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MEMORANDUM 
 
TO:  Sidaro Sin, City of Lake Oswego 
  Jane Blackstone, City of Lake Oswego 
  Debra Andreades, City of Lake Oswego 
FROM:  Rick Williams, RWC 
DATE:  March 19, 2013 [5] 
 
RE:   Technical Memorandum: Downtown Parking:  Minimum Parking Requirements and  
  Fees-in-lieu 
 
I. BACKGROUND 
 
Based on the findings of the recently completed Downtown Parking Study, the City of Lake Oswego is 
considering amendments to the parking code to reduce minimum parking requirements in its downtown 
and allow fee-in-lieu payments by developers.  The intent and purpose would be to (a) calibrate 
appropriate minimum parking requirements to support redevelopment and a more compact, 
pedestrian-friendly urban form in the downtown, (b) establish a potential alternative to onsite parking, 
especially for small infill parcels, and (c) develop a funding source through a fee-in-lieu option that could 
be coupled with other public/private funds to construct public parking facilities (i.e., parking garage(s)) 
in the future.  The outcome would be an effective transition from overreliance on surface parking 
facilities and a strategic solution to funding for structured parking. 
 
Additional goals and objectives for the downtown include: 
 
• More compact urban form. 
• Attaining employment and housing goals. 
• Maximizing use of existing parking to serve “general” (district) versus “accessory” (site specific) 

demand.  
• An attractive and marketable development environment. 
• Attainment of adopted City and Regional transportation goals for all modes (i.e., auto, transit, bike, 

walk and rideshare). 
• Development of parking structures. 
 
The consultant met with City staff and the Lake Oswego Planning Commission on February 13, 2012 to 
review an outline of options related to minimum parking requirements and fees-in-lieu for new 
commercial development.  Planning Commission input on the outlines of new minimum parking 
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requirements and implementation of a fee-in-lieu option for the downtown were generally positive.  
Staff was asked to make clarifications and refinements to the concept, with particular interest in better 
clarifying the methodology for calculating the fee-in-lieu initially and over time (as development 
evolves). 
 
Input on the concept outline from the private sector was also garnered by letter and in a separate 
meeting with private interests on February 24, 2012.  Concerns were expressed that the minimum 
parking requirement recommendation presented at the Planning Commission meeting may be too low 
for larger developments that may occur in the downtown.  It was requested that a higher minimum for 
specifically defined “larger projects” be developed based on the fact that even though the overall 
parking demand in downtown is approximately 1.88 stalls per 1,000 SF, this number is a consolidated 
ratio of all commercial land uses and may not accurately reflect demand associated with larger projects 
(like Lake View Village). The overall concern was that large projects might under build parking with the 
currently recommended lower minimum requirement, even though the minimum would not preclude a 
developer from building more.1

 
 

The purpose of this Technical Memorandum is to explore effective solutions in policy and code that 
could be implemented in Lake Oswego to ensure its vision for downtown development is supported, 
particularly minimum parking ratios and the possible creation of a parking fee-in-lieu option. 
 
II. PROBLEM STATEMENT 
 
Downtown Lake Oswego is an emerging and vital business area.  The East End Redevelopment Plan 
objectives include providing for a mix of and intensification of land uses to ensure economic viability.  
Another objective is to consolidate parking, which could include development of public or shared-use 
parking garages, where possible, to reduce the number of small surface parking lots. However, current 
development in the downtown reflects low intensity development served by significant amounts of 
surface parking.  This perpetuates a “suburban” land use pattern that is inconsistent with the adopted 
vision for downtown.   
 
Two factors related to parking contribute to the continuation of low intensity in downtown and will 
need to be addressed. First, current parking standards in place in the downtown actually require more 
parking to be provided in a new project than the actual demand for parking would suggest.  The 2010 
parking study demonstrated that the actual maximum parking demand for parking in the downtown is 
1.88 stalls per 1,000 SF for mixed use development.  Current minimum parking requirements for new 
development range from 0.75 to 13.3 stalls per 1,000 SF.2

                                                           
1 As recommended, a developer would be allowed to build up to whatever the current Metro parking maximums 
are for downtown Lake Oswego, as specified in the Regional Transportation Plan. 

  As such; existing standards generally 
encourage an oversupply of parking, which is provided in surface parking area.   

2 See, (Exhibit F-X) 2010 Parking Resource Assessment: Downtown Parking Study Zone SUMMARY REPORT (March 
2011) 
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The second factor contributing to low intensity is the cost of structured parking, which – if provided – 
could consolidate parking into a more compact area, freeing up land (that would have been in surface 
parking) for more intense land uses.  Given the “suburban” nature of the current parking market in 
downtown Lake Oswego; it is extremely difficult for new private development to finance structured 
parking.  At a cost of between $25,000 (above grade) to $50,000 per stall (below grade), structured 
parking can add significantly to development costs.  In short, the cost of developing structured parking 
and establishing a financing mechanism to support it, may in some cases exceed the capacity of a 
private sector suburban proforma to pencil, particularly small development.   As such, the potential role 
of the public sector in addressing this problem needs to be understood and discussed.  This approach 
allows the City to help support development and redevelopment by providing an additional 
development tool that developers can use.  This further supports the objectives of the East End 
Redevelopment Plan that supports parking garages, shared parking and more intense mix of uses. 
 
The problem for Lake Oswego, and other emerging downtowns, is how to more effectively “right size” 
new parking development and facilitate the transition of parking from reliance on surface lots to the 
strategic and financially viable development of parking garages/structures. To this end, the parking plan 
for downtown will need to be innovative in a manner that supports higher-value land uses and 
meaningfully transitions parking from surface facilities to structures over time.   
 
III. REPORT FORMAT 
 
The remainder of this memorandum will be devoted to answering three key questions.  These include: 
 
A. What is the role of the City/LORA in providing parking? 
B. What is the most effective policy for Lake Oswego regarding minimum parking requirements in the 

downtown? 
C. Given the City’s/LORA’s role in parking, is there a strategic use for fees-in-lieu as a source of funding 

for public parking and what methodology would be used to establish a fee-in-lieu rate? 
 
IV. CITY/LORA ROLE IN PARKING 
 
As noted earlier, the City’s East End Redevelopment Plan provides direction for the City’s role in 
providing parking beyond management of the on-street parking supply.  How the City/LORA reasserts 
and further defines its role in providing parking in off-street facilities to the benefit of specific users (e.g., 
visitors, public/private sector employees and/or residents) has definable implications for parking 
regulation.   
 
In moving forward with its parking management plan, the City/LORA serves as a lead partner in the 
provision of parking as a tool to support broader development and urban form goals for the downtown.   
The City/LORA have already tended toward this approach, given their past role in the development of 
the Lake View Village parking garage and its recent role and discussions related to the North Anchor 
project (which contemplates a parking structure in a mixed use development). 
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A lead partner role would suggest the City/LORA is actively engaged in (1) maximizing City/LORA existing 
parking resources and (2) seeking opportunities to consolidate parking into parking garages as a means 
to support and facilitate more intense development in the downtown.  The latter assumes a strategic 
vision for funding such facilities, recognizing that multiple sources of funding are likely necessary and 
that a public/private formula is in place. 
 
If the City/LORA were to play a role in consolidating parking access within the downtown through one or 
more “district lots/garages,” then minimum parking ratios for new development could serve as a basis 
for a fee-in-lieu option, whereby the private sector could purchase waivers to minimum parking 
requirements, which would provide a funding basis to support the access system.   
 

Policy Framework:  Active City/LORA Role 

Implications for Minimum 
Parking Standards 

Implications for Urban Form Implications for Current City 
Parking Assets 

Implications for 
Economic Development 

• Parking minimums 
calibrated to true demand. 

• Impose limitations on size 
and number of surface 
parking facilities. 

• Provide fee-in-lieu option 
for private developers to 
purchase waivers to parking 
requirements. 

• Couple fee-in-lieu funds 
with other public and 
private funding sources to 
support “district” parking 
facilities. 

• Actively manage on-street 
system. 

• Manage existing facilities to 
maximize capacity. 

• Use existing facilities as (a) 
possible sites for future 
public structures and (b) as 
“land banks” for future sale 
to private sector, using 
sales proceeds to augment 
funding of district 
garage(s). 

• Provides option (fee-
in-lieu) that 
complements size 
restrictions on 
surface lots. 

• Provides funds for 
structured parking 
development. 

• Places a key 
responsibility on City 
for parking 
development (at least 
in near term). 

 
A fee-in-lieu option would be one of several funding sources considered, with others that over time 
could include:  
 

• Urban renewal 
• Local improvement districts 
• General obligation or revenue bonds to pay for capital projects, such as parking structures 
• Public/private development partnerships 
• System Development Charges 
• General Fund contributions 
• Meters/pay stations 
• Parking fines 
• Permits for residential areas or monthly permits for certain spaces  
• Grants 
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The purpose of these examples is to underscore the need for a clear policy position regarding the role in 
parking by the City and LORA.  The policy basis would then inform the type of regulations and 
requirements that would be implemented within the current city supply and imposed on new 
development.   
 
Recommendation for Lake Oswego 
 
Given Lake Oswego’s historic role in supporting and catalyzing development in the downtown, it is 
recommended that the City and LORA continue its active role in both parking management and parking 
development.  The challenges posed in emerging downtowns to transition to more intense development 
will be best supported through a parking policy that recognizes the financial challenge of structured 
parking development.  The recalibration of downtown minimum parking requirements and restrictions 
on surface parking will not likely be successful without feasible options to access structured parking 
supply.  Use of options like fees-in-lieu, urban renewal and other financing mechanisms will increase the 
City’s probability of success, particularly if they are supported as (1) options and (2) elements of a larger 
and consensus-based funding plan for future parking capacity. 
 
V. MINIMUM PARKING REQUIREMENTS - “SPLIT RATE” STANDARD 
 
Most cities, including those in the Portland Metropolitan area, incorporate minimum parking 
requirements into their development codes.3

 

 Many cities are moving to the elimination of parking 
minimums (e.g., Portland’s Central City Parking Code), but this is still the exception rather than the rule 
for emerging but traditionally suburban downtowns.    In general, the policy intent for parking 
minimums usually supports the following: 

• Providing a minimum of parking necessary to accommodate new parking demand associated 
with new growth (commercial, residential, visitor, etc.). 

• Assuring balance between parking demand growth in one area and potential spill over issues 
(and adverse impacts) in adjacent areas (e.g., residential neighborhoods). 

• Land use, urban form visions/plans and desired outcomes. 
• Goals and objectives for growth in the use of alternative transportation modes. 
• Integration with the defined role of the public sector in providing parking to accommodate 

parking demand. 
 
Whether or not to have parking minimums (to the extent permitted under Metro’s requirements) 
and/or to lower existing minimums depends on a clear understanding of the policy intent for which the 
minimums are established.  The implications of this were discussed earlier in Section IV of this 
memorandum. 
 
Many cities like Lake Oswego maintain minimum parking standards for specific land uses, which in some 
cases has led to parking codes that are cumbersome and counterproductive, particularly in a downtown 
                                                           
3 For instance, Tualatin, Tigard, Hillsboro, Oregon City, and all areas of the City of Portland outside the Central City. 
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area where customers frequently combine several destinations in one trip to downtown, and businesses 
change or relocate more frequently in a downtown business area.  For instance, the City of Milwaukie, 
Oregon had 59 separate parking minimums for uses ranging from small retail, barber shop, restaurant, 
clinic, personal service, etc.  Within this system, parking minimums ranged from zero to 15 stalls per 
1,000 square feet.  In 2008, Milwaukie collapsed its downtown parking code to five use types:  
residential (ownership), residential (rental), commercial/retail, institutional and freestanding (single 
use).4

 
   

The City of Lake Oswego’s code also has numerous standards for parking in the downtown.  For 
commercial land uses there are 14 different standards, and an overlay that allows for a reduction to 
each of these standards in the downtown area.  The flaw in this approach is that the parking standard 
treats each use separately as opposed to recognizing the mixed use nature of a downtown development 
area.  As the 2010 study demonstrated, the actual “mixed use” peak demand for parking in downtown 
Lake Oswego is approximately 1.88 stalls per 1,000 square feet of commercial land use.  Most of the 
minimum requirements in the Lake Oswego Code exceed this actual demand number, even with the 
“reduction” allowed for the downtown.  Over time, this type of parking regulation leads to overbuilding 
of parking, low non-auto mode splits and low density
 

.   

As with commercial parking standards, minimum parking requirements that are inordinately high can act 
as a deterrent to residential building activity desired for the downtown, particularly multi-family 
developments.  A recent report conducted by the Portland Bureau of Planning noted that the average 
number of stalls built per unit of central city residential development (between 1996 and 2008) was 1.09 
stalls per residential unit. This average excluded subsidized housing built during the same period.5

 

  It is 
also important to note that the 1.09 was the number of stalls built, not an indication of what a 
reasonable minimum parking requirement should be.   

Lake Oswego’s current development code for multi-family residential parking in the downtown requires 
minimum per unit standards that are at a level that exceed the urban residential actuals referenced in 
the Portland study.   Lowering the minimum requirements could create a more development-friendly 
standard for multi-family residential projects in the downtown.  New standards would also be more 
supportive and complementary of future transit development and efforts to encourage a higher mix of 
alternative mode use in the downtown over time. 
 
It was this data, particularly the combined downtown total demand number of 1.88 stalls per 1,000 SF, 
which led the consultant to recommend to the Planning Commission on February 13, 2012 to 
consolidate parking minimums in downtown to a rate that was about ½ of actual total demand (i.e., 1.0 
stalls per 1,000 SF of commercial development).  The intent of the consultant recommendation is to 
simplify the code and move the City away from its existing code requirements that in most cases 
required more as a minimum than total demand.  It was also coupled with the fact that the parking 

                                                           
4 Milwaukie, Oregon, 2008 Transportation System Plan (Chapter 12, Parking). 
5 See City of Portland, Central City 2035 Plan. 
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study found a surplus of on-street and off-street during peak demand, which allowed a recommendation 
below the actual demand of 1.88.  Over time, the “surplus” will decrease and a parking structure would 
be in place and/or other parking management strategies will be applied. 
 
New minimum parking requirements would not be limitations on the amount of parking that could be 
provided in a development, rather a more flexible, attractive and potentially cost effective minimum 
standard that promotes and encourages development in the downtown. 
 
In response to the consultant recommendation, private sector interests pointed out that the total 
demand number developed in the 2010 parking study was a consolidation of all parking demand from all 
commercial uses in the downtown at the peak hour (which is correct).  They pointed out that larger 
users have higher total demand so should have higher parking requirements to assure minimal impacts 
to the circulation system and to adjacent neighborhood areas.   
 
As Table 1 below illustrates for Lake View Village, a very large development does indeed generate a 
higher peak hour demand for parking.  As shown, Lake View Village’s peak demand ranges from 2.43 to 
2.47 stalls per 1,000 SF (rounded to 2.50), which exceeds the overall downtown average of 1.88 by 0.55 
to 0.59 stalls per 1,000 SF. 
 

Table 1 
Analysis of Parking Demand 

Site Specific 
Lake View Village Parking Garage6

Built Ratio of Parking  versus Actual Ratio of  Parking  Demand  
 

A B C D E 

Gross Square 
Footage (Built) 

Total Stalls in 
Garage7

 

 Built Ratio of 
Parking (GSF) 

Total Stalls Parked in 
Peak Hour  

Actual Ratio of Parking 
Demand/ 
1,000 SF 

99,961 SF 355 3.55/1,000 SF 
243 (May 2010) 

247 (March 2012) 

2.43/1,000 SF (2010) 

2.47/1,000 SF (2012) 

A. Total Gross Square Footage of Land Use 
B. Total Number of Striped Stalls (2010 Parking Count) 
C. Ratio of Built Stalls to Built Land Use 
D. Actual vehicles parked in the peak hour 
E. Gross parking demand based on actual use (includes employee and visitor parking) 

 
 

                                                           
6 Based on site data derived from the 2010 Parking Resource Assessment Downtown Parking Study Zone Report, 
(July 2010) by Rick Williams Consulting.  An additional site count was conducted on March 9, 2012, a Friday, which 
the owner felt was a more typical peak parking day than the 2010 survey date (Thursday, June 8, 2010). 
7 There are actually 365 total striped stalls in the parking garage.  For purposes of calculating demand, the 
consultant does not account for handicap/disabled stalls (of which there are 9) in the demand number as the low 
use/occupancy of these stalls tends to underestimate total actual demand in stalls more generally available to 
users. 
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Recommendation for Lake Oswego – “Split Rate” Commercial Minimum Parking Requirements 
 
It is recommended that the City reduce its minimum parking requirements for commercial and 
residential parking in the downtown.8

 
  For commercial development, it is recommended that: 

A. A “split rate” standard is applied based on the total gross square footage of commercial space 
within a downtown project.9

B. For projects of less than 35,000
 

10

C. For projects 35,000 gross square feet or greater, a parking requirement of 2.50 stalls per 1,000 
gsf would be required, which is the true peak hour demand associated with large uses (as 
represented by Lake View Village) in the downtown. 

 gross square feet, a minimum of 1.0 stalls per 1,000 gsf of 
building area would be required, which is approximately ½ (rounded) of total consolidated 
demand for all commercial uses downtown. 

 
The split rate standard would: 
 
A. Simplify the existing parking code for development in the downtown for both small and large 

projects that now must respond to multiple use standards that generally require more parking than 
actual demand. 

B. Account for demand differences between smaller and larger sized projects. 
C. Allow for decisions by the developer to build parking above the new parking requirement at a rate 

determined by the market. 
D. Better calibrate parking requirements to actual demand numbers derived from the 2010 parking 

study for commercial parking. 
E. When coupled with a fee-in-lieu option, allow an alternative solution, particularly for smaller sites, 

to cost effectively develop constrained parcels and smaller in-fill sites. 
 

We continue to assume that this recommendation will be coupled with code changes related to 
limitations on surface parking lots and implementation of an optional fee-in-lieu program and other 
public mechanisms for funding parking in the future. 
 

It is important to reiterate that this recommendation pertains to minimum parking requirements and 
actual demand calculations.  As such, these are not limitations on the amount of parking that could be 
provided in a development above these standards, rather a more flexible, attractive and potentially cost 
effective standard that promotes and encourages development in the downtown. 

                                                           
8 This recommendation does not suggest changes to the new residential minimum parking requirements as 
presented by staff at the February 13, 2012 Planning Commission work session (i.e., 0.75 stalls per unit). 
9 If residential were a part of the project, this parking would be treated separate under minimums in place for 
residential and would be added to minimums associated with the commercial components of the project.  Fees-in-
lieu would not be applicable to the residential minimum. 
10 35,000 square feet was chosen as the threshold for “large” developments because within the commercial zone 
(LOC 50.11) 35,000 square feet is the maximum allowed for any one use for retails sales (food and general 
merchandise).  35,000 square feet is also slightly larger than one quarter of a downtown Lake Oswego block. 
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VI. STRATEGIC USE OF FEES-IN-LIEU AS A SOURCE OF FUNDING FOR PUBLIC PARKING 
 
A key challenge for Lake Oswego will be the ability to:  
 
• Attract new development to the downtown. 
• Support developments that may be constrained by the full costs of parking development associated 

with the minimum standard. 
• Recognize site constraints including historic preservation that may limit the ability to incorporate 

parking onto a site.   
• Remove barriers to new development or redevelopment of existing buildings. 
• Maintain and encourage an urban form for new development that is consistent with the downtown 

vision. 
 

The intent and purpose of a fee-in-lieu is to allow new non-residential development the option to buy 
out of a requirement to provide a minimum number of parking stalls within a project.  The funds paid by 
the developer would be used by the City to support development of future public parking facilities.  The 
fee-in-lieu would be an option to providing parking.  Payment of the fee to the City would not obligate 
the City to match the fee paid with any guarantee of parking associated with the fee-in-lieu waiver.  In 
short, the developer would be making an economic, market based decision regarding the parking needs 
of that specific project.  However, any parking developed by the City in the future would be beneficial to 
the downtown and available to all users, which might include those who had paid the fee-in-lieu. 
 
Offering developers the option to pay a fee-in-lieu against the minimum parking requirement may be an 
attractive and workable program for addressing the challenges outlined above and providing structured 
parking in the future.  A fee-in-lieu rate would be set at a level below what it would cost a developer to 
provide the parking themselves. Generally the reasons for a lower cost are that it:  
 
1)  Makes it a more financially attractive option. 
 
2)  Encourages developers to seriously consider downsizing their parking need and exploring shared use 
 opportunities that might be available within the larger downtown parking supply (existing public and 
 private assets). 
 
3)  The City is not guaranteeing that they will have an entitlement to a parking space in a future lot or 
 garage. This would save on development costs, which could make projects in downtown more 
 feasible and provide a revenue source for the City that could be strategically invested in a 
 consolidated parking development plan.   
 
Necessarily, implementing and managing a fee-in-lieu program commits the City to playing a key role in 
developing and managing parking in the future.  This entails active planning for future parking and 
initiation of strategies for identifying additional sources of funding to supplement and leverage funds 
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derived from fees-in-lieu.  As such, consensus on the role of the City in parking, as outlined in Section IV 
above, is critical to any discussion of fees-in-lieu for Lake Oswego.  
 
For Lake Oswego, there are several considerations necessary in a discussion of designing and 
implementing a fee-in-lieu option in the downtown development code.  Listed below are several 
“program elements” that would need to be considered in establishing a fee-in-lieu option for the 
downtown. 
 
Program Elements 
 
The intent of a fee-in-lieu payment to “waive” the development of parking (per minimum parking 
requirements) in a private non-residential development will result in a commitment by the City to 
provide public parking supply in the downtown. 11

 

   Clear expectations regarding the City’s obligations 
for funds raised by fee-in-lieu payments will need to be developed. These obligations need to be 
developed and adopted concurrent with whatever fee is implemented.  It is recommended that the 
following expectations form the basis of the fee-in-lieu program: 

Use of Funds 
 
Barring the existence of immediate funds to construct a parking facility in advance of a fee-in-lieu 
option, it is doubtful that the City could commit to a structured facility in the initial stages of a fee-in-lieu 
program.  As such, payments will be collected and allocated to a parking fund, structured to provide for 
a future parking garage when coupled with other strategic funding sources (e.g., urban renewal, 
bonding, SDC’s, etc.).   
 
The fee-in-lieu fund should remain flexible enough to allow the City to use these funds to: 
 

• Develop new parking structures; 
• Purchase existing private parking in the downtown that is underutilized for conversion to public 

access; 
• Lease existing private parking in the downtown that is underutilized for conversion to public 

access; and 
• Partner with the private sector to add public parking in new developments. 

 
Rate and Format 
 
Establishing the appropriate rate for a fee-in-lieu varies by city and is influenced by both the type of 
parking provided (surface versus structure), costs of land and development in specific areas and 
expectations associated with any level of entitlement granted with the payment of the fee.  The 
recommendation for Lake Oswego is that the fee would be a waiver to parking requirements for non-
                                                           
11 This would not disregard the viability of a shared use agreement credit if it could be successfully developed and 
administered. 
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residential developments only, with no obligation to provide parking by the City to the development in 
return for payment of the fee-in-lieu waiver. 
 
To make an informed recommendation, parking fee-in-lieu programs in numerous jurisdictions 
throughout the country were reviewed. Unfortunately, no single program in place in those jurisdictions 
stood out as a program to model for Lake Oswego.  For instance, the City of Tualatin assesses a fee-in-
lieu of $3,500 per stall.  The City of Bend’s fee-in-lieu is $26,000.12

 

  A study by Carl Walker Consulting of 
27 cities established a range of fees between $2,000 and $27,520.  The average was $11,500 per stall.  
The formula for determining rates in the sampled cities were generally based on a wide variety of 
factors both parking and non-parking related.  As such, there was no clear standard from the literature 
search that is an easy model to replicate in Lake Oswego. 

To this end, it is recommended that the City of Lake Oswego initiate a fee-in-lieu option program based 
on the following: 
 
a. At the outset, establish the cost of fee-in-lieu based on the relationship to the cost of developing 

surface parking in Lake Oswego and charge a rate that is 80% of that cost (see Methodology, below).   
As stated earlier, the reason for a lower cost is that it encourages developers to seriously consider 
downsizing their parking need, exploring shared use opportunities that might be available within the 
larger downtown parking supply and lowering development costs.  
 
The current cost of surface parking lot development in the Portland region is approximately $10,000 
to $13,000 per stall (which includes land, design and construction).13  Variation in the range is most 
typically influenced by land cost.  This range offers a good starting point for initiation of a fee-in-lieu 
rate, which could be refined with further research on the actual cost of developing parking in 
downtown Lake Oswego, versus a regional average.  Further discussion of a specific number for Lake 
Oswego is provided below in 

 
Methodology for rate setting. 

b. Establish a periodic review program for evaluating the performance/success of the fee-in-lieu 
option.  This would commit the City to periodic review of (1) the number of developments exercising 
the options, (2) factors contributing to the program being used or not used, and (c) adjustments to 
the rate as necessary based on (1) and (2). 

 
c. Annually adjust the fee-in-lieu payment based on the Engineers News Record Index (ENRI).  The 

ENRI is a respected standard within the industry and would provide an objective index for adjusting 
City fees and charges associated with a fee-in-lieu program.14

                                                           
12 Tualatin’s original fee-in-lieu was calibrated at approximately 50% of the cost of developing surface parking and 
Bend’s fee was calibrated at approximately 67% of the cost of structured development. 

 

13 Lake Oswego is likely at the high end of this range given land costs in downtown. 
14 There are other construction indexes as well, which include Rider Levett Bucknall quarterly construction cost 
index and the Turner Construction index.  It is simply recommended that the City find an index that is considered 
reliable and accurate and assess changes in the market to make appropriate adjustments in the on-going fee-in-
lieu rate. 
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d. Recognize that fee-in-lieu is likely only one source of funding necessary for the successful 
development of future public parking facilities (particularly structured facilities).  Other sources of 
funding could include urban renewal/tax increment financing, business improvement districts, local 
improvement districts, general fund allocations and/or state and local grants, to name only a few.  
As such, in formulating the fee-in-lieu rate, it is not necessary to assess the full cost of parking to the 
developer, but a rate that is “blended” within a strategic funding plan for future parking supply (in a 
structure) comprised of multiple funding sources. 

 
Based on the City’s goals and intent to create a more compact and urban downtown, the 
implementation of a fee-in-lieu option to the recommended minimum parking standard is reasonable 
and strategic.  This is underscored by the recognition of the challenges associated with the transition of 
downtown land uses from a reliance on surface parking to financial feasibility of structured parking 
facilities.  To this end, it is recommended that the City begin the process for developing and 
implementing a fee-in-lieu as it can be successfully applied in Lake Oswego.  That process should be 
facilitated within the context of the key elements outlined above.  
 
Methodology for rate setting 
 
As stated above, a review of other jurisdictions did not provide clear examples of methodologies for 
how fee-in-lieu rates are determined in various jurisdictions.  Generally, the rate is some relationship to 
the full cost of constructing a surface or garage parking facility. Most fees-in-lieu in other jurisdictions 
evaluated are set at rates less than the full cost of construction.  The reasoning for this is that (a) the fee 
should be seen as an incentive to work with the City to consolidate parking supplies in district facilities 
and (b) fees-in-lieu are coupled with other funds necessary to construct the envisioned consolidated 
supply 
 
For Lake Oswego, it is likely that earlier payers of fees-in-lieu would be paying into a fund that is being 
harbored for future parking garage development.  Given that a full funding package for a garage would 
not be in place, initial fees-in-lieu would be most appropriately calibrated against the full cost of 
constructing a surface parking facility in an urban downtown.15

 

   Several factors total to provide a basis 
for a fee-in-lieu.  Table 2 provides a recommended methodology for Lake Oswego.  The discussion that 
follows the table provides additional information and data sources for consideration of the 
recommendation. 

 
 
 
 
 

                                                           
15 At such time as funding for a new parking garage is finalized, and movement toward constructing a garage is 
initiated, the cost methodology in Table 2 would be adjusted to reflect hard and soft costs for structured parking. 
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Table 2 
Recommended Fee-in-lieu Rate Methodology – Calibrated to Surface Parking 

A B C D E F 

Square Feet 
Per Stall 

Hard Cost of 
Construction per 

surface stall 

Soft Cost of 
Construction per 
surface stall (@ 

30%) 

Cost of Land 
per Stall 

Total Cost 
to Build per 

Stall 

Fee –in-lieu 
@80% of Total 
Cost per stall 

363 $4,000 $1,200 $8,33316 $13,533  $10,82617

Square Feet 
Per Stall 

 

Hard Cost of 
Construction per 

Square Foot 

Soft Cost of 
Construction per 

Square Foot 

Cost of Land 
Per Stall per 
Square Foot 

Total Cost 
to Build per 
Square Foot 

Fee –in-lieu 
@80% of Total 

Cost per 
Square Foot 

363 $11.02 $3.31 $22.96 $37.28 $29.82 
 
A. Square feet per stall 
 
The total square feet per surface parking stall varies greatly, ranging from as little as 300 SF per stall up 
to 400 SF per stall.18  In general, 363 SF per stall is a reasonable standard, which provides for an average 
stall width of 8 feet 6 inches, drive aisles and area for pedestrian ways and landscaping, and consistent 
with efficient and attractive facilities constructed in the Portland area.19

B. Hard cost of construction 
 

 
Hard costs are direct costs incurred in relation to a specific construction project. Hard costs may be 
directly related to construction.  For a surface parking facility this would include site preparation, 
including labor, materials, equipment, and landscaping. 
 
Several sources were evaluated to determine the “hard cost” construction value of a surface parking 
stall in an urbanizing setting like downtown Lake Oswego.  A 2010 surface parking facility constructed in 
Milwaukie, Oregon by TriMet carried hard construction costs of $3,500 per stall.20

                                                           
16 This reflects about ¼ of the actual land cost for land in Lake Oswego.  Given that the intent of the fee in lieu is to 
assess a fee for future garage development, the land cost here is assumed as if it were spread to a 4 story vertical 
parking structure.  This is a more reasonable calculation as the City’s intent in land cost is not to create a 
permanent surface parking lot in the downtown. 

  Another study, 
conducted by Northwestern University, estimated the average hard cost of surface parking construction 

17 As stated above, the final fee would be adjusted periodically (preferably annually) based on an adopted index of 
construction costs. 
18See:http://www.webs1.uidaho.edu/niatt_labmanual/Chapters/parkknglotdesign/theoryandconcepts/ParkingStal
lLayoutConsiderations.htp as well as VTPI (2008), Parking Cost, Pricing and Revenue Calculator, Victoria Transport 
Policy Institute (www.vtpi.org); at www.vtpi.org/parking.xls. 
19See: http://www.squarefeetblog.com/commercial-real-estate-blog/2008/07/08/construction-costs-for-parking-
stalls/ 
20 Information provided by TriMet in an email to consultant requesting information on March 5, 2012. 

http://www.webs1.uidaho.edu/niatt_labmanual/Chapters/parkknglotdesign/theoryandconcepts/ParkingStallLayoutConsiderations.htp�
http://www.webs1.uidaho.edu/niatt_labmanual/Chapters/parkknglotdesign/theoryandconcepts/ParkingStallLayoutConsiderations.htp�
http://www.squarefeetblog.com/commercial-real-estate-blog/2008/07/08/construction-costs-for-parking-stalls/�
http://www.squarefeetblog.com/commercial-real-estate-blog/2008/07/08/construction-costs-for-parking-stalls/�
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at $4,000 per stall.21  Finally, the Victoria Transportation Policy Institute (VTPI) estimated surface parking 
hard costs – in urban downtowns – at $5,000 per stall.22

 
 

For purposes of a base methodology for Lake Oswego, the consultant recommends $4,000 per stall.  This 
is higher than the TriMet number - as a park and ride facility likely has less landscaping and other 
buffering requirements than would a facility required to meet an urban standard and Lake Oswego’s 
design code guidelines – and lower than the VTPI standard, which included a mid and larger sized cities 
in its average. 
 
C. Soft costs related to construction 
 
Soft costs refer to costs incurred in addition to the direct construction cost.  The items that are generally 
categorized as soft costs include design and design fees, legal fees, permits, engineering, licensing fees, 
toxic report fees, and plan check fees.  A reliable and widely used source for estimating soft costs is 
RSMeans and Reed Construction Data, national resources for tracking construction costs.  According to a 
recent search of RSMeans, soft costs for surface parking construction generally run at about 31% of hard 
costs.23

 

  A 2009 parking project in NE Portland that Rick Williams Consulting was involved in calculated 
soft costs of 30%, as developed by JE Dunn Construction.   

For purposes of a base methodology for Lake Oswego, the consultant recommends a soft cost 
calculation of 30% of soft costs, as this is consistent with both national (RSMeans) and local experience. 
 
D. Cost of land 
 
Initial research by the consultant has proven it difficult to pin down actual values for vacant land in the 
downtown.  The Victoria Transport Policy Institute developed national land cost averages for a range of 
parking types, based on whether the parking was on-street, surface (sub-urban) versus, surface (urban).  
The definition of urban fell to cities with land values in excess of $25 per square foot, which we believe 
puts downtown Lake Oswego in the urban category.24

 

  Using this data source, the average per stall land 
cost for surface parking is $8,333 per stall.  The consultant recommends this average as a reasonable 
number to start with.   

E. Total cost to build 
 
Based on the methodology in Table 2, the total average cost of a surface lot stall in Lake Oswego would 
be $13,533 per stall or $37.28 per square foot of surface lot space, assuming 363 square feet per stall 
built. 

                                                           
21See,  http://www.northwestern.edu/newscenter/stories/2006/01/parking.html 
22See, http://www.vtpi.org/tca/tca0504.pdf  as well as http://www.squarefeetblog.com/commercial-real-estate-
blog/2008/07/08/construction-costs-for-parking-stalls/ 
23 http://www.reedconstructiondata.com. 
24 See, (www.vtpi.org); at www.vtpi.org/parking.xls. 

http://www.northwestern.edu/newscenter/stories/2006/01/parking.html�
http://www.vtpi.org/tca/tca0504.pdf�
http://www.reedconstructiondata.com/�
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F. Fee-in-lieu rate 
 
It is recommended the actual rate be factored to 80% of the total cost to build.  The policy basis for this 
factor has been discussed throughout this document.  As such, the recommended rate for initial 
consideration would be $10,826 per stall or $29.82 per square foot of parking. 
 
VII. SUMMARY 
 
Lake Oswego has done a good job in managing its downtown and parking assets to this point in time.  
Lake Oswego has also made excellent strides in engaging planning efforts that form the foundation for 
good future development; development that supports a more compact and transportation efficient 
urban form.  With development of the 2010 Parking Study, issues related to the strategic challenges of 
growth in the downtown were more clearly revealed.  This has led to the need to refine and affirm how 
the City/LORA defines its role in providing parking to support and catalyze desired development.  Clarity 
in that definition of role can help provide guidance on the need to reexamine parking minimums, limits 
on surface parking and the use of fees-in-lieu as a strategic tool for funding future parking supply. 
 
 This memorandum has endeavored to provide background and grounding related to key elements of 
downtown’s parking and economic development planning.   It is intended to serve as a guide to 
maximizing the City's existing parking resources and as a means to assure cost effective solutions for 
access, which includes improvements to code, reformatting and simplifying access in the downtown and 
a commitment to parking best practices. 
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