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1.0 Introduction
Oneonta is currently undergoing a renaissance. The City recently completed a Downtown
Revitalization Initiative (DRI) funded by a $10 million grant received from the Regional Economic
Development Council, and is currently in the process of updating its Comprehensive Plan and
preparing a Railyard Redevelopment study. Once the railyards are redeveloped with economic
success, the City anticipates that there will be more people living and working in Oneonta, which
will increase the demand for parking.
Given the recent emphasis on downtown redevelopment, the Otsego IDA identified the need to
conduct a special study to analyze the parking supply and demand in downtown Oneonta. This
study has been initiated to examine the existing parking supply and demand within the downtown
area of Oneonta, estimate the impact of recent economic initiative recommendations on the
parking supply and demand and to offer an opinion as to if there will be enough parking available
in the City upon completion of the funded initiatives.
The DRI examined several alternative strategies that could be funded that would attract
development and create a vibrant, attractive town center in the City of Oneonta’s urban core. As
a result of the planning studies, the Governor’s office has selected 9 projects to be funded by this
grant as follows:
1.
2.
3.
4.
5.
6.
7.
8.
9.

Westcott Lot Mixed-Use Development
Establish a Fund for Small Businesses Revolving Loan & Sign Grats
Activate Upper Story Housing
New transit Hub & Parking Garage Renovation
Muller Street Passage
Water Street Boardwalk
Market Street and South Main Street Improvements
Downtown District Signage
Branding and Marketing

This study has been initiated to examine the existing parking supply and demand within the
downtown area of Oneonta, estimate the impact of these economic initiatives on the parking
supply and demand and to offer an opinion as to if there will be enough parking available in the
City upon completion of the funded initiatives.

2.0 Study Area
To establish a baseline of availability of public parking within a reasonable distance from Main
Street, a parking assessment and inspection was performed determining amount of available
public and private parking spaces, time restrictions, current pavement conditions of off street
parking areas, and pedestrian accessibility including lighting, designated walkways/sidewalks, and
signage. The area covered by this assessment was generally a 1000 foot corridor centered on
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Main Street and extending from Chestnut Street on the west to Grand Street to the east. This
area is illustrated on Figure No.1. The overall study area has been broken down to sub areas A
through E to provide more detail on the parking supply by block. In general, Area A is the section
northwest of Main Street, Area B is Northeast, Area C is southwest (and includes the Chestnut
Street garage), and area D is southeast of Main Street. Area E represents the section located on
and south of Market Street. Figure 1 depicts each of the parking study areas described above.
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Figure 1: Parking Study Areas
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3.0 Parking Capacity
There were a total of 2,127 parking spaces counted in the designated study area generally broken
down in the following:




408 on street spaces and 1719 off street spaces
936 spaces in private parking lots and 783 spaces in public parking lots including the
Chestnut Street Garage
421 spaces in the Chestnut Street Garage

During the field inventory additional details regarding the parking supply was collected for parking
paving quality, ease of access, distance to Main Street and time restrictions. A summary of this
information is presented in Table 1 on the next page.

4.0 Assessment of Existing Parking Supply
The existing parking supply was evaluated in the following areas:

4.1. Pavement Condition
The parking paving assessment was conducted for all areas and utilized New York States
Department of Transportation (NYSDOT) Pavement Condition Assessment guidelines to determine
the pavement grade. Primarily, this grading criteria focuses on the presence of frequency and type
of cracking, faulting, spalling, and section loss of parking areas; grades range from 10 being the
highest (new pavement with no distress) to 1 being the lowest (severe distress causing vehicular
damage). For the purpose of this study, areas graded 1-3 are considered “poor”, grades 4-6 are
considered “fair”, and grades 7-10 are considered “good”.

4.2. Accessibility
Parking accessibility was also graded “poor”, “fair”, and “good” depending on the presence of
lighting, designated pedestrian walkways, adequate directional and guidance signage and
proximity to Main Street. Areas that currently do not have any pedestrian accommodations are
graded as poor as these areas pose concerns for public safety. Areas graded as fair include some
pedestrian accommodations such as a deteriorated designated walkway/sidewalk inhibiting travel,
limited lighting creating safety concerns and/or there is no signage present. Good condition areas
include a sidewalk/walkway that is compliant with American with Disabilities Act (ADA) guidelines,
has street lighting or specific pedestrian lighting, and has some type of signage directing the
public.

4.3. Time Restrictions
The time restrictions, if any, for each parking area is also identified. There are currently a variety of
time restrictions for the public parking including the one hour parking on Main Street, multiple
restrictions in the Dietz Street lot, 8 hour parking on Level one of the Chestnut Street Garage and 4
hour parking in levels 2 and 3.
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Table 1
Existing Parking Supply & Assessment
Parking
Area
A1
A2
A3
A4
A5
A6
A7
A8
A9
A10
B1
B2
B3
B4
B5
B6
B7
B8
B9
B10
C1
C2
C3
C4
C5
C6
C7
C8
C9
C10
C11
D1
D2
D3
D4
D5
D6
D7
D8
D9
D10
D11
E1
E2
E3
E4
E5
E6
E7
E8
E9

Total
Parking in
Description
Section
Church St. / Reynolds Ave
A
Dietz Street
Dietz Street Lot
Community Bank Lot
Library/Church Lot
NBT Bank Lot 2
594
Wall St Lot
Chestnut Street
NBT Bank Lot
Law Firm
Walnut Street
B
Ford Ave
Elm Street
USC / Verizon
Main St Baptist Church
Consignment Shop
295
St. Innocent's
Speedway
Loan Office Back Lot
Main St- Ford to Maple
Main St-Fairview to Grove
C
Main St-Grove to Dietz
Main St- Dietz to Ford
Clinton Plaza
Garage Floor 1
Garage Floor 2
738
Garage Floor 3
Sidney FCU
Clarion Hotel
Westcott Lot
County Building / Café
City Hall
D
Presbyterian Church
Record Hop
Town House Inn
Hughson & Benson
Harlem Building
224
Sears/Rowes
Lester Funeral Home
Grand St Apt Lot
South Main St
Division Street
Spaulding Apts
E
Rental Storefront/Apts
General Clinton Apts
Foothills (Back Lot)
Empty Lot
276
Stella Luna
Rentals4U Apts
Pump Station Lot
Market Street
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Parking
Area Type
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
Off Street
Off Street
On Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
On Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street

Distance to Condition
Main St Assessment
700'
Good/Fair
480'
Good/Fair
550'
Good
480'
Good
600'
Good
375'
Good
325'
Good
150'
Good
400'
Good
430'
Good
650'
Fair
325'
Good
240'
Good
500'
Good
440'
Good
250'
Poor
365'
Good
50'
Good
160'
Fair
0'
Good
300'
Good
0'
Good
0'
Good
150'
Good
285'
Good
285'
Good
285'
Good
525'
Good
400'
Good
75'
Fair
295'
Fair
50'
Good
175'
Good
25'
Fair
100'
Fair
75'
Good
400'
Fair
1000'
Fair
575'
Good
605'
Fair
250'
Good
225'
Fair
945'
Good
675'
Fair
600'
Good
635'
Poor
575'
Fair
750'
Fair
820'
Fair
1215'
Poor
200'
Fair

No. of
Parking
Spaces
65
35
255
38
22
26
42
15
62
34
60
26
40
24
45
14
42
18
9
17
16
13
22
65
126
146
149
14
106
65
16
17
28
4
44
10
14
20
18
12
17
40
21
26
52
58
N/A
37
40
N/A
42

Public /
Private
Parking
Public
Public
Public
Private
Private
Private
Public
Public
Private
Private
Public
Public
Public
Private
Private
Private
Private
Private
Private
Public
Public
Public
Public
Private
Public
Public
Public
Private
Private
Public
Private
Public
Private
Private
Private
Private
Private
Private
Private
Private
Public
Public
Private
Private
Private
Private
N/A
Private
Private
Private
Public

Free / Paid
Parking
Parking Accessibility
Free
Good/Poor
Free
Good/Fair
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Fair
Free
Good
Free
Good
Free
Poor
Free
Good
Free
Good
Free
Good
Free
Good
Free
Fair
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Good
Free
Fair
Free
Good
Free
Good
Free
Fair
Free
Fair
Free
Good
Free
Fair
Free
Fair
Free
Good
Free
Fair
Free
Good
Free
Fair
Free
Good
Free
Fair
Free
Good
Free
Poor
N/A
N/A
Free
Fair
Free
Fair
Free
Poor
Free
Good / Poor

Parking
Signage
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
No
N/A
Yes
Yes
Yes
Yes

Parking
Time
Restrictions
Yes
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
No
Yes
Yes
Yes
No
No
No
No
No
No
Yes
Yes
Yes
Yes
No
Yes
Yes
Yes
No
No
Yes
Yes
Yes
No
No
No
No
No
No
Yes
No
Yes
Yes
No
No
No
No
N/A
No
No
No
Yes
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4.4. Cost of Parking
All public parking is currently free in the City of Oneonta.

4.5. Reasonable Walking Distances
Each parking areas distance to Main Street was identified to provide a measure of convenience.
To assess if the location of the parking supply in the City of Oneonta is considered reasonably
accessible, guidance for this was obtained from an article titled “How Far Should Parkers Have To
Walk?” which was published by the National Parking Association in May 2008 (see appendix for a
copy of this article). This publication defines a Level of Service (LOS) approach to the question of
reasonable distances between where a person parks and their destination. For this assessment we
have identified the following Parking Level of Service thresholds:
Table 2
Parking Level of Service Based on Walking Distance
Parking Level of Service

Walking Distance

A

400 ft

B

800 ft

C

1200 ft

D

1600 ft

E

More than 1600 ft

Using this information as a guide and comparing to the measured distances presented in Table 2,
virtually all of the parking is located in within 800 feet of Main Street fitting within the Level of
Service “B” range. Only the “E” parking areas are consistently outside of this distance.

5.0 Existing Parking Demand
To identify the actual parking demand in the downtown area, a survey counting occupied parking
spaces was conducted on Thursday October 19 from 8:00 AM to 6:00 PM and Saturday October
21, 2017 from 12:00 Noon to 8:00 PM. It’s important to note that both SUNY Oneonta and
Hartwick College were in full session on those dates. The number of parked vehicles in each on
and off street parking area was observed and counted. The detailed counts are provided in the
appendix but the following general observations are noted:
Weekday
 The peak weekday demand for on street parking spaced occurred at noon when 229 of the
available 408 on street spaces were occupied (56 %).
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 The peak weekday demand for public off street parking spaces occurred between noon to
2:00 PM when 428 of the available 783 spaces were occupied (55%).
 The total weekday peak demand for public parking was 657 of the available 1191 spaces
available (55%).
 The peak weekday demand for private parking spaces occurred at 10:00 AM when 339 of
the available 936 spaces were occupied (36%).
 The peak weekday demand for all spaces occurred at noon when 984 vehicles were parked
in the 2127 available spaces (46%).
Saturday
 The peak Saturday demand for on street parking spaced occurred at noon when 222 of the
available 408 on street spaces were occupied (54 %).
 The peak Saturday demand for public off street parking spaces occurred at noon when 311
of the available 783 spaces were occupied (40%).
 The total Saturday peak demand for public parking was 533 of the available 1191 spaces
available (45%).
 The peak Saturday demand for private parking spaces occurred at 6:00 PM when 406 of the
available 936 spaces were occupied (43%).
 The peak Saturday demand for all spaces occurred at noon when 848 vehicles were parked
in the 2127 available spaces (40%).
Based on these observations a measure of the reserve capacity of the downtown public parking
supply can be arrived at. This reserve capacity would typically include a 10% “searching” cushion
and only consider spaces within a reasonable walking distance to Main Street, thereby removing
parking area “E” from the calculation. The resulting calculation for existing conditions is presented
in Table 3.

Total Public
Parking Supply
1191

Table 3
Reserve Parking Capacity Calculation - Existing
Observed Peak
Functional Peak
Public Parking
Parking Demand
Reserve Public
Demand
(Observed + 10 %) Parking Capacity
639

703

488

Reserve Capacity
expressed as a %
41%

Areas A, B, C, and D only, 10% increase in observed demand to estimate functional demand.
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6.0 Proposed Changes to Parking Supply and Demand
The implementation of the Downtown Revitalization Initiative has the potential to impact both the
supply and demand for parking in the City. Options being considered for redeveloping the
Chestnut Street garage will eliminate some spaces and may dedicate others for adjacent land uses.
Traffic calming actions on Market Street may eliminate some on street parking. Additional new
development and redevelopment will increase population and economic activity downtown and
could result in a corresponding increase in the demand for parking.
Of the selected projects identified in section the introduction, the following have the potential to
impact the parking supply or demand:
A. Westcott Lot Mixed Use Development – This project would take place on a site that
currently provides 65 public parking spaces. The mixed land use of 6,000 sf of commercial
space and 30 dwelling units would create demand for additional parking. It is anticipated
up to 65 spaces on the site would remain on the first level of the project but would be
dedicated to the parking needs of the commercial and residential tenants. The peak
evening parking demand for apartments is 1.23 spaces per unit, the typical demand during
a weekday mid-day is about 50% of the peak demand. Therefore, a typical daytime parking
demand for 30 apartments is about 18 spaces, The typical mid-day weekday demand for
commercial space is 2.84 spaces pre 1,000 sf resulting is a weekday demand of 17 spaces.
The total daytime parking demand would be 35 spaces and the total evening demand
would be about 40 spaces. Net Impact Assumed: loss of 65 public spaces, no external
parking demand.
B. Renovate Upper Stories of Existing Buildings for Housing – Any additional housing
downtown would increase the demand for parking, mostly in the evening hours. It’s
unknown at this time how many additional units could be provided or the number of
parking spaces demanded by this initiative. If 100 new units are occupied then peak
weekday demand would increase by 62 spaces. Net Impact Assumed: Unknown
increase in external parking demand, assume 62 space demand created.
C. New Transit Hub at the Chestnut Street Garage – The Construction of the Transit Hub is
likely to reduce the parking availability in the Chestnut Street Garage by 1/3, a reduction of
about 140 spaces. The proposed transit hub would serve as a consolidated location for
intercity buses (GreyHound, Trailways) well as local transit agencies (Oneonta Public Transit,
Otesgo Express). It’s estimated that the total number of dedicated parking spaces for these
needs at the various locations would be transferred to the new Transit Hub thereby freeing
up those spaces for general public use resulting in no new net demand on a city wide basis.
Net Impact: Loss of 140 public spaces, no additional demand created.

FINAL DRAFT REPORT
February 2018
GPI# ALB-2017098.00

page | 8

DOWNTOWN PARKING STUDY | City of Oneonta, New York

D. Market Street Improvements/Retrofit – There are currently 42 on street parking spaces on
Market Street. About 23 of these spaces are angled parking that would like be reduced to
14 spaces if converted to parallel parking. Other features of the retrofit plan (bulb outs etc.)
have the potential to eliminate another 5-6 spaces. However it appears the proposed cross
section adds additional on street parking that in the eastern segment of Market Street that
would compensate for the reduction of spaces in other areas. Net Impact: No Loss of
public spaces.

7.0 Impact to Functional Parking Supply and Demand Analysis
Based on a review of the projects noted above a total of 205 public parking spaces could be
removed and the increased peak (weekday afternoon) demand of 62 spaces created. The impact
of these changes is presented in Table 4.
Table 4
Future Parking Supply & Demand
Total Public
Parking
Supply

Peak Public
Parking
Demand

Functional
Peak Parking
Demand

Reserve
Public
Parking
Capacity

Existing

1191

639

703

488

41%

Change Due
to Identified
Projects

-205

+62

+68

NA

NA

Total with
Identified
Projects

986

701

771

215

22%

Condition

Reserve
Capacity
Percentage

The result of the parking supply/demand forecasting exercise indicates there is currently a
significant unused supply of public parking in the City of Oneonta. Even during peak times
(weekday mid-day) there are almost 500 public spaces available within a convenient walking
distance to Main Street, about 40% of the current supply. Implementation of the selected
Economic Initiatives will increase the demand for parking and reduce the current supply resulting
in less reserve parking capacity than current conditions. However, even with the implementation
of all of the initiatives, the reserve public parking capacity is forecasted to be 22% of the total
supply indicating the supply will be sufficient to accommodate the forecasted demand.
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8.0 Other Factors to Consider
8.1. Private Parking Supply
The reserve parking capacity calculations have focused on the public parking supply that currently
provides 1191 spaces in the downtown core. In addition to these spaces there are an additional
936 spaces provided in private parking lots. Of these 936 private parking spaces, 406 (43%) were
observed to be occupied at peak demand (2:00 PM on a Saturday). This parking assessment
assumes the private parking supply and demand are self-governing and makes no allowance for
the conversion of private parking lots to public use. However, any future consideration of shared
use between public and private parking areas will provide benefits to the community by providing
a single parking space for multiple activities in the downtown area.

8.2. Technology
Changes in technology and demographics are altering the traditional views of surface
transportation, vehicle ownership and parking. As noted in “5 trends Driving the Future of Parking”
Americans under the age of 30 are 7.2 times more likely to take public transit (and not create
parking demand) than those over 60. Studies have also shown that younger people are less likely
to have driver’s licenses. A 2016 article in USA Today noted that in 2014, 77% of people aged 20 24 possessed a driver license compared to 92% of this age group in 1983.
The onset of ride
sharing services like Uber and Lyft and car share services like Zip Car have reduced the need for
car ownership and drivers licenses.
The onset of self-driving cars could also impact the
management of available parking by reducing the space needed per vehicle or by making walking
distances irrelevant. While the impacts of these changes on the parking demand in Oneonta may
not be evident in the short term, it points to the likelihood that parking demand is more likely to
be less than forecasted than it is to be more than what is forecasted.

8.3. Time Restrictions
The City enforces a variety of time restrictions for the public parking spaces. The Dietz lot and the
Chestnut Street garage have multiple time restrictions and most of the on street parking in the
City has a one hour limit. The limits are posted on signs in the respective parking areas and the
City has published “Parking Regulations in Downtown Oneonta” available on the city website.
There is a lot of debate on the best way to manage the public parking supplies in urban areas,
focused on whether parking should be free or paid and what is an appropriate time limit to be
posted. The Oneonta City Council City recently voted to remove the cost for public parking. The
one hour limit for on street parking could be considered too short for a visitor to make two stops
in the City or to enjoy a leisurely lunch. With the current significant reserve parking supply, the
time restrictions likely do not have much of an impact on the visitor experience. However, if the
Downtown Revitalization Initiative is implemented as planned and is successful in increasing
activity in the City’s urban core, a closer examination of the time limits for public parking may be
warranted.
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Appendix A
Parking Supply Analysis
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CITY OF ONEONTA PARKING STUDY
PARKING SUPPLY ANALYSIS
Parking Area

A

B

C

D

E

A1
A2
A3
A4
A5
A6
A7
A8
A9
A10
B1
B2
B3
B4
B5
B6
B7
B8
B9
B10
C1
C2
C3
C4
C5
C6
C7
C8
C9
C10
C11
D1
D2
D3
D4
D5
D6
D7
D8
D9
D10
D11
E1
E2
E3
E4
E5
E6
E7
E8
E9

Description
Church St. / Reynolds Ave
Dietz Street
Dietz Street Lot
Community Bank Lot
Library/Church Lot
NBT Bank Lot 2
Wall St Lot
Chestnut Street
NBT Bank Lot
Law Firm
Walnut Street
Ford Ave
Elm Street
USC / Verizon
Main St Baptist Church
Consignment Shop
St. Innocent's
Speedway
Loan Office Back Lot
Main St- Ford to Maple
Main St-Fairview to Grove
Main St-Grove to Dietz
Main St- Dietz to Ford
Clinton Plaza
Garage Floor 1
Garage Floor 2
Garage Floor 3
Sidney FCU
Clarion Hotel
Westcott Lot
County Building / Café
City Hall
Presbyterian Church
Record Hop
Town House Inn
Hughson & Benson
Harlem Building
Sears/Rowes
Lester Funeral Home
Grand St Apt Lot
South Main St
Division Street
Spaulding Apts
Rental Storefront/Apts
General Clinton Apts
Foothills (Back Lot)
Empty Lot
Stella Luna
Rentals4U Apts
Pump Station Lot
Market Street

Total Parking
in Section

594

295

738

224

276

No. of Parking
Spaces
65
35
255
38
22
26
42
15
62
34
60
26
40
24
45
14
42
18
9
17
16
13
22
65
126
146
149
14
106
65
16
17
28
4
44
10
14
20
18
12
17
40
21
26
52
58
N/A
37
40
N/A
42

Parking Area
Type
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
Off Street
Off Street
On Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
On Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street
On Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
Off Street
On Street

Public / Private
Parking
Public
Public
Public
Private
Private
Private
Public
Public
Private
Private
Public
Public
Public
Private
Private
Private
Private
Private
Private
Public
Public
Public
Public
Private
Public
Public
Public
Private
Private
Public
Private
Public
Private
Private
Private
Private
Private
Private
Private
Private
Public
Public
Private
Private
Private
Private
N/A
Private
Private
Private
Public

Distance to
Main St
700'
480'
550'
480'
600'
375'
325'
150'
400'
430'
650'
325'
240'
500'
440'
250'
365'
50'
160'
0'
300'
0'
0'
150'
285'
285'
285'
525'
400'
75'
295'
50'
175'
25'
100'
75'
400'
1000'
575'
605'
250'
225'
945'
675'
600'
635'
575'
750'
820'
1215'
200'

Parking
Accessibility
Good/Poor
Good/Fair
Good
Good
Good
Good
Good
Good
Good
Good
Fair
Good
Good
Good
Good
Fair
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Fair
Good
Good
Fair
Fair
Good
Fair
Fair
Good
Fair
Good
Fair
Good
Fair
Good
Poor
N/A
Fair
Fair
Poor
Good

Parking Time Restrictions
No Parking Here To Corner
1 Hour Parking
Multiple Designations

2 Hour Parking 7am-8pm Mon-Sat
1 Hour Parking

No Parking Here To Corner
1 Hour, 2 Hour, No Parking Here to Corner

1 Hour Parking

1 Hour Parking
8 Hour Parking 6am-8pm Mon-Sat
4 Hour Parking 6am-8pm, No Parking 5am-6am
4 Hour Parking 6am-8pm, No Parking 5am-6am

2 Hour Parking 8am-6pm

1 Hour Parking, Unless Noted
2 Hour Parking

1 Hour Parking, No Parking Time Sensitive

Condition
Assessment
Good/Fair
Good/Fair
Good
Good
Good
Good
Good
Good
Good
Good
Fair
Good
Good
Good
Good
Poor
Good
Good
Fair
Good
Good
Good
Good
Good
Good
Good
Good
Good
Good
Fair
Fair
Good
Good
Fair
Fair
Good
Fair
Fair
Good
Fair
Good
Fair
Good
Fair
Good
Poor
Fair
Fair
Fair
Poor
Fair

Comments
Unmarked Parking Spaces

Unmarked Parking Spaces

Unmarked Parking Spaces

Poorly Lit, Poor Surface
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Parking Regulations for Downtown Oneonta

Convenient Free Parking
All City parking is Free Parking within the time limits designated
(Please read the signs)

Short term parking:
If you need short term parking to do your banking, access healthcare or other short
appointments downtown, the “2 Hour” areas in the Dietz and Wall Street parking lots,
and the Westcott Lot on South Main Street, are intended for you. You can also park in
any other spaces in those parking areas, and in any of the 1 Hour spaces marked on
Main Street, Dietz Street, and Chestnut Street.

If you live downtown and need overnight or long-term parking:
You can park overnight in the Dietz Street Lot, Municipal Parking Structure (Parking
Garage), Wall Street Lot and Westcott Lot. Please see Page 3 for specific time
restrictions in these lots.
*Parking Garage and the Dietz Street Lot are closed to overnight parking one
night a week for cleaning- please check signs before leaving your car overnight.

If you work downtown:
If you plan to leave your car in the same spot all day, you can park in the “No Parking
5:00 AM - 6:00 AM” areas of the Dietz Street Lot, the Top Level and the Middle Level
of the Parking Garage. The bottom level of the Parking Garage (Market Street
entrance) is 8 hour parking from 6:00 AM to 8:00 PM. Are you a worker who drives to
run errands on your lunch hour? Then the 4-hour spots in the Dietz Street Lot, and the
Middle and Top Level of the Parking Garage should be perfect for your parking needs.
The City of Oneonta thanks you!
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Parking Regulations for Downtown Oneonta
Snow Emergency Parking
Please note that when there is 2 ½ or more inches of snow fall all vehicles must be
removed from the streets of the City of Oneonta.
*Parking regulations in the Dietz Street lot and Parking Garage may be suspended to
allow long term parking during snow emergencies. For updated information on snow
emergencies. www.facebook.com/oneontapolice or call (607) 432-1111.
To sign up for city alerts including snow emergencies, go to:
www.oneonta.ny.us/city/government/departments/police and scroll down to the bottom
of the page to find the enrollment form. If you experience difficulty with this form
please call (607)432-6450
To sign up for snow/parking related text messages, text the keyword SNOWTOW to
888777
Overview of Parking Lots
Parking posted as “2 Hour Parking 7:00 AM-8:00 AM Monday - Sunday”
Parking is allowed here for up to two hours between 7:00 AM and 8:00 PM and is
designed for downtown shoppers, dining, banking and short, professional
appointments. After 6:01 PM, cars can be parked in these spaces overnight until 9:00
AM in the morning and then they must be moved.
Parking posted as “4 Hour Parking 6:00 AM-8:00 AM”
Parking is permitted for up to 4 hours from 6:00 AM to 8:00 PM and is designed for
downtown workers, downtown shoppers, appointments, meals, and combination visits.
After 4:01 PM, cars may be parked overnight in these spaces until 10:00 AM in the
morning.
Parking posted as “No Parking 5:00 AM-6:00 AM”
Parking is intended for all-day workers downtown. These spaces must be vacated for
cleaning from 5:00 AM-6:00 AM, and then reopen for morning coffee stops and
downtown daytime workers. Cars left at night must be moved by 5:00 AM or they may
be ticketed and/or towed.
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Parking Regulations for Downtown Oneonta
PARKING LOT REGULATIONS
Westcott Parking Lot
· 2 hour parking 8:00AM-6:00PM
(overnight: Park at 4:01 PM - Move car by10:00 AM the next morning)
· Parking restrictions suspended on Sundays and City Holidays
Dietz Street Lot
· 2 hour parking 7:00AM-8:00 PM (Monday - Saturday)
(overnight: Park at 6:01 PM - Move car by 9:00 AM the next morning)
· 4 hour parking 6AM-8PM (Monday - Saturday)
(overnight: Park at 4:01 PM - Move car by 10:00 AM the next morning)
· No Parking 5:00 AM-6:00AM
(overnight: Park at 6:01 AM - Move car by 5:00 AM the next morning)
No Parking in any part of Dietz St. Lot - Tues MIDNIGHT – Weds 6:00 AM
Wall Street Parking Lot
· 2 hour parking 7:00 AM-8:00 PM Monday-Saturday
(overnight: Park at 6:01 PM - Move car by 9:00 AM the next morning)
Municipal Parking Structure (Parking Garage)
Top Level
· No Parking 5:00 AM-6:00 AM All Day Parking
(overnight: Park at 6:01 AM - Move car by 5:00 AM the next morning)
· 4 hour parking 6:00 AM-8:00 PM
(overnight: Park at 4:01 PM - Move car by 10:00 AM the next morning)
· No Parking in any part of Top Level - Midnight Sunday – 6:00 AM Monday
Middle Level
· No Parking 5:00 AM to 6:00 AM All Day Parking
(overnight: Park at 6:01 AM - Move car by 5:00 AM the next morning)
· 4 hour parking 6:00AM-8:00 PM
(overnight: Park at 4:01 PM - Move car by 10:00 AM the next morning)

·

No Parking in any part of Middle Level - Midnight Wednesday – 6:00 AM Thursday

Bottom Level
· 8 hour parking 6AM-8PM Monday-Saturday
(overnight: Park at 8:01 PM - Move car by 8:00 AM the next morning)

·

No Parking in any part of Bottom Level- Midnight Monday – 6:00AM Tuesday

Parking enforcement is suspended in the Municipal Parking Structure and the Dietz Street Parking Lot when a
Snow Emergency is declared in the City of Oneonta. Drive lanes and areas designated as NO PARKING
will still be enforced.
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How Far Should Parkers

Have to Walk?
By Mary S. Smith, P.E. and Thomas A. Butcher, P.E.

One of the most frequently asked questions in any parking planning
process is: How far can we expect people to walk from a parking
facility to their ultimate destinations? Yet while most parking
consultants will tell you there are generally accepted rules of thumb,
no two consultants answer that question in quite the same way.
The primary cause for lack of consensus is that there are different
factors that affect different situations. For instance, parking designers usually call for maximum walking distances between 300 and
600 feet for retail customers, but between 1,200 and 1,500 feet for
employee parking. Distances increase even more when you look at
special event standards: maximum walking distances accepted for
theme parks, stadiums and arenas reach as high as 2,000 feet.
One reason we talk in terms of “rules of thumb” is that there are no
definitive standards or guidelines for the industry. The most widely
quoted reference on pedestrian design in the architectural and transportation press is an older book, Pedestrian Planning and Design, by
John J. Fruin, PhD, upon which we have relied heavily for this article.
In his book, Fruin asserts that “there are indications that the tolerable limit of human walking distance is more situation-related than
energy-related.” The tolerable walking distance for “a given design
situation is related to such factors as the trip purpose of the individual, the available time and the walking environment,” Fruin writes.
We would expand Fruin’s list of variables affecting acceptable walking distance to include the types of users, frequency of occurrence
or use, the familiarity of the user with the facility, the perception
of security, the expectations and concerns of the user, the degree of
weather protection provided along the path of travel, the perception
or absence of barriers or conflicts along the past of travel, and the
cost of alternatives to walking, if any.
Another reason we can rely only on rules of thumb is because until
recently, parking facilities were considered to be little more than a necessary evil to any land-use development. As a result, many elements
of functional design have been addressed with these rules of thumb,
which are applied across the board to every type of parking project.
In recent years, however, property owners and developers have
come to recognize that parking is the first and last impression
afforded to both visitors and employees. As such, they are becoming
increasingly determined to make the parking facility reflect and be
compatible with the image of the complex as a whole.
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Because each owner has a different vision or mission for
the property, the appropriate walking distance and other
design parameters will not be the same even for complexes
with the same land uses. For example, the neighborhood
shopping center will have different parking convenience
needs than either a high fashion center or regional mall.
With this change in philosophy, rules of thumb no longer
provide adequate guides for parking design.

The LOS Approach
To evaluate the qualitative variables in parking design in a
systematic and logical way, Walker Parking Consultants/
Engineers has developed the level of service (LOS)
approach to parking design. Borrowed from the traffic
engineering profession, it allows us to consider a variety
of variables affecting acceptability of such design decisions
as parking stall and aisle widths, turning radii, entry and
exit queuing standards, and sloping of parking floors and
express ramps.
The level of service classification system is similar to the
grading system used in schools: LOS A is the best or ideal
performance; LOS B is good; C is average; and D is below
average but minimally acceptable. LOS E is the approximate
point of failure, and LOS F describes gridlock conditions.
The LOS system is used to reflect the acceptability by the
users of a community of certain parameters. Most roadways that are new or are being improved are designed to
attain a LOS of C or better. LOS D is tolerated by commuters in our major urban centers like New York, Los Angeles
and Chicago; and efforts to mitigate the conditions would
not be initiated until the LOS drops to E or even F. In a
small town, a street condition of LOS B may generate an
outcry for traffic improvements.
Similarly, issues related specifically to the parking patron
can be reflected by the level of service approach. In many
cases the specific type of user plays a major role, even
within the same land use type. Is the typical user a family
going to a theme park (perhaps loaded down with strollers and diaper bags) or a group of adult friends going to a
football game? Is it an elderly couple meeting the family at
the airport or a business traveler? Are there transportation
alternatives for the user? Is the user a shopper who has a
number of location choices or a visitor who comes to the
site for a specific reason that will not be heavily influenced
by parking convenience, such as a visit to a specific doctor?
How long is the person going to stay – a few minutes or
all day? Are there a variety of parking options at various
prices and walking distances such as in a central business
district? How often does the user park in the same facility:
every day or once a year? Is it a stressful situation, such as
hurrying to the airport or going to the hospital, or a more
routine commute or shopping trip?
The individual parker’s expectations are also important.
Is the location suburban or urban? Is the lot an overflow

location at the regional shopping center used only at
Christmas season or a lot in front of a strip/convenience
center? Is it a special event where congestion and long
walking distances, are anticipated or a suburban office park
where convenience is part of the marketing of the building
to tenants? Is it a corporate headquarters where the image of
the corporation is an issues or a speculative office building.
Security also is an element perceived by the user; will he/
she be hurrying to traverse the area as quickly as possible,
or will the person feel comfortable enough to walk a fairly
long distance? Major factors that affect the perception
of security include time of day, the neighborhood, the
general activity levels and lighting.
With all these different variables, it is easy to see why it
has been difficult to set precise standards. We do feel,
however, that it is possible to develop such standards.
In each of the above questions and situations, a somewhat
better level of service is needed to satisfy the former than
the latter types of user. We also might design to different
levels of service at different points within the system. For
example, we consider that the parking used on average or
typical days at shopping centers should be designed for LOS
A; for busy Saturdays LOS B should be maintained; and the
parking that only gets used for a few hours on the busiest
days of the year might be designed for LOS C. We usually
design airport parking for LOS A, although, occasionally,
we drop to B for long-term, frequent flyer parking.

Other Issues
Other issues affecting walking distance are related to
the path of travel itself. Based on our experience and
available literature, we have determined there are at least
four variables related to path of travel: degree of weather
protection, climate, line of sight (can the parker see the
destination from the parking space?) and “friction”
(interruptions and constraints on the path of travel such
as crossing streets with or without traffic signals, and
natural and psychological barriers such as railroad tracks
or a change in neighborhood).
To fully reflect all path-of-travel variables in a classification of walking distance by level of service would require
an overly complex matrix. After some study, however,
we found that the degree of weather protection is the
most critical variable. We further decided that acceptable
walking distances entirely within a parking facility are
shorter than those for urban sidewalks, pedestrian bridges
or inside buildings such as airports. Because the user of
a facility walks down a parking aisle or follows a path
between cars to reach the elevator, a high degree of “friction” exists for this system. Also, since parking structures
are generally perceived as being less safe than open surface
lots, the distinctions between walking within parking lots
and structures should be recognized.

www.npapark.org Parking May 2008
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Therefore, we have determined the level of service of walking distances for five different types of circumstances. The
first three reflect degrees of protection along a dedicated
path of travel (i.e., not within a parking facility):
1. totally unprotected
2. covered to reduce the effects of rain or snow
3. climate controlled such as in a pedestrian bridge

The final two categories are:
4. walking within a surface parking lot
5. walking within a parking structure or garage

The table below presents our recommended gradation of
maximum acceptable walking distance for levels of service
A through D, which is the lowest level that would be used
under design circumstances. We have not tried to determine
a distinction between E (the point of failure) and F (gridlock).
A

B

C

D

Climate Controlled

1,000 ft.

2,400 ft.

3,800 ft.

5,200 ft.

Outdoor/Covered

500

1,000

1,500

2,000

Outdoor/Uncovered

400

800

1,200

1,600

Through Surface Lot

350

700

1,050

1,400

Inside Parking Facility

300

600

900

1,200

Level of Service Conditions

Experience has shown that climate in the locality is not a
primary factor. There are few, if any, places in the United
States that have a truly ideal walking climate year round.
Heat can be just as discouraging to walking as cold – rain
just as discouraging as snow. Certainly a perfect day
increases the acceptable walking distances and would
probably increase to the maximum walking distances in
climate controlled settings. In the few localities where perfect weather is the year-round norm, we recommend that
the climate controlled figures on the table be used.
The maximum walking distance for an unprotected path
of travel in a non-parking environment was determined
first, using several different types of information.

Fruin’s Data
The most important determinant was Fruin’s data on
the relationship between the walking distance and the
proportion of people who choose to walk versus those
who choose other modes of travel. This data came from
an origin/destination survey at the Port Authority Bush
Terminal in midtown-Manhattan. This mid-town terminal situation is probably as close to ideal for studying
the point at which an unprotected walking distance goes
from being minimally acceptable to unacceptable. With a
walking distance of less than 1,000 feet, virtually everyone
chose to walk, rather than catch a bus, take a taxi or other
available alternatives.
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A common criteria for design in the transportation
and parking industry is the 85th percentile, i.e., one
selects a parameter that is acceptable to 85 percent of
the population. Designing for the 100th percentile is
excessively expensive; designing for the mean results in
problems for 50 percent of the population. In the midtown bus terminal study, at a distance of about 2,500 feet,
85 percent chose to walk. If the walk was a mile, about
half the people chose to walk. Fruin was careful to note
that the data was collected on a “fair spring day, resulting
in longer walking distances than would otherwise have
occurred in New York City.”
Fruin compared the above distances to the “severely criticized” maximum walking distances from curbside to gates
at such airports as O’Hare (1735 feet), Atlanta (1730 feet),
Dallas/Fort Worth (DFW) (1,650 feet) and San Francisco
(1,300 feet). Los Angeles, Kennedy, Miami and Detroit
each had maximum distances of about 1,100 feet.
The airport walking paths would be primarily in protected,
climate controlled spaces. However, people may be hurrying
to catch a plan; tired after a long business day; or toting
children, strollers and carry-on luggage. Also, the total
walking distances from parking space to gate would be
substantially longer.
Fruin noted that inter-terminal distances at those airports
range from 2,000 to more than 8,000 feet. Some of the
inter-terminal pedestrian connections are indoors, while
others are unprotected. Most people use the inter-terminal
bus service at the longer distances. (It is interesting to
note that since publication of Fruin’s book, moving sidewalks have been added to O’Hare, both in the terminal
and between elevator cores in the garages; and a peoplemover has been added to the pedestrian terminal at the
American concourse at DFW.)
For special events, several references have cited 1,500 to
2,000 feet as a reasonable walking distance.
For university campuses (usually a LOS C or D condition),
our extensive experience with parking studies has found
that a significant number of students will walk as far as
a mile in good weather, rather than wait for the university shuttle bus. However, the usage of the shuttle system
increases sharply in poor weather. The students will not
park in distant lots (more than 1,500 to 2,000 feet) at all
if shuttle service is not available to provide protection on
poor weather days.

City Walking
In cities such as Chicago, anecdotal analysis of commuter
walking distances indicates that 1,600 feet is a realistic
maximum for LOS D for typical weather conditions.
The LOS A unprotected walking distances in our chart
also were derived from sources that cited similar figures.

Several cited an ideal walking distance inside the ring
road at major shopping centers as 400 feet; this distance
also has been found to be a reasonable walking distance
for shoppers in central business districts. One source cited
350 feet as the ideal walking distance for hospital parking.
Therefore, the acceptable maximum unprotected walking distances have been scaled from LOS A of 400 feet to
LOS D of 1,600 feet. The protected walking distances were
scaled from 500 feet for LOS A to 2,000 feet for LOS D, an
increase of 25 percent over the unprotected distances. The
fair weather bus terminal study, our experiences with university student parking and the airport data cited by Fruin
led us to scale the climate controlled walking distances
from 1,000 feet for LOS A to 5,200 feet (just under a mile)
for LOS D. We understand that it is considered “ideal”
(i.e., LOS A) in the airport industry to provide a moving
sidewalk or other people-mover if the walking distance
inside the terminal, and thus under climate controlled
circumstances, exceeds 1,000 feet.
Where there is friction along the pedestrian path of travel,
such as streets to cross and traffic signals, the acceptable
walking distance may be reduced by 25 percent or more.
For surface lot walking distances, we have relied on a
number of experiences and anecdotes in the design of
parking for shopping centers and other uses such as
theme parks. We then further discounted the walking

distances within parking structures. It should be noted
that the acceptable walking distances we have given are
substantially longer than those published by one of the
authors because of additional experience gains with
mega-structures (more than 3,000 parking spaces)
since the book Parking Structures was published in 1989.
A path of travel often includes components from several
of the above categories and conditions. In these cases
acceptable total path is less than the total path in climate
controlled circumstances for a LOS one notch below the
LOS used for the individual components. For example,
an airport to be designed for LOS A would want to have
a maximum path of travel of 300 feet from the parking
space to the elevator within a parking facility, and
a weather-protected path of no more than 500 feet from
the elevator lobby to the terminal. There may then be a
climate controlled path of no more than 1,000 feet from
the entrance to the terminal to the gate. The overall path
of travel should not exceed 2,400 feet (LOS B). 
This story was originally published in Parking magazine in 1994.
Mary S. Smith is senior vice president at Walker Parking Consultants.
She can be reached at mary.smith@walkerparking.com. Thomas A.
Butcher is executive vice president of Walker Parking Consultants.
He can be reached at tom.butcher@walkerparking.com.
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5 Trends Driving the Future of Parking

The Internet of Things

Smart Cities

Millennials

Data Analytics

•

•

•

•

5 Trends Driving the Future of Parking

Self-driving Cars

•

In this eBook, we’ll cover 5 trends that are sure to have a big effect on
the future of parking:

All of these trends have already started – and the impact will be felt in
the years and decades to come.

Technology is the parking industry’s driving force—and as available
technology continues to advance and evolve, so do the people that
use it.

Introduction

5 Trends Driving the Future of Parking
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Additionally, with self-driving and self-parking cars, your parking
garage becomes a little different – it doesn’t need as much lighting

There is no question that self-driving cars will be popular – every
driver would prefer to use his or her in-car time more effectively. But
how will this affect the parking industry? If self-driving cars are readily
available then the question might be: could the car drop me off at
my destination and then go park somewhere else, then come back
later to pick me up? Dr. Kara Kockelman from the University of Toronto
predicts that autonomous cars could reduce parking demand by 90%.

Self-driving car technology appears to be ready to expand into the
marketplace, but regulations continue to block its progress. Many
questions about liability and insurance in case of an accident with a
self-driving car still remain. So far in North America only one state
(California) and one province (Ontario) have approved testing of selfdriving cars on public streets. So while the technology may be ready,
the governing regulations are still a few years away.

Self-driving cars have the potential to take the hassle out of traffic,
letting people take a rest or watch a video while in transit. But
improved safety is a prime selling point for self-driving cars, too. One
University of Michigan expert predicts crash rates will drop by 90% - an
impact that will be felt by the insurance companies.

By now, of course, you’ve heard about these magical cars that drive
themselves. Google has the biggest name in the game—having
logged two million miles of driving. But there are many players in this
space: Audi, GM, Tesla, and a dozen others. One of the Google cars
– the one shaped like an egg – doesn’t even have a steering wheel!

Self-driving Cars

Finally, paying for parking could be completely different. If the selfparking car doesn’t have a driver anywhere nearby, somehow it needs
to be able to pay for parking by itself. The car will need to find a place
where it can park and pay without a human involved.

or ventilation, and if there’s no driver or passengers then cars can park
within inches of each other, so you get more parking spaces per facility.
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Another suggestion is that IoT and the corresponding intelligence
will result in devices that warn you before they will break. We already
save our customers time by telling them when to service a machine,
or when to empty the meter. The next step will be to sense when a
device is going to fail, and send out technicians proactively.

IoT is significant because an object that can represent itself digitally
becomes something greater than when that object existed off
the grid. No longer does the object relate just to you, but now it is
connected to objects around it.

5 Trends Driving the Future of Parking

The Internet of Things has already started in parking, and most parking
operations are already a part of it. Vendors in the parking industry now

Devices like the Nest thermostat or your personal Fitbit are part of
consumer IoT, but what’s the parking angle?

Some people compare IoT to the origins of the microchip. Over
time we saw mechanical devices replaced with digital ones. Indeed,
the single-space parking meter was mechanical for 60 years before
becoming an electronic device. With IoT it’s suggested that everything
mechanical OR digital could become Internet-connected.

Technology research firm Gartner says 26 billion devices will be online
by 2020; ABI Research puts that number at 30 billion; Cisco estimates
about 50 billion. But whether it’s 26 billion or 50 billion, that’s a lot of
connected devices—so does it really matter who is right?

This is much, much more than having your alarm clock start your
coffee maker. When many objects act in unison, they are referred to
as having “ambient intelligence”. They’re not truly intelligent, but they
act in a way as to make decisions that appear “smart”.

provide Internet connected meters, gates, and handhelds; vendors
share data with each other via API’s; and parking operators can even
use that data to direct enforcement.

The Internet of Things, abbreviated as IoT, is a computing concept that
describes a future where everyday physical objects will be connected
to the Internet and will be able to identify themselves to other devices.

The Internet of Things
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Hong Kong provides its citizens a nearly universal smart card for
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and even parking.

services like public transit, library access, building access, shopping,

•

Examples:

The part that we’re most interested in, of course, is parking. Cities are
beginning to understand that parking is an extension of their overall
transportation infrastructure. Proper data collection is starting to
illuminate the relationship between parking and transportation in a
city, and technology is providing solutions.

Smart cities, for example, might look at their garbage trucks and
optimize routes they take in order to reduce congestion, or plan sewer
operations using rainfall forecasts.

There is no one single thing a city does to become “smart”. Instead, it’s
a collection of services and ideas implemented to improve the lives of
citizens and become more efficient.

A city is responsible for serving its citizens with things like water,
electricity, sanitation, and sewers. It provides urban mobility and
public transport. These are big, difficult things to manage. Through
a combination of technology and governance cities are now making
“smarter” decisions using information and communication to better
serve citizens, and are becoming more efficient while doing it.

For the first time in history more people live in cities than live in rural
areas. In the United States the urban population increased 14 percent
between 2000 and 2013.

Smart Cities

•

Copenhagen is trending toward carbon-neutrality with 40% of
Berlin is testing the infrastructure to use electric vehicles to
London is recognized for having a tax to reduce traffic

Real-time occupancy data available via apps and signage
Integration with toll-tags and pay-by-cell solutions for customer

•
•

Optimization facility use via car counting

Dynamic pricing to incentivize parkers toward specific

Parking garage equipment informing nearby stoplights how
stoplights could adjust accordingly.

much additional traffic is being generated after a big event, so the

•

vehicle as it’s coming down the street.

locations—parking meters could transmit the current rates to the

•

These are all “smart city” functions. The next generation of parking
solutions might take these smart city functions even further, with
potential services including:

•

convenience

Online payments and appeals services for citizens

•

Parking vendors are also getting in on the action. Solutions in the
marketplace now include:

congestion passing through the inner city.

•

contribute power back into the grid during peak usage.

•

their citizens commuting by bicycle.
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After all, who wants to worry about insurance, oil changes or parking?
If you’re living in a city with a robust multi-modal transit system then
you won’t own a car – you’ll rent one by the hour, or take an Uber, or
share ownership of a car.

Americans under 30 are 7.2 times more likely to take public transit
than Americans over 60. It’s not that millennials can’t afford cars—
they simply don’t want them as much. A study at the University of
Michigan’s Transportation Research Institute shows that young people
are also less likely to have a driver’s license. The percentage of persons
with a driver’s license for millennials in the US has dropped 18% in the
last 30 years.

Millennials now have the ability and the purchasing power to shape
their world, and they’re starting to do so.

If you were born between 1982 and 2000 then you’re a millennial.
There are 83 million Millennials in the US, versus 75 million Boomers.
And the generation in between, Generation X, has only about 50
million members in its cohort.

Just as the Baby Boomers were a defining generation, shaping
economics, law and society—the Millennials have taken over to
represent the largest demographic in North America.

Younger people these days are happier with an urban life. Which is
why Millennials are responsible for the recent growth of cities more
than any other group.

Millennials

What’s the impact to parking? Obviously there’s reduced demand –
fewer cars means fewer parking spaces are needed. But furthermore,
the tech-savvy millennials also have a higher demand for self-service.
They don’t want to deal with a human, they want to work with an
app to plan their trip, pay their fares, and save them time. Our future
parking solutions need to facilitate these types of transactions, from
any device, for any customer.

Millennials are more technologically savvy than the generations who
have preceded them, and this is reflected both in their consumer
behaviors and also their work behaviors. They are an enigma, in that
they are super-connected to their friends, and yet prefer self-service
kiosks to interacting with humans.
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The parking operation of the future will see data as an interconnected
stream of measurements, not individual ones. They will understand
their ability to impact parking, or transit, or carbon footprint simply by
making small adjustments to their systems – for instance by changing

In fact, parking offices are already hiring full-time data analysts to help
cope with the data they do have, and bring together data from other
departments.

As Baby Boomer parking managers retire, the generation to fill
their shoes will likely be millennials who have high expectations of
technology, will be asking for more insight and consulting from
companies like T2. The way a Millennial purchases parking solutions
will be different than how a Boomer did.

When North American cities started to offer 311 telephone services for
citizens to report potholes and graffiti, they opened up a floodgate of
data collection. We even see some cities with parking data collected
this way: citizens are reporting parking infractions and abuse of
disabled permits.

We generate so much more data than is possible for a human to
comprehend, and that’s why data analytics tools are becoming so
important. Parking vendors like T2 are now generating data from our
systems and devices, while providing data analytics for customers.

Our final trend is the thread that you’ve seen woven though each of
the previous trends: Data Analytics. The self-driving car is dependent
on data, the Internet of Things generates data, the Smart City leverages
data, and the Millennial is comfortable using data.

Data Analytics

This is just one example of many possibilities… if we can be creative
enough.

a class schedule could shift the parking needs of hundreds of students,
decreasing congestion and saving a few trees in the process.
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Millennials spurn driver's licenses, study finds

Nathan Bomey, USA TODAY Published 9:03 a.m. ET Jan. 19, 2016 | Updated 6:16 p.m. ET Jan. 19, 2016
Young adults are ditching driver's licenses at a quickening pace, according to a new study, raising a red
flag for automakers as they grapple with the emergence of ride-sharing services and an indifferent
attitude about cars.
Young adults are ditching driver's licenses at a quickening pace, according to a new study, raising a red flag for
automakers as they grapple with the emergence of ride-sharing services and an indifferent attitude about cars.
Just over three in four people ages 20 to 24 in 2014 possessed a driver's license, according to the report released
Tuesday by the University of Michigan's Transportation Research Institute.
The exact figure — 76.7% — represented a sharp decline from 79.7% in 2011, 82% in 2008 and 91.8% in 1983,
according to the report by Michael Sivak and Brandon Schoettle.
Quite simply, cars are becoming less important or less accessible to Millennials.
The emergence of ride-sharing services such as Uber and Lyft provides a reasonable alternative for
many college students and young professionals — particularly in dense urban areas where such apps are most
popular.
Automakers also fear that Millennials have less incentive to meet their friends in person because they can
communicate constantly through social media and smartphones.
What's more, new vehicles are becoming less affordable for debt-strapped college students and recent grads.
The average transaction price of a new vehicle was $33,188 in 2015, up 20% since 2005, according to
Edmunds.com analysts.
Still, several automakers say they haven't yet noticed a direct impact on their sales from ride-sharing services.
Toyota U.S. executive Bill Fay said on a conference call this month that the company has not noticed an impact.
Ford U.S. sales chief Mark LaNeve echoed the same sentiment on a separate call.
Nonetheless, the major automakers are rushing to adapt as their business model shifts. General Motors invested
$500 million in Lyft earlier this month and plans to deploy a network of self-driving vehicles through the ridesharing service.
Getting a driver's license after turning 16 years old has become a lengthier process in recent years, as regulators
instituted more safety hurdles. That has also led to a sharp decline in teenagers who are driving.
Only 24.5% of 16-year-olds had a driver's license in 2014, down from 27.5% in 2011, 31.1% in 2008 and
46.2% in 1983, according to the University of Michigan report.
Follow USA TODAY reporter Nathan Bomey on Twitter @NathanBomey.
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