportunity to build NEW carparks in locations which previously were not
feasibled on less expensive property at the edge of congested cores.

Before examining these opportunities, lets yrst look at how the extended pedestrian
mobility we are referring to can actually be created.

Until now, the technologies available to encourage and enable pedestrians to
access longer distances horizontally have been either ineffective, or exorbitantly
expensived or both:

Shuttle buses and similar busing strategies suffer from two major drawbacks: 1.

. - They are not cool or fun to ride, and 2. They
get stuck in local trafyc congestiond putting
pedestrians right back into the mess they
thought theyid escaped when they parked
their car!

e

B — Dedicated bus lanes (this is the famous 16%
DEDICTATED BUS LANES

street bus mall in Denver) avoid getting stuck
in trafyc congestion, but require closing off the
street to local trafyc. While the pedestrian-
mobility creates one kind of commerce, the
closing of the street kills another.
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STREETCAR ... Fixed-rail  electric  streetcarsd whether
: ——a . e e T modern or historic modelsd are cool and fun
A OPLE _MVER g8 = ' ; to ride, but they also have major drawbacks:

1. They often have long 10 or 15 minute
waits between cars and 2. They typically
share road space with local trafyc: if thereis
congestion or gridlock during a rush-hour
or special event, they get stuck too! The new, modern models are also
pricey, and require a signiycant infrastructure investment in yxed rails and
overhead electric catenary.

Automated People-Moversd including mono-railsd must be grade-separated for
pedestrian safety. This lifts the pedestrian above the sidewalk space where the
storefronts and action isd not the relationship either they, or the merchants, really
desire. APMs are also exorbitantly expensive. The latest example of this technology,
in Las Vegas, infamously cost nearly $550 million to go four miles!

So we asked the following question: Isnit
it possible to create a reasonably priced
on-grade pedestrian-mover that is so
consistently convenient that pedestrians
will use it to move horizontally, exactly like
they use an elevator to move vertically?

The answer, we believe, is what youire
looking at now. (This is an animation of the
SMRITRAM cars arriving, pedestrians getting
on and off, etc.)

Welve completed the buildable architecture for this horizontal mobility system. We



have U.S. and Canadian patents and pending on it. Weive named it SMRITRAMO -
which is an acronym for a mouthful of terms: Single-lane, Mulitple-car, Retail-
oriented, Retroyttable, Tram-system.

Weilve established that this high-capacity-high-convenience pedestrian-mover can be
retroytted into virtually any existing streetscaped without eliminating trafyc lanes.
Welve established that its capital and operating costs will be only slightly greater
than a high-quality bus serviced that it can be self-ynancing or, in the right business
model, even highly proytable.

Welve organized a US-Canadian engineering and manufacturing team that stands
ready to build and service it. And we think wefve demonstrated that it will transform
the calculus of urban parking, trafyc management and economic development in
hugely beneycial ways.

Curbside , Traffie Herels how it works:
paking SMRrTRAM’s Basic Components....

Can be retrofitted into existing streetscapes.

SMRITRAM operates on-grade, in its own
dedicated-lane, adjacent to the sidewalk on
one side of a street. (Or, in numerous other
conygurations).

SMRITRAMs move in both directions

along this single lane, coordinated by a

sophisticated synchronization logic. The logic

ensures that (1) trams only meet, at boarding

stopsd where they have to stop anyway for

f;;‘g‘:nf:ji:ﬂlﬂ“e pedestrians to get on and offd and (2) that
O P s oppositely moving trams always arrive at
Integral with sidewalk boarding stops at the same moment.

The logic maintains this synchronization even though each SMRITRAM in the
system will be experiencing random delays--interactions with pedestrians, or turning
vehicles, crossing the SMRrTRAM lane that cause the safety-driver to slow down or
stop.

The continuous synchronized movement creates three high-convenience dynamics
that make SMRrTRAM literally as easy to use as an elevator:

1. Very short headway: At maximum capacity, a pedestrian only has to wait about
150 seconds for the next pair of SMRrTRAMs to arrive.

2. Bidirectional service: a pedestrian can step on a SMRITRAM going in either
direction from the same stop-boarding area.

3. Continuous movementd even during peak trafyc hours: SMRrTRAM doesnit
get stuck in trafyc congestion!

The narrow dedicated-lane and basic components of SMRrTRAM are able to yt into
virtually any streetscape without displacing trafyc lanes. Curbside, convenience
parking and delivery space can be maintainedd an essential
SAFETY-DRIVER ENSURES . . .
PEDESTRIAN SAFETY requirement for commercial streets. The tram-stop boarding areas
are an integral part of the sidewalk context. Even the bypass lane,
associated with each stop, is able to yt into narrow streetscapes.

The SMRrTRAM movement is controlled by a sophisticated interaction
of computer programming and real-time human interaction. On-board
safety-drivers are able to slow or stop a tramcar at any moment to
ensure pedestrian safety. Tramcar acceleration, deceleration, speed
Pedicated SHRRTRAM-ane and steering, however, are controlled by interactive processors on-
Aukomted Gulde Wt Staurng Systam board each tramcard which maintain the system synchronization.




SMRrTram operates SEPARATE from other street traffic...
It never gets stuck in traffic jambs.

SIDEWALK AREA
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SMRITRAM operates in its own dedicated
lane, separate from local trafyc. It never gets
stuck in trafyc congestion! Most pedestrians
will ride standing, moving along at eye-level
with the sidewalk activity and store-fronts.

In wider rights-of-way, or where sidewalk
width permits, curbside convenience parking
can be maintained on both sides of the
street. Other streetscape conygurations are
possible as well. For example, the single,
bidirectional lane can be imbedded in the
center greenspace of a boulevard setting, or
traverse public plazas and promenades.

The SMRrTRAM vehicles have been
speciycally designed for quiet, safe,
sidewalk-adjacent operation. The entire
poor of the tram is level with the sidewalk
boarding aread wheel chairs and strollers roll
directly into the car. Multiple door sets allow
pedestrians to get on and off just as they do
an elevator.

The vehicles use quiet electric motors that
can be powered either with small, bio-diesel
generatorsd or hydrogen fuel-cells. Perhaps
most important, SMRrTRAMs run on
conventional rubber-tires! At the end of the
day, they can be driven out of their dedicated
lane, using the regular street system to
access remote storage and maintenance
facilities.

Because the large capital costs of yxed-rails and over-head electric catenaries are

SMRITRAM eliminates high costof  €liminated, SMRITRAM is projected to cost about 50% less than the modern electric

overhead electric catenary

carpark industry.

MRITRAM eliminates high cost
of fixed rails in the street

streetcar systems currently in vogue. Even more important, for this reduced cost
SMRITRAM® with its 150 second bidirectional headway--will provide a horizontal
mobility equal to the vertical mobility created by the elevator.

Now letis return to the opportunities this NEW pedestrian mobility can create for the
At its simplest level, adding a SMRrTRAM pedestrian mobility service to NEW or
EXISTING carparks adds value to each of the parking spaces.

In the current business model, a customer may pay, for example, $1/hr.--and what

they get for that dollar is only a parking space--and access to whatever destination
choices they can walk to on their own two feet.

CarPark + Pedestrian-Mobility
Integrated Models

%1 /Hr (OLD MODEL)

Car Trip

VALUE-ADDED MOBILITY
$1.25/Hr (NEW MODEL)

Free-To-Board Ridership Fares
imbedded in Parking Fees

The integrated model wefre suggesting
charges the customer more--say $1.25/hr.
But what they get for that extra 25 cents is not
only a parking space, but convenient access
to several kilometers worth of destination and
transaction choices.

We believe that hourly and daily parking
customers will consider this a bargain!

Multiple carparks and several SMRITRAM
alignments can be linked together to create



CarPark + Pedestrign-Mobility
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what we call a Pedestrian Mobility Network.
From any of the carparks, a customer can
access virtually any location in the Network
as easily as any other location. Theoretically,
the larger the Network, the more valuable
each parking space becomes.

Since a big part of SMRrTRAMs convenience
and cachet is that it works like a horizontal
elevator, it will always be a fifree-to-boardod
system: pedestrians can get on a ride as often
as they like. The fifared to ride SMRITRAM,
like the fifareod to ride an elevator in a building,
will always be imbedded in other costs and
fees.

As already mentioned, extended pedestrian
mobility also provides the carpark industry
with the opportunity to build NEW carparks
on the edge of congested, core districts.
This Edge Parking model could be applied to
any context that desires signiycant amounts
of additional parking capacityd but has no
cost-effective place to locate it using standard
pedestrian-access distances. For example,
airports and college campuses. In each case,
by integrating a SMRrTRAM pedestrian-
mover, the carpark industry can provide the
new parking capacity on the outer edge of the
core destination.

Perhaps the most exciting use of this parking
model will be the creation of major new
carparks on the edge of urban business,
shopping & entertainment districts. Designed
with convenient access directly from major
arterial roads, and equipped with state-of-

the-art space-ynding systems, these edge carparks (we call them SMRITPARKS)
will arguably become the most convenient parking choice for hourly and daily
customers.

Instead of driving into the core trafyc congestion to search for a parking space within
walking distance of their initial destination, customers can avoid the congested streets,

MATURE SHOFPPING
CENTER WITH
SURFACE PARKING

quickly ynd a parking spot, and then access
multiple destinations within the core area
using the SMRrTRAM pedestrian-mobility
system. These Intercept SMRITPARKs thus
become fdestination gatewaysd to urban
commercial districts.

A promising application of the Gateway
SMRITPARK concept is a mature shopping
center complex with acres of surface parking
on what has now become highly valuable
real-estate. The business model would
enable developers to replace most of the
surface parking with one or two SMRrTPARK
gateways and a SMRrTRAM system that
provides convenient pedestrian access to the
entire site.

The old surface parking areas can then be






