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I.  APPLICANT'S REQUEST 

 
The City is proposing to amend the Downtown Redevelopment District Design Standards and the 
Parking Standard of the Lake Oswego Community Development Code (LOC Chapter 50) to encourage 
downtown redevelopment by simplifying and reducing the parking standards.  The proposed code 
amendments contain the changes to the Community Development Code based on the Code 
reorganization which was tentatively approved by the City Council on February 21, 2012, with 
Findings to be adopted on March 20, 2012.   

    
The sections proposed for revision, LOC 50.05.004 and LOC 50.06.002, are described in detail in Section 
III of this report.  An annotated version of the proposed code amendments is attached as Exhibit F‐2.  
Ordinance 2587, which would enact these changes, is attached as Exhibit A‐1.  A draft of the 
resolution that would create the fee‐in‐lieu program to support the proposed amendments is 
attached as Exhibit A‐2 for the Commission’s information.  If the City Council supports the fee‐in‐lieu 
program, a final resolution will be brought back before the City Council after approval of Ordinance 
2587. 
 
II.  APPLICABLE REGULATIONS 
 
  A.  City of Lake Oswego Comprehensive Plan 

Goal 1:   Citizen Involvement, Policy 1  
Goal 9:   Economic Development, Policy 11 
Goal 12: Transportation, Goal 11‐Parking 

 
  B.  Metro Urban Growth Management Functional Plan 

Title 6: Center, Corridors, Station Communities and Main Streets 
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C.  Metro Regional Transportation Functional Plan 
Title 4: Regional Parking Management 
 

D.  Transportation Planning Rule (Chapter 660, Division 12) 
 

E.  Oregon Statewide Planning Goals 
Goal 1: Citizen Involvement 
Goal 9: Economy of the State  
Goal 12: Transportation 

 
  F.  City of Lake Oswego Community Development Code 
   

LOC 50.75.010  Criteria for a Legislative Decision 
  LOC 50.75.015  Required Notice to DLCD 
  LOC 50.75.020  Planning Commission Recommendation Required 
  LOC 50.75.025  City Council Review and Decision 
 

 
III.  INTRODUCTION / BACKGROUND INFORMATION 
 
During the development of the April 2010 Economic Development Strategy, downtown parking 
supply and parking requirements for new development were cited by community stakeholders as 
impediments to redevelopment in the downtown, particularly for redevelopment of smaller parcels.  
To address these concerns, the Lake Oswego Redevelopment Agency (LORA) contracted with Rick 
Williams Consulting (RWC) to study parking usage and demand in the downtown.  The 2010 Parking 
Resource Assessment ‐Downtown Parking Study, prepared by RWC (Exhibit F‐1) concluded that while 
there is adequate on‐ and off‐street parking supply to meet current demand, the existing downtown 
parking supply could be better managed to maximize its use and encourage downtown 
redevelopment, and parking requirements could be lowered and simplified.   The study outlined 
short and long‐term implementation measures to pursue. 
 
In March 2011, the LORA Board reviewed and accepted the parking study and directed staff to return 
with an implementation plan.  At its September 2011 meeting, the Board accepted the 
implementation plan and directed staff to move forward with it. The Planning Commission held a 
work session on the concepts put forth by RWC, on October 10, 2011, and a work session on the 
proposed amendments on February 13, 2012.  Three open houses were also held; two in July 2011 
and one in January 2012. 
 

Proposed Code Amendments 
 
  Parking Strategy Overview 
 
The implementation plan has three phases; the first phase includes action items that could be pursued 
in the short term, while phases two and three are longer term action items that address parking 
management strategies.  The proposed code amendments are short term action items that are 
intended to encourage downtown redevelopment.  The amendments would be applicable in the newly 
created Downtown Parking District.  The District follows the boundaries of the Downtown 
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Redevelopment Design District, excluding the Oswego Pointe Apartments, Oswego Point Townhomes 
and R‐2 zoned properties in the northwest portion of the district between B and C Avenues and 5th 
Street (Exhibit A‐1).  
 
Amendments include (and are further discussed below):  

 Simplifying and reducing parking standards; 

 Developing restrictions on new surface parking lot development; 

 Evaluating and developing a fee‐in‐lieu option for parking; and  

 Implementing the 85% Rule1 as a threshold to pursue phases two and three. 
 
The district is walkable due to its small size.  One of the elements of the strategy is to make no 
distinction between different commercial, public service, institutional, etc. uses when determining 
their parking requirements so that all non‐residential uses would have the same numerical 
requirement.  This is intended to encourage shared parking so that a patron to the downtown district 
could park just once and visit any and all activities and services that the district has to offer; whether 
it be a store, a service, a meal, enjoyment of a park, or an exercise class.  
 
It is important to note and understand that while these amendments only address the short term 
action, the City will continue to monitor the status of downtown parking and continue discussions 
with the Lake Oswego Chamber of Commerce, property and business owners, and neighborhood 
associations.  The parking inventory is proposed to be periodically assessed to determine if a new 
inventory is required.  Factors that may trigger a new inventory may include impacts of new 
development, vacancy rates or other similar factors that may affect parking in the downtown area.  
At such time that the occupancy rate hits the 85% threshold, the City will initiate pursuing phases two 
and three (development of a parking management program) which may include: 

 Parking Zones with time limitations 

 Uniform parking availability signage 

 Employee and residential parking permit program  

 Establishing a Parking Advisory Committee and Parking Coordinator 
 
  Proposed Code Amendments Discussion: 
 
Simplify and Reduce Parking Standards, allowing for future shared parking‐ The proposed parking  
requirements are reduced to two categories: Residential (including Commercial Residential) and Non 
Residential.  Residential uses would require 0.75 spaces /unit.  Currently, multi‐family residential uses 
downtown require 0.75 ‐ 1.125 spaces/unit, depending on the number of bedrooms; commercial 
uses require 1.41 – 9.975 spaces, depending on the type of use.  Currently, parking modifiers 
applicable in the Downtown Design District reduce the minimum requirement by 75%.   Proposed 
parking standards for non‐residential uses include a two tiered system:  developments less than 
35,000 square feet are required to provide a minimum of 1 space/1,000 square feet (SF) of  gross 

                                                 
1   The 85% Rule is a measure of parking utilization that acts as a benchmark against which parking 
management decisions are based.  Within the parking industry, it is assumed that when an inventory of parking 
exceeds 85% occupancy in the peak hour, the supply becomes constrained and may not provide full and 
convenient access to its intended users.  Once a supply of parking routinely exceeds 85% occupancy in the peak 
hour, the Rule would require that parking management strategies be evaluated and or implemented to bring 
peak hour occupancies to a level below 85% to assure that downtown parking is functioning as intended.  
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floor area (GFA) and developments 35,000 square feet and greater require a minimum of 2.5 
spaces/1,000 sf of GFA2.  The purpose of the two tiered system is to ensure that larger developments, 
which generate a higher parking demand than the average of non‐residential uses, provide a greater 
proportional share of parking spaces for the development to reduce the impacts to on‐street and 
other off‐street parking spaces.  This attempts to address a concern raised by a downtown property 
as outlined in Exhibit G‐1.  A detailed discussion on parking policy and reducing parking minimums is 
found in the RWC technical memorandum dated March 19, 2012 [Exhibit F‐4].  
 
Develop restrictions on new surface parking lot development and specify the location of required 
parking ‐ The proposal is to limit surface parking lot size to 20,000 sf or 25% of the lot size.  This is 
intended to reduce the amount of surface parking and encourage shared structured parking, allowing 
more intensive use to revitalize downtown.   The proposed amendments also eliminate the 
requirement of an exclusive permanent easement for shared parking in order to facilitate shared 
parking in the future.  With regard to location of required parking, non‐residential parking spaces 
may be located on‐street, on‐site, or in shared facilities.  Residential parking spaces may be located 
on‐site or within 500 feet of a site.  The restriction on new surface parking lot development and the 
amended location of required parking will support future shared parking. 
 

  Develop a fee‐in‐lieu option to meet the parking requirement‐ The proposed fee‐in‐lieu option to 
meet the minimum parking requirement for non‐residential uses would be exercised at the discretion 
of the City.  The fees collected would be used to construct future structured parking on City‐owned 
property that would become part of the shared system.  The technical memorandum on downtown 
parking requirements and a fee‐in‐lieu program prepared by RWC (Exhibit F‐4) provides the policy 
discussion and methodology to implement the program.  The recommended fee per parking space is 
$10,850.  A draft resolution (Exhibit A‐2), that outlines factors the City should consider in exercising 
its discretion and establishing a methodology for the calculation of the fee‐in‐lieu amount is included 
if the City Council wishes to move forward with this program; the methodology is not proposed to be 
in the Code, in order to allow the City Council future flexibility to change the fee‐in‐lieu calculation 
methodology. 

 
IV.   NOTICE OF APPLICATION 

 
A.   Newspaper Notice 
  On March 22, 2012, public notice of the proposed amendments and Planning Commission public 

hearing was published in the Lake Oswego Review. 
 
B. Measure 56 Notice 

The proposed text amendments may affect permitted uses of property, therefore, direct mailed notice 
of the proposal was sent to owners of property in the Downtown Redevelopment Design District.  This 
notice was sent on March 13, 2012. 
 

C. DLCD Notice 
Pursuant to LOC 50.75.015, staff provided notice of the proposed amendments to the Oregon 
Department of Land Conservation and Development (DLCD). 

                                                 
2 The Legislative and Measure 56 Notices that were mailed described the second tier parking minimum at 
10,000 square feet with a 2 space/1,000 sf of GFA.  This was subsequently amended to the proposed 35,000 
and 2.5 spaces/1,000 sf of GFA based on the discussion in the RWC technical March 19, 2012 (Exhibit F‐4). 
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V.  COMPLIANCE WITH APPROVAL CRITERIA 
 
A. City of Lake Oswego Comprehensive Plan 

Staff finds the following Comprehensive Plan Policies to be applicable to this proposal: 

 
Goal 1 Citizen Involvement  
Policy 1:  Provide opportunities for citizen participation in preparing and revising local land use 
plans and ordinances. 
 
Findings:  The concepts that are the basis for the proposed code amendments were presented to 
the LORA Board at their March 2011 and September 26, 2011 public meetings.  The Department 
of Economic and Capital Development held three public information meetings in July 2011 and 
January 2012, as well as having additional meetings with the business community, developers 
and owners of surrounding residential properties.  The Planning Commission has held two work 
sessions on the concepts and code amendments, on October 10, 2011 and February 13, 2012, 
prior to the public hearing on April 2, 2012. 
 
Conclusion:  The process has been consistent with the policy. 
 
Goal 9 Economic Development  
Policy 11:  Require new commercial development, where possible, to develop joint street access, 
parking facilities, and pedestrian connections with other businesses to reduce land area 
requirements, traffic congestion, parking and safety problems. 
 
Findings:  The proposed code amendments are intended to implement a strategy for the 
Downtown Parking District.  Establishment of a specific strategy for the district is meant to 
support a vibrant downtown by allowing shared parking facilities that permit patrons to park 
once and walk to all activities and services in the district.  This will support a pedestrian‐oriented 
environment and minimize traffic congestion.  In addition, reducing the land area needed for 
parking removes barriers to downtown redevelopment. 
 
Conclusion:  The amendments are consistent with this policy. 
 
Goal 12‐Transportation; Goal 11 Parking 
Policies 1 and 2:  Maintain parking regulations that require off‐street parking on‐site 
commensurate with the size and relative needs of each new development, balanced with the 
need to reduce auto trips and encourage alternative transportation.  This can be achieved with 
evaluation and monitoring of the number of parking spaces required for different types of land 
uses.    
 
Findings:  The 2010 Parking Resource Assessment ‐Downtown Parking Study, prepared by RWC 
(Exhibit F‐1) examined the parking supply and found that the on‐ and off‐street parking supply 
was adequate to meet current demand.  However, the downtown parking supply could be 
managed to maximize its use and encourage downtown redevelopment while ensuring that there 
is adequate parking for the uses in the downtown district.  The first step is to allow shared 
parking so that patrons of the downtown can park once, reducing the amount of traffic circling 
the district in search of parking.  In addition, the fee‐in‐lieu program as a means of meeting the 
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parking requirement is meant to contribute to construction of future public parking structures, 
which will supply additional capacity for the district. 
 
Conclusion:  The amendments are consistent with the policies. 
 

B.  Metro Urban Growth Management Functional Plan  
Title 6: Center, Corridors, Station Communities and Main Streets 

 
Findings:   Title 6 of the Metro Growth Management Functional Plan requires citys to assess 
“centers” within their boundaries and develop programs and standards that encourage mixed‐
use, pedestrian friendly and transit‐supportive development.  One method of doing this is to 
reduce unnecessary regulatory barriers to mixed use development, and to create a plan of action 
to enhance the center [Metro Title 6; 3.07.620 (D)].  A parking management program, consistent 
with Title 4 of the Regional Transportation Functional Plan (RTFP), Section 3.08.410 is a key 
element, coupled with a blended parking rate where mixed use development is proposed.  

 
Section 3.08.410 of the RTFP refers to the minimum and maximum parking ratios on Table 3.08‐
3. City codes must be consistent with these ratios.  The maximum permitted parking in (regional) 
Zone A, which are “transit and pedestrian accessible areas,” is different for different types of uses 
and range from 5.1 spaces per 1,000 sf of gross leasable area for retail to 19.1 spaces per 1,000 sf 
for restaurants.  There is no maximum in Metro’s Table 3.08‐3 for residential uses. 
 
Metro Code Section 3.08.410(D) states that cities may use categories or standards other than 
those in Table 3.08‐3, provided they demonstrate that the effect will be substantially the same as 
the application of the ratios in the table.  The City’s proposed amendments erase the distinctions 
between different non‐residential uses downtown. 

 
Of the uses listed in the table, seven of the uses are relevant to Lake Oswego’s Downtown 
Redevelopment Design District: office, sports club/recreation, bank with drive‐in, movie theatre, 
restaurants and medical/dental offices.  The percentage of uses in Lake Oswego’s downtown are 
weighted heavily towards office and retail uses that have maximum parking limitations of 3.4 
spaces and 5.1 spaces per 1,000 sf, respectively.  Metro staff has stated that the City can use a 
weighted average to comply with Table 3.08‐3.  A weighted average of all of the maximum 
parking space ratios for these seven uses is 5.2 spaces per 1,000 sf (Exhibit F‐3). The Parking 
Standard in the LOC generally counts fractional space as the next highest whole space.   
Therefore, it is proposed that the 5.2 space/1,000 sf be rounded up to a 6‐space per 1,000 sf 
maximum for non‐residential uses in the Downtown Parking District.  

 
In addition to overall parking maximums, Table 3.08‐3 includes a limitation on the minimum 
amount of parking that can be required. The proposed one space per 1,000 sq. ft. for non‐
residential uses (and 2.5 spaces per 1,000 sq. ft for developments 35,000 sf and greater) do not 
exceed and are not below the minimum required.   The minimum residential parking 
requirements of.75 spaces per residential unit also do not exceed and are not below the 
minimum required on Table 3.08‐3.   

   
Finally, the proposed amendments encourage shared parking in structures for those who desire 
to build additional garage parking. Metro Code does not have a minimum or maximum parking 
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requirement for stand‐alone parking uses; however in Metro Code Section 3.08.410(C), it permits 
an exemption for “high‐efficiency parking management alternatives” such as parking structures 
and vehicle parking for rent, from the maximum parking limitation, (subject to a provision for 
exemption in the code).  Although Metro Code requires an “adopted exemption process and 
criteria,” there is no indication what the criteria must be; the proposed amendment provides that 
any public parking structures, including those that would be constructed using fees collected 
from the fee‐in‐lieu program, would be exempt from the maximum. 

 
Conclusion:  The amendments are consistent with regional policies. 
 

C.  Metro Regional Transportation Functional Plan 
Title 4: Regional Parking Management 

 
Finding and Conclusion:  Refer to the response to Metro’s Urban Growth Management Functional 
Plan above. 

 
D.  Transportation Planning Rule (Chapter 660, Division 12) 

 
  Findings:  The Transportation Planning Rule requires cities to implement a parking plan that achieves a 

10% reduction in the number of parking spaces, which is intended to reduce reliance on the 
automobile. Alternatively, cities can reduce minimum off‐street parking requirements for all non‐
residential uses from 1990 levels and allow shared parking to meet the requirement. The proposed 
amendments reduce the parking requirement for non‐residential uses and support shared parking 
through the fee‐in‐lieu program. The amendments are intended to enhance a pedestrian‐oriented 
mixed‐use district and are consistent with rule requirements for pedestrian‐orientated development 
along streets with transit. 

 
  Conclusion:  The amendments are consistent with the Transportation Planning Rule. 
 
E.  Oregon Statewide Planning Goals 

Goal 1: Citizen Involvement 
 
  Findings:  As noted above in addressing Citizen Involvement Goal 1 – Policy 1 from the Lake Oswego 

Comprehensive Plan, there have been numerous opportunities for citizens to be involved in the 
planning process for the Downtown Parking District and code amendments. 
 
Conclusion:  The amendments are consistent with state‐wide planning Goal 1. 
 
Goal 9: Economic Development  
 

  Findings:  Goal 9 calls for diversification and improvement of the economy by providing for a variety of 
economic opportunities.  The proposed amendments reduce the parking requirement for non‐
residential uses and support shared parking through the fee‐in‐lieu program. The amendments are 
intended to enhance a pedestrian‐oriented mixed‐use district.  These measures, along with the 
restriction on new surface parking lot development, enhance the opportunities for economic 
development by removing barriers to redevelopment, consistent with Goal 9. 
 
Conclusion:  The amendments are consistent with state wide planning Goal 9. 
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  Goal 12: Transportation 
   
  Finding:  Goal 12 calls for providing and encouraging a safe and convenient transportation 
  system with a transportation plan that considers all modes of transportation.  Plans should 
  provide a detailed management program.  The proposed amendments reduce the parking 
  requirement for non‐residential uses and support shared parking. This will enhance a pedestrian–
  oriented environment to support walking as a mode of transportation as well as provide support 
  for the future shared parking including parking for transit users, and parking management 
  measures planned as Phases 2 and 3. 
 
  Conclusion:  The amendments are consistent with state wide planning Goal 12. 

 
D.  City of Lake Oswego Community Development Code 

LOC 50.75.010 Criteria for a Legislative Decision 
LOC 50.75.015 Required Notice to DLCD 
LOC 50.75.020 Planning Commission Recommendation Required 
LOC 50.75.025 City Council Review and Decision 
 

  Findings:  The process has conformed to all City procedural requirements. 
 
  Conclusion:  The amendments are consistent with the City code. 
 

VI.  CONCLUSION / RECOMMENDATION 
 

  Based on the information presented in this report, staff recommends that the Commission support the 
proposed code amendments in Exhibit A‐1. 

 
 
EXHIBITS 
 

A. Ordinances and Resolutions 

A‐1  Draft Ordinance 2587, dated 03/09/12. 
A‐2  Draft Resolution 12‐XX, dated 03/19/12. 

 
B.  Findings, Conclusions and Order (None) 
 
C.  Minutes and Meetings Summaries  

  C‐1  Summary of Public Information Meetings on 7/27/11 and 7/28/11 
  C‐2  Summary of Public Information Meeting on 1/25/12 
 
D. Staff Reports (None) 
 
E.  Graphics/Plans (None) 
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F.  Written Materials 

F‐1  2010 Parking Resource Assessment ‐Downtown Parking Study, prepared by Rick 
Williams Consulting, dated 03/2011 

F‐2  Annotated Version of Proposed Code Amendments, dated 03/09/12 
F‐3  Weighted Average to Determine Parking Maximums, dated 03/21/12 
F‐4  Technical Memorandum:  Downtown Parking Requirements and Fees‐in‐Lieu, 

prepared by Rick Williams Consulting, dated 03/19/12 
 

G. Letters  

G‐1  Letter from Gramor Development, dated 02/08/12 
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DRAFT 
[PLANNING COMMISSION] 

 
ORDINANCE NO. 2587 

 
AN ORDINANCE OF THE LAKE OSWEGO CITY COUNCIL AMENDING LOC CHAPTER 50 (COMMUNITY 
DEVELOPMENT CODE), SECTIONS LOC 50.05.004 AND LOC 50.06.002, TO CREATE A DOWNTOWN 
PARKING DISTRICT AND AMEND THE PARKING STANDARDS WITHIN THE DOWNTOWN PARKING 
DISTRICT, AND ADOPTING FINDINGS (LU 11‐0044‐XXXX). 
 
Whereas, the City Council, acting as the LORA Board, desires to encourage downtown redevelopment 
consistent with the vision of the East End Redevelopment Plan; and 
 
Whereas, the objectives of the East End Redevelopment Plan include consolidation of parking, where 
possible, to reduce the number of small parking lots and the development of additional parking for 
shared uses, including parking for transit users; and 
 
Whereas, the City Council, acting as the LORA Board on September 26, 2011, directed that the 
implementation of a parking strategy for downtown be initiated based on the 2010 Parking Resource 
Assessment ‐Downtown Parking Study, prepared by Rick Williams Consulting ; and 
 
Whereas, the downtown parking strategy recommended proposed amendments to the Community 
Development Code to establish a Downtown Parking District; and 
   
Whereas,  the downtown parking  strategy  encourages  shared parking  and  reduction of  the minimum 
parking requirements in an area of downtown, to be designated as the Downtown Parking District; and 
 
Whereas, a fee‐in‐lieu option for meeting minimum parking requirements will also encourage 
downtown redevelopment; and   
 
The City of Lake Oswego ordains as follows: 
 
Section 1. The City Council hereby adopts the Findings and Conclusions (LU 11‐0044‐2587) attached as 
Exhibit 1. 
 
// 
 
// 
 
// 
  

EXHIBIT A-1 
LU 11-0044 
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Section 2.   Section 50.05.004 of  the Lake Oswego Code  is hereby amended by deleting  text shown  in 
strikethrough and adding the text shown in bold, double underline, as follows: 
 
50.05.004  DOWNTOWN REDEVELOPMENT DESIGN DISTRICT 
 
1. PURPOSE 

The purpose of this section, the Downtown Redevelopment District Design Standard, is to guide the 
redevelopment of downtown Lake Oswego in a manner that creates a feeling of vitality and sense 
of place in order to attract private investment and redevelopment of the area and create a 
community center that reflects and 
enhances the character of the City of Lake 
Oswego. 

(Ord. No. 2316, Added, 03/05/2002) 

2. APPLICABILITY 

Except as otherwise expressly provided 
below, the following developments within 
the Downtown Redevelopment District 
(shown in Figure 50.05.004-C) are subject 
to the requirements of this section: 

a. Construction of a new building; 

b. Substantial remodeling of an existing 
building.  For the purposes of this 
section “substantial remodeling” 
means: 

i. Exterior remodeling that changes 
the appearance of more than 
50% of any building elevation; 
or 

ii. A restaurant building expansion 
of more than 100 sq. ft. or any 
other expansion of a building of 
more than 300 ft. 

Exception: expansion is solely designed and constructed: 

(1) To provide for accessibility to the disabled, 

(2) To provide for energy conservation (e.g. addition of an entry vestibule), 

(3) To provide for screened recycling or trash storage, or 

(4) To relocate or screen visible exterior mechanical equipment so that such 
equipment is no longer visible; 

c. Any development funded or partially funded utilizing a financial incentive granted, provided 
by or obtained through the authority of the City of Lake Oswego or LORA.  As used in this 
section, a “financial incentive” includes a grant, fee waiver, revolving loan, tax abatement, 
property exchange or similar financial incentive provided by or secured through the City of 
LORA; and 

Figure 50.05.004-A: Downtown Redevelopment District 
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d.  Construction or modification of a sign (LOC Chapter 47 only).1 

e. Within the Downtown Parking District, expansion of existing surface parking lot greater than 
25%, or 20,000 sq. feet of the site, whichever is less.   

 

(Ord. No. 2316, Added, 03/05/2002) 

3. RELATIONSHIP TO OTHER DEVELOPMENT STANDARDS 

a. LOC 50.05.004.5 to LOC 50.05.004.7 supersede LOC 50.06.001.5, Commercial, Industrial, 
and Multi-Family Development Standards for Approval, in its entirety for developments 
subject to this overlay district. 

b. LOC 50.05.004.8 shall apply in addition to the requirements of LOC 50.06.004.1, 
Landscaping, Screening and Buffering, but exceptions to the requirements of LOC 
50.06.004.1 may be granted as provided in LOC 50.08.005, Downtown Redevelopment 
District Exceptions to Standards. 

c. The parking standards (LOC 50.06.002) apply in full, but the requirements may be modified 
as provided in LOC 50.05.004.9, and exceptions may be granted as provided in LOC 
50.08.005, Downtown Redevelopment District Exceptions to Standards. 

d. LOC 50.05.004.12 shall apply in addition to street standards contained in the remainder of 
this Code. 

e. In the event of conflict between this overlay section and any other provision of this Code, the 
provisions in this section shall apply. 

(Ord. No. 2316, Added, 03/05/2002) 

4. DEFINITIONS 

As used in this section,  

“Downtown Parking District” means the area shown on the Downtown Parking District Map, Figure 
50.05.004 –B: 

// 
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Figure 50.05.004 –B   Downtown Parking District 

 

"Village Character" means a community of small scale structures that appears and operates like a 
traditional small town.  A village is typically composed of an assembly of smaller mixed used 
structures often centered on a square of other public space or gathering area, such as a body of 
water, a transportation route or a landmark building.  Adherence to village character is not 
intended to require an historical reproduction of a turn of the century small town, but rather to 
encourage the development of a sophisticated small city that is pedestrian friendly, creates a 
sense of community and attracts people to the downtown in the same manner and using similar 
design concepts as historic small towns and neighborhood centers.  

(Ord. No. 2316, Added, 03/05/2002) 
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5. BUILDING SITING AND MASSING 
 …. 
6. BUILDING DESIGN 
 …. 
7. VIEW PROTECTION 
 …. 
 
8. LANDSCAPING AND SITE DESIGN REQUIREMENTS 
 …. 
 
// 
 
// 
 
// 
 
// 
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9. PARKING REQUIREMENTS 

Parking shall be provided designed to provide adequate, but not excessive, space while 
preserving and enhancing the village character of Lake Oswego, throughin compliance with the 
following criteria. 

a. Number of Spaces 
New uses  Uses shall provide the number of parking spaces required under the City of Lake 
Oswego Parking Standards (LOC 50.06.002) , modified as follows:  

Because of the layout of Downtown Lake Oswego and the ready availability of on-street 
parking and transit, the minimum parking requirement shall be .75 of the total required 
for each use pursuant to Table 50.06.002-1, Minimum Off-Street Parking Space 
Requirements. . 

 

iiRetail uses within 1,000 ft. of 100 or more residential units may further reduce their total 
parking requirements to .9 of the total spaces required after all other adjustments are 
made pursuant this section. 

 

iii.  Within the East End General Commercial zone only, only the parking modifiers 
permitted by the Downtown Redevelopment District Design Standards, and Development 
Size, or the Parking Study provision are permissible for reduction options.2 

 

iv.  New uses within existing buildings may demonstrate compliance with the parking 
requirement through the use of existing spaces on adjacent property if the applicant 
complies with all of the following criteria: 

(1) The applicant demonstrates that the proposed use has substantially different 
peak period parking needs than uses served by the parking spaces on the 
adjacent property.  Evidence necessary to support such demonstration may 
include a by-the-hour parking study, patron use evidence from register tapes, 
or written employees transportation and parking policies. 

(2) The applicant demonstrates that he or she has permission of the owner of the 
adjacent property to utilize his or her property for parking, either by an 
easement or a parking agreement or leases that will last for the life of the 
use. 

The location of the adjacent property complies with LOC 50.05.004.9.b of this section. 

 

v. High turnover eating or drinking establishments such as coffee shops, ice cream parlors 
and “take-and-bake” food services may vary from the parking requirements for 
restaurants by providing evidence that demonstrates the short term nature of their 
employee and patron parking needs.  In no case, however, shall parking be reduced 
below the number of spaces that would be required for an equal size retail store. 

 

                                                      
2 50.55.010(1)(e)(ii) 
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vi.  Existing on-street parking along the property frontage shall be used to calculate 
parking requirements. 

 

vii.  In the portion of the downtown shopping and business district shown on Figure 
50.05.004-K: Downtown - No Required Parking, below,3 no parking shall be required for 
existing or proposed uses when: 

A retail use locates in an existing structure, or 

An existing structure is expanded and the ground floor footprint does not increase in area.  

Figure 50.05.004-A: Downtown - No Required Parking 

 

b. Employee and Patron Parking Restrictions  
Employee and patron parking shall be restricted to available parking within the commercial 
district as follows: 

i. On-site parking, 

ii. Owner or easement parking for patrons within 500 ft. of the business site, 

iii. Owned or easement parking for employees within 1,000 ft. of the business site, or 

iv.  On street parking along the property frontage. 

 
b. Location of Parking Spaces.   

i. Outside Downtown Parking District.  Parking spaces shall be in one or more of the 
following locations:  

(1).    On-site. 
(2).    On-street parking along the property frontage 

                                                      
3 Appendix 50.65-A, Figure 1 
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(3).    In a shared surface parking lot or public garages within 500 feet of the 
development site.  [Shared parking must comply with Shared Parking Option 
standards in LOC 50.06.002(2). 

 ii. Within Downtown Parking District.  Parking spaces shall be in one or more of the  
  locations listed in (1) – (4), or met by (5): 
   (1). On-site.  

 (2). For non-residential uses, on-street parking along the property frontage. 
 (3). For non-residential uses, in a shared surface parking lot or public garages 

within the Downtown Parking District.  [Shared parking must comply with Shared 
Parking Option standards in LOC 50.06.002(2)]. 
(4). For residential and commercial residential uses, shared surface parking 
lots or public garages within 500 ft. of the site and within the Downtown Parking 
District. 
(5). Fee in Lieu of Parking.  For non-residential uses, the owner may, at the 
City’s discretion, pay a fee to the City. Payment of this fee does not release the 
owner from participating in other programs such as a Local Improvement District 
or Tax Increment Finance that may apply.  

 

(Ord. No. 2316, Added, 03/05/2002) 

10. PARKING LOT DESIGN 

Parking shall be designed in compliance with the following criteria: 

a. Parking configuration and circulation shall be designed to provide access from streets within 
the District and direct traffic away from residential zones, particularly delivery vehicles.  Off-
site, signal or signage improvements may be required if needed to direct traffic away from 
residential zones. 

b. Driveways to parking areas shall be located to avoid breaking the storefront pattern along 
primary pedestrian ways.  First Street south of “B” Avenue shall be considered a primary 
pedestrian way. 

c. Parking lots and structures shall be sited and designed to mitigate adverse lighting and noise 
impacts on residents.  The reflection of sound by the Lake surface shall be specifically 
considered. 

d. Within the Downtown Parking District, the maximum area of the site that can be used as 
surface parking is 25%, or 20,000 sq. feet, whichever is less.  A greater surface parking area 
may be provided if the additional area is available to the general public, either for a 
commercially-reasonable fee or without charges. 

 

11. PARKING STRUCTURES 

In addition to compliance with the requirements of LOC 50.05.004.10, a proposed parking 
structure or garage shall comply with the following design standards: 

a. Retail storefronts at the ground level of parking structures shall be located at the periphery of 
parking areas and structures.  The street side of residential parking structures may contain 
facilities or services for residents, such as laundry rooms, lobbies, or exercise rooms. 
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b. Building materials shall compliment abutting building 
materials as illustrated in Figure 50.05.004-L: 
Parking Structure Building Materials and Entries.  In 
cases where a parking structure extends to the 
periphery of a site, the design of the structure shall 
reflect the massing, fenestration and detailing of 
adjacent and abutting buildings. 

c. Architectural elements such as a frieze, cornice, trellis 
or other device, shall be continued from a residential 
portion of the building onto a parking structure. 

d. Entries shall be designed to be subordinate to the 
pedestrian entry in scale and detailing.  If possible, 
parking structure entries shall be located away from 
the street, to the side or rear of the building. 

e. If possible, parking structures should be designed so 
that portions of the parking structure decks are used 
for landscaping or entry courts to abutting buildings. 

f. Parking structures shall be detailed at ground level in 
a manner similar to adjacent or abutting buildings in 
order to create a strong/emphasized base. 

(Ord. No. 2316, Added, 03/05/2002) 

12.  STREET, ALLEY AND SIDEWALK DESIGN4 ….  

…. 

  /// 
 
 /// 
 
///  

                                                      
4 [Cross-Reference:  LOC 42.03.400 - Sidewalk Standards.] 

Figure 50.05.004-L: Parking 
Structure Building Materials and 

Entries 
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Section 3.  Section 50.06.002.2.a of the Lake Oswego Code is hereby amended by deleting text shown in 
strikethrough and adding the text shown in bold, double underline as follows: 

 

50.06.002 PARKING 

 

1. APPLICABILITY 

…. 

////       

2. STANDARDS FOR APPROVAL 

a. Vehicle Parking 

i. Required parking spaces shall be available for the parking of operable passenger 
vehicles of residents, customers, patrons and employees and shall not be used for the 
storage of vehicles or materials or for the loading and unloading or parking of vehicles 
used in conducting the business or use. 

ii. Number of Required Parking Spaces 

(1) Refer to Table 50.06.002-1 to determine the number of parking spaces 
required.  The number of parking spaces specified for each type of use are 
the minimum standards.  Fractional space requirements shall be counted as the 
next highest whole space. 

(2) Except for residential parking requirements, the maximum number of parking 
spaces shall not exceed: 

A. Downtown Parking District:  6 spaces / 1,000 sq. ft. Floor Area. 

 Exemption:  Parking structures – no maximum. 

B. Other Areas: 125% of the minimum number of required spaces. 

(2)(3) Handicapped parking and ramps shall be provided in accordance with 
the Uniform Building Code. 

(3)(4) In the case of mixed uses, the total requirements for off-street parking 
facilities shall be the sum of the requirements for the various uses computed 
separately. 
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 

WITHIN DOWNTOWN PARKING DISTRICT 
(See Figure 50.05.004 –B   DOWNTOWN PARKING DISTRICT) 

1.  Residential Use .75 Space Per dwelling unit 
2.  Commercial Residential Use .75 Space Per dwelling unit 
3.  Non-Residential Use (commercial, industrial, 
institutional, etc.) 

1 space per 1,000 sq. ft. G.F.A. 

4.  Non-Residential Use ≥35,000 sq. ft. 
 

2.5 spaces per 1,000 sq. ft. G.F.A 
 

DOWNTOWN REDEVELOPMENT DESIGN DISTRICT OUTSIDE OF DOWNTOWN 
PARKING DISTRICT (See Figure 50.05.004 –B   Downtown Parking District) 

1.  Permitted Use 75% of the parking spaces required under 
“Other Areas” below 

 
OTHER AREAS 

(A).  RESIDENTIAL  
1. Single-family dwelling and duplex 1 space per dwelling unit 
2. Secondary dwelling unit 1 space per unit (in addition to 1 space 

required for main dwelling unit) 
3. Multi-family 25% of the required parking for multi-family 

use shall be located to provide for common or 
visitor use 

     i. Studio/Efficiency 1 space per unit 
     ii. 1 Bedroom 1.25 spaces per unit 
     ii. 2 or more Bedrooms 1.5 spaces per unit 
4. Rooming and boarding house; Bed and 
Breakfast 

1 space per each guest room plus one for 
owner  

  
(B) COMMERCIAL RESIDENTIAL   
1. Hotel or Motel 1 space per unit 
2. Assisted living facility 0.5 space per unit plus one per three 

employees  
3. Hospital  1.5 spaces per bed 
(C) PLACES OF PUBLIC ASSEMBLY 
1. Churches, clubs, lodges, meeting rooms, and 
auditoria 

1 space per 4 seats of maximum capacity, or 1  
space per each 5 occupants based on maximum 
capacity as calculated under the provisions of 
the Uniform building Code 

2. Library, reading room, museum, art gallery 1.88 spaces per 1,000 sq. ft. plus one space 
per 2 employees on the peak shift 

3. Nursery, day or child care facility, 
kindergarten  

2.5 spaces per 1,000 sq. ft. G.F.A 

4. Elementary or middle school or equivalent 
private or parochial school 

16.6 spaces per 1,000 sq. ft. G.F.A in the 
auditorium or 2 spaces per classroom, 
whichever is greater 

5. Senior high and equivalent private or 
parochial school 

0.2 spaces per number of students and staff 
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 
6. College; commercial school for adults 3 spaces per 1,000 sq. ft. G.F.A (excluding 

dorms) 
7. Schools such as martial arts, music, dance, 
gymnastics 

1 space per 100 sq. ft. of G.F.A of lesson 
activity floor area plus .5 space per employee 

(D) COMMERCIAL AMUSEMENTS  
1. Stadium, arena, theater 1 space/4 seats (fixed seating) 
2. Bowling alley 3 spaces per lane plus 0.5 space per employee 
3. Sports club/Recreation facilities, including 
billiard and pool parlors, video arcades, dance 
hall, gymnasium, health club 

2 spaces per 1,000 sq. ft. G.F.A 

(E) COMMERCIAL 
1. Office, including business and management 
services except medical or dental 

3.33 spaces per 1,000 sq. ft. G.F.A 

2. Medical and Dental Offices or clinics 
including accessory laboratories for medicine, 
dentistry, veterinarian practice or other 
practices of the healing arts  

3.9 spaces per 1,000 sq. ft. G.F.A 

3. Bank 2.5 spaces per 1,000 sq. ft. G.F.A 
4. Supermarket 2.9 spaces per 1,000 sq. ft. G.F.A 
5. Convenience food store 2.2 spaces per 1,000 sq. ft. G.F.A 
6. Specialty food stores, such coffees, bagels, 
juice bars (Take-out food/drink primarily  

6.6 spaces per 1,000 sq. ft. G.F.A 

7. Eating or drinking establishment 13.3 spaces per 1,000 sq. ft. G.F.A  
8. Eating or drinking establishment with drive up 
window  

9.9 spaces per 1,000 sq. ft. G.F.A 

9. Barber shop, beauty salon, personal care 
services, such as nail, tanning, and therapeutic 
massage salons 

4 spaces per 1,000 sq. ft. G.F.A plus 0.5 space 
per station 

10. Retail sales and rentals, except as 
otherwise specified herein 

3.3 spaces per 1,000 sq. ft. G.F.A  

11. Heavy equipment rentals, such as yard and 
tool equipment  

1 spaces per 1,000 sq. ft. G.F.A plus 0.5 per 
employee  

12. Service or repair shop, such as electronic 
and home appliance repair, upholstery 

1.6 spaces per 1,000 sq. ft. G.F.A  

13. Automotive repair garage and service 
station 

1.6 spaces per 1,000 sq. ft. G.F.A plus 0.5 per 
employee  

14. Mortuary 1 space per 5 seats based on maximum 
auditorium capacity plus 1.5 space per 
employee 

(F) BULK MERCHANDISE  
1. Furniture, appliance store building materials 2 spaces per 1,000 sq. ft. G.F.A 
2. Auto, boat or trailer sales 1 spaces per 1,000 sq. ft. G.F.A of building 

plus 0.5 space per employee  
3. Truck, trailer and automobile rental parking 
lot 

0.75 space per employee on largest shift 

(G) INDUSTRIAL  
1. Light industrial, industrial park, 
Manufacturing  

1.6 spaces per 1,000 sq. ft. G.F.A 

2. Storage, warehouse, wholesale 1 spaces per 1,500 sq. ft. G.F.A or 0.75 space 
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 
establishment, freight terminal, truck or auto 
storage 

per employee based on maximum shift, 
whichever is greater 

3. Mini-Storage facility 3.33 spaces per 1,000 sq. ft. of gross office 
floor area plus on space for resident manager 

(H) USES NOT SPECIFICALLY MENTIONED 
Parking requirement for uses not specifically mentioned in this section shall be determined by the 
requirements for off-street parking facilities for the listed use which, as determined by the City 
Manager, is most similar to the use not specifically mentioned, or by a parking study.  

 

iii. On-Site Location of Required Parking Spaces 

(1) All required parking shall be off-street.  [See exception for Downtown 
Parking District in LOC 50.05.004(9)].  Parking may not be located in a 
required yard or special street setback. 

(2) Except for tandem parking in residential developments of single-family 
detached and attached dwelling units, duplexes, and zero lot line dwelling 
units, design shall insure that the parking of any vehicle shall not interfere with 
the parking or maneuvering of any other vehicle. 

iv. Off Street Parking Options 

(1) Off-Site Parking 

(a) Outside Downtown Parking District: 
Within commercial, public use, industrial and campus institutional zones parking may 
be provided on lots which are within 500 ft. of the property line of the use to be 
served.   

 (b). Within Downtown Parking District.  See LOC 50.05.004(9).Within the EC 
(East End General Commercial) zone only, unless otherwise prohibited, employee 
parking may be allowed within 1,000 ft. of the property line of the use to be served. 

(1)(2) Shared Parking 
(a) Shared parking is allowed if the application can demonstrate that the combined 

peak use is provided for by a parking study that demonstrates: 

(i) There are a sufficient number of parking spaces to accommodate the 
requirements of the individual businesses; or 

(ii) That the peak hours of operation of such establishments do not overlap, and 

(iii) That an exclusive permanent easement over a delineated area has been 
granted for parking space use. 

(b) Parties involved in shared parking arrangements shall enter into reciprocal 
agreements, acceptable to the City for such use, by legal instrument which shall 
also provide for continuing maintenance of jointly used parking facilities.5 

v. Reduction for Parking Space Requirements 

Parking space requirements may be reduced in developments where 
compensating factors exist which would offset the parking demand (such as Access 
to Transit Facilities, Pedestrian and Bicycle Access, Development Size, or 
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combined, or the Parking Study provision).  Refer to Table 50.06.002-2 for 
reduction options. 

 

TABLE 50.06.002-2: PARKING REQUIREMENT MODIFIERS  

Reduction for Access to Transit Facilities 

COMMERCIAL AND INDUSTRIAL USES (BASED ON DEVELOPMENT SIZE ON A SINGLE SITE (DS)) 
GROSS FLOOR AREA MULTIPLIER 
0 - 20,000 sq. ft. No reduction 
20,000 plus sq. ft. .85 x requirement 
AVAILABILITY OF TRANSIT ACCESS (TA)  
Transit shelter more than 500 ft. from building No reduction 
Transit available with shelter  within 500 ft. of building .95 x requirement 
Transit available on fronting street without shelter .90 x requirement 
Transit available on fronting street with shelter within 50 ft. of 
building 

.85 x requirement 

Reduction for Pedestrian and Bicycle Access (PA) 

COMMERCIAL AND INDUSTRIAL USES MULTIPLIER 
No hard surfaced pedestrian/bicycle access No reduction 
Hard surfaced pedestrian and bicycle access to 100 or more 
residential units within 1000 ft. of the site. 

.90 x requirement 

Reduction Permitted within the Downtown Redevelopment Design District 
Refer to LOC 50.05.004(9), Downtown Redevelopment District Design Standard, for special parking 
requirement modifications permitted within the district.   
a.   Outside Downtown Parking District: Within the East End General Commercial zone, only the 
following parking modifiers are permitted: Development Size and Parking Study.  
b.  Downtown Parking District:  The only reduction permitted shall be for structures that existed on a 
site as of [effective date of this Ordinance].  For those structures, no additional parking spaces are 
required beyond the number of parking spaces that existed on [effective date of this Ordinance]; 
an expansion of the structure would require additional parking for the expanded square footage.   
 

Reduction Permitted Based on Parking Study 
The Parking Study shall demonstrate sufficient number of parking spaces: 
a.  For shared parking with other multiple uses per LOC 55.010(1)(d)(ii) 
b.  Based on similar uses elsewhere in the City or the same use at other sites. 
Parking requirement modification shall be calculated as followed:  Minimum requirement by type 
use x DS (Development Size) x TA (Transit Access) x PA (Pedestrian Access) = modified parking 
requirement. 
Definitions: 
Transit Access:  Availability of transit services as delineated above. 
Pedestrian Access:  The means by which pedestrians have safe, adequate and usable ingress and 
egress to a property or use. 

 
Within the East End General Commercial zone only, only the parking modifiers 
permitted by LOC 50.05.004, Downtown Redevelopment District Design Standards, 
and Development Size, or the Parking Study provision are permissible for reduction 
options. 
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vi. Parking Dimensions 

(1) Refer to Figure 50.06.002-A: Off-Street Parking Matrix6 to determine the 
minimum dimension and layout of parking spaces. 

(2) The minimum dimension to meet single family residential parking space 
requirements shall be eight ft. six in. wide and 18 ft. six in. long for each 
space. 

(3) Up to 50% of the total parking requirement may be provided in compact car 
spaces.  All parking spaces designated for compact vehicles shall be signed 
or labeled by painting on the parking space. 
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Figure 50.06.002-A: Off-Street Parking Matrix 

OFF STREET PARKING MATRIX, REQUIRED SPACE AND AISLE DIMENSIONS IN FEET  

 Compact Size Vehicles Standard Size Vehicles 

Angle 
(A) 

Stall 
Width 
(B) 

Stall 
Depth 
(C) 

Aisle 
Width 
(D) 

Module 
Width 
(E) 

Bumper 
Overhang 
(F) 

Stall 
Width 
(B) 

Stall 
Depth 
(C) 

Aisle 
Width 
(D) 

Module 
Width 
(E) 

Bumper 
Overhang 
(F) 

0˚ 8.0 20.0 N/A N/A N/A 8.0 24.0 N/A N/A N/A 

45˚ 8.0 15.5 11.0 42.0 2.0 
8.5 
9.0 

17.5 
17.5 

13.0 
12.0 

48.0 
47.0 

2.0 
2.0 

60˚ 8.0 17.0 14.0 48.0 2.5 
8.5 
9.0 

19.0 
19.0 

18.0 
16.0 

56.0 
54.0 

2.5 
2.5 

75˚ 8.0 17.5 21.0 56.0 2.5 8.5 
9.0 

19.5 
1.95 

25.5 
23.0 

64.5 
62.0 

2.5 
2.5 

90˚ 8.0 16.0 20.0 52.0 1.5 
8.5 
9.0 

18.5 
18.5 

26.0 
24.0 

63.0 
61.0 

2.5 
2.5 

 

 
 

vii. Loading 
Loading berth in sufficient numbers and size to adequately handle the needs of the 
development shall be required.  The off-street parking areas to fulfill the requirements of 
this standard shall not be used for loading and unloading or the storage of vehicles or 
materials or parking of trucks used in conducting business or use. 

viii. Employee Carpool and Vanpool Parking 
Development in commercial and industrial zones and in the Public Function zone which 
requires a total of 50 or more parking spaces shall designate at least five percent of the 
number of parking spaces as employee carpool or vanpool parking.  The 
carpool/vanpool spaces shall be full sized parking spaces.  The spaces shall be clearly 
marked “Reserved-Carpool/Vanpool Only” with hours of use.  Except for designated 
handicapped parking spaces, employee carpool and vanpool parking spaces shall be 
located as follows: 

A = Parking Angle 
B = Stall Width 
C = Stall Depth (no bumper overhang) 
D = Aisle Width between Stall Lines, 

except for fire lanes, which are 
regulated by LOC 15, “Fire 
Protection” 

E = Module Width (no bumper 
overhang) 
F = Bumper Overhang  



DRAFT 03/09/12 

Ordinance No. 2587 
Page 17 of 17 

(1) Where employee parking spaces are designated, the designated carpool 
and vanpool parking spaces shall be the closest employee parking spaces to 
the entrance normally used by employees. 

(2) Where employee parking spaces are not designated, designated carpool 
and vanpool parking spaces shall be located in close proximity to the 
building entrance normally used by employees. 

b. Bicycle Parking 
…. 

 //// 
 
 //// 
 
 //// 
 
 //// 
 
 
Enacted at the meeting of the City Council of the City of Lake Oswego held on the 
   day of         , 2012. 
 
 
AYES: 
 
NOES: 
 
ABSENT: 
 
ABSTAIN: 
 
EXCUSED: 
 
            ___________________________________ 
            Jack D. Hoffman, Mayor 
 
 
            Dated: ____________________        
ATTEST: 
 
            ____________________________________     
            Cate Schneider, City Recorder 
 
APPROVED AS TO FORM: 
 
_________________________________ 
David Powell, City Attorney 
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  RESOLUTION 12‐XX 
 
A  RESOLUTION  OF  THE  CITY  COUNCIL  OF  THE  CITY  OF  LAKE  OSWEGO  ESTABLISHING  THE 
METHODOLOGY FOR DETERMINING THE AMOUNT OF THE FEE FOR THE FEE‐IN‐LIEU OF PARKING 
PROGRAM, SETTING THE FEE, AND PROVIDING FOR ANNUAL ADJUSTMENT. 
 
 
WHEREAS, the City Council approved Ordinance 2587 amending the Community Development 
Code regarding the downtown parking requirements, with the intention to remove barriers to new 
development or redevelopment; and 
 
WHEREAS, the downtown parking program recognizes that site constraints, including historic 
preservation and small lots, may limit the ability of developers to incorporate some or all of the 
minimum parking onto a site; and 
 
WHEREAS, Ordinance 2587 authorizes a fee‐in‐lieu of parking program to provide another option 
to meeting minimum parking requirements within the Downtown Parking District; and 
 
WHEREAS, a description of the fee‐in‐lieu program and the methodology of setting the fee is 
attached as Exhibit 1; and 
 
WHEREAS, Ordinance 2587 authorizes the City Council to set the fee for the fee‐in‐lieu of parking 
by resolution, 
 
 
NOW, THEREFORE, BE IT RESOLVED by the City Council of the City of Lake Oswego that: 
 
Section 1.  The  fee  for the  fee‐in‐lieu of parking within the Downtown Parking District shall be 
initially established at $10,850 per parking space.   The City Manager shall adjust the fee amount 
annually, commencing  January 1, 2014,  reflecting  the annual percentage change  in construction 
cost from December 1, 2012 to December 1, 2013, based upon the Engineering News Record 20‐
City Average Index, until further resolution by the City Council. 
 
Section 2.  The City Manager shall  incorporate  the  fee  for  the  fee‐in‐lieu of parking within  the  
Master Fees and Charges booklet. 
 
Section 3.  A Parking Fund  is hereby created.   Monies received from the Fee‐in‐Lieu of Parking 
shall be credited to the Parking Fund.  After payment of administrative expenses, monies credited 
to the Parking Fund may be expended as follows: 
 

 Develop new parking structures; 

 Purchase or lease existing private parking in the Downtown Parking District and convert 

to public parking (either free or for fee); 

 Partner with the private developers to add public parking (either free or for fee) in new 

developments. 

EXHIBIT A-2 
LU 11-0044 
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 Such other projects or expenses as approved by the Lake Oswego City Council. 

 
Section 4.  Effective Date.  This Resolution shall take effect upon passage. 
 
Considered and enacted at the regular meeting of the City Council of the City of Lake Oswego on 
the ______ day of ______________________, 2012. 
 
AYES: 
 
NOES: 
 
EXCUSED: 
 
ABSTAIN: 
 
            ___________________________________ 
            Jack D. Hoffman, Mayor 
 
ATTEST: 
            ___________________________________ 
            Robyn Christie, City Recorder 
 
APPROVED AS TO FORM: 
 
________________________________ 
David D. Powell, City Attorney 
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EXHIBIT 1 
 

CITY OF LAKE OSWEGO 
FEES‐IN‐LIEU PARKING PROGRAM 

 
(Modified and excerpted from the technical memorandum  

Downtown Parking: Minimum Parking Requirements and Fees‐in‐lieu  
Rick Williams Consulting, March 19, 2012)  

       
 
INTRODUCTION 
 

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. 

 

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 derived from fees‐in‐lieu.   

 

Key challenges the fee‐in‐lieu program attempts to address include:  

 

 Attracting new development to the downtown. 

 Supporting  developments  that  may  be  constrained  by  the  full  costs  of  parking 

development associated with the minimum standard. 

 Recognizing site constraints  including historic preservation and small parcels  that may 

limit the ability to incorporate parking onto a site.   

 Removing barriers to new development or redevelopment of existing buildings. 

 Maintaining and encouraging an urban form for new development that is consistent 

with the downtown vision. 

 

Offering developers the option to pay a fee‐in‐lieu to help meet the minimum parking 

requirement is 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 



03/21/12 

 
Resolution 12-XX 
Page 4 of X 

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.   

 

PROGRAM ELEMENTS 

 

Listed below are several program elements that comprise the City’s fee‐in‐lieu program. 

 
Applicability 
The Code provides the city to accept, at its discretion a fee in lieu of providing required parking. 
 The following guideline(s) can be used by the City to determine if the fee‐in‐lieu will be 
accepted.    
  
Considerations may include: 

 Developments ≥35,000  are not eligible 
 (Reserved for Planning Commission or City Council additional guidance) 

 
 
Use of Funds 
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/tax 

increment financing, business improvement districts, local improvement districts, general fund 

allocations and/or state and local grants, 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 
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 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 City’s the fee would be based on a waiver to parking requirements for non‐

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 decision, parking fee‐in‐lieu programs in numerous jurisdictions 

throughout the country were reviewed. 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 $26,000.1  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. 

 

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.2   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 

                     
1 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. 
2 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. 



03/21/12 

 
Resolution 12-XX 
Page 6 of X 

sources for consideration of the recommendation. 

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 $8,3333 $13,533  $10,8264

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.5  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.6 

 

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. 

 

                     
3 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. 
4 As stated above, the final fee would be adjusted periodically (preferably annually) based on an 
adopted index of construction costs. 
5See:http://www.webs1.uidaho.edu/niatt_labmanual/Chapters/parkknglotdesign/theoryandco
ncepts/ParkingStallLayoutConsiderations.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. 
6See: http://www.squarefeetblog.com/commercial‐real‐estate‐blog/2008/07/08/construction‐

costs‐for‐parking‐stalls/ 
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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.7  Another study, conducted by Northwestern University, estimated the average hard 

cost of surface parking construction at $4,000 per stall.8  Finally, the Victoria Transportation 

Policy Institute (VTPI) estimated surface parking hard costs – in urban downtowns – at $5,000 

per stall.9 

 

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.10  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 

                     
7 Information provided by TriMet in an email to consultant requesting information on March 5, 
2012. 
8See,  http://www.northwestern.edu/newscenter/stories/2006/01/parking.html 
9See, 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/ 
10 http://www.reedconstructiondata.com. 
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excess of $25 per square foot, which we believe puts downtown Lake Oswego in the urban 

category.11  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. 

 

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 ($10,850 rounded up) per stall or $29.82 per square 

foot of parking. 
 
This fee would be annually adjusted 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. 
 
Monitoring 
The program would be periodically evaluated to assess 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). 

 
 

 
 

                     
11 See, (www.vtpi.org); at www.vtpi.org/parking.xls. 



Downtown Parking Study 
Public Information Meetings 

July 27, 2011 – Business/Property Owner Meeting 
July 28, 2011 – Neighborhood/Residents Meeting 

 
 
Attendees: 
7/27 (businesses):  10 people signed‐in 
7/28 (neighborhood/residents):  5 people signed‐in 
 
The purpose of these meetings was to review the results of the downtown parking study, 
answer questions and discuss the next steps. 
 

 Overall, the business community was receptive.  The biggest concern raised was where 
employees would park if parking time limits were reformatted, especially the long‐term 
(or no‐limit) spaces. 

 

 The residential concerns were centered on potentially losing on‐street parking.  Some 
attendees indicated that they were told by their developer that the on‐street parking 
spaces in front of their development were for their use. 
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Downtown Parking Study 
Public Information Meeting 

January 25, 2012 7‐8 pm Council Chamber 
 

 
Approximately 20 people attended – 16 signed in.   
 

 Changing the parking times behind Safeway to 3 hour limits has pushed the “ride & park” 
people to park in the residential neighborhoods. 
 

 The hair salon at 5th & B always seems to have more cars than parking spaces; does the parking 
code consider requirements for employees and customers?  Response:  The Code tries to 
address both customers and employees, but does not require a 100% capture rate.  For 
commercial and retail uses, the rates are figured on simple gross floor area (GFA).  Some also 
have calculations based on number of employees.   

 

 How is the parking study consistent/work with Michele Reeve’s presentation?  Response:  
Michele’s work advocates for more walkable customers friendly downtown.  Overall, the study 
tries to better manage parking so that it is geared to customer parking with high turnover rates.  
Michele also suggested no parking minimums – we are not there as where we are just reducing 
the minimums at this time. 

 

 Why just 0.75 spaces/unit for residential?  Response:  The current standard for residential 
development in the East End Commercial (EC) Zone  is between 1‐1.5 spaces per unit and 
modified, it would be 0.75 – 1.12 spaces per unit.  In essence, if we made it 1/dwelling with no 
parking modifier, we would be raising the requirement for SFD which currently has 1/dwelling 
and benefitting only 1.5 space/dwelling (which would be reduced to 1.12).    

 

 Someone suggested removing the R‐2 zoned property at the fringe of first addition (NW corner)  
from the parking district.  Response:  The area has been removed because it is residential in 
nature (R‐2 zone), similar to the Oswego Point Condominium and Oswego Point Apartment, 
which are also excluded from the parking district.   In addition, the R‐2 also provides a buffer 
between the EC and R‐6 residential zone. 
 

 It was noted that cities seem to be moving toward less or no parking and more towards multi‐
modal, but the city is still considering a parking structure for the North Anchor project ‐ ‐ why 
include structured parking if that is not the trend?  Response:  Like Lake Oswego, many other 
cities have transitioning downtowns.  Lake Oswego is in the process of calibrating what the 
minimum should be.   

 

 Has there been a polling to see how people actually feel when they park in the downtown area?  
Response:  No, the parking study was based on a visual inspection and observation of on and 
off‐street parking. 
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 Concerned was raised that the resident permit program that could help the neighborhoods now 
are being delayed as a “long‐term” item.  Response:  The current set of code amendments 
focuses on the short‐term implementation, while parking management including signage, 
residential/employee permit program are longer term actions that would be implemented after 
the 85% threshold has been met.  In addition starting a permit program would entail resources 
unknown staff and budget resources that may not be available at this time.  It would also be 
appropriate to have a parking advisory committee to help develop these long‐term programs. 

 

 How could residential developments  accommodate visitors?  Response:  Response: Refer to 
the City of Portland’s visitor parking permit program. 

 

 It was suggested that a map be developed of all of the off‐street parking spaces. 
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2010 Parking Resource Assessment 
Downtown Parking Study Zone  

I. BACKGROUND 

In every downtown parking is a 
central issue to the City and its 
stakeholders as they plan for, and 
anticipate, the downtown's on-
going economic success.  The need 
to understand both the perception 
and reality of parking is essential if a 
comprehensive, effective and 
successful parking management 
strategy is to be developed and 
implemented.   
 
This Report presents the findings 
and recommendations of the 2010 
Downtown Lake Oswego Parking 
Study.  The City engaged the study 
with the purpose of establishing an 
objective understanding of the 
current dynamics of parking in the downtown and adjacent development areas.  There was also interest 
in using that understanding to review, refine and recommend potential revisions to both parking policy 
and the development code.  Finally, new parking strategies and management planning are desired to 
assure that the existing parking system is coordinated using best practices that lead to greater efficiency 
of the parking supply and anticipate/accommodate new growth in the downtown.   

This report focuses on establishment of a clear understanding of the reality of current parking dynamics 
in downtown Lake Oswego.  The data findings, recommendations and strategies outlined in this report 
are intended to be used to maximize the parking supply and strategically plan for the future.  

 

II. REPORT FORMAT  
 
Major findings and recommendations from the study and analysis are presented herein.  Sections of this 
report summary primary work tasks associated with the approved scope of work for the study. These 
include: 
 
Data collection (Sections III - XI) 
 

 Comprehensive Inventory of the Parking Supply 

 Detailed summary of parking utilization (on and off-street) 

 Analysis of actual parking demand 
 
 
 

Photo Courtesy of Leland Consulting Group - 2010 
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Parking Management (Sections XII – XVI) 
 

 Policy and code analysis – with recommendations 

 Development of strategy recommendations 

 Implementation checklist 
 
Implementation Framework – Operating Principles (Section XVII) 
 

 Development of operating principles to guide and frame strategy implementation 
 
A summary of the major findings/recommendations within each work task is provided below. 
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DATA COLLECTION 
 
III. PURPOSE OF THE PARKING INVENTORY ANALYSIS 
 
To derive objective information and data necessary to develop and implement a comprehensive, 
effective and workable parking management plan for Downtown Lake Oswego.  The parking 
management plan will maximize the parking supply and strategically support the development of a 
vibrant, growing and attractive destination for shopping, working, living, recreation and 
entertainment. 
 
The purpose of a parking utilization study is to derive a comprehensive and detailed understanding of 
actual use dynamics and access characteristics associated with parking in the downtown.  Important 
elements of this section include: 
 

(1) Development of a data template for all parking in the study area, denoting all parking stalls, by 
time stay type, for both on and off-street facilities. 

(2) A complete survey of on and off-street parking use on a typical day.  

(3) Analysis of parking utilization and turnover that included: 

a. Quantification of the entire study area parking inventory. 
b. Hourly occupancy counts (9:00 AM – 7:00 PM) for on and off-street inventory. 
c. Parking turnover analysis (on-street). 
d. Parking duration of stay analysis (on-street). 
e. Derivation of built parking supply to total built square footage (i.e., true parking demand 

ratio). 

(4) Identification of surpluses and constraints within the parking supply. 
 
In short, the purpose of the parking utilization study was to produce a succinct analysis of existing 
parking dynamics in Downtown Lake Oswego that can be employed over time to support and inform 
decision-making related to development and parking. 
 

IV. STUDY AREA 
 
The parking inventory study area was determined in the initial project scoping process and in 
coordination with the City of Lake Oswego and the consultant team.  The study area centers on the 
commercial heart of the downtown.  The area’s outlying boundaries extend to 6th Street on the west, 
State Street on the east, Lake Bay on the south and on the north C Street between 1st and 5th and D 
Street between 1st and State.  An additional portion of the study zone extends south along State Street 
to Oswego Village shopping center incorporating the businesses that front along the corridor.  
 
The study zone is nearly wholly contained in the city’s Urban Renewal Area and is reflective of the City’s 
understanding of current parking activity and land use densities in this area. Quantifying parking activity 
within this zone provides a comprehensive look at parking patterns, trends and surpluses/deficits within 
downtown area.  Figure A, below, provides a graphic representation of the study area. 
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Figure A  

Downtown Parking Study Area  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
V. METHODOLOGY 
 
The consultant team was able to inventory all on and off-street parking in the study zone.  In total, there 
are 3,019 stalls within the study area.  Our approach for each type of supply (on or off-street) is 
described below. 
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On-Street Supply 
 
The project team’s methodological approach to gathering parking utilization/capacity/turnover data 
began with a physical compilation of all public on-street parking assets within the study area.  This 
assessment was conducted in advance of the survey day. All on-street stalls were identified by type of 
stall (i.e., time or use restriction), block number and block face.   This information was used to create a 
data template necessary to conduct the capacity/utilization assessment.  In total 777 on-street parking 
stalls are located within the 2010 study zone. 
 
The surveys involved hourly counts of each occupied on-street parking stall in the study area, recording 
the first four digits of the parked vehicle’s license plate.  Surveyors collected license plate data at each 
on-street parking stall located in the study area for every hour over a ten-hour period (9:00 AM – 7:00 
PM).  All 777 on-street stalls were surveyed, representing a 100% sample size for the on-street 
inventory. 
 
The capacity/utilization survey for the on-street supply took place on Wednesday, June 8, 2010. The 
survey day was selected in consultation with the City of Lake Oswego and was reflective of the initial 
scoping process.  Overall, the survey day was mostly sunny and warm (upper to mid 70 degrees) with 
moderate parking activity evident in all sectors of the downtown. No major events were scheduled for 
the downtown and public school was still in session. 
 
Off-street Supply 
 
As with the on-street system, each off-street facility was identified and counted in advance of the June 
8, 2010 survey day. The inventory of off-street stalls, both public and private, was categorized by block 
number and identified by tenant/operator.  A total of 2,242 off-street stalls were documented in 97 
facilities.  Within this total 1,514 stalls were located on 89 surface lots and 7281 stalls were located in 8 
garages.   
 
On the June 8, 2010 survey day, 2,169 of the 2,242 stalls in the off-street supply were physically 
surveyed in 92 facilities (6 garages and 86 lots).  This represents a sample size of 97%.  Similar to the on-
street study, each lot was surveyed for occupancy on the hour, every hour between 9:00 AM – 7:00 PM.   
 
In all, a total of 2,946 of 3,019 parking stalls were surveyed in the downtown, a combined on/off-street 
sample size of approximately 98%, which provides a statistically significant sample for measuring the 
operation, performance and activity associated with parking in downtown Lake Oswego. 

 

VI. KEY DATA FINDINGS 
 
Key findings of the data collection effort and analysis are presented here.  Comprehensive 
documentation and data which supports these findings are found in Sections VII & VIII below. 

 
 
 

                                                 
1
 Stalls that were located in a single facility/site with combined surface and structured parking were considered to be “in 

garages.” 
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On-Street Parking 
 
 The format of on-street parking tends to favor long-term parking.  This may not be the ideal format 

in the future as efforts to grow/expand ground level retail/restaurant activity are pursued. 
 The peak hour is between 2:00 – 3:00 PM when 49.3% of all stalls are occupied.  As such, 383 on-

street stalls are occupied leaving 394 empty stalls available within the downtown.   
 
 The average time stay for all on-street parkers is 2 hours and 22 minutes. 
 

 The average duration of stay by user in stalls designated 1-hour (1 hr/19 minutes) exceeds the 
posted limit.  This suggests that 1-hour stalls may not be appropriate for on-street parking 
downtown. 

 

 On-street turnover (4.2) falls below the benchmark standard (5.0) for a parking system designed to 
support high activity ground level land uses. 

 

 Parking is readily available on-street throughout the day, with some pockets of high occupancy on 
specific block faces (though those block faces are generally adjacent to blocks with available 
parking). 

 
Off-Street Parking 

 
 The overall occupancy of the off-street system within the downtown study area is 62% at the peak 

hour of 1:00 – 2:00 PM. 
 
 The combined off-street system is underutilized, having an abundance of available parking, totaling 

832 stalls during the peak hour. 
 
 The majority of available supply is in private ownership, which may involve conversations and 

partnerships with private owners to manage underutilized parking into a system of more efficient 
use (e.g., shared use agreements). 

 

VII. FORMAT OF THE PARKING SUPPLY 
 
A total of 3,019 parking stalls were documented within the study area boundaries.  This includes 777 on-
street parking stalls and 2,242 off-street stalls. Of this total, 2,946 stalls were surveyed, 777 on-street 
stalls and 2,169 stalls in 92 lots and garages.2  Parking in downtown is almost universally free parking 
whether at a public on-street stall or in off-street facilities.   
 
Table 1 presents a breakout of all parking surveyed in the 2010 Downtown Study Zone.  
 
 
 

                                                 
2
 For purposes of this study handicap/disabled and loading zone stalls were removed from the study results, based on the 

assumption that such stalls are not readily available to general parking demand.  The project team believes that if these stalls 
were included the study results would artificially overstate surplus supply.  
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A. On-street parking time stay format 
 
As the table indicates, the on-street supply of parking in the downtown has a wide-ranging mix of 
parking time stay options. Key elements of the on street time stay format are: 
 

 A majority of stalls do not have a designated time stay, referred to here as No Limit.  Of the total 777 
stalls, 415 spaces (or 53%) are No Limit stalls. This is a very high percentage of the on-street system 
dedicated to long-term use, particularly when (a) contrasted to comparable cities with growing retail 
cores and (b) in a downtown with a significant number of off-street facilities (92 sites).   

 Stalls more generally associated with visitor needs (1 and 2-hours) make up 35.6% of the on-street 
supply, with 122 1-hour stalls (15.7%) and 155 2-hour stalls (19.9%).   

 The remainder of the on-street supply is comprised of 4-hour stalls (74 stalls or 9.5%) and 15-
minute, 6-hour and electric vehicle stalls (a combined total 11 stalls or 1.5%) 

 
With seven different stall designations, the relatively small supply of on-street parking in the downtown 
could be perceived as confusing to first time visitors to the downtown and seems to be formatted to 
favor long-term (possibly employee) parking.   
 
B. Off-street parking format 
 
A total of 2,169 off-street stalls were surveyed in 92 facilities.   
 

 Within this supply, the City controls 532 stalls distributed across 5 sites.3  This represents 
approximately 24.5% of the off-street supply. 

 The remaining 1,637 stalls are dispersed throughout the downtown in 87 structures and/or surface 
lots that are privately owned.  This puts about 75.5% of off-street supply in private control, which is 
not unusual, but means strategic opportunities for shared use agreements and managing existing 
supply through centralized and consolidated programming becomes more complex. 

Table 1 
Parking Inventory – Downtown Study Zone 

Downtown Lake Oswego Parking Stall Breakout 

On-Street Stalls by Type Number of Stalls % of Total Stalls 

15 minutes 3 <1% 

1 hour 122 15.7% 

2 hours 155 19.9% 

4 hours 74 9.5% 

6 hours 6 <1% 

No Limit 415 53.4% 

Electric Vehicles Only 2 <1% 

   

                                                 
3
 Could indicate multiple “stall designations” for a particular user type within a single surface lot; does not reflect the actual 

number of individual public lots. 
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On-Street Parking Stalls 777 100% 

Public Off-Street Stalls (5 sites) 532 24.5% 

Private Off-Street Stalls (87 sites) 1,637 75.5% 

Total Off-Street Parking Stalls 2,169
4
 100% 

Total Supply Surveyed 2,946 of 3,019  

 

VIII. CHARACTERISTICS OF THE PARKING SUPPLY – COMBINED STUDY AREA 
 
A. Peak Hour and General Occupancies  

 
Peak hour occupancy is the period during the business day when the downtown experiences the highest 
utilization of parking stalls.  This analysis attempts to determine that point in the day at which the 
greatest numbers of vehicles are parked in the downtown.5   
 
1. On-street Parking Summary – Combined Study Area 
 
During the survey day, the highest peak hour for the on-street inventory in the downtown was between 
2:00 and 3:00 PM (i.e. all stalls, all use types).   At this hour, nearly half (49.3%) of the surveyed stalls in 
the study area were occupied.  This left a total of 394 stalls empty and available for use. 
 
Table 2, below summarizes occupancies by type of stall, peak hour by stall type and average length of 
stay.  Figure C provides an illustration of on-street occupancies for each hour of the ten-hour survey day.   
 
From Table 2 and the associated Figure, the following conclusions can be derived: 

 During the 2:00 – 3:00 PM peak hour, 383 on-street stalls are occupied leaving 394 empty stalls 
available within the downtown.   

 The average time stay for all on-street parkers is 2 hours and 22 minutes. 

 The highest level of use (for a meaningful number of stalls) was within stalls designated as 4-hours, 
which achieve peak hour occupancy of 58.1% between 2:00 and 3:00 PM and an average time stay 
of 2 hours and 32 minutes. 

 Average length of stay by users in stalls designated 1-hour (1 hr/19 minutes) exceeds the posted 
limit. 

 Parking is readily available on-street throughout the day, with some pockets of high occupancy on 
specific block faces (though those block faces are generally adjacent to blocks with available 
parking).    

 

 

 

                                                 
4
 A total of 2,242 off-street stalls were inventoried within the study area; 2,169 of the total were surveyed hourly along with the 

on-street supply, this represents a 96.7% sampling of the off-street system. 
5
 Peaks may vary between the on and off-street parking systems and peaks may vary between off-street lots.  As stated, this 

analysis captures the highest peak hour for the downtown, when use of the on and off-street system, combined, is at its highest 
point.  
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Table 2 
On-Street Parking Summary by Time Stay 

Downtown Lake Oswego Parking Study Area – On-Street Stalls Only 

Type of Stall # of Stalls Peak Hour 
Peak 

Occupancy 
Vehicles 
Parked 

Stalls 
Available 

(empty) 

Average 
Length of 

Stay 

All Stalls 777 
2:00 – 3:00 

pm 
49.3% 383 394 2 hr/ 22 min 

Usage by Time Stay 

15 minutes 3 Noon – 1 PM  100% 0 0 N/A 

1 hour 122 Noon  – 3 PM  44.3% 54 68 1 hr/ 19 min 

2 hours 155 11 AM - Noon 51.6% 80 75 1 hr/ 26 min 

4 hours 74 2 PM – 3 PM 58.1% 43 31 2 hr/ 32 min 

6 hours 6 10 AM – 3 PM 100% 6 0 3 hr/ 43 min 

No Limit 415 1 PM – 2 PM 52.0% 216 199 3 hr/ 51 min 

Electric 
Vehicle  

2 N/A 0% 0 2 N/A 

 
Figure C 

Hourly On-street Occupancies  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
2. Occupancy by Block Face – On-street 

 
The central study area is comprised of approximately 16 city blocks.  Within that area there are 81 
individual block faces.  Figure D provides a visual summary of how on-street parking is distributed 
throughout the downtown in the peak hour. Block faces parked at a rate of greater than 85% occupancy 
(red) would be considered “constrained.” Occupancies between 75% - 84% (orange) would be 
moderately constrained and occupancy levels below that (yellow and green) would present themselves 
as providing easy and convenient access to available stalls. 
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On-Street Peak Hour Occupancies 

 
Figure D 

On-Street Peak Hour Occupancies (2:00 – 3:00 PM)  

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
As Figure D illustrates, on-street parking is fairly abundant during the peak hour.  In total, 10 of 81 block 
faces are parked in excess of 85% (about 12%).  Conversely, 46 of 81 block faces (57%) are less than 64% 
occupied at the peak hour.  In all, the on-street supply provides reasonable opportunities for access to 
users of the downtown.  Any perceived parking constraint can likely be found in the area of Blocks 22, 23 
and 24 on the Figure D graphic (see Section VII below) 
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3. On-Street:  Usage Characteristics (Duration of Stay, Volume, Turnover and Exceeding Time Stays) 
 
There are a number of ways to evaluate the efficiency of the on-street system.  Table 3 provides a 
summary of several measures. 
 
a. Duration of Stay 
 
Most notably our data concludes: 
 

 The average stay in downtown for all on-street parking stalls is 2 hours and 22 minutes. 

 The No Limit stalls, with an average time stay of 3 hours and 51 minutes, clearly bring up the overall 
average.  

 Interestingly no other stall type category, other than 1 hour, exceeds their time stay designations 
(discussed below). 

 
b. Volume 
 
The survey data indicates that 1,483 unique license plate numbers were recorded parking in the on-
street system between the hours of 9:00 AM and 7:00 PM.6  Over the course of an average day; this 
would translate to approximately 148 vehicles arriving each hour. 

 
Table 3 

On-Street Parking:  Summary of Use Characteristics 
Complete Study Area (777 stalls) 

USE CHARACTERISTIC June 2010 

Average length of stay per vehicle per occupied stall 2 hrs/ 22 minutes 

Actual number of unique vehicles  1,483 

Actual number of vehicle hours parked  3,498 

Actual turnover rate (number of cars to use a single 
occupied stall over a 10 hour period 

4.2 

% of unique vehicles violating the posted time stay 13.5% 

% of total vehicle hours spent in violation of posted 
time stay 

16.6% 

 
c. Turnover: Efficiency of the Parking System 
 
In most cities, the primary time limit will allow for calculation of an intended turnover rate.  For example, 
if the intended use for a stall is two hours (which is a very “retail friendly” rate of turnover), then the 
stall should be expected to turn 5.0 times over a ten-hour period.  As such, if turnover were 

                                                 
6
 “Unique license plate numbers” represent the total number of cars parking within the on-street system.  Surveyors recorded 

individual plate numbers (first four digits) which allows us to determine individual cars and, thereby, quantify the total number 
of cars to use the on-street system on a given day.  It is important to note that this does not represent all vehicles in the 
downtown, as license plate numbers were not recorded in off-street facilities.  The unique vehicle total is only representative of 
the on-street system. 
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demonstrated to be at a rate of less than 5.0, the system would be deemed inefficient.  A rate in excess 
of 5.00 would indicate a system that is operating efficiently. 
 
In Lake Oswego, the downtown on-street parking system has an average turnover rate of 4.24 turns per 
stall over a 10 hour period.  This is calculated by dividing the average time stay (2.36 hours) derived from 
the study into a ten hour operating day.  As one can see, a rate of less than 5.00 indicates that the Lake 
Oswego system is operating sluggishly and is not turning over in a manner that would be considered 
supportive of vital street level activity.  This is very much due to the fact that over half the supply is 
dedicated to time stay allowances that are more conducive to commuter/employee trips.  For instance, 
if only turnover is calculated on average duration of stay in 1 and 2-hour stalls, the rate is 7.24 (much 
more conducive to supporting and attracting ground level retail uses).   
 
Table 4 provides a comparison with other West Coast cities that Rick Williams Consulting has evaluated. 
 

Table 4 
On-street Turnover – Comparison to Other Cities 

City  
Number of On-Street 

Stalls 
Rate of Turnover 

Beaverton, OR 990 4.20 

Bend, OR 720 7.60 

Everett, WA 1,955 5.12 

Hillsboro, OR 924 4.90 

Hood River, OR 582 6.06 

Kirkland, WA 329 8.60 

Lake Oswego, OR 777 4.24 

Milwaukie, OR 370 6.00 

Oregon City, OR 392 4.70 

Redmond, WA 731 3.23 

Salem, OR 1,260 7.52 

Spokane, WA 1,965 6.36 

Springfield, OR 647 2.87 

Vancouver, WA 654 (core) 5.68 

 
As the downtown economy begins to develop and diversify with small business (e.g., retail, office, 
services) it will be important to initiate measures that support higher turnover rates to accommodate 
the growing demand for parking. Currently, all day parkers and a heavy mix of No Limit stalls have a 
dramatic affect on Lake Oswego’s downtown turnover rate.  It will be important to gradually reduce the 
number of these stalls, most particularly in the central retail core. 
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d. Exceeding time stays – Abuse of stalls 
 
Exceeding a posted time stay is considered a “violation.” High rates of violation are considered an 
indication that on-street stalls are (a) improperly formatted; (b) users are of the belief that enforcement 
is not aggressive and/or (c) management is not aggressive enough to encourage use of off-street 
supplies for longer term stay demand.  Because Lake Oswego has a high number of No Limit on-street 
stalls that allow people to park all day without penalty, our analysis omitted this stall type from the 
analysis of abuse.  In other words, all “violations” tracked were only in those stalls that are time stay 
designated. 
 
Over thirteen percent (13.5%) of unique vehicles parked in downtown’s on-street stalls exceed the 
posted time stay.  By comparison, industry best practices would strive for a violation rate somewhere 
between 5% and 9% of total unique vehicles.  Being within this range would be considered a very 
efficient system. Lake Oswego’s higher rate of violation contributes to a less efficient system. One 
particular figure that stood out was the high percentage of violations at 1 hour stalls. One in five vehicles 
(20.3%) are exceeding the posted time stay and nearly one-quarter (24.4%) of all vehicle hours parked at 
1 hour stalls are spent in violation of the time stay.  This says the 1-hour stall may not be ideally 
calibrated to adequately serve downtown patron’s needs, whereas a 90 minute or 2-hour posted time 
stay may reduce the high occurrence of violations at these stalls. 
 
Another statistic that can be helpful is the percentage of vehicle hours spent in violation; this compares 
the total vehicles hours parked with the number of hours parked while in violation.  In Lake Oswego’s 
case 17% (or 1 out of every 6 hours parked) are spent in violation.  As a rule of thumb, the greater the 
disparity between this number and percentage of unique vehicle in violation indicates that users of the 
downtown are not simply mistakenly overstaying their time, but more likely, consciously ignoring the 
posted time stay, confident there will be no adverse consequences.  
 
While peak hour parking occupancies are low, it is still recommended that Lake Oswego begin to better 
manage its parking supply.  Given that significant stalls are available in No Limit areas (which are on-
street); time stay stalls should be more aggressively managed to assure access to businesses, particularly 
within areas designated 1 and/or 2 Hours.   
 
4. Off-Street Parking Summary 
 
While the on-street system operates at approximately 50% peak occupancy, it is important to evaluate 
how the off-street system operates in relation. This is particularly important to understand, as potential 
future access constraints within the on-street system will need to be directed into off-street locations.  
Also, if decisions are made to reformat the on-street supply to more visitor conducive time stay 
designations (e.g., increase 2-Hour parking), there needs to be a high sense of confidence that off-street 
parking is available for those that might be displaced from the on-street system.  To this end, 
understanding available capacity for absorption of on-street demand growth will be important. 
 
Table 5 provides a summary of off-street usage for the study day (June 8, 2010). Figure E below 
illustrates occupancies for each hour of the ten-hour survey day and contrasts publicly 
owned/controlled supply with the private supply.   
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Lake Oswego Hourly Parking Utilization
Off-Street Occupancy Comparison

Private Public

A total of 2,169 of 2,242 total off-street parking stalls were surveyed hourly within the study area.  The 
highest peak occupancy achieved during the survey day occurred between 1:00 – 2:00 PM.  At this time, 
the off-street supply reaches 61.6% occupancy, leaving 832 stalls empty and available for use.7   

Table 5 
Off-Street Parking Summary  

Type of Stall # of Lots # of Stalls Peak Hour Peak Occupancy 
Stalls Available 

(empty) 

All Stalls 92 2,169 1:00 – 2:00 pm 61.6% 832 

Usage by Type 

Private Lots 87 1,637 1:00 – 2:00 pm 57.6% 694 

Public Lots 5 532 1:00 – 2:00 pm 74.1% 138 

 
Despite the system showing abundant off-street capacity, it is important to note who controls/manages 
the majority of the existing capacity.  As demand for parking continues to grow, an on-going challenge 
for the City is the number of “available” stalls in private control.  Currently, the vast majority of the 832 
empty peak hour stalls are on private lots and “restricted” as accessory parking (with signage limiting 
use to specific parkers).  As such, the challenge may require conversations and partnerships with private 
owners of supply to make more of their supply available to general public users, particularly employees 
using the on-street system for work/commuting purposes.  A longer-term, yet more costly alternative 
would be for the City to identify parcels of land downtown that could be procured for off-street users 
needing long-term parking and begin managing the on-street system to direct these types of users into a 
“public” lot as a means to increase access for visitors/customers and turnover in the on-street supply. 

 
Figure E 

Off-Street Occupancy by Hour of Day 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                                                 
7
 When combined with the on-street system, approximately 1,250 total stalls are empty and available at the peak hours in 

downtown Lake Oswego. 
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As Table 5 and Figure E demonstrate, significant stall availability exists in the off-street supply.  The 
abundance of availability during the peak hour presents an opportunity (and a challenge) to begin 
conversations with private property owners to potentially set up shared use agreements that would 
benefit all parties involved (employees, customers and businesses). 
From data derived for the off-street system, the following conclusions can be derived: 
 

 The overall occupancy of the off-street system within the downtown study area is 62% at the peak 
hour of 1:00 – 2:00 PM. 

 The combined off-street system is underutilized, having an abundance of available parking, totaling 
832 stalls during the peak hour. 

 The majority of available supply is in private ownership, which may involve conversations and 
partnerships with private owners to manage underutilized parking into a system of more efficient 
use (e.g., shared use agreements). 

 
IX. CHARACTERISTICS OF THE SUPPLY – HIGH OCCUPANCY NODE 
 
In many instances looking at the peak hour occupancy rate for an entire study area does not adequately 
portray some of the constraints on the parking system in specific areas of the downtown.  Currently, low 
occupancies on-street along the periphery of the study area tends to bring down the overall peak 
occupancy rate.  Therefore, it is important to identify and evaluate the “area of highest occupancy” 
through a nodal analysis.  A nodal analysis provides information on that section (sub-area) of the study 
zone that consistently demonstrates the highest peak hour occupancy within the larger study area.   
 
RWC sorted the data to identify an area that displayed consistent patterns of use that markedly differed 
from the larger downtown on-street occupancy average.  While smaller than a traditional node (250+ 
stalls), this area demonstrates the highest level of parking activity in the downtown during the system-
wide peak hour.  For purposes of this analysis, the Lake Oswego’s High Occupancy Node is that sub-area 
that is centered in the south east corner of the downtown and bounded by A Street on the north, 3rd 
Street on the west, Evergreen on the south and State Street on the east; also included was the north 
side of A Street between State and First Streets.   
 
Figure G below illustrates the boundaries for this node (identified by the black boundary line) and peak 
occupancies by block face.  
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Figure G 
 High Occupancy Node - Boundaries 

 
A. Time Stay Format - High Occupancy Node 
 
Table 6 provides a breakout of on-street parking in the High Occupancy Node.  As the table indicates, 
the sub-area is very small (92 stalls total) and like the larger downtown favors No Limit Parking stalls 
(which comprise 63% of all on-street parking in this node).  One-hour stalls make up 29.3% of the 
remaining on-street supply (27 stalls) and there are two, 2-hour stalls.  The high number of No-Limit 
stalls is unusual in an area that appears to strive for high retail activity and active street frontage for 
business. 

 
Table 6 

Parking Inventory – High Occupancy Node  

Downtown Lake Oswego Parking Stall Breakout – High Occupancy Node 

On-Street Stalls by Type Number of Stalls % of Total Stalls 

1 hour 27 29.3% 

2 hours 2 7.6% 

No Limit 58 63.0% 

On-Street Parking Stalls 92 100% 

 

 

100% – 85% 

84% – 75% 

74% – 65% 

<64% 

No parking 

On-Street Peak Hour Occupancies 
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B. On-street Utilization- High Occupancy Node 
 
Table 7 provides a breakout of parking use by aggregate and by stall type for the High Occupancy Node.  
Figure H provides a graphic summary of occupancy by hour of day. 
 
As Table 7 indicates, the 2010 peak hour is between 12:00 to 1:00 PM for the on-street system in this 
node.  At this hour, 84.8% of the 92 parking stalls are occupied.  Even though this is a very small node, 
this is a significant increase in peak occupancy when contrasted to the larger study area, which tops out 
at 49.3%.  Similarly, this node experiences an “uptick” of use in the evening hours beginning at 6:00 
p.m., which was not evident for the larger downtown area (see Figure H). 
 
The overall node maintains an average length of stay of 2 hours and 17 minutes, which is a little less 
than the overall downtown average of 2 hours and 22 minutes.  As with the larger study zone, the 
overall duration of stay average is influenced by the number of No-Limit stalls, which actually have a 
much longer average than the rest of the downtown (4 hours and 17 minutes versus 3 hours and 51 
minutes). 8   This may not be compatible with the type of downtown retail/restaurant uses that 
characterize this sector of the downtown.  It should also be noted, that despite the small number of 
stalls on-street, this node contains two off the largest off-street facilities within the study zone, 
comprising a combined 492 stalls.  The ability to capture more of this supply for longer term stays would 
likely facilitate turnover rates that are more supportive of retail. 

 
Table 7 

High Occupancy Node – On-Street Parking Summary by Time Stay 

Downtown Lake Oswego Parking Study Area – High Occupancy Node 

Type of Stall # of Stalls Peak Hour 
Peak 

Occupancy 

Stalls Available 

(empty) 

Average Length 
of Stay 

All Stalls  92 12:00 – 1:00 PM  84.8% 14 2 hr/ 17 min 

Usage by Time Stay 

1 hour 27 
12:00 – 1:00 PM 
2:00 – 3:00 PM 
4:00 – 5:00 PM 

88.9% 3 1 hr/19 min 

2 hours 7 
3:00 – 4:00 PM 

6:00 – 7:00 PM 
85.7% 1 1 hr/ 23 min 

No Limit 58 12:00 – 1:00 PM 84.5% 9 4 hr/ 17 min 

 
 
 

                                                 
8 Industry standards would suggest average on-street time stay for downtown in range from 1 hour and 20 minutes to 1 hour 
and 50 minutes to assure turnover and convenient access to street level business. 
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Figure H 
High Occupancy Node – On-Street Parking Occupancies (by Hour of Day) 

 
Table 8 summarizes use characteristics for the High Occupancy Node and provides a comparison to the 
larger study area.   
 
As provided in Table 8, there is a slight decrease in average time stay, with stays about 5 minutes less in 
the Node as contrasted to the entire study area.  This has a positive corollary affect on the turnover rate, 
which improves by 3.5%, from 4.24 to 4.39, but is still below the minimum desired standard of 5.0.    
 
The “short-term” stalls in the node (which are primarily 1-hour stalls) experience very high violation 
rates (22.5%) that also exceed the already high 13.5% rate quantified for the larger study zone (see 
Table 3).  As there are high concentrations of restaurants within the node, a one hour time stay does not 
appear adequate to accommodate the demand for a slightly longer-term stay.  Ninety-minute or 2-hour 
parking might be more appropriate to this area. 
 
Finally, this small zone attracts 285 unique vehicles per day which is about 19% of the downtown on-
street total.  The 92 stall supply of on-street parking in the node represents 11% of the total supply.  It is 
clear that this is an area that “people want to be.” 
 
 
 
 
 
 
 
 

0%

10%

20%

30%

40%

50%

60%

70%

80%

90%

9am-
10am

10am-
11am

11am-
12pm

12pm-
1pm

1pm-
2pm

2pm-
3pm

3pm-
4pm

4pm-
5pm

5pm-
6pm

6pm-
7pm

70.7%

78.3% 79.3%
84.8%

77.2% 77.2%

63.0%
58.7%

54.3%

62.0%

%
 o

f 
O

cc
u

p
ie

d
 S

ta
lls

Lake Oswego Hourly Parking Utilization
On-Street Occupancies - High Occupancy Node (92 stalls)



  Lake Oswego – 2010 Parking Resource Assessment 

Rick Williams Consulting   Page 19 
Parking & Transportation Demand Management 

Table 8 
On-Street Parking:  Summary of Use Characteristics 

High Occupancy Node (92 stalls) 

USE CHARACTERISTIC 
Entire Study Area 

(777 stalls) 
High Occupancy Node 

(92 stalls) 

Average length of stay per vehicle per 
occupied stall 

2 hrs/ 36 minutes 2 hrs/ 17 minutes 

Actual number of unique vehicles  1,483 285 

Actual number of vehicle hours parked  3,498 649 

Actual turnover rate (number of cars to use 
a single occupied stall over a 10 hour period 

4.24 4.39 

% of unique vehicles violating the posted 
time stay 

13.5% 22.5% 

% of total vehicle hours spent in violation of 
posted time stay 

21.8% 22.7% 

 
Findings from the on-street analysis in the High Occupancy Node include: 
 

 On-street stalls in this node are formatted to favor long-term parking (which tends to be used by 
employees). 

 The highest rate of occupancy occurs between the hours of noon and 1:00 PM, reaching 84.8%. 

 Occupancies peak at the lunch hour, which is likely a result of the supportive surrounding land uses 
(i.e., high concentration of eating establishments).  

 Aside from a dip in afternoon occupancies, parking activity remains fairly brisk throughout the 
survey day and begins to move upward at 6:00 p.m. 

 Block faces that exceed 85% in the peak hour are generally adjacent to, or within reasonable walking 
distance, of block faces with available parking (see Figure G, above). 

 
C. Node of Highest Occupancy – Off-street system 
 
Similar to the on-street system, it is also important to examine the off-street supply in a High Occupancy 
Node analysis, thereby reducing the potential influence of sparsely occupied surface lots on the 
periphery of the study area.  Using the same boundaries of the on-street High Occupancy Node, the off-
street system was ‘trimmed’ to show only off-street occupancies that fall wholly within the node’s 
borders. 
 
The Node contains 554 of the total 2,169 off-street parking stalls in the larger study area, approximately 
26% of the total off-street supply.  A total of 355 publicly owned off-street stalls, contained in a single 
parking structure, fall within the Node’s boundaries.  Privately owned off-street stalls represent 36% of 
that supply (or 199 of 554 total stalls). The combined public/private off-street peak hour occupancy in 
the Node of Highest Occupancy is 65.5%, a four percentage point increase when contrasted to the entire 
study area (61.6%).  As with the on street system, use/occupancy move upward in the evening, 
beginning at 6:00 p.m. 
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Table 9 quantifies off-street occupancy characteristics of the High Occupancy Node and demonstrates 
that a significant amount of parking is available in this Node as the peak hour, with 191 empty stalls 
spread relatively evenly between both public (112 stalls available) and private (79 stalls) ownership.   

Table 9 
High Occupancy Node - Off-Street Parking Summary  

Type of Stall # of Lots # of Stalls Peak Hour Peak Occupancy 
Stalls Available 

(empty) 

All Stalls 6 554 1:00 – 2:00 PM 65.5% 191 

Usage by Type 

Private Lots 5 199 9:00 – 10:00 AM 63.8% 72 

Public Lots 1 355 1:00 – 2:00 PM 68.5% 112 

 
Figure I shows the comparative occupancies by hour in off-street facilities within the High Occupancy 
Node versus the larger study area.  As the figure demonstrates, lot occupancies in the node are 
generally higher than the area average, but still well below the 85% standard that would signal a 
constraint or lack of availability. 
 

Figure I 
High Occupancy Node – Comparative Off-Street Occupancies 

 
From data derived for the off-street system in this Node, the following conclusions can be made: 
 
 The peak hour occurs between 1:00 – 2:00 PM when occupancies reach 65.5%.  At this time, there 

are 191 empty stalls in the off-street supply. 
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 One-quarter of all off-street parking is located within the boundaries of the High Occupancy Node, 
presenting an opportunity to move employees currently parking on-street in the Node to 
conveniently located and proximate off-street options. 

 Though occupancies are somewhat higher within this node, there is an abundant amount of parking 
available during the peak hour in off-street lots, though much of that supply (as with the larger 
study area) is in private ownership/control. 

 

X. PARKING DEMAND ANALYSIS 
 
Parking ratios express the actual number of parking spaces available to serve demand for land uses (i.e., 
office, retail, residential and/or mixed-use development).  The number of stalls represented by a parking 
ratio may exceed actual demand for parking or fall short of that demand.  Demand ratios, on the other 
hand, are generally expressed in the context of the peak hour use of a specific built supply of parking.  In 
other words, demand ratios represent an estimate of the actual number of stalls occupied at the peak 
hour relative to occupied land uses.  Effectively managing the relationship between land uses and built 
and occupied parking supply is a fundamental challenge of parking management. 
 
Understanding the difference between the ratios of built supply and the ratio of actual demand is an 
important element for parking management.  Parking ratios based on actual demand allow cities the 
ability to plan for parking at a rate consistent with actual use, thereby reducing overall parking 
development costs over time.  An understanding of actual demand also allows a city to estimate the 
impact of new development on an existing supply of parking. 

 
The exercise represented in this section is an attempt to develop a better understanding of parking 
supply and demand for downtown Lake Oswego. To that end, the consultant team derived two “ratios” 
from the data analysis.  

 
 The actual Built Ratio of available parking stalls, in relation to total built land uses in the Downtown 

Lake Oswego study zone.  
 
 The actual current Demand Ratio for parking stalls per total built land use based on actual usage 

data from the “typical day” survey.  
 
A. Methodology 
 
The consultant team developed a comprehensive list of all land uses within the downtown study area.  
This data set was compiled from the most current land use data file for the downtown provided by the 
City of Lake Oswego.  All individual tax lots within the study area were manually verified through 
Clackamas County assessor data and Portland Maps.  Where square footage information was not 
available, the site was evaluated using Google Earth and individual site visits by surveyors.  Square 
footages were derived for commercial, retail and institutional properties only.  Residential properties 
were not calculated, but to assure an accurate derivation of commercial/retail/institutional parking 
demand, where residential properties were identified, so too was their parking.  In other words, parking 
in residential facilities was not included in the assessment of the overall parking supply.  As such, land 
use and parking occupancy numbers are only associated with commercial, retail and institutional 
buildings and parking associated with those uses.  To the degree that a single source land use database 
is not available for the downtown study area, the data set created by the consultants is, we believe, an 
accurate and conservative estimate of land use square footages in the downtown study zone. 
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The resultant built ratio of parking to land use then is reflective of the total availability of parking serving 
a mixed-use environment in the downtown.   In short, the built ratio expresses a relationship of all stalls 
that exist in the study zone and the total square footage of all commercial/office, retail and institutional 
buildings in the study zone. 
 

The demand ratio reflects the public demand for parking stalls associated with that land use using actual 
peak occupancy data from the 2010 parking survey.  The demand ratio uses a reasonable estimate of 
occupied building area as opposed to total building area.   

 

Using these two measures, the consultant team was then able to express actual parking ratios per 1,000 
square feet of mixed-use development for Lake Oswego’s Downtown for both the built environment and 
as an expression of “actual demand.”9 
 
B. Extrapolated Peak Hour Occupancy  
 

Data from the survey samples was extrapolated to the total supply of parking to derive a basis for 
measuring parking demand.  The consultant team sampled 100% of the on-street parking supply in the 
downtown and 97% of the entire off-street supply.  This level of sampling provides a statistically 
significant representation of parking activity in all stalls.   
 
Table 10 summarizes the methodology used to determine the number of vehicles parking in all stalls in 
the downtown subzone at its peak hour of occupancy. 

 
Table 10 

Peak Occupancy – All Stalls  

Supply # of Stalls Peak Occupancy Stalls Occupied 
Stalls Available 

(empty) 

On-Street Supply 

On-street supply 
(100% sample) 

777 49.3% 383 394 

Off-Street Supply 

Off-street supply 
(96.7% sample) 

2,169 61.6% 1,337 832 

Extrapolated to all 
off-street stalls 

(100%) 
2,242 61.6% 1,381 861 

Combined On and Off-Street Supply 

Extrapolated to 
Total Supply 

3,019 58.4% 1,764 1,255 

 

 

                                                 
9
 This analysis quantified the relationship between land uses, parking occupancy and built parking supply.  Though not a 

definitive measure of demand by specific land use type, this exercise was useful in deriving estimates for overall demand in 
Lake Oswego based on actual parking activity in the downtown. 
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C. Findings - Demand 
 
Calculation for parking demand ratios reveal two different, but equally useful correlations (see Table 
12): 
 

 Built Ratio of Parking.  This represents the total number of existing parking stalls correlated to 
total existing land use square footage (occupied or vacant) within the study area.  According to 
data derived from City land use data, there is approximately 1,138,448 square feet of built 
mixed uses in the downtown subzone (Column B).  All parking stalls in the subzone total 3,019 
stalls (Column E).  

 
From this data, we can calculate a built parking ratio of approximately 2.65 parking stalls per 1,000 
square feet of built land use within the study area (Column F).10   

 

 Demand Ratio.  This represents peak hour parking occupancy within the entire study area. As 
such, actual parked vehicles (Column G) were correlated with actual occupied building area 
(Column D).11  

 
From this perspective, current peak hour demand stands at a ratio of approximately 1.63 parking stalls 
per 1,000 square feet of occupied land use (Column H). 

 
Table 11 

Study Area Demand – Mixed Land Use to Built Supply 

A B C D E F G H I 

Sites 
in 

Study 
Zone 

Gross 
Square 

Footage 
(Built) 

Estimated 
Vacancy 
Rate12 

Gross 
Square 

Footage 
(Occupied) 

Total 
Stalls 

in 
Study 
Zone 

Built Ratio 
of Parking 

(GSF) 

Total 
Stalls 

Parked 
in Peak 

Hour 

Actual 
Ratio of 
Parking 

Demand/ 
1,000 SF 

Parking  
”Demand” 

w/ 15% 
buffer 

106 
1,138,448 

SF 
5% 

1,081,527 
SF 

3,019 
2.65/1,000 

SF 
1,764 

1.63/1,000 
SF 

1.87/1,000 
SF 

 

As Table 11 demonstrates, the actual demand for parking is 1.63 stalls per 1,000 SF when occupied stalls 
(at the peak hour) are correlated to occupied building area.  If in the future parking were only provided 
at the rate of actual demand absorption (1.63), overall peak hour occupancies would near 100%.  This is 
due to the fact that the actual ratio of demand covers total demand and does not assume a cushion or 
“buffer” of stalls to address unexpected growth or spikes in parking activity.  As such, Table 11 also 
presents “parking demand with a 15% buffer,” which increases the actual ratio of parking demand from 
1.63 to 1.87 stalls per 1,000 SF (Column I).13 

                                                 
10

 The formula would be 3,019 total stalls / (1,138,448 gross square feet /1000) 
11

 The formula would be 1,764 total parked vehicles / (1,081,527 square feet occupied building area/1000). 
12

 Vacancy rates were derived through discussion with the City of Lake Oswego, research on local office supply data bases 
(Cushman Wakefield, BOMA, etc.) and an October 2009 downtown retail assessment by Marketek.  
13

 The 15% buffer is calculated by multiplying total stalls parked in the peak hour (Column G) by 1.15, which would 
hypothetically allow for a cushion of 265 additional “empty” stalls at the peak hour.  This number - 2,028 stalls - is then divided 
by occupied square footage to get a parking demand number that would allow for a 15% cushion of stalls in the peak hour.  
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To date, parking has been built at an average rate of 2.65 stalls per 1,000 square feet of development 
within the downtown (which includes the on-street system). This rate appears to have been effective, 
though significant stall availability exists within the parking system. In actuality, land uses in Downtown 
Lake Oswego are generating parking demand ratios of 1.63 stalls per 1,000 SF of 
commercial/retail/institutional development in the study zone.14   
 
As this study transitions to the parking strategy phase, programs and strategies will need to be examined 
that assure parking is provided at a rate appropriate to growth and marketability as well as in a format 
that is efficient, cost effective and supportive of the downtown vision of higher density and more 
compact urban development.  
 

For purposes of comparison, Table 12, below, provides a summary of built supply to actual demand for 
other cities that the consultant team has worked with. 
 

Table 12 
Other Cities – Summary of Built Supply to Actual Demand 

City 
Actual Built 

Supply/1000 SF 

 

Actual Demand/ 
1,000 SF 

Gap between parking 
required and actual 

parking demand 

(for every 1,000 gsf) 

Beaverton, OR 4.15 1.85 2.3 

Bend, OR 3.0 1.7 – 1.9 1.1 – 1.3 

Corvallis, OR 2.0 1.50 0.50 

Hillsboro, OR 3.0 1.64 1.36 

Hood River, OR 1.54 1.23 0.31 

Kirkland, WA 2.5 1.98 0.52 

Lake Oswego 2.65 1.63 – 1.87 0.78 – 1.02 

Oregon City, OR 2.00 1.43 .57 

Redmond, WA 3.5 max/4.10 built 2.91 0.59 – 1.19 

Sacramento CA 2.0 1.60 0.4 

Salem, OR 3.15 2.04 1.11 

Seattle, WA (SLU) 2.5+ 1.75 0.75 

Springfield, OR 1.88 1.11 – 1.28 0.60 - 0.77 

Ventura, CA 2.59 1.50 1.09 

 

XI. CONCLUSIONS – DATA ANALYSIS 
 
The data analysis of the Lake Oswego parking inventory indicates that the system is operating at a 
moderate level of capacity.  Turnover falls below the standard generally established for an area 

                                                                                                                                                             
Industry parking standards would recommend maintaining this type of parking cushion, particularly in retail environments, to 
create a sense or perception of parking “availability” by the customer to the downtown. 
14

 It is important to note that some individual users will generate demand that exceeds 1.71.  However, when 
viewed as a land use and access system, overall parking demand would be near this number. 
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aggressively supporting ground level retail.  Also, data suggests that there is an abundant supply of 
available parking distributed throughout the downtown.  At the peak hour there are approximately 
1,250 empty stalls in the combined on/off-street supply.   
 
Peak hour occupancies hover near 50% for the on street supply and 65% off-street.  There are a few 
“deficits” of parking in the downtown at localized block faces, though the proximity of available supply is 
consistently within a short walking distance at all points throughout the downtown. In short, the 
availability of “surplus” parking is well located to the demand for parking throughout the downtown 
study area. The fact that a significant portion of available parking off-street is in private control present 
both challenges and opportunities.  The challenge lies in initiating discussions, forming partnerships and 
managing coordination of diverse properties.  The opportunity lies in the fact that shared parking 
arrangements can quickly lead to better management of a demonstrated surplus of parking and is a 
natural first step toward accommodating demand and controlling long-term parking development costs.   
 
A. On-street 
 
The format of on-street parking (with a high number of “No Limit” on-street stalls) and the calculated 
rate of turnover are not conducive to an area striving to attract customer traffic and retail growth.  
Given the lengthy duration of stay rates in the No-Limit stalls, employees may be incented to park on-
street rather than off-street.  This lowers turnover and denies customers prime parking space at the 
curb.  Key findings for the on-street system include: 
 
 The format of on-street parking tends to favor long-term parking.  This may not be the ideal format 

in the future as efforts to grow/expand ground level retail/restaurant activity are pursued. 

 The peak hour is between 2:00 – 3:00 PM.  At this time, 383 on-street stalls are occupied leaving 394 
empty stalls available within the downtown.   

 The average time stay for all on-street parkers is 2 hours and 22 minutes. 

 The average duration of stay by user in stalls designated 1-hour (1 hr/19 minutes) exceeds the 
posted limit.  This suggests that 1-hour stalls may not be appropriate for on-street parking 
downtown. 

 On-street turnover (4.2) falls below the benchmark standard (5.0) for a parking system designed to 
support high activity ground level land uses. 

 Parking is readily available on-street throughout the day, with some pockets of high occupancy on 
specific block faces (though those block faces are generally adjacent to blocks with available 
parking). 

 
B. Off-street 
 
There is an abundance of off-street parking within the downtown at this time.  In the peak hour, 832 
stalls are empty and available in lots throughout the study area.  Within the High Occupancy Node, there 
are 191 empty and available stalls during the peak hour.  As Lake Oswego grows, maximizing use of 
these stalls will be integral to (a) improving/prioritizing the availability of the on-street supply for 
customers and visitors, (b) promoting an attractive retail environment and (c) cost effectively managing 
how, and by how much, the future supply of parking grows. Key findings for the off-street system 
include: 
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 The overall occupancy of the off-street system within the downtown study area is 62% at the peak 
hour of 1:00 – 2:00 PM. 

 The combined off-street system is underutilized, having an abundance of available parking, totaling 
832 stalls during the peak hour. 

 The majority of available supply is in private ownership, which may involve conversations and 
partnerships with private owners to manage underutilized parking into a system of more efficient 
use (e.g., shared use agreements). 

 
C. Demand 
 
Parking is currently provided at 2.65 stalls per 1,000 SF of built land area.  Actual use of the parking 
supply in the peak hour occurs at a rate of 1.71 stalls per 1,000 SF. With an added factor for a parking 
buffer, future parking demand calculations would be most efficient in the range of 1.88 stalls per 1,000 
SF.  This would provide for adequate parking, a cushion to accommodate demand and seasonal 
fluctuations and be most cost efficient for purpose of right sizing parking to new development.  Again, 
the demand number may fluctuate by individual user, but is a “target” number for monitoring the 
overall supply need for a mixed use downtown. 
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PARKING MANAGEMENT 
 

XII. APPROACH TO PARKING MANAGEMENT 
 
As a result of the recently completed downtown Lake Oswego parking data collection effort, specific 
parking management strategies have been identified and are recommended for consideration.  
Recommendations for changes in current policy/code and several near-term strategies (Phase 1) will 
optimize the efficiency of the existing parking inventory in Downtown Lake Oswego.   Additional mid- 
and longer-term strategies (Phases 2 & 3) are also recommended for consideration.  The strategies 
recommended in this report are designed to assist the City to more effectively manage its downtown 
parking supply 
 

XIII. PROBLEM STATEMENT 
 
The City of Lake Oswego engaged a parking study to address perceived and anticipated problems 
associated with current parking management and parking policy in the downtown.  The parking study is 
intended to provide the City with a means to understand current parking dynamics, initiate more 
effective management of existing supply and strategically prepare for new growth and demand for 
access into the downtown.  Strategy and management recommendations are intended to address the 
following problems: 
 

 The format of parking in the downtown is not adequate to meet existing patron needs. 

 There is not a plan or strategic program in place that responds or adapts to changes in demand 
or land use. 

 Current parking management is not grounded in industry “parking best practices.” 

 Current parking policy and code may be causing unintended barriers that (a) make development 
more difficult and costly and (b) perpetuates low density development. 

 

XIV. STRATEGY RECOMMENDATIONS 
 
Strategy recommendations are organized as follows:  
 

 Policy Level Actions  

 Recommended Parking Management Strategies:  Phases 1 – 3 
 

A summary of all recommended Actions and Strategies is attached as an Implementation Schedule at the 
end of this Section. 
 
A.  POLICY LEVEL ACTIONS  
 
The following policy elements have been included to ensure the goals of the parking management plan 
can be achieved by incorporating parking system management into the City’s development policy.   
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1.   Adopt policies and rules to guide parking management 
 

a. Establish three “Parking Management Zones” based on usage and desired economic 
development. 

 
It is recommended that Lake Oswego establish three distinct parking management zones, each 

 having specific operational priorities.  Figure J below provides a recommended breakout of 
 those zones.   

 
Parking data for downtown Lake Oswego indicates that the south east sector of the downtown 
(Zone A) maintains higher occupancies than the rest of downtown and serves a denser retail 
oriented land use. This area should be managed to encourage on-street turnover and preserve 
curb spaces for visitors and customers.  The area immediately adjacent to Zone A represents and 
emerging area of the downtown (Zone B), with parking demands that are significantly less than 
Zone A at the current time.  Zone B should provide longer term stay opportunities for customers 
as well as an interim source of parking (because of low occupancies) for employees of the 
downtown (possibly through a permit program).  The area outside Zone B is almost exclusively 
residential in nature (Zone C) and should be managed over time to mitigate parking spillover 
from downtown commercial uses. 

  
b. Adopt the “Operating Principles” and implementation framework that defines the priority 

purpose/use for parking in each parking management zone as provided in this plan.  

 
Operating principles are established to describe the primary purposes for parking within each 
parking management zone.  The recommended Parking Management Zones should be 
established with direction that the Operating Principles developed with this plan will serve to 
guide the evaluation and management of day-to-day dynamics of parking activity.  Draft 
Operating Principles are included in this report as Section XVII.  

  
c. Adopt the 85% Rule to facilitate/direct parking management strategies. 

 
The 85% Rule is a measure of parking utilization that acts as a benchmark against which parking 
management decisions are based.  Within the parking industry, it is assumed that when an 
inventory of parking exceeds 85% occupancy in the peak hour, the supply becomes constrained 
and may not provide full and convenient access to its intended user.  Once a supply of parking 
routinely exceeds 85% occupancy in the peak hour, the 85% Rule would require that parking 
management strategies be evaluated and/or implemented to bring peak hour occupancies to a 
level below 85% to assure intended uses are conveniently accommodated.   
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Figure J 
Recommended Parking Management Zones 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The parking inventory for Lake Oswego revealed that existing peak hour occupancies within 
Zone A has “pockets” of activity where parking exceeds 85% in the peak hour (on-street). This 
would suggest moving forward with strategies identified in this report in Zone A in a timely way 
(see, Phase 1 strategies, below).  The 2010 study also revealed that areas adjacent to Zone A 
generally operate at occupancies of less than 85 percent at this time. Having the 85% Rule 
formalized in policy will assure that a process for evaluating and responding to future parking 
activity in these areas is in place.  
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2.   Assign a part-time position for Parking Coordinator to monitor and address changing parking 
demand in downtown Lake Oswego. 

 
The complexity of parking and access will increase as the City and the downtown grows through 
redevelopment and increased demand for access.  A single person should be assigned to oversee 
and manage all aspects of the program associated with parking in the downtown parking 
management zones.  This person will also be responsible for transitioning strategies developed as a 
part of the 2010 study for downtown as demand for parking increases over time. 

 
Ideally, this person would staff a representative stakeholder group (see 3 below) to routinely review 
overall parking activity in the downtown as well as by zone.  Information developed through 
periodic update of the parking inventory (i.e. 85% Rule) would be used to evaluate “action triggers” 
and implement appropriate adopted strategies as necessary.  The Parking Coordinator would also 
be charged with refining and shepherding the policy recommendations contained in this document 
through the appropriate City processes and implementation of recommended parking management 
strategies.   
 
This position would ideally occur as a refinement/reformatting of an existing position.  At the 
outset, the work outlined within this plan could consume as much as 0.25 to 0.50 FTE, growing over 
time to 1.0 FTE as more downtown development occurs and action thresholds that are a part of this 
plan are exceeded.   
 
The City "process" for approving this type of service addition should be completed immediately to 
facilitate near-term restructuring of an existing position.  

 
3. Establish a Parking Advisory Committee consisting of downtown stakeholders to assist in parking 

program implementation and review. 
 
The City should develop a process through which a 
representative cross-section of downtown interests 
routinely assist the Parking Coordinator in the review and 
on-going implementation of the Parking Management Plan.  
 
A Parking Advisory Committee will: (a) assist the Parking 
Coordinator in the implementation of the parking 
management plan; (b) review parking issues over time; and 
(c) could advise City Council on strategy implementation 
based on the Guiding use dynamics identified for specific 
parking areas. 
 

4. Develop “exception” criteria for adoption by City Council that informs decision making for 
establishment of loading zones and 15, 30, 60-minute 4-HR, 6-HR and No-Limit stalls within the 
downtown  on-street supply. 
 

 It is recommended that, over time, all on-street parking in the Downtown be designated as 2-HR 
parking as a base standard.  This is predicated on study findings that indicate the majority of 
“customers” in the downtown stay between 1.5 and 2-Hours.  As such, time  designations of less 
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than 2-hours do not allow adequate time for a customer trip. Similarly, time  stays in excess of 2-
hours are most likely being used by employees. 

 
 Given this, all other types of on-street parking that differ from the 2-hour base standard (e.g., 

loading zones, 15, 30, 60, 4-HR, all day, etc.) would be considered “exceptions” and would have to 
be requested by an affected business or property owner. 

 
 It is recommended that the Coordinator and Parking Advisory Committee (a) standardize 2-HR 

parking in Zone A immediately and (b) establish criteria for exceptions as well as a process for 
requesting exceptions.  It is also recommended that once specific criteria are established that the 
City Manager would be empowered with administrative authority to approve/deny requests based 
on input from the Parking Coordinator and Parking Advisory Committee.   

 
 Criteria and process should consider the following. 
 

a. Handicapped/disabled access 
b. All time stay designations that vary from the base 2-HR standard 

1. Specific criteria for approval (i.e., by specific business type). 
2. Specific locations (i.e., end of block versus mid-block). 
3. Number per geographic area (i.e., shared by users in a particular area). 

a. Loading zones 

1. Maximum number per block face(s). 
2. Limitation on number per geographic area (e.g., no more than one for every three 
 continuous block faces). 
3. Evaluation of opportunities for shared loading and customer parking.15 

 
5. Simplify parking standards for new commercial and residential development in the downtown. 
 

a. Commercial Parking Standards 
 

Many cities like Lake Oswego maintain minimum parking standards for specific land uses, which lead 
to parking codes that are cumbersome and counterproductive.  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).16 
 
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. 

                                                 
15

 "Combination Loading Zones" have been used in other jurisdictions allowing loading during specific periods of the day (e.g., 
6:30 a.m. - 10:00 a.m.), then convert to short-term parking during all other time periods.  Such zones, if successfully managed, 
can increase overall short-term supply. 
16

 Milwaukie, Oregon, 2008 Transportation System Plan (Chapter 12, Parking) 



  Lake Oswego – 2010 Parking Resource Assessment 

Rick Williams Consulting   Page 32 
Parking & Transportation Demand Management 

The flaw in this approach is that the code 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.   

 
It is recommended that Lake Oswego simplify its parking development standards for commercial 
parking in the downtown into two categories:17  Commercial Mixed Use and Commercial Free 
Standing.  New requirements would standardize minimums at 1.0 stall per 1,000 SF.  A summary of 
recommendations is presented in Table 13.      

 
Table 13   

Recommended Commercial Parking Development Standards - Downtown 

RECOMMENDED  

Land Use Category 
in Appendix 50.55-A 

(1) – (14) 

Current minimum 
under LOC Article 

50.55 modification 
for downtown (0.75 
of current minimum 

requirement) 

RECOMMENDED  

Minimum 
Requirement 

RECOMMENDED  

Maximum allowed 
on surface lot 

RECOMMENDED  

Maximum in 
structured parking 

(that meets LOC 
design and traffic 

standards) 

 Commercial 

Mixed Use  

Ranges from 0.75 to 
9.98 stalls per 1,000 

SF 
1.0 stalls/1,000 SF 

1.90 stalls/1,000 SF 
or 20,000 SF of 
surface area. 

No Limit  

All parking over 
1.90/1,000 SF shall 
be designated non-
accessory general 

public parking 

Commercial 

Free Standing 

Ranges from 0.75 to 
9.98 stalls per 1,000 

SF 

Current appendix 
50.55-A: 

Commercial 
standard 

Current appendix 
50.55 A: Commercial 

standard  

Current appendix 
50.55 A: Commercial 

standard 

-  Creates two categories within 50.55-A to replace E. Commercial:   

1. Commercial - Mixed Use  

2. Commercial- Freestanding 

-  Assumes a mixed use site “blends” parking demand at levels documented in 2010 parking occupancy  
   and demand study (e.g., commercial over retail, residential/commercial over ground level active use).   

-  Strives to limit impact of surface parking area on downtown urban form. 

 
b. Downtown Residential Parking Standard 

 
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 

                                                 
17

 See Lake Oswego Code, Appendix 50.55-A, Minimum Off-street Parking Requirements, (E) Commercial. 
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2008) was 1.09 stalls per residential unit. This average excluded subsidized housing built during the 

same period.
18

   
 

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 exceeds the urban residential actuals 
referenced in the Portland study.  Table 14 provides a summary of existing requirements and 
recommended standards for consideration by the Lake Oswego City Council.  Lowering the minimum 
requirements would 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 streetcar development and efforts to encourage a higher mix or alternative mode use in the 
downtown over time. 
 
 As with the commercial standards being recommended, these changes would be coupled with code 
changes recommended in items (6) and (7) below.      

 
Table 14 

Recommended Residential Parking Development Standards - Downtown 

Land Use Category 
Current minimum under LOC 

Article 50.55 
Recommended Minimum 

Requirement 

Residential Multi-Family   

Studio Efficiency 1 Stall Per Unit 0.50 Stalls Per Unit 

1 Bedroom 1.25 Stalls Per Unit .75 Stalls Per Unit 

2 or More Bedrooms 1.50 Stalls per Unit .75 Stalls Per Unit 

 
It is important to reiterate that these recommendations are being made to minimum parking 
requirements.  As such, these are not limitations on the amount of parking that could be provided in 
a development, rather a more flexible, attractive and potentially cost effective standard that 
promotes and encourages development in the downtown. 

 
6. Evaluate and develop restrictions on new surface parking lot development within Zones A & B. 
 
 The land use vision for downtown forecasts a denser more compact urban form for Lake Oswego.  

To support the type of “lot coverage” envisioned in the plan, the City will need to move toward 
restrictions, if not prohibitions, on the development of surface parking.  Table 13 recommends a 
restriction of 20,000 SF for the new Commercial: Mixed Use recommended in Strategy 5 above, 
requiring all parking that would exceed this restriction to be placed in a structure.  The 
recommendation does not yet address free standing land uses (Commercial: Free Standing) but 
would suggest more detailed evaluation and discussion of the impact of surface lots on the 
development vision with downtown stakeholders and decision-makers. 

 
 It is recommended that the City evaluate: 
 

a. Limiting the lot coverage area of future surface parking lots in the downtown (see Table 1). 
b. Prohibiting new surface lots in new development. 

                                                 
18

 See City of Portland, Central City 2035 Plan. 



  Lake Oswego – 2010 Parking Resource Assessment 

Rick Williams Consulting   Page 34 
Parking & Transportation Demand Management 

c. Correlating surface lot restrictions to a fee-in-lieu option for developers as supported in 
 Strategy 4 (below). 
d. Preparation of a policy/program recommendation for stakeholder and City Council review and 

adoption. 
 
7. Evaluate and develop a fee-in-lieu option for new parking development in the downtown.  
 
 A key challenge for Lake Oswego will be the ability to (a) attract new development to the 

downtown, (b) maintain and encourage an urban form for new development that is consistent with 
the downtown vision and (c) contain costs associated with new parking development.  

 
 Offering developers the option to pay a fee-in-lieu against the minimum parking requirement may 

be an attractive and workable program for 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 
and grant them an “access entitlement” into a public parking facility.  This would save on 
development costs and provide a guaranteed entitlement to parking for the new development.  
Fees-in-lieu could be implemented as an option or as a requirement.   

 
Necessarily, a fee-in-lieu option commits the City to playing a key role in developing and 
managing parking in the future.   As such, additional discussion and review is necessary and 
recommended.   

 
 It is recommended that the Parking Manager/Coordinator and the Parking Advisory Committee 

evaluate: 
  
 a. Design of a fee-in-lieu policy for consideration by the City Council. 
 b. Pros and cons of optional versus mandatory fee-in-lieu programs. 
 c. Rates 
 d. The option to pay fees-in-lieu on a parking minimum as well as the option to “buy more,” 

 up to a fee-in-lieu maximum. 
e. Preparation of a policy/program recommendation for City Council review and adoption. 

 
8. Establish a Downtown Parking and Transportation Fund as a mechanism to direct funds derived 

from parking into a dedicated fund.  
 

As the supply of parking becomes constrained over time, it will be important to direct funds into a 
specific account intended to support on-going transportation and access in the downtown.  This can 
be done with existing and/or future parking-related revenue (e.g., enforcement, fees for parking), or 
with net new revenues generated as a result of implementation of this plan (e.g., fees-in-lieu).  The 
Downtown Parking Fund should be dedicated to (not in priority order at this time): 
 
a. Debt service 
b. Parking operations (on-street/off-street/enforcement) 
c. Lot/garage maintenance 
d. Marketing and communications 
e. Transportation Demand Management programs 
f. New supply 
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It is recommended that such a fund be established as soon as feasible to ensure that net new 
revenues are captured within the fund. 

 
B. PARKING MANAGEMENT STRATEGIES  

 
PHASE 1 – NEAR TERM IMPLMENTATION 
 
The following strategies are recommended for near-term implementation.   
 
1. Appoint a Downtown Parking Coordinator. 

 
Upon approval of a budget and service package by the City Council, the City should move forward 
with the assignment of a downtown parking coordinator or restructuring an existing City position.  In 
the early going, the position could likely be part-time (therefore, restructuring of an existing FTE).  
 
At the outset, it is recommended that the City dedicate at least 0.25 FTE to a position of parking 
coordinator. 

 
This position would be charged with the implementation of the overall parking management plan, 
monitoring of parking in management zones over time, review and assistance to new development 
and work with the Parking Advisory Committee to facilitate decision-making based on the 85% Rule 
for downtown parking.  

 
2. Initiate Parking Advisory Committee process. 

 
Once the Parking Coordinator is appointed and established, the process of review, evaluation and 
decision-making with representative stakeholder input for parking management in downtown 
should be initiated.  A consistent and routine schedule of meetings should be established as well as 
use of this plan as a template for discussion of parking management and strategy implementation 
with the Parking Advisory Committee.  In the early going, the committee could meet quarterly.  As 
development in downtown increases, meetings and deliberations may require a monthly schedule.   
 
It is recommended that the City Council formally appoint members to the Parking Advisory 
Committee as a means to formalize their role in assisting the City in the efficient and timely 
management of the downtown parking supply. 

 
3. Develop and submit service package for new right of way signage per on-street changes in B. 4, 5 

& 10 below. 
 

Right-of-way informational signage will need to be developed to provide replacement signage as 
per changes recommended here.  A service package will need to be developed and presented to 
City managers and/or City Council for approval. 
 

4. Reduce and/or eliminate all 15 minute, 1-HR, 4-HR, 6HR and No-limit parking stalls in Zone A and 
convert all stalls to 2-hour parking.  Requests for any other type of stalls in the future would be 
coordinated through an exception process as described in Policy Level Action A. 4, above.  
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The 2010 Parking Study demonstrated that the 
downtown currently maintains a number of 
different stalls types.  The variety of stalls types has 
led to (a) confusion on the part of the parking 
customer, (b) high rates of violation and (c) low 
rates of turnover.  In particular, existing 1-HR stalls 
maintained an average customer duration of stay of 
1 hour/19 minutes, clearly indicating that such 
stalls are not appropriate to downtown Lake 
Oswego.  
 
It is recommended all Zone A stalls be converted to 
2-hour signed stalls to create a parking zone that is 
uniform, simple to understand and assures visitor 
access and turnover that is supportive of active 
ground level retail business. 
 

5. Reduce and/or eliminate all 15 minute,  1-hour, 6-
HR  and No-limit parking stalls in Zone B and convert all stalls to either 2-HR and “4-HR  or by 
permit.”  Requests for any other type of stalls in this Zone would be coordinated through an 
exception process as described in Policy Level Action A.4., above. 

 
On-street parking in Zone B is currently a varied mix of parking stall types.  Zone B is also an area 
that is significantly underutilized at this time, with peak hour occupancies of 50% or less.  In an 
effort to (a) simplify messaging for customers and (b) allow controlled levels of employee parking 
on-street in Zone B, it is recommended that all parking be designated 2-HR or “4-HR or by permit.”   
 
In the long-term, the goal for Zone B would be to convert as much on-street parking as possible to 2-
HR.  This transition would be managed through the Parking Coordinator/Parking Advisory 
Committee with strategic implementation of the 85% Rule. 
 

6. Stripe all on-street parking in Zones A & B to better identify parking availability and location. 
 

Striping is effective because it assists the customer in identifying a parking stall, thereby creating a 
sense of order and convenience. Effective striping also reduces incidents of damage to vehicles and 
facilitates compliance.   
To this end, it is recommended that the City stripe all on-street stalls in Zone A & B (and in the area 
adjacent to Roosman Park) as soon as it is financially feasible to do so.   

 
7. Develop an on-street employee parking permit program (i.e., paid permits) that would allow 

limited use of 4-HR stalls for on-street all day parking in Zone B. 
 
Permits would be issued to any employee with a downtown business address, allowing them to park 
at a 4-HR stall in this zone.  This will free up a significant number of on-street stalls for 
customer/visitor use as well as improving on-street turnover.  Permits will also ensure that Park & 
Ride commuters are not using downtown streets to warehouse vehicles for employees that work in 
areas outside the downtown (e.g., downtown Portland). 
 

Example Zone A & B signage package – Springfield, Oregon 
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By providing a limited number of on-street monthly parking permits, the City will (a) gain control of 
how the on-street system in Zone B is utilized, (b) be in a position to assure the 85% occupancy 
standard is met,19 and (c) in the long term, derive a source of revenue to support on-going parking 
programs and strategy implementation.  Comparable Northwest cities charge monthly employee on-
street permit rates that range between $10 (Milwaukie, OR), $45 (Kirkland, WA) and $65 
(Vancouver, WA).   
 
Pending resources, the City could initiate the program as a free permit (e.g., issued quarterly to 
registered employees) to transition employees into a “system” that directs use of the parking 
supply.  Similarly, a permit program for use of employee parking in the City’s off-street system could 
also be integrated into this strategy. 
 
Based on findings from the parking study, a reshuffling of 2 and 4-HR stalls within Zone B may be 
appropriate, based on the type and mix of street level businesses and occupancies.  Data did suggest 
that 3rd and 4th Streets between A and Evergreen and 5th and 4th Streets between B and A may be 
suitable for permit parking. 
 
The City will need to evaluate the costs associated with establishing an administrative function for 
distributing passes and collecting revenue associated with the passes.   
 

8. Initiate an on-street employee parking permit program (i.e., paid permits) allowing limited use of 
4-HR hour stalls for on-street all day parking in Zone B. 
 
This strategy implements the program developed in B. 6, above. 
 

9. Strengthen parking enforcement activities in Zone A to assure existing time zones are honored 
and system utilization/turnover is operating as intended.   

 
Based on the results of the turnover analysis, it is apparent that abuse of existing timed stalls is 
occurring.  This results in very inefficient turnover, which is not conducive to a successful street level 
business environment.  Similarly, the data suggests a significant number of employees using the on-
street system for parking.  Adequate (and abundant) parking is (a) available off-street and (b) in 
Zone B.  To this end, greater efforts at enforcement in Zone A are warranted.  Enhancing parking 
enforcement will (1) increase overall system efficiency and (2) sufficiently provide for cost recovery. 
 
It is recommended that the Parking Coordinator work with the Parking Advisory Committee to 
evaluate the cost and formatting of a parking enforcement officer for the downtown.  This position 
could be (a) contracted with the private sector and (b) provided in a part-time, “random” format 
that controls cost but assures compliance.    
 
It is further recommended that evaluation/costing of new enforcement be completed within 18 
months.  This would require completion of the evaluation, development of a job description or RFP 
and service package for presentation to City Council. 

 

                                                 
19

 To this end the City can control the number of monthly permits issued, thereby assuring a specific supply of 2 hour parking 
for customer visitor use.  As the 85% occupancy standard is met, the number of permits available for sale can be reduced or the 
rate for monthly parking can be increased to (a) induce parking in off-street lots and/or (b) encourage use of alternative modes.  
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10. Revisit the use agreement for public parking at the Lake View Village Garage to more effectively 
manage parking for customers and employees.   

 
Data from the 2010 parking study suggests that employees should be assigned stalls on the lower 
level and on the top floor of the garage, thereby reserving stalls on ground and second level for 
customers only.   

 
PHASE 2 – MID TERM IMPLEMENTATION 
 
The following strategies are recommended for mid-term implementation.  

 
11. Re-evaluate and reformat stalls in the 532 stalls of publicly owned off-street supply to balance 

employee use and short-term access.   Explore employee parking permit pricing based on 85% 
standard. 

 
 Greater enforcement of on-street parking in Zone A and allowing longer term parking in Zone B 

(with permits), will likely create a transition of more employees into off-street lots and freeing up 
visitor parking in Zone A on-street spaces.  This will create a “re-sorting” of parking throughout the 
downtown.  To assure that off-street parking is balanced to both employee and visitor need, the 
Parking Coordinator and Parking Advisory Committee should explore designating a higher mix of 
stalls in off-street lots to employee stalls.  This can be accomplished through lot signage and/or 
permits.  Similarly, on employee lots that are exceeding the 85% occupancy standard, the City 
should implement monthly pricing (in combination with on-street permits in Zone B) to (a) create 
choice within the system, (b) complement transit, bike/walk and rideshare efforts and (c) establish a 
future revenue stream. 

 
12. Negotiate shared use and/or lease agreements with owners of strategically placed existing private 

surface lots in Zones A & B to provide for an interim supply of parking where needed.  Begin focus 
on sites identified in the 2010 Parking Study with surplus availability. 

 
The 2010 Parking Study sampled a significant portion of existing privately owned off-street parking 
lots located throughout the study zone.  The general finding was that most are significantly 
underutilized, even during peak times (i.e., less than 65% percent occupied).  These lots comprise 
approximately 1,637 stalls and are generally without signage or have signage that is inconsistent and 
confusing to customers and visitors. The ability of the City to “capture” as many privately owned 
stalls as are available for more active management will provide a relatively low cost near to mid-
term strategy for mitigating existing and future access constraints during peak parking demand 
periods.   The study sample estimated that over 800 off-street stalls are empty (public and private) 
at the peak hour. 

Shared use agreements in other cities are wide and varied.  In some cases (e.g. Gresham, Oregon) 
the owner of the property “donates” surplus stalls to the City on a month to month basis in return 
for assistance with signage and landscape/maintenance costs.  Other cities (e.g., Kirkland, WA) 
program funds within their parking budgets to lease surplus stalls from the private sector.  These 
stalls are then signed and/or metered and operated through the City’s overall parking program 
(including marketing and communications). 
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It is recommended that the City, through the Parking Coordinator and Parking Advisory Committee: 
 
a. Initiate an effort to work with owners of private lots to enter into shared use agreements to 

allow underutilized parking to be made available to customer/visitor or employee uses (as 
appropriate).  

b. Explore the development of incentives to encourage such agreements (i.e., signage, landscaping, 
lighting, sidewalk improvements, leasing, etc.). 

 
13. Expand outreach to all businesses within the study zone to communicate the parameters of the 

new Parking Management Plan.  

 
Changes in the parking system resulting from implementation of new Policy Actions and 
strategies recommended through the Parking Study will need to be communicated to the 
public, businesses and employees.  It is recommended that the Parking Coordinator and the 
Parking Advisory Committee initiate discussions with key affected stakeholders to educate 
them on the reasons for the parking changes and on means to access the system in the 
future. 

 
14. Develop a Residential Parking Permit Zone (RPPZ) policy and program for adoption by the City 

Council for future implementation in residential areas affected by spillover from commercial 
parking (i.e., Zone C). 

 
Changes to parking management in the commercial zones of the 
downtown could cause issues related to spillover of employees 
and park & riders seeking parking in residential areas.  To this 
end, it is recommended that the Parking Coordinator and Parking 
Advisory Committee initiate development of a Residential 
Parking Permit Zone (RPPZ) policy and program for future 
consideration and adoption by the City Council.  Such a policy 
would outline the criteria necessary to establish an RPPZ (which 
would prioritize on-street parking in residentially zoned areas for 
residents) and provide a mechanism for initiation of an RPPZ at 
the request of an affected neighborhood association. 

 
15. Develop and install a signage package of uniform design, logo 

and color at public and private (shared use) off-street parking 
facilities. 

 
Creating a uniform signage package that incorporates a unique logo and color scheme for publicly 
available parking facilities will establish a sense of recognition, identity and customer orientation for 
users of the downtown parking system. 

 It is recommended that the City: 

a. Develop a signage package that incorporates a uniform design, logo, and color scheme into all 
informational signage related to parking. 

b. Evaluate land use and code implications of the signage package program particularly size, design 
and placement issues, and initiate changes as appropriate. 
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c. “Brand” each off-street public facility, open to public access, with the established “logo” 
package.   

 
 The Parking Advisory Committee can serve as a forum for development of such a package.  Cost, 

budgets and an implementation strategy will need to be developed as well for review by the City 
Manager and the City Council.  

 
16. Strategically place new and coordinated way finding signage in the right-of- way at locations 

chosen carefully to direct visitors to off-street locations. 
 

The City should develop directional signage on the 
roadways that guides customers to specific facilities.  
This will be of greatest importance at primary portals 
into the downtown, at major traffic intersections and 
at primary points of ingress at specific facilities.  It is 
recommended that: 
 

a. The signage package should be consistent with, and complementary of, the signage package 
developed for the off-street facilities (see 15, above). 

b. The address of the nearest visitor facility should be incorporated into the roadway signage to 
assist and direct customers to the nearest parking location. 

 
17. Partner with the business community to develop/refine a marketing and communication system 

for access in Lake Oswego. The marketing/communication system could include (but not be 
limited to): branding; maps and Transportation Demand Management (TDM) alternatives. 
  
A successful parking system will require on-going marketing and communication. The foundation for 
a marketing and communication program is the signage and way finding package recommended in 
this report (see strategies 15 and 16).  Support of this system can be facilitated through 
informational maps and brochures about Lake Oswego and its parking system distributed by the City 
and through Business Associations, Visitor Services, Retail and Lodging networks.  

  
 It is recommended that the City: 

 
a. Partner with the business community to develop a marketing and communication system for 

access in Lake Oswego. The Parking Advisory Committee can serve as the business forum for this 
discussion.   

 
 The marketing/communication system would include (but not be limited to): 

 
1. Maps.  Develop maps that visually represent parking zones (e.g., Zones A, B & C) and identify 

the location of visitor versus employee facilities. 
2. Validation program.  Evaluate the feasibility of retail validation systems if, and when, paid 

customer parking moves off-street. 
3. TDM alternatives. Incorporate alternative mode options (i.e., shuttles, transit, and bicycle) 

into parking communications materials. 
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18. Develop a recommended package of incentives for the private development of publicly available 
parking.  

  
Developers generally provide and manage parking to serve exclusive accessory uses to their 
particular site.  As such, sites are often developed without benefit of a process or policy that would 
allow for discussions to maximize both the accessory and public supply of parking in a given private 
project or to encourage employees to use alternative transportation modes.  
Given the cost of parking development it will be important and useful for the City to encourage the 
development of publicly available parking in future private development projects. The opportunity 
to incent either more flexible management of private supplies (allowing general public access) or 
additional supply for public use within a private project should be explored as well as TDM systems 
that could reduce overall development costs.   
 
Based on the overall priority of customer/patron parking in City owned/controlled facilities, the City 
should also explore incentives that encourage and support development of residential parking in 
private off-street locations to ensure that conflicts between future residential parking demand and 
customer/visitor demand are minimized. 
 
The first step to creating a "toolbox" of incentives (such as Floor Area Ratio and height bonuses) 
requires development of a formal policy that would allow the City to offer incentives if specific 
public parking and transportation goals were met in the context of a private downtown 
development.  It is recommended that the Parking Coordinator, Parking Advisory Committee and 
key development stakeholders examine a set of incentives that could be adopted by the City as a 
means to incent future parking development. 
 
Examples of development incentives currently available in other jurisdictions include (but are not 
limited to): 

 

 Floor Area Ratio (FAR) bonuses 

 Height bonuses 

 Permit fee waivers 

 Impact fee waivers 

 Supply/revenue agreements20 

 Property tax abatements 
 
19. Monitor downtown parking utilization continuously and periodically.   Conduct parking 
 inventory analyses. 
 

The recently completed analysis of Lake Oswego’s parking inventory provides excellent information 
on parking utilization, turnover, duration of stay, peak hour capacity and demand. The need for this 
data is very important as a foundation piece for determining actions to maximize parking supply. 
Periodic monitoring of parking activity will allow Lake Oswego to (a) better coordinate enforcement, 
(b) assure maximum utilization based on intended uses and (c) provide solid evidence for the need 
to move to higher and/or more aggressive levels of parking management. 

                                                 
20

 Revenue agreements are lease agreements whereby the City agrees to a guaranteed lease for publicly available spaces at a 
negotiated rate per stall.  In many cases, the City lease is engaged to assure continued customer/visitor access. 
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It is recommended that a parking inventory analysis be conducted at least every two years.  
Information from these updates would be forwarded to the Parking Coordinator and the Parking 
Advisory Committee for review, evaluation and strategy implementation.  

 
PHASE 3 – LONG TERM IMPLMENTATION 
 
The following strategies are recommended for long-term implementation  
 
20. Lease/acquire strategically located land parcel(s) for use as future public off-street parking in the 

downtown.  
 
 The City should move to acquire strategically located development parcels that could be used 
 as “consolidated” parking areas for visitors and employees of the downtown.  It is important to 
 gain control of such sites to assure that parking can be used as an incentive to new development 
 (through fee-in-lieu options) and is proximate to desired development opportunities.  
 

It is recommended that the Parking Coordinator and Parking Advisory Committee evaluate 
opportunities related to parking site acquisition and forward recommendations on specific sites to 
the  City Council. 

 
21. Sponsor employer-based initiatives to encourage employee use of alternate travel modes. 

 
 As the downtown evolves, greater constraints to parking access will occur given (a) the scarcity of 

land for surface parking development and (b) the cost of future parking supply that is transitioned 
into parking structures.  To this end, more focused programs and incentives will need to be provided 
to commuters to increase use of transit, bike, walk and rideshare options.   

 
 The Parking Advisory Committee (PAC) should devote time and discussion to establishing commute 

trip reduction programs within the downtown.  The PAC can serve as a forum to bring TriMet, 
business associations and the City together to discuss and create new incentives and directions for 
transportation demand management. 

 
22. Establish commuter mode split targets for employee access in the downtown.  

 
Parking development regulations and requirements need to be supported by a system of access that 
accounts for all forms of capacity (i.e., auto, transit, bike, walk and rideshare).  Metro regional 
guidelines for parking management call for a greater percentage of downtown employees to move 
into alternative modes of transportation.  Quantifying for Lake Oswego the desired transition of 
commuters from an established status quo baseline to a desired target will (a) give policy support to 
regional trip reduction goals; (b) inform and facilitate parking strategies and (c) provide a standard 
of measurement that can be evaluated in the future. 

 
It is recommended that the City of Lake Oswego, through discussions and review with the Parking 
Advisory Committee, formally incorporate mode splits targets for all modes (i.e., SOV, transit, bike, 
walk and rideshare) into its parking management policy.  The purpose of this strategy would be to 
clearly establish a logical link between mode split targets and actual parking minimums and 
maximums in City policy.  Over time, Lake Oswego may want to explore implementing maximum 
parking ratios that are logically correlated to the mode split targets established for the downtown. 
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23. Evaluate the impact of near and mid-term strategies based on an updated utilization and demand 
study.  If and when warranted, develop a pricing policy strategy and implement paid on street 
parking in downtown districts based on the 85% Rule. 
 

 The Phase 1 and 2 strategies outlined above will create changes in access dynamics downtown.  
Similarly, the eventual impact of a new streetcar line to Lake Oswego may be realized, which will 
also create nuances and challenges for parking management.  As such, if after nearly three years of 
growth, parking occupancies in downtown routinely exceed 85% in the peak hour; move to meter 
the impacted zone(s).  If metering is pursued, it is recommended that on-street pay stations be 
considered rather than single head meters. 

 
Options can range from pricing parking in specific areas (e.g., off-street only) to pricing specific users 
(e.g., employees) to a comprehensive system of pricing that would include metering on- and off-
street. 
 
The Parking Coordinator and the Parking Advisory Committee should develop a coordinated strategy 
for how parking pricing will be implemented as the demand for parking and new parking supply 
evolve in the mid- to long-term.  Once developed, the parking pricing strategy should be presented 
to the City Council for review and approval. 
 
The outline of strategy issues presented below is intended to inform the City, the Parking 
Coordinator and the Parking Advisory Committee on major decision and management guidelines 
should pricing become necessary as a means to maximize and facilitate access capacity.  Based on 
the findings of the 2010 parking study, there is no recommendation to move to pricing at this time. 

 
a. Meter on-street parking to increase efficiency and capacity. 

 
As the 85% Rule triggers additional and more aggressive management of the supply, Lake 
Oswego may at some future point consider pricing parking in areas that are currently free. At 
that point pricing would be intended to (a) facilitate more efficient turnover, (b) encourage use 
of specific facilities in specific parking zones (i.e., short-term vs. employee parking), (c) 
encourage use of alternative modes, and (d) provide a funding source for improvements to 
existing supplies, development of new supply and alternative mode options. 
 
In the context of pricing, Lake Oswego should consider new technologies available and in place 
in other cities that allow for flexibility in the management of parking pricing and contribute and 
complement Lake Oswego’s existing and desired urban form.   “Multi-space metering” and “pay-
and-display” systems are an example of these types of technology, which allow a City to charge 
for parking without “cluttering” the pedestrian way with individual meters.   
 

 b. Charge for parking in publicly owned off-street facilities. 
 

The City should establish a policy for pricing short-term parking in publicly owned or controlled 
off-street facilities.  The framework of such a policy is provided below: 
 
1. “Short-term rate” is equal to hourly fee charged at on-street system 
2. Evening rates established to attract/serve appropriate uses 
3. Long-term, daily/monthly rates balanced by Rule of 85% 
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4. Rate manipulation triggered by Rule of 85% 
5. Rate manipulation generally at the long-term end to facilitate transition of long-term 

parkers to appropriate parking locations within the downtown. 
 

Revenue collection in off-street facilities can vary greatly by type of facility, design and mix of 
uses (i.e., short-term, long-term, monthly). 

 
24. Recommend to the City Council the commuter modes split targets developed in 22 above, for 

adoption as a policy element of the Lake Oswego parking code. 
 
 It is recommended that the City formally adopt commuter mode split goals as a key policy element 

of the City’s transportation and parking management plan.  This would assure that all parking 
standards, strategies and programs are logically correlated to the City’s broader goals for access. 

 
25. Complete development and open new public supply in the 

downtown.  
Completion of site identification, planning, outreach and funding 
efforts described would be finalized and the project completed and 
opened to the public. 

 

XV. CONCLUSION – PARKING MANAGEMENT 
 
The parking management strategies recommended here is intended to 
provide a template for action that would lead to a more efficient and 
organized parking system for the Downtown Lake Oswego.  The 
strategies would be led by a Parking Coordinator with informed insight 
and direction from a representative Parking Advisory Committee. 
 
It is recommended that the strategies envisioned here be implemented over a minimum of 30 months, 

triggered by the 85% Rule and documented parking demand.  Overall, the strategies are designed to get 

the “right parker to the right parking spot” in a manner that supports the strategic vision for growth as 

established by the City. 
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XVI. CHECKLIST - IMPLEMENTATION SCHEDULE 
 

Strategy Immediate Phase 1 Phase 2 Phase 3 Comment 

POLICY ACTIONS 

A. 1 (a) – (c) 

Adopt policies and rules 
(Management Zones 
Operating Principles and 
85% Rule). 

 

  
   

Aids in guiding future 
decision making and 
strategy implementation. 

A. 2 

Assign Parking 
Coordinator Position to 
oversight of parking 
management and plan 
downtown. 

 

  
   

To provide routine oversight 
and continued input in the 
process. 

A. 3  

Establish a Parking 
Advisory Committee 
consisting of downtown 
stakeholders to assist in 
parking program 
implementation and 
review. 

 

  
   

To provide routine oversight 
and continued input in the 
process. 

A. 4 

Develop “exception” 
criteria for adoption by 
City Council that 
informs decision making 
for establishment of 
loading zones and 15, 
30, 60-minute 4-HR, 6-
HR and No-Limit stalls 
within the downtown 
on-street supply 

 

  
   

In the future, on-street 
parking in zones will be 
formatted using a base 
standard (e.g., 2 hours).  
Exceptions to the base 
standard should be granted 
only for businesses that 
demonstrate a legitimate 
need. 

 

 

A.5 

Simplify parking 
standards for new 
development in the 
downtown. 

 

  
   

Better correlate required 
parking to actual demand. 

A.6 

Evaluate and develop 
restrictions on new 
surface parking lot 
development within 
Zones A & B. 

 

  
   

Balance land use density 
vision to existing parking 
allowances for land area 
“coverage” in surface 
parking. 

A.7 

Evaluate and develop a 
fee-in-lieu option for 
new parking 
development in the 
downtown. 

 

  
   

Encourages private sector 
investment in parking that 
can mutually benefit a 
project and the downtown 
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Strategy Immediate Phase 1 Phase 2 Phase 3 Comment 

A.8 

Establish a Downtown 
Parking and 
Transportation Fund as 
a mechanism to direct 
funds derived from 
parking into a dedicated 
fund.  

 

 

  
   

Ensures parking funds are 
“harbored” in a manner that 
supports an on-going 
parking management and 
facility system. 

NEAR TERM IMPLEMENTATION 

B. 1 

Appoint Parking 
Coordinator 

 

 

 

  

 

 

  

 

 

  

Initiates centralization of 
parking program. 

B. 2 

Initiate Parking Advisory 
Committee process  

 

 

  

 

 

  

 

 

  

Provides oversight and 
monitoring committee for 
Parking Coordinator and 
assures guidance of plan 
and information feedback 
for City Council. 

B. 3 

Develop and submit 
service package for new 
right of way signage per 
on-street changes in B. 
4, 5 & 10 below. 

 

     

Necessary to support new 
time stay format on-street. 

 

B. 4  

Reduce and/or 
eliminate all 15 minute, 
1-HR, 4-HR, 6HR and 
No-limit parking stalls in 
Zone A and convert all 
stalls to 2-hour parking.   

 

 

 

  

 

 

  

Controls employee use of 
on-street system in 
constrained parking zones. 

Increases supply of parking 
for visitors in area of highest 
demand for access. 

B. 5 

Reduce and/or 
eliminate all 15 minute,  
1-hour, 6-HR  and No-
limit parking stalls in 
Zone B and convert all 
stalls to either 2-HR and 
“4-HR  or by permit.”   

 

 

 

  

 

 

  

Maximizes currently 
underutilized parking 
supply. Balances employee 
and visitor need.  Uses 85% 
Rule to maintain 
appropriate balance.  
Eventual transition of this 
zone to more customers 
parking on-street. 

B.6 

Stripe all on-street 
parking in Zones A & B 
to better identify 
parking availability and 
location. 

 
 

  
  

Upgrades existing parking 
supply to provide clear and 
convenient identification of 
on-street parking. 
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Strategy Immediate Phase 1 Phase 2 Phase 3 Comment 

B. 7 & 8 

Develop and initiate an 
on-street employee 
parking permit program 
(i.e., paid permits) that 
would allow limited use 
of 4-HR stalls for on-
street all day parking in 
Zone B. 

 

 
 

  

 

  

 

  

Moves longer term parkers 
into underutilized parking 
while opening up stalls in 
the core for priority visitor 
parking. 

 

Controls park & ride abuse. 

B. 9 

Strengthen parking 
enforcement activities 
in Zone A to assure 
existing time zones are 
honored and system 
utilization/turnover is 
operating as intended. 

 
 

  

 

  

 

  

Reduces abuse of time 
zones and increases 
turnover. 

B. 10 

Revisit the use 
agreement for public 
parking at the Lake View 
Village Garage to more 
effectively manage 
parking for customers 
and employees.   

 

 

 

 

  

 

 

 

 

Better utilizes this parking 
asset to balance employee 
and visitor need and 
convenience. 

MID-TERM IMPLEMENTATION 

B. 11 

Re-evaluate and 
reformat stalls in 
publicly owned off-
street lots to balance 
employee use and 
short-term access.   
Explore employee 
parking permit pricing 
based on 85% standard. 

 

 
 

 

 

  
 

Assures parking is managed 
to (a) prioritize customer 
access (b) complement TDM 
efforts and (c) eventually 
pricing parking to “market 
demand.”  

B. 12 

Negotiate shared use 
and/or lease 
agreements with 
owners of strategically 
placed existing private 
surface lots in Zones A & 
B to provide for an 
interim supply of 
parking where needed.  
Begin focus on sites 
identified in the 2010 
Parking Study with 
surplus availability. 

  
 

  

 

  

Redirect underutilized 
private parking supply for 
more general public use. 
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Strategy Immediate Phase 1 Phase 2 Phase 3 Comment 

B. 13 

Expand outreach to all 
businesses within the 
study zone to 
communicate the 
parameters of the new 
Parking Management 
Plan.  

 
 

 

 

  

 

  

Implementation of a new 
parking plan will create 
changes that need to be 
effectively communicated to 
businesses and employees. 

B. 14 

Develop a Residential 
Parking Permit Zone 
(RPPZ) policy and 
program for adoption by 
the City Council for 
future implementation 
in residential areas 
affected by spillover 
from commercial 
parking (i.e., Zone C). 

 
 

 

 

  

 

 

Provides criteria and process 
allowing neighborhood 
associations to request 
RPPZ’s as a response to 
parking spillover issues 

B. 15 

Develop and install a 
signage package of 
uniform design, logo 
and color at public and 
private (shared use) off-
street parking facilities. 

 
 

 

 

  
 

Improves customer 
awareness of supply options 

B. 16 

Strategically place new 
and coordinated way 
finding signage in the 
right-of- way at 
locations chosen 
carefully to direct 
visitors to off-street 
locations. 

 
 

 

 

  
 

Improves customer 
awareness of supply 
options. 

B. 17 

Partner with the 
business community to 
develop/refine a 
marketing and 
communication system 
for access in Lake 
Oswego. 

  
 

  

 

  

Provides a coordinated 
system of communication 
for all those who want to 
access downtown Lake 
Oswego. 

 

B. 18 

Develop a 
recommended package 
of incentives for the 
private development of 
publicly available 
parking. 

  
 

  
 

Provides incentives that 
would encourage use of 
private supply to meet 
multiple downtown parking 
demands rather than just 
site based demand. 
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Strategy Immediate Phase 1 Phase 2 Phase 3 Comment 

B. 19 

Monitor downtown 
parking utilization 
continuously and 
periodically.   Conduct 
parking inventory 
analyses. 

 

 

 

     

Update 2010 Parking Study 
to provide information for 
informed decision making 
and to measure impact of 
parking management plan. 

Supports 85% Rule 

LONG-TERM IMPLEMENTATION 

B. 20 

Complete development 
and open new public 
supply in the 
downtown.  

  
 

 

 

  

Provides for consolidated 
supply and avoids continued 
surface lot development in 
downtown. 

Could be by City or part of 
public/private partnership. 
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IMPLEMENTATION FRAMEWORK  
 
XVII. PARKING MANAGEMENT PLAN – OPERATING PRINCIPLES  
 
This section of the report presents a proposed parking management plan for downtown Lake Oswego.  
The proposed plan strives to give direction to future decision-making for the implementation of parking 
management strategies in specific areas of the downtown. These strategies are designed to assure 
priority access is maintained in each parking management zone.  Overall, the plan is intended to provide 
a flexible system of parking management that is triggered by demand and implemented within the 
context of consensus goals and vision for the downtown. 
 
The purpose of the parking management plan is to: 
 

 Clearly define the intended use and purpose of the parking system,  

 Manage the supply and enforce the parking policies and regulations, 

 Monitor use and respond to changes in demand, and  

 Maintain the intended function of the overall system.  
 
A. Parking Management Zones 
 
Different segments of the downtown have different economic uses and represent different points of 
access into the downtown. This parking plan endeavors to emphasize that the heart or central core of 
downtown represents the area in which the highest density of economic activity and access is intended 
to occur. There are also distinct areas of the downtown with differing levels/types of desired economic 
activity.   The desired uses in a particular area of downtown should drive the decision making for the 
type of parking required.  Parking, then, becomes a management tool that supports specific economic 
uses.  Implementation of parking management strategies in publicly controlled parking supply is 
supportive of the economic development plan for the City of Lake Oswego and its downtown. 
 
Figure K, next page, shows three recommended parking management zones for downtown Lake 
Oswego.   
 
Zones A and B were primarily derived from the data derived from the 2010 downtown parking inventory 
and data collection process and informed through work and analysis related to actual parking dynamics 
demonstrated by the data.   Zone C represents a “peripheral zone” comprised primarily of residential 
uses, which needs some management to assure that spillover impacts from Zones A and B are mitigated 
or minimized.  Zone boundaries were established based on the existing economic and transportation 
characteristics, as well as desired uses for the area, as identified by the City in previous planning efforts. 
Each zone is summarized and its primary purpose and priority stated in this section below. 
 
In short, these three zones represent “economic activity zones” in the downtown that are both 
reflective of existing land uses in addition to areas where future growth of specific economic 
development is anticipated and desired.   From an access perspective, each zone will need to be 
managed in a manner that supports priority economic uses and users identified for that zone.   
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Figure K 
Recommended Initial Parking Management Zones 

  

B. Operating Principles 
 
Operating principles define the purpose and priority for parking in each of the Parking Management 
Zones. Operating Principles complement and reinforce the intended priorities established for the 
downtown.  Within the context of the operating principles for each zone is a specific implementation 
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framework through which decision making for that zone can occur.  The implementation framework 
provides an on-going foundation for strategic decision making grounded in the operating priorities 
established for the zone and for the downtown as a whole. 
 
With adoption of a parking management plan the City commits to implement parking management 
strategies in publicly owned or controlled parking areas to assure the purpose and priority for parking 
established in the Operating Principles are consistently attained. 
 
Operating principles and an implementation framework have been developed for each parking 
management zone.  It is important to recognize the operating principles and the implementation 
framework for each zone are intended to serve as neutral reference points from which discussions of 
parking decision making and strategy implementation are based over time.  As 85 percent occupancy 
triggers are activated, these principles and framework guidelines will help future decision-makers 
through strategy development. Strategies will then be implemented to address specific demand and 
capacity issues in a manner appropriate to that particular point in time.  In this manner, the parking 
management plan remains fluid and adaptable to changing conditions as the downtown develops and 
grows.   
 
ZONE A - Core Zone  

 
The core zone of downtown includes the highest density of development and is intended to support a 
high concentration of employment, retail, restaurant, and entertainment opportunities.  
 
1. Operating Principles (Zone A) 
 
The primary purpose of parking in Zone A is to serve customer and other short-term visitor needs and 
support desired economic uses in the zone.  
 

 The purpose of, and priority for, public parking in Zone A is to support and enhance the vitality 
of the retail core.   

 Parking for short-term users is the priority for on-street and off-street spaces in Zone A.  
 Employees should be discouraged from parking in Zone A, particularly on-street. 
 Parking will be provided to ensure convenient, economical, and user-friendly access for 

customers, clients, and visitors to downtown at all hours of the operating day (i.e., weekdays, 
evenings and weekends).    

 All on-street parking in Zone A will be regulated (i.e., time stay and enforced).   
 
2. Implementation Framework (Zone A) 
 

A. All on-street parking will be 2 hour parking based on the principle that: 

1. The 2 hour time stay allows adequate customer, visitor and client access to the 
retail core; and 

2. Uniform time stays foster a parking environment that is easy for the customer, 
visitor and client to understand. 

3. Any variation to the 2 hour standard will be evaluated through and exceptions 
process (see E, below). 
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B. The long-term priority for on-street parking in Zone A will be 2 hour parking.  As 
strategies within this plan are implemented, any on-street spaces of longer duration will 
be transitioned to off-street locations within the core and immediately adjacent to it.  

 
C. The priority for off-street parking in Zone A will be a combination of stays of parking for 

downtown employees and visitor parking that accommodates customers, visitors and 
clients needing longer term stay opportunities.  Over time, employee parking in the core 
is to be discouraged in City owned facilities as visitor demand increases.  As visitor 
demand increases the mix of employee parking in Zone A should favor visitors with 
more employees moved to Zone B and/or alternative modes. At no time should parking 
in Zone A be provided for use by non-downtown based users (e.g., park and ride) who 
would park cars all day in Zone A as a means to leave downtown for another 
destination. 

 
D. The City will conduct regular utilization and capacity studies to ascertain the actual peak 

hour utilization and average turnover of parking resources in the core area.  If utilization 
of on and off-street parking in Zone A exceeds 85 percent for sustained periods of time 
and turnover meets desired rates, the City will evaluate and implement one, or a 
combination of, the following implementation steps “triggered” by the 85 percent 
threshold: 

 

 Increase level and/or duration of enforcement to assure desired rate of turnover 
and minimize/eliminate abuse (i.e., exceeding time stay, moving to evade). 

 Reduce on-street time stays to increase turnover (e.g., 2-hours to 90 minutes) as 
appropriate. 

 Transition employee parking in Zone A into other parking zone(s) through attrition 
and/or elimination of monthly permits issued for long-term parking in the zone. 

 Pursue shared-use agreements with private lots to provide for additional short-term 
parking in Zone A.  

 Pursue implementation of valet programs (e.g., in partnership with restaurants) to 
enhance customer/visitor access by shuttling cars to areas with available capacity. 

 Convert some signed time limits to metered time limits to create greater efficiency 
in actual rate of turnover and to create a potential revenue source for new supply. 

 Expand the boundaries of the Core management zone to increase the number of on-
street visitor spaces. 

 Increase non-SOV use (i.e., programs for shuttles, transit, ridesharing, etc.) 

 Create new public supply in Zone A. 
 

E. The City will establish policy guidelines for exceptions to the short-term parking 
requirements in Zone A. 

 
1. Handicapped/disabled access 
2. 15 - 30  minute zones 

a. Specific criteria for approval (i.e., by specific business type). 
b. Specific locations (i.e., end of block versus mid-block). 
c. Number per geographic area (i.e., shared by users in a particular area). 
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3. Loading zones 

a. Maximum number per block face(s). 
b. Limitation on number per geographic area (e.g., no more than two for every 

three continuous block faces). 
c. Evaluation of opportunities for shared loading and customer parking.21 

 
ZONE B – Emerging Core Zone 

 
Zone B, the Emerging Core Zone, includes a mix of development types, but at lower densities than in the 
core and with a relatively higher proportion of service, residential and professional services. Expansions 
of the economic land use characteristics of Zone A are expected to occur in the Emerging Core Zone.  
 
1. Operating Principles (Zone B) 
 
The City’s goal is to continue to encourage the mixed-use development of this zone, particularly as it 
supports the retail core. As such, on street parking in Zone B is intended to transition over time to serve 
short-term parking needs and the desired land uses in this zone.  In the interim, surplus parking in the 
zone can be effectively utilized to meet unmet long-term demand. 
 

 Most (if not all) on-street parking in this zone will be transitioned to serve short-term, visitor 
parking. Off-street parking will continue to provide a mix of short and long-term stay 
opportunities.  

 Underutilized on-street parking in this zone will be made available to employee parking. 
 Over time, on-street parking will reflect a balanced mix of short and long-term stay 

opportunities.  Long-term parking may eventually require transition into off-street supply. 
 Off-street parking in this zone is intended to provide convenient and cost-effective employee 

parking supply as a measure to preserve higher access opportunities for customer and patron 
use in the core zone (Zone A). 

 Parking in this zone will be managed in a manner that minimizes and mitigates spillover of 
commercial parking demand into residential areas immediately adjacent to the central business 
district. 

 
2. Implementation Framework (Zone B) 
 

A. The majority of on-street parking will be 3 hour parking “or by permit,” with an 
appropriate mix of short and long-term parking based on capacity considerations (i.e., 
85% Rule).22  This is based on the principle that: 

 
1. This mix of parking is conducive to both customers and employees and longer term 

visitor parking for the downtown; 

                                                 
21

 "Combination Loading Zones" have been used in other jurisdictions allowing loading during specific periods of the day (e.g., 
6:30 a.m. - 10:00 a.m.), then convert to short-term parking during all other time periods.  Such zones, if successfully managed, 
can increase overall short-term supply. 
22

 The City and PAC might consider starting with 3 hour stalls ‘or by permit’ in this zone if it is believed that the permit system 
and enforcement can ensure that employees are not adversely affecting customer access in Zone B. 
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2. There is adequate on-street capacity in the zone to meet both short and long-term 
parking demand. 

3. The current economic uses in the zone do not as yet require the type of turnover 
ratios necessary in Zone A. 

4. Variation to the 3 hour standard can be monitored and adjusted through occupancy 
data and an exceptions process (see E, below). 

 
B. The long-term priority for on street parking in Zone B will be 2 hour parking.  As 

strategies within this plan are implemented, long-term parking (time stays and permits) 
will be transitioned to off-street locations within the Emerging Core Zone and 
immediately adjacent to it.  

 
C. The priority for off-street parking in Zone B will be mixed-use parking to accommodate 

the full range of users, including employees of the downtown, customers, visitors and 
clients.  These facilities are intended to provide for a range of time stay opportunities. 
The intent of off-street parking in Zone B is to minimize and/or prohibit (over time) the 
use of city owned/controlled Zone B parking for park and ride uses.  In the near term, 
some accommodation could be made for such uses (based on occupancies of less than 
85%). Ideally, any park and ride facilities would be prohibited or specifically limited to 
assure that City parking resources are aggressively managed to maximize access for 
businesses and patrons of the downtown.  

 
D. The City will conduct regular utilization and capacity studies to ascertain the actual peak 

hour utilization and average turnover of parking resources in Zone B.  If utilization of on 
and off-street parking in the Emerging Core Zone exceeds 85 percent for sustained 
periods of time and turnover meets desired rates, the City will evaluate and implement 
one, or a combination of, the following implementation steps “triggered” by the 85 
percent threshold: 

 

 Increase level and duration of enforcement to assure desired rate of turnover and 
minimize/eliminate abuse (i.e., exceeding time stay, moving to evade). 

 Increase mix of short-term time stays (2 or 3 Hour only) to increase turnover. 

 Pursue shared-use agreements with private lots to provide for additional parking in 
Zone B or adjacent areas.  

 Transition on-street employee parking in Zone B into available off-street locations 
within the parking zone or “satellite locations.”  

 Attrition and/or eliminate use of publicly owned/controlled parking supply by non-
downtown users (e.g. park and ride) 

 Increase non-SOV use by employees (i.e., programs, transit, bike/walk, ridesharing). 
This would be accomplished through reduction/elimination or pricing of monthly 
permits issued for parking in off-street locations. 

 Meter/charge for parking (on and/or off-street) to create greater efficiency in actual 
rate of turnover and to create a potential revenue source for new supply. 

 Create new mixed-use public parking supply within or adjacent to the zone. 
 

E. The City will establish policy guidelines for exceptions to the parking requirements in the 
Emerging Core Zone. 
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1. Handicapped/disabled access 

2. 15 - 30 minute zones 
 

a. Specific criteria for approval (i.e., by specific business type) 
b. Specific locations (i.e., end of block vs. mid-block) 
c. Number per geographic area (i.e., should be shared by users in a particular area) 
 

3. Loading zones 
 

a. Maximum number per block face(s). 
b. Limitation on number per geographic area (e.g., no more than two for every 

three continuous block faces). 
c. Evaluation of opportunities for shared loading and customer parking. 

 
ZONE C – Peripheral Parking Zone 

 
The Peripheral Area serves a high proportion of residential demand with some low-density commercial 
uses. If spillover effects from the Core and Emerging Core Zones (Zones A & B) are problematic, a 
Residential Parking Zone (RPZ) may be established to ensure that adequate parking is available for 
demand generated from uses within the Peripheral Area. Initially, parking in the Peripheral Area is 
intended to be largely unregulated.   
 
1. Operating Principles (Peripheral Parking Area) 
 
Parking in the Peripheral Area is intended to serve residential demand and uses generating demand 
from within the zone.  It is intended that “spill over” from other parking zones within the downtown be 
mitigated. 
 

 Parking in the Peripheral Area is intended to meet demand generated within this parking area.  
 Parking in this area is unregulated. As such, no time stay restrictions are in effect. Future 

management strategies assumed for this area would be contingent on the parking activity, 
capacity, and utilization of all other parking zones.  

 If parking spillover from Zones A or B results in inadequate parking availability for properties 
within the Peripheral Area, Residential/Area Permit Zone programs may be desired.  

 
2. Implementation Framework (Peripheral Area) 
 

A. Parking in this zone is unregulated.  As such, no time stays are in effect.  Future 
management strategies assumed for this area will be contingent on the parking activity, 
capacity, and utilization of all other parking zones. 

B. Residential Permit Zone programs may be implemented if parking spillover from Zones 
A – E results in inadequate parking availability for properties within the Peripheral Area. 

 
C. Conclusion – Operating Principles 
 
Formatting decision-making within the context of unique parking management zones with specific 
operating objectives and criteria assures that the implementation of strategies is tied directly to desired 
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outcomes.  This will facilitate what may at times seem to be difficult or controversial decisions (e.g., 
increased enforcement, displacement of employees out of visitor supply, rates, etc.).  Operating 
principles are established to provide a reasonable and strategic framework for discussions of parking 
management actions and their appropriate implementation. 
 

XVIII. SUMMARY  
 
Lake Oswego has done a good job in managing its 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.  
What is lacking is a clear, flexible and consensus based blueprint for using parking management to 
support and facilitate the longer-term strategic vision.  This plan provides that blueprint.  It will 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 and policy, reformatting and simplifying 
access in the downtown and a commitment to parking best practices. 
 
This parking management plan defines the intended use and purpose of the parking system; manages 
the supply and enforces the parking policies; monitors the use and responds to changes in demand; and, 
maintains the intended function of the overall system.  
 
This plan has been developed to build upon principles and operating strategies that are based on the 
fundamental values and objectives for Downtown Lake Oswego. The parking management strategies 
were identified to optimize the use of existing parking in the downtown. These strategies include policy, 
zone specific and on-going area wide strategy recommendations. The success of the plan is dependent 
upon its adoption by City Council and formal implementation through a coordinated process.  Adoption 
of the plan by City Council will be essential to implementation. 
 
It is apparent that as Downtown Lake Oswego grows, so too will demand for parking.  New 
development, a faster pace of trip growth, losses of current parking supply on surface lots, parking and 
transportation demand management programs, streetcar and/or other events can work to accelerate or 
moderate the need for new parking supply.  Similarly, the City’s development vision for the area targets 
a much higher mode split for employees using alternative modes, leading to a situation where the 
current parking requirements may need to be adjusted downward to a level more commensurate with 
desired levels of employee parking demand, creating a need for a separate and dedicated supply of 
parking for visitor use. 
 
In summary, the plan developed through this process recognizes the importance of parking and access 
in the success of downtown’s economic development future.  The plan and its associated strategies 
provide a context from which coordinated and strategic parking management can begin.   
 



 



Revised:  03/09/12 Page 1 

50.05.004  DOWNTOWN REDEVELOPMENT DESIGN DISTRICT1  

1. PURPOSE 

The purpose of this section, the Downtown Redevelopment District Design Standard, is to guide the 
redevelopment of downtown Lake Oswego in a manner that creates a feeling of vitality and sense 
of place in order to attract private investment and redevelopment of the area and create a 
community center that reflects and 
enhances the character of the City of Lake 
Oswego. 

(Ord. No. 2316, Added, 03/05/2002) 

2. APPLICABILITY 

Except as otherwise expressly provided 
below, the following developments within 
the Downtown Redevelopment District 
(shown in Figure 50.05.004-C) are subject 
to the requirements of this section: 

a. Construction of a new building; 

b. Substantial remodeling of an existing 
building.  For the purposes of this 
section “substantial remodeling” 
means: 

i. Exterior remodeling that changes 
the appearance of more than 
50% of any building elevation; 
or 

ii. A restaurant building expansion 
of more than 100 sq. ft. or any 
other expansion of a building of 
more than 300 ft. 

Exception: expansion is solely designed and constructed: 

(1) To provide for accessibility to the disabled, 

(2) To provide for energy conservation (e.g. addition of an entry vestibule), 

(3) To provide for screened recycling or trash storage, or 

(4) To relocate or screen visible exterior mechanical equipment so that such 
equipment is no longer visible; 

c. Any development funded or partially funded utilizing a financial incentive granted, provided 
by or obtained through the authority of the City of Lake Oswego or LORA.  As used in this 
section, a “financial incentive” includes a grant, fee waiver, revolving loan, tax abatement, 
property exchange or similar financial incentive provided by or secured through the City of 
LORA; and 

d. Construction or modification of a sign (LOC Chapter 47 only).2 

                                                 
1 50.65 
2 Staff Note: flag for Phase 2. Strike this reference. 

Figure 50.05.004-A: Downtown Redevelopment District 

EXHIBIT F-2 
LU 11-0044 
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d.e.  Within the Downtown Parking District, expansion of surface parking lot greater than 25%, 
or 20,000 sq. feet of the site, whichever is less.   

This additional applicability trigger is added to implement the restriction against surface parking 
lots being greater than 25% / 20,000 sq ft., even though there is no “new construction” or 
“substantial remodeling” occurring. 

 

(Ord. No. 2316, Added, 03/05/2002) 

3. RELATIONSHIP TO OTHER DEVELOPMENT STANDARDS 

a. LOC 50.05.004.5 to LOC 50.05.004.7 supersede LOC 50.06.001.5, Commercial, Industrial, 
and Multi-Family Development Standards for Approval, in its entirety for developments 
subject to this overlay district. 

b. LOC 50.05.004.8 shall apply in addition to the requirements of LOC 50.06.004.1, 
Landscaping, Screening and Buffering, but exceptions to the requirements of LOC 
50.06.004.1 may be granted as provided in LOC 50.08.005, Downtown Redevelopment 
District Exceptions to Standards. 

The reference to the Downtown Redevelopment Design District Exception is duplicative – all 
exceptions are found in this Code Reorg format in LOC 50.08, with the Downtown 
Redevelopment Design District Exception specifically found in LOC 50.08.005. 

 

c. The parking standards (LOC 50.06.002) apply in full, but the requirements may be modified 
as provided in LOC 50.05.004.9, and exceptions may be granted as provided in LOC 
50.08.005, Downtown Redevelopment District Exceptions to Standards. 

The reference to the Downtown Redevelopment Design District Exception is duplicative – all 
exceptions are found in this Code Reorg format in LOC 50.08, with the Downtown 
Redevelopment Design District Exception specifically found in LOC 50.08.005. 

 

d. LOC 50.05.004.12 shall apply in addition to street standards contained in the remainder of 
this Code. 

e. In the event of conflict between this overlay section and any other provision of this Code, the 
provisions in this section shall apply. 

(Ord. No. 2316, Added, 03/05/2002) 

4. DEFINITIONS 

As used in this section,  

“Downtown Parking District” means the area shown on the Downtown Parking District Map, Figure 
50.05.004 –B: 

// 
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Figure 50.05.004 –B   Downtown Parking District 

 

"Village Character" means a community of small scale structures that appears and operates like a 
traditional small town.  A village is typically composed of an assembly of smaller mixed used 
structures often centered on a square of other public space or gathering area, such as a body of 
water, a transportation route or a landmark building.  Adherence to village character is not 
intended to require an historical reproduction of a turn of the century small town, but rather to 
encourage the development of a sophisticated small city that is pedestrian friendly, creates a 
sense of community and attracts people to the downtown in the same manner and using similar 
design concepts as historic small towns and neighborhood centers.  

(Ord. No. 2316, Added, 03/05/2002) 
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5. BUILDING SITING AND MASSING 
 …. 
6. BUILDING DESIGN 
 …. 
7. VIEW PROTECTION 
 …. 
 
8. LANDSCAPING AND SITE DESIGN REQUIREMENTS 
 …. 
 
// 
 
// 
 
// 
 
// 
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9. PARKING REQUIREMENTS3 

Parking shall be provided designed to provide adequate, but not excessive, space while 
preserving and enhancing the village character of Lake Oswego, throughin compliance with the 
following criteria. 

a. Number of Spaces 
New uses  Uses shall provide the number of parking spaces required under the City of Lake 
Oswego Parking Standards (LOC 50.06.002) , modified as follows:  

Because of the layout of Downtown Lake Oswego and the ready availability of on-street 
parking and transit, the minimum parking requirement shall be .75 of the total required 
for each use pursuant to Table 50.06.002-1, Minimum Off-Street Parking Space 
Requirements. . 

 

The Downtown Redevelopment Design District standards are only applicable to new and substantially 
remodeled buildings.  The current use of “new uses” mean that it was only applicable to new uses in 
either new construction or substantially remodeled buildings.  The amendment to the minimum parking 
requirements in LOC 50.06.002 will result in the new parking standards in the Downtown Parking 
District being applicable to new and existing businesses, even though no new construction or 
substantial remodeling is occurring.  The minimum parking standards in the Downtown Parking District 
are being reduced without the need for any development / application by the property owner.  
However, staff recommends that the “number of spaces” provision remain in this subsection, with 
“new” removed from “new uses”, as a means to point the reader to the reduced parking standards in 
LOC 50.06.002.  Existing businesses may (but are not required to) take advantage of the parking 
space reductions and either: 
 Continue to use the parking area they currently have (and to the extent the parking would 

exceed the minimum parking requirement, it would continue as a non-conforming amount of 
excess parking, i.e.,  (over the 125% maximum for non-residential parking). 

 For residential and non-residential development, reduce the amount of parking (either currently 
available on-site or off-site shared / reserved) to the lower amount of parking in this ordinance. 

 Take advantage of parking reduction through traffic demand management programs in this 
ordinance. 

 

The “because” clause applies to the entire Downtown Redevelopment Design District, both in and 
outside the Downtown Parking District.  The Parking Study provides the legislative history on why 
different standards are proposed within the Downtown Parking District.  Staff proposes deleting the 
“because” clause because (a) no parallel purposes clause is proposed for the Downtown Parking 
District, and (b) the portion of the Downtown Redevelopment Design District that is not within the 
Downtown Parking District does not have the same degree of ready availability of parking due to the 
street design and transit accessibility. 

The .75 reduction for the parking within the Downtown Redevelopment Design District, and the parking 
required within the Downtown Parking District shall be stated in the Parking Standard, rather than 
separately in this Overlay District. 

 

                                                 
3 50.65.055 
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Within the Downtown Parking District, the current modifiers to reduce parking would not 
be available because the parking requirement is being reduced to from 2.2 – 13 spaces 
per 1000 sq feet to 1 space per 1000 sq. ft.  This proposed reduction compensates for 
the various reductions that are currently in place, to simplify the calculation of minimum 
parking requirements in the Downtown Parking District. 

 

iiRetail uses within 1,000 ft. of 100 or more residential units may further reduce their total 
parking requirements to .9 of the total spaces required after all other adjustments are 
made pursuant this section. 

 

This subsection appears to have the same level of applicability as the .75 reduction.  
However, it is actually an additional reduction that is applied to the .75 reduction.  In CDC 
Update with Policy Implications (LU 08-0054), the above additional reductions are 
referred to within LOC Appendix 50.55-C, Method to Calculate Minimum Parking Spaces 
Through Modifiers. However, this reduction would no longer be applicable to the 
Downtown Redevelopment Design District because the areas that are inside the Design 
District but outside the Parking District are the Oswego Pointe Apartments and 
Condominiums and the R-2 residential area on the NW corner of the District. 

 

iii.  Within the East End General Commercial zone only, only the parking modifiers 
permitted by the Downtown Redevelopment District Design Standards, and Development 
Size, or the Parking Study provision are permissible for reduction options.4 

The non-applicability of additional parking modifiers, except for Parking Study, are 
addressed in the Parking Standard. 

 

iv.  New uses within existing buildings may demonstrate compliance with the parking 
requirement through the use of existing spaces on adjacent property if the applicant 
complies with all of the following criteria: 

(1) The applicant demonstrates that the proposed use has substantially different 
peak period parking needs than uses served by the parking spaces on the 
adjacent property.  Evidence necessary to support such demonstration may 
include a by-the-hour parking study, patron use evidence from register tapes, 
or written employees transportation and parking policies. 

(2) The applicant demonstrates that he or she has permission of the owner of the 
adjacent property to utilize his or her property for parking, either by an 
easement or a parking agreement or leases that will last for the life of the 
use. 

The location of the adjacent property complies with LOC 50.05.004.9.b of this section. 

This section is deleted because it is about the requirements for shared parking, which are 
not unique to the Downtown area.  They are in LOC 50.55 [to be modified as part of the 
CDC update (LU 08-0054) now pending before the Planning Commission], and are 
referenced below regarding the permitted locations for parking spaces to meet the 

                                                 
4 50.55.010(1)(e)(ii) 
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minimum parking requirement. 

 

v. High turnover eating or drinking establishments such as coffee shops, ice cream parlors 
and “take-and-bake” food services may vary from the parking requirements for 
restaurants by providing evidence that demonstrates the short term nature of their 
employee and patron parking needs.  In no case, however, shall parking be reduced 
below the number of spaces that would be required for an equal size retail store. 

This subsection appears to have the same level of applicability as the .75 reduction.  
However, it is actually an additional reduction that are applied to the .75 reduction.  By 
the use of “except as may be further reduced or waived below,” the fact that these are 
actually additional reductions to the .75 (as appears in the Parking Standard) is clear.  In 
CDC Update with Policy Implications (LU 08-0054), the above additional reductions are 
referred to within LOC Appendix 50.55-C, Method to Calculate Minimum Parking Spaces 
Through Modifiers.   

The parking standards list the use as “eating and drinking establishment,” not “restaurant”. 
However, this reduction would no longer be applicable to the Downtown Redevelopment 
Design District because the areas that are inside the Design District but outside the Parking 
District are the Oswego Pointe Apartments and Condominiums and the R-2 residential 
area on the NW corner of the District. 

 

vi.  Existing on-street parking along the property frontage shall be used to calculate 
parking requirements. 

Moved to subsection (b) regarding permitted Location of Parking Spaces. 

 

vii.  In the portion of the downtown shopping and business district shown on Figure 
50.05.004-K: Downtown - No Required Parking, below,5 no parking shall be required for 
existing or proposed uses when: 

A retail use locates in an existing structure, or 

An existing structure is expanded and the ground floor footprint does not increase in area.  

                                                 
5 Appendix 50.65-A, Figure 1 
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Figure 50.05.004-A: Downtown - No Required Parking 

 

 
 

 

 

b. Employee and Patron Parking Restrictions  
Employee and patron parking shall be restricted to available parking within the commercial 
district as follows: 

i. On-site parking, 

ii. Owner or easement parking for patrons within 500 ft. of the business site, 

iii. Owned or easement parking for employees within 1,000 ft. of the business site, or 

iv.  On street parking along the property frontage. 

This section is deleted here because it is about the location of parking, which is discussed below.  
However, one should note that parking location does not distinguish between patron parking 
location limitations and employee parking limitations because (1) the minimum parking standards 
don’t have a separate calculation to determine employee v. patron parking, so it is not possible to 
enforce in the site of the location how much parking is needed for employee v. patron, (2) and it is 
very difficult to enforce the distinction when people park their vehicles in the different parking lots.  
The Parking Study does not distinguish between employee v. patron; employee parking is only 
managed by time-limit (2 hr) parking on-street. 

 
b. Location of Parking Spaces.   

i. Outside Downtown Parking District.  Parking spaces shall be in one or more of the 
following locations:  

This section is proposed to be deleted. Historically, this section was used 
to promote downtown redevelopment of retail uses and to help minimize 
the parking requirement for retail uses. For example, restaurants 
require 13.3 spaces per floor area.  The proposed amendments reduce 
parking requirements for all non-residential uses to 1 space per 1,000 
floor area, thereby eliminating the need for this code section.  
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(1).    On-site. 
(2).    On-street parking along the property frontage 
(3).    In a shared surface parking lot or public garages within 500 feet of the 
development site.  [Shared parking must comply with Shared Parking Option 
standards in LOC 50.06.002(2). 

 
The portion of the Downtown Redevelopment Design District that is not within the Parking 
District is limited to the Oswego Pointe apartments and condominiums and the residential 
R-2 portion at the NW corner of the Design District.  Residential parking should be located 
either on-site or within 500’ of the site, similar to the requirement for residential parking 
within the Parking District. 
 

 
“Garage, Public. A publicly or privately owned structure having one or more stories, 
used for the parking of motor vehicles, and open for use by the general public, either free 
or for remuneration. Public parking garages may include parking spaces for customers, 
patrons or clients which are required by this Code, provided said parking spaces are 
clearly identified as parking space(s) for the building or use.”  LOC 50.02.005. 

 
 ii. Within Downtown Parking District.  Parking spaces shall be in one or more of the 
locations listed in (1) – (4), or met by (5): 
   (1). On-site.  

 (2). For non-residential uses, on-street parking along the property frontage. 
 

In the Downtown Parking District area, on-street frontage parking would not be counted as meeting 
the minimum parking requirements for residential uses.  (Currently, it could be counted.  This parking 
allowance had the effect of reducing the amount of parking required to be provided by the 
developer for residential development.  Parking that is “on-street” is within the public right-of-way; it 
does not limit who may park there, it is open to the public and there are no “vested rights” for on-
street parking spaces for those residents.)  Residential and Commercial Residential parking use is 
typically long-term (all day / all evening.  Long–term parking, at least during business hours, in the 
downtown area is likely to be eliminated as an option when on-street demand for parking results in 
the enforcement of time-limited (2 hr) parking.  Thus, for new residential and Commercial Residential 
development, they should secure on-site or shared parking now, to meet their parking needs when 
parking time is restricted on-street.  Residential and Commercial Residential parking requirements are 
proposed to be reduced from 1-1.5 spaces/unit* to 0.75 spaces/unit.  [Assisted Living is a use within 
the Commercial Residential category; its current parking requirement is 0.5 space per unit plus one 
per three employees.]  In addition, required parking spaces should not “depend” on on-street 
parking, creating a false sense of entitlement.  It is in the best interest of residential developments in 
the district to have off-street parking to accommodate the expected residential parking needs of 
owners, tenants and visitors. 

 
 (3). For non-residential uses, in a shared surface parking lot or public garages 

within the Downtown Parking District.  [Shared parking must comply with Shared 
Parking Option standards in LOC 50.06.002(2)]. 

 
This essentially duplicates the locational requirement for shared parking, which is also found for the 
area outside the Downtown Parking District above, but the shared parking may be located anywhere 
within the Downtown Parking District, not just within 1000 ft. 

 
(4). For residential and commercial residential uses, shared surface parking 
lots or public garages within 500 ft. of the site and within the Downtown Parking 
District. 
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In the Downtown Parking District, it is expected to evolve where short-term parking will be on-street 
and long-term parking needs (employees / residents) will be in parking structures, or in limited 
surface parking lots.  While employees may be amenable to walking a distance to the business from 
the parking area (or thereby encourage alternative modes of travel to work), residents and 
hotel/motel guests are less amendable to parking a long distance from the residence or commercial 
residential facility.  Thus, for new residential and commercial residential development, to meet their 
parking needs when parking time is restricted on-street, relatively nearby parking should be 
provided. 

 
(5). Fee in Lieu of Parking.  For non-residential uses, the owner may, at the 
City’s discretion, pay a fee to the City. Payment of this fee does not release the 
owner from participating in other programs such as a Local Improvement District 
or Tax Increment Finance that may apply.  

 

In 2006, Bend found that the average construction cost per stall was $24,000/space.  Their fee in 
lieu is $20,000 per space.  The fee should be in the Master Fee Schedule, not in the Code as that 
allows it to be set and adjusted periodically by the City Council.   The fee cannot be used for 
operating costs by the City.   

 

(Ord. No. 2316, Added, 03/05/2002) 

5. PARKING LOT DESIGN6 

Parking shall be designed in compliance with the following criteria: 

a. Parking configuration and circulation shall be designed to provide access from streets within 
the District and direct traffic away from residential zones, particularly delivery vehicles.  Off-
site, signal or signage improvements may be required if needed to direct traffic away from 
residential zones. 

b. Driveways to parking areas shall be located to avoid breaking the storefront pattern along 
primary7 pedestrian ways.  First Street south of “B” Avenue shall be considered a primary 
pedestrian way. 

c. Parking lots and structures shall be sited and designed to mitigate adverse lighting and noise 
impacts on residents.  The reflection of sound by the Lake surface shall be specifically 
considered. 

c.d. Within the Downtown Parking District, the maximum area of the site that can be used as 
surface parking is 25%, or 20,000 sq. feet, whichever is less.  A greater surface parking area 
may be provided if the additional area is available to the general public, either for a 
commercially-reasonable fee or without charges. 

 

One of the goals stated in the Parking Study is to intensify the opportunity for development on site 
by reducing the minimum number of parking required, and reduce the amount of surface parking 
lots.  Parking would be handled through a combination of on-site (either a small surface parking lot 
or above- or below-ground parking), on-street time-limited (2-hr) parking, and shared publicly-

                                                 
6 50.65.060 
7 Staff Note: flag for Phase 2 – Are there secondary pedestrian ways?  What is the definition of primary pedestrian way? 
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available parking (surface parking lot or parking structure). 

 

(Ord. 2501, Amended, 03/20/2008; Ord. 2316, Added, 03/05/2002) 

6. PARKING STRUCTURES 

In addition to compliance with the requirements of LOC 
50.05.004.10, a proposed parking structure or garage shall 
comply with the following design standards: 

a. Retail storefronts at the ground level of parking 
structures shall be located at the periphery of parking 
areas and structures.  The street side of residential 
parking structures may contain facilities or services for 
residents, such as laundry rooms, lobbies, or exercise 
rooms. 

b. Building materials shall compliment abutting building 
materials as illustrated in Figure 50.05.004-L: Parking 
Structure Building Materials and Entries.8  In cases where 
a parking structure extends to the periphery of a site, 
the design of the structure shall reflect the massing, 
fenestration and detailing of adjacent and abutting 
buildings. 

c. Architectural elements such as a frieze, cornice, trellis or 
other device, shall be continued from a residential 
portion of the building onto a parking structure. 

d. Entries shall be designed to be subordinate to the 
pedestrian entry in scale and detailing.  If possible, parking structure entries shall be located 
away from the street, to the side or rear of the building. 

e. If possible, parking structures should be designed so that portions of the parking structure 
decks are used for landscaping or entry courts to abutting buildings. 

f. Parking structures shall be detailed at ground level in a manner similar to adjacent or abutting 
buildings in order to create a strong/emphasized base. 

(Ord. No. 2316, Added, 03/05/2002) 

7. STREET, ALLEY AND SIDEWALK DESIGN9 ….  

 

 (Ord. No. 2316, Added, 03/05/2002) 

 

                                                 
8 Appendix 50.65-A, Figure 11 
9 [Cross-Reference:  LOC 42.03.400 - Sidewalk Standards.] 

Figure 50.05.004-L: Parking 
Structure Building Materials and 

Entries 
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50.06.002 PARKING10 

1. APPLICABILITY11 

The provisions of this Article shall apply to all development which generates a parking need.  This 
shall include the construction of new structures, the remodeling of existing structures and a change 
of use which increases on-site parking or loading requirements or which changes access 
requirements. 

2. STANDARDS FOR APPROVAL 

a. Vehicle Parking 

i. Required parking spaces shall be available for the parking of operable passenger 
vehicles of residents, customers, patrons and employees and shall not be used for the 
storage of vehicles or materials or for the loading and unloading or parking of vehicles 
used in conducting the business or use. 

ii. Number of Required Parking Spaces 

(1) Refer to Table 50.06.002-112 to determine the number of parking spaces 
required.  The number of parking spaces specified for each type of use are 
the minimum standards.  Fractional space requirements shall be counted as the 
next highest whole space. 

(2) Except for residential parking requirements, the maximum number of parking 
spaces shall not exceed: 

A. Downtown Parking District:  6 spaces / 1,000 sq. ft. Floor Area. 

 Exemption:  Parking structures – no maximum. 

Metro Code Section 3.08.410(C) permits an exemption for “high-efficiency 
parking management alternatives” such as parking structures and vehicle parking 
for rent from the maximum parking limitation.   

 

B. Other Areas: 125% of the minimum number of required spaces. 

(2)(3) Handicapped parking and ramps shall be provided in accordance with 
the Uniform Building Code. 

(3)(4) In the case of mixed uses, the total requirements for off-street parking 
facilities shall be the sum of the requirements for the various uses computed 
separately. 

  

                                                 
10 50.55 
11 [Cross Reference:  LOC 50.07.050 - Parking in R-6 Zone.] 
12 Appendix 50.55-A  
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 

DOWNTOWN PARKING DISTRICT 
(See Figure 50.05.004 –B   DOWNTOWN PARKING DISTRICT) 

1.  Residential Use .75 Space Per dwelling unit 
2.  Commercial Residential Use .75 Space Per dwelling unit 
3.  Non-Residential Use (commercial, industrial, 
institutional, etc.) 

1 space per 1,000 sq. ft. G.F.A. 

4.  Non-Residential Use ≥35,000 sq. ft. 2.5 spaces per 1,000 sq. ft. G.F.A. 
 

See 2010 Parking Resource Assessment -Downtown Parking Study (Exhibit F-1) 
and Technical Memorandum:  Downtown Parking Requirements and Fees-in-lieu 
(Exhibit F-4). 

 
 

 

DOWNTOWN REDEVELOPMENT DESIGN DISTRICT OUTSIDE OF DOWNTOWN 
PARKING DISTRICT (See Figure 50.05.004 –B   Downtown Parking District) 

1.  Permitted Use 75% of the parking spaces required under 
“Other Areas” below 

 
OTHER AREAS 

(A).  RESIDENTIAL  
1. Single-family dwelling and duplex 1 space per dwelling unit 
2. Secondary dwelling unit 1 space per unit (in addition to 1 space 

required for main dwelling unit) 
3. Multi-family 25% of the required parking for multi-family 

use shall be located to provide for common or 
visitor use 

     i. Studio/Efficiency 1 space per unit 
     ii. 1 Bedroom 1.25 spaces per unit 
     ii. 2 or more Bedrooms 1.5 spaces per unit 
4. Rooming and boarding house; Bed and 
Breakfast 

1 space per each guest room plus one for 
owner  

  
(B) COMMERCIAL RESIDENTIAL   
1. Hotel or Motel 1 space per unit 
2. Assisted living facility 0.5 space per unit plus one per three 

employees  
3. Hospital  1.5 spaces per bed 
(C) PLACES OF PUBLIC ASSEMBLY 
1. Churches, clubs, lodges, meeting rooms, and 
auditoria 

1 space per 4 seats of maximum capacity, or 1  
space per each 5 occupants based on maximum 
capacity as calculated under the provisions of 
the Uniform building Code 

2. Library, reading room, museum, art gallery 1.88 spaces per 1,000 sq. ft. plus one space 
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 
per 2 employees on the peak shift 

3. Nursery, day or child care facility, 
kindergarten  

2.5 spaces per 1,000 sq. ft. G.F.A 

4. Elementary or middle school or equivalent 
private or parochial school 

16.6 spaces per 1,000 sq. ft. G.F.A in the 
auditorium or 2 spaces per classroom, 
whichever is greater 

5. Senior high and equivalent private or 
parochial school 

0.2 spaces per number of students and staff 

6. College; commercial school for adults 3 spaces per 1,000 sq. ft. G.F.A (excluding 
dorms) 

7. Schools such as martial arts, music, dance, 
gymnastics 

1 space per 100 sq. ft. of G.F.A of lesson 
activity floor area plus .5 space per employee 

(D) COMMERCIAL AMUSEMENTS  
1. Stadium, arena, theater 1 space/4 seats (fixed seating) 
2. Bowling alley 3 spaces per lane plus 0.5 space per employee 
3. Sports club/Recreation facilities, including 
billiard and pool parlors, video arcades, dance 
hall, gymnasium, health club 

2 spaces per 1,000 sq. ft. G.F.A 

(E) COMMERCIAL 
1. Office, including business and management 
services except medical or dental 

3.33 spaces per 1,000 sq. ft. G.F.A 

2. Medical and Dental Offices or clinics 
including accessory laboratories for medicine, 
dentistry, veterinarian practice or other 
practices of the healing arts  

3.9 spaces per 1,000 sq. ft. G.F.A 

3. Bank 2.5 spaces per 1,000 sq. ft. G.F.A 
4. Supermarket 2.9 spaces per 1,000 sq. ft. G.F.A 
5. Convenience food store 2.2 spaces per 1,000 sq. ft. G.F.A 
6. Specialty food stores, such coffees, bagels, 
juice bars (Take-out food/drink primarily  

6.6 spaces per 1,000 sq. ft. G.F.A 

7. Eating or drinking establishment 13.3 spaces per 1,000 sq. ft. G.F.A  
8. Eating or drinking establishment with drive up 
window  

9.9 spaces per 1,000 sq. ft. G.F.A 

9. Barber shop, beauty salon, personal care 
services, such as nail, tanning, and therapeutic 
massage salons 

4 spaces per 1,000 sq. ft. G.F.A plus 0.5 space 
per station 

10. Retail sales and rentals, except as 
otherwise specified herein 

3.3 spaces per 1,000 sq. ft. G.F.A  

11. Heavy equipment rentals, such as yard and 
tool equipment  

1 spaces per 1,000 sq. ft. G.F.A plus 0.5 per 
employee  

12. Service or repair shop, such as electronic 
and home appliance repair, upholstery 

1.6 spaces per 1,000 sq. ft. G.F.A  

13. Automotive repair garage and service 
station 

1.6 spaces per 1,000 sq. ft. G.F.A plus 0.5 per 
employee  

14. Mortuary 1 space per 5 seats based on maximum 
auditorium capacity plus 1.5 space per 
employee 

(F) BULK MERCHANDISE  
1. Furniture, appliance store building materials 2 spaces per 1,000 sq. ft. G.F.A 
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TABLE 50.06.002-1: MINIMUM OFF-STREET PARKING SPACE REQUIREMENTS 

Type of Use Parking Space Required 
2. Auto, boat or trailer sales 1 spaces per 1,000 sq. ft. G.F.A of building 

plus 0.5 space per employee  
3. Truck, trailer and automobile rental parking 
lot 

0.75 space per employee on largest shift 

(G) INDUSTRIAL  
1. Light industrial, industrial park, 
Manufacturing  

1.6 spaces per 1,000 sq. ft. G.F.A 

2. Storage, warehouse, wholesale 
establishment, freight terminal, truck or auto 
storage 

1 spaces per 1,500 sq. ft. G.F.A or 0.75 space 
per employee based on maximum shift, 
whichever is greater 

3. Mini-Storage facility 3.33 spaces per 1,000 sq. ft. of gross office 
floor area plus on space for resident manager 

(H) USES NOT SPECIFICALLY MENTIONED 
Parking requirement for uses not specifically mentioned in this section shall be determined by the 
requirements for off-street parking facilities for the listed use which, as determined by the City 
Manager, is most similar to the use not specifically mentioned, or by a parking study.  

 

iii. On-Site Location of Required Parking Spaces 

(1) All required parking shall be off-street.  [See exception for Downtown 
Parking District in LOC 50.05.004(9)].  Parking may not be located in a 
required yard or special street setback. 

(2) Except for tandem parking in residential developments of single-family 
detached and attached dwelling units, duplexes, and zero lot line dwelling 
units, design shall insure that the parking of any vehicle shall not interfere with 
the parking or maneuvering of any other vehicle. 

iv. Off Street Parking Options 

(1) Off-Site Parking 

(a) Outside Downtown Parking District: 
Within commercial, public use, industrial and campus institutional zones parking may 
be provided on lots which are within 500 ft. of the property line of the use to be 
served.   

 (b). Within Downtown Parking District.  See LOC 50.05.004(9).Within the EC 
(East End General Commercial) zone only, unless otherwise prohibited, employee 
parking may be allowed within 1,000 ft. of the property line of the use to be served. 

(1)(2) Shared Parking 
(a) Shared parking is allowed if the application can demonstrate that the combined 

peak use is provided for by a parking study that demonstrates: 

(i) There are a sufficient number of parking spaces to accommodate the 
requirements of the individual businesses; or 

(ii) That the peak hours of operation of such establishments do not overlap, and 

(iii) That an exclusive permanent easement over a delineated area has been 
granted for parking space use. 
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(b) Parties involved in shared parking arrangements shall enter into reciprocal 
agreements, acceptable to the City for such use, by legal instrument which shall 
also provide for continuing maintenance of jointly used parking facilities.13 

v. Reduction for Parking Space Requirements 

Parking space requirements may be reduced in developments where 
compensating factors exist which would offset the parking demand (such as Access 
to Transit Facilities, Pedestrian and Bicycle Access, Development Size, or 
combined, or the Parking Study provision).  Refer to Table 50.06.002-214 for 
reduction options. 

 

TABLE 50.06.002-2: PARKING REQUIREMENT MODIFIERS  

Reduction for Access to Transit Facilities 

COMMERCIAL AND INDUSTRIAL USES (BASED ON DEVELOPMENT SIZE ON A SINGLE SITE (DS)) 
GROSS FLOOR AREA MULTIPLIER 
0 - 20,000 sq. ft. No reduction 
20,000 plus sq. ft. .85 x requirement 
AVAILABILITY OF TRANSIT ACCESS (TA)  
Transit shelter more than 500 ft. from building No reduction 
Transit available with shelter  within 500 ft. of building .95 x requirement 
Transit available on fronting street without shelter .90 x requirement 
Transit available on fronting street with shelter within 50 ft. of 
building 

.85 x requirement 

Reduction for Pedestrian and Bicycle Access (PA) 

COMMERCIAL AND INDUSTRIAL USES MULTIPLIER 
No hard surfaced pedestrian/bicycle access No reduction 
Hard surfaced pedestrian and bicycle access to 100 or more 
residential units within 1000 ft. of the site. 

.90 x requirement 

Reduction Permitted within the Downtown Redevelopment Design District 
Refer to LOC 50.05.004(9), Downtown Redevelopment District Design Standard, for special parking 
requirement modifications permitted within the district.   
a.   Outside Downtown Parking District: Within the East End General Commercial zone, only the 
following parking modifiers are permitted: Development Size and Parking Study.  
b.  Downtown Parking District:  The only reduction permitted shall be for structures that existed on a 
site as of [effective date of this Ordinance].  For those structures, no additional parking spaces are 
required beyond the number of parking spaces that existed on [effective date of this Ordinance]; 
an expansion of the structure would require additional parking for the expanded square footage.   
 
 

Currently, LOC 50.65.055 reduces the required minimum number of 
parking spaces by .75 for the Downtown Redevelopment Design District.  
The parking modifier appendix is being clarified by CDC Update with 
Policy Implications (LU 08-0054), so it is clear what modifiers apply 
within the Downtown Redevelopment Design District and which ones are 
subsumed as part of the .75 Downtown Redevelopment Design District 
reduction.  No change is proposed to the amended appendix relating to 
the area within the Downtown Redevelopment Design District but outside 
of the Downtown Parking District. 

                                                 
13 Moved from WLG Design District. 
14 Appendix 50.55-C 
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TABLE 50.06.002-2: PARKING REQUIREMENT MODIFIERS  

Reduction for Access to Transit Facilities 

 
The Development Size modifier is eliminated from the Downtown Parking 
District because Downtown functions as a single “shared parking” district, 
rather than on a “parcel-by-parcel” basis, so the amount of square foot 
that is on any particular site is irrelevant.  
 
The Parking Study reduction is eliminated from the Downtown Parking 
District because (1) the need to reduce the parking even below the 1 
space per 1000 sq feet GFA will be virtually eliminated (the Downtown 
Parking Study essentially has performed a district-wide parking study 
and determined what the parking needs are for the downtown as a 
whole); and (2) the use of a parking study to reduce parking below 1 
space per 1000 square feet would be unique to the particular business, 
and given the nature of the downtown commercial area – business 
turnover is expected – if a parking study reduced the available parking 
below 1 space per 1000 sq ft, it would constrain the ability of the site to 
accommodate future tenants.  Parking studies that reduce the amount of 
initial parking for a site, based upon an assumed tenancy mix, have 
ended up restricting the ability of those commercial sites to be able to 
accommodate changing business tenants, and result in enforcement 
problems at the time of change in business.  Since the minimum parking is 
being reduced to 1 space per 1000 sq ft, inevitably during the life of a 
commercial site, a change in business tenants would inevitably require the 
minimum parking to be met. 
 
An exception has been added which would “grandfather” the number of 
parking spaces on the site.  Thus, if there was a change of non-residential 
use in an existing building, no new parking spaces would be required 
even if the site was non-conforming with regard to the number of parking 
spaces. 

 
 

Reduction Permitted Based on Parking Study 
The Parking Study shall demonstrate sufficient number of parking spaces: 
a.  For shared parking with other multiple uses per LOC 55.010(1)(d)(ii) 
b.  Based on similar uses elsewhere in the City or the same use at other sites. 
Parking requirement modification shall be calculated as followed:  Minimum requirement by type 
use x DS (Development Size) x TA (Transit Access) x PA (Pedestrian Access) = modified parking 
requirement. 
Definitions: 
Transit Access:  Availability of transit services as delineated above. 
Pedestrian Access:  The means by which pedestrians have safe, adequate and usable ingress and 
egress to a property or use. 

 
Within the East End General Commercial zone only, only the parking modifiers 
permitted by LOC 50.05.004, Downtown Redevelopment District Design Standards, 
and Development Size, or the Parking Study provision are permissible for reduction 
options. 

Moved into table above. 
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vi. Parking Dimensions 

(1) Refer to Figure 50.06.002-A: Off-Street Parking Matrix15 to determine the 
minimum dimension and layout of parking spaces. 

(2) The minimum dimension to meet single family residential parking space 
requirements shall be eight ft. six in. wide and 18 ft. six in. long for each 
space. 

(3) Up to 50% of the total parking requirement may be provided in compact car 
spaces.  All parking spaces designated for compact vehicles shall be signed 
or labeled by painting on the parking space. 

                                                 
15 Appendix 50.55-B   
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Figure 50.06.002-A: Off-Street Parking Matrix 

OFF STREET PARKING MATRIX, REQUIRED SPACE AND AISLE DIMENSIONS IN FEET  

 Compact Size Vehicles Standard Size Vehicles 

Angle 
(A) 

Stall 
Width 
(B) 

Stall 
Depth 
(C) 

Aisle 
Width 
(D) 

Module 
Width 
(E) 

Bumper 
Overhang 
(F) 

Stall 
Width 
(B) 

Stall 
Depth 
(C) 

Aisle 
Width 
(D) 

Module 
Width 
(E) 

Bumper 
Overhang 
(F) 

0˚ 8.0 20.0 N/A N/A N/A 8.0 24.0 N/A N/A N/A 

45˚ 8.0 15.5 11.0 42.0 2.0 
8.5 
9.0 

17.5 
17.5 

13.0 
12.0 

48.0 
47.0 

2.0 
2.0 

60˚ 8.0 17.0 14.0 48.0 2.5 
8.5 
9.0 

19.0 
19.0 

18.0 
16.0 

56.0 
54.0 

2.5 
2.5 

75˚ 8.0 17.5 21.0 56.0 2.5 8.5 
9.0 

19.5 
1.95 

25.5 
23.0 

64.5 
62.0 

2.5 
2.5 

90˚ 8.0 16.0 20.0 52.0 1.5 
8.5 
9.0 

18.5 
18.5 

26.0 
24.0 

63.0 
61.0 

2.5 
2.5 

 

 
 

vii. Loading 
Loading berth in sufficient numbers and size to adequately handle the needs of the 
development shall be required.  The off-street parking areas to fulfill the requirements of 
this standard shall not be used for loading and unloading or the storage of vehicles or 
materials or parking of trucks used in conducting business or use. 

viii. Employee Carpool and Vanpool Parking 
Development in commercial and industrial zones and in the Public Function zone which 
requires a total of 50 or more parking spaces shall designate at least five percent of the 
number of parking spaces as employee carpool or vanpool parking.  The 
carpool/vanpool spaces shall be full sized parking spaces.  The spaces shall be clearly 
marked “Reserved-Carpool/Vanpool Only” with hours of use.  Except for designated 
handicapped parking spaces, employee carpool and vanpool parking spaces shall be 
located as follows: 

A = Parking Angle 
B = Stall Width 
C = Stall Depth (no bumper overhang) 
D = Aisle Width between Stall Lines, 

except for fire lanes, which are 
regulated by LOC 15, “Fire 
Protection” 

E = Module Width (no bumper 
overhang) 
F = Bumper Overhang  
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(1) Where employee parking spaces are designated, the designated carpool 
and vanpool parking spaces shall be the closest employee parking spaces to 
the entrance normally used by employees. 

(2) Where employee parking spaces are not designated, designated carpool 
and vanpool parking spaces shall be located in close proximity to the 
building entrance normally used by employees. 

b. Bicycle Parking16 

i. Bicycle parking shall be provided for all new multi-family residential developments (four 
units or more) and commercial, industrial, public facilities and institutional uses, except 
seasonal uses, such as fireworks stands and Christmas tree sales; drive-in theaters; and 
self-storage facilities are exempted. 

ii. The minimum number of required bicycle parking spaces are listed in Table 50.06.002-
4,17 provided however that the owners of Institutional Categories under Table 50.06.002-
4 may defer installation of a portion of the required bicycle parking facilities if: 

(1) At least 30% of the required bicycle parking facilities are installed prior to 
issuance of the certificate for occupancy; 

(2) The owner executes and records with the County Clerk of the county in which 
the property is located a covenant to undertake Bicycle Parking studies, and 
install a percentage of required bicycle parking facilities, as follows: 

   

TABLE 50.06.002-3: BICYCLE PARKING STUDIES 

Timing of Bicycle Parking Study 
Required Percentage of Installed Bicycle 

Parking Facilities 
Within 90 days following 
certificate of occupancy 

150% of the greatest number of bicycles 
being parked or stored on the property at 
any time during the 14 day period of a 
Bicycle Parking Study, up to the required 
number of bicycle parking facilities per 
Figure 50.06.002-A: Off-Street Parking 
Matrix. 

Two studies within one year 
following initial study 
Whenever requested by City 
Manager  

 

TABLE 50.06.002-4: MINIMUM REQUIRED BICYCLE PARKING SPACES 

Use Categories Specific Uses Number of Required Spaces 

RESIDENTIAL CATEGORIES 
Household Living Multi-family 1 per 4 units 
Group Living  2, or 1 per 20 residents 
 Dormitory 1 per 8 residents 
INSTITUTIONAL CATEGORIES 
Preschool  2, or 1/2 per classroom 
Schools Grades 1 through 12 2 per classroom 
Colleges Excluding dormitories 

(see Group Living, above) 
2, or 1 per 20,000 sq. ft. 
G.F.A. 
 

Transit Centers Park & Ride Lots 5% of auto spaces 

                                                 
16 [Cross-reference:  LOC 50.07.050 - Parking in R-6 Zone.] 
17 Appendix 50.55-D 
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TABLE 50.06.002-4: MINIMUM REQUIRED BICYCLE PARKING SPACES 

Use Categories Specific Uses Number of Required Spaces 
Religious Institutions  2, or 1 per 4,000 sq. ft. 

G.F.A. 
Hospitals  2, or 1 per 40,000 sq. ft. 

G.F.A. 
Libraries, Museums, etc.  2, or 1 per 4,000 sq. ft. 

G.F.A. 
COMMERCIAL 
Retail Sales and Services includes Groceries and  

Financial Institutions 
2, or 1 per 2,500 sq. ft. 
G.F.A. 

Auto-oriented Services with or without Mini-Market 2, or 1 per 5,000 sq. ft. 
G.F.A. 

Office includes Doctor, Dentist 2, or 1 per 5,000 sq. ft. 
G.F.A. 

Restaurant includes Drive-Ins 2, or 1 per 5,000 sq. ft. 
G.F.A. 

Theaters, Auditoriums  1 per 60 seats 
INDUSTRIAL CATEGORIES 
Warehouse & Freight 
Movement 

 2, or 1 per 40,000 sq. ft. 
G.F.A. 

Manufacturing & Production  2, or 1 per 15,000 sq. ft. 
G.F.A. 

Industrial Park Other than manufacturing & 
warehousing 

2, or 1 per 10,000 sq. ft. 
G.F.A. 

NOTES:   
1.  Wherever this table indicates two numerical standards, such as 2, or 1 per 3,000 sq. ft. of 
gross floor area, the larger number applies. 
2.  100% of all required bicycle parking spaces for residential and industrial categories shall 
be covered.  These bicycle parking spaces may be provided within a building.  Bicycle parking 
spaces for employees of commercial, public use, and institutional categories are encouraged to 
be covered and secured. Cover for bicycle parking may be accommodated by building or 
roof overhangs, awnings, bicycle lockers, bicycle storage within buildings or dwelling units or 
free standing shelters.   
3.  Fractional space requirements shall be counted as the next highest whole space.  
4.  G.F.A. (Gross Floor Area):  The area included within the surrounding exterior walls of a 
building or portion thereof excluding allowable projections, decks, patios, uncovered exit 
stairways or uncovered above-grade driveways.   

 
 

(3) The methodology and timing of the bicycle parking studies shall be proposed 
by the Owner, for review and approval of the City Manager.  Based on the 
results of any of the bicycle parking studies, the owner shall install additional 
needed bicycle parking facilities within 60 days following completion of the 
Study.  The cost of the bicycle parking studies, and installation of the bicycle 
parking facilities, shall be at the expense of the property owner.  If the owner 
does not comply with the terms of the covenant, the City may give notice to 
the property owner to install the balance of the required bicycle parking 
facilities within 15 days following the date of the notice. 

iii. Modifications which increase the size of existing commercial, industrial, Public Function 
structures or institutional buildings by more than ten percent or a change of use shall 
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provide bicycle parking spaces to meet the requirements of Table 50.06.002-4,18 above 
for the entire development.  For the purposes of this section, an “existing building” is a 
building as it exists on February 19, 1998. 

iv. Bicycle parking shall be separated from car parking and vehicular traffic by a physical 
barrier or sufficient distance to protect parked bicycles from damage by vehicles. 

v. Bicycle parking for multiple uses may be clustered in one or several locations meeting all 
other requirements specified in this section for bicycle parking. 

vi. 100% of all required bicycle parking spaces for industrial categories shall be covered.  
These required bicycle parking spaces may be provided within a building.  Bicycle 
parking spaces for employees of commercial, public use, and institutional uses are 
encouraged to be covered and secured.  Cover for bicycle parking may be 
accommodated by building or roof overhangs, awnings, bicycle lockers, bicycle storage 
within buildings or free standing shelters. 

vii. Not less than 25% of the required bicycle parking inside a building shall be provided in a 
well illuminated, secure location within 50 ft. of a building entrance.  The balance of the 
number of required bicycle parking shall be provided either inside each individual 
dwelling unit or inside each individual dwelling unit’s designated storage area within the 
building. 

viii. Outdoor bicycle parking spaces shall be clearly visible and shall be located within 50 ft. 
of any entrance to the building unless clustered pursuant to subsection v, above, in which 
case the parking spaces shall be no more than 100 ft. from a public entrance. 

ix. If the required bicycle parking spaces cannot be provided on-site within the EC (East End 
General Commercial) zone, bicycle parking racks may be provided on the sidewalk 
adjacent to the property’s frontage providing a minimum five ft. unobstructed sidewalk 
width is maintained. 

x. Bicycle parking spaces shall be a minimum of six ft. long and two ft. wide, and provide a 
minimum five ft. access aisle.  For covered spaces the overhead clearance shall be at least 
seven ft. 

3. STANDARDS FOR CONSTRUCTION19 

c. Surface Materials - General 
The surface of the parking and maneuvering area shall be constructed as a durable surface.  
The use of gravel in low use areas, such as church parking lots, recreational vehicle storage in 
a residential zone or outside equipment storage or fleet vehicles in industrial zones, may be 
approved, so long as the gravel is contained, the parking area is clearly defined, and where 
grade permits.  Refer to LOC 50.06.003.2.c.vi, Standards for Construction, for additional 
paving surface specifications. 

d. Parking Standards in R-6 Zone20 

i. Required off street parking spaces shall be paved with concrete, masonry, asphalt, 
gravel, grasscrete products or a combination of listed materials. 

ii. Defined parking areas may be created anywhere between the abutting property line and 
3 feet from the existing paved travel lane, except that a designated parking area shall 
not conflict with an existing pedestrian walkway.  If this area is currently paved with 
asphalt or other hard surface material, it may remain hard surfaced.  Otherwise, on street 
parking shall be paved with gravel. 

                                                 
18 Appendix 50.55-D 
19 50.55.015 
20 50.07.050 
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e. Bicycle Parking 

i. Areas set aside for required bicycle parking shall be clearly marked and reserved for 
bicycle parking only.  If the bicycle parking is not visible from the street or main building 
entrance, a sign shall be posted indicating the location of the parking facilities. 

ii. Rack types and dimensions. 

(1) Bicycle racks shall hold bicycles securely by the frame and be anchored. 

(2) Bicycle racks shall accommodate both: 

(a) Locking the frame and one wheel to the rack with a high-security U-shaped 
shackle lock; and 

(b) Locking the frame and both wheels to the rack with a chain or cable not longer 
than six ft. 

f. Parking Plan21 
Applicant shall provide scaled parking plan with dimensions and number of spaces accurately 
depicted. 

 

 

                                                 
21 Staff Note: Flag for Phase 2.  Remove submittal requirements from code. 
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Weighted Average to Determine Parking Maximums 

 

Use  Occurrence in DT 
(weight) 

Metro Parking 
Maximum (value) 

Value X Weight 

Retail  .2  5.1  1.02 

Restaurant  .06  19.1  1.146 

Bank  .02  5.4  .108 

Medical  .15  4.9  .735 

Salon  .12  5.1 (retail)  .612 

Gym  .011  5.4  .059 

Office  .39  3.4  1.326 

Theater  .003  .4  .001 

Service Station   .003  5.1 (retail)  .015 

Cleaners  .01  5.1 (retail)  5.10 

       

Total Weight  1.957    10.122  Total 
Value 

Total Value ÷Total 
Weight 

                              5.172= 5.2   

EXHIBIT F‐3
LU 11‐0044 



 



  
 
 
 

610 SW Alder, Suite 1221 
Portland, OR  97205 
Phone: (503) 236-6441   Fax: (503) 236-6164    
E-mail: rick.williams@bpmdev.com 

 
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 

EXHIBIT F-4 
LU 11-0044 
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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  As such; existing standards generally 

encourage an oversupply of parking, which is provided in surface parking area.   

                                                           
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. 
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 35,00010 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. 

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. 

 

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  Another study, 

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

                                                           
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. 
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. 
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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. 
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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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