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Mayor Jack D. Hoffman called the special City Council meeting to order at 6:35 p.m. on July 
13, 2010, in the City Council Chambers, 380 A Avenue. 

Present: Mayor Hoffman, Council President Johnson, Councilors Hennagin, Olson, 
Moncrieff, Tierney, and Jordan. 

Staff Present: David Donaldson, Assistant City Manager; David Powell, City Attorney; 
Robyn Christie, City Recorder; Sarah Selden, Neighborhood Planner; Kim Gilmer, Parks & 
Recreation Director; Ursula Euler, Finance Director: Brant Williams; Economic Development 
Director 

Youth Council: None present 

 

3.  STUDY SESSION 

3.1  Comprehensive Plan Video 

Sarah Selden, Neighborhood Planner, presented the three-minute video, created to get the 
public excited and involved in the Comprehensive Plan project. Mayor Hoffman and Councilor 
Moncrieff were featured in the video. This video would be posted to the project web site, which 
would be launching Saturday for the Centennial Festival. She encouraged everyone to stop by 
their booth located in the Futures or Sustainability pavilion. Tee shirts, buttons, and surveys would 
be available to help the visitors learn more and participate in the process. Kevin D' Haeze did a 
great job creating the video; she appreciated his help and noted that he also did the Centennial 
video. She shared that follow up videos may be created to record the project’s process. 

3.2  Park Naming Process for Lakefront Park 

Kim Gilmer, Parks & Recreation Director, stated a name was needed for the new park at the 
former US Bank site, currently referred to as Lakefront Park. Earlier this year, the Parks and 
Recreation Advisory Board (PRAB) recommended a community competition, which was last done 
when Foothills City Park was named. It worked by having the community submit names, a panel 
selected the name, and recommended it to the Council. PRAB was recommending the same 
process for Lakefront Park; however, before initiating the process, staff was requesting feedback to 
see if the Council was comfortable with that type of process or had other suggestions. She heard 
the Council might already have a name or process to propose.  

Councilor Jordan offered that she had a name, but did not care which name was selected; 
however, she did not believe it was appropriate to call the park Lakefront Park.  

Ms. Gilmer clarified for Councilor Hennagin that the fountain area was considered Millennium 
Plaza, but agreed that both the park and fountain area should have the same name if connected. 
That was why naming this park was a dilemma; it was not an isolated park that would stand on its 
own indefinitely if those areas were connected. The question was whether the area should be 
called part of Millennium Plaza, and a renaming process was needed, or should it be called 
something related. The criteria set could be that the name must relate to Millennium Plaza. Staff 
could determine some parameters and return to Council in September. However, Council’s 
guidance would be helpful to get the process on the right track.  

Councilor Jordan suggested describing the unnamed park as eventually being a section of 
Millennium Park and the community would be naming that section. That portion would be 
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separated for a while and needed to have a name or it would get lost since the development of the 
rest of that area was uncertain.  

Councilor Hennagin disagreed. He was not sure it needed a separate name, even if it was not 
connected considering its proximity to the rest of the park.  

Councilor Johnson supported having a separate name, since it was a different area and could be 
used for anything. People would park up at Millennium Plaza and not know where to go. Hazelia 
Field at Luscher Farm, had its own name so she believed it should be given a name. 

There being no further discussion or comment, Ms. Gilmer said she had enough guidance to move 
forward and would return in September with a proposal based on the Council’s suggestions. 

The City Council briefly discussed upcoming meeting agenda items. 

3.3  Review Proposed Updates to the City’s Financial Management Policies 

Ursula Euler, Finance Director, presented two minor changes in financial management policies, 
emphasizing it was not an overhaul of all the financial policies. She gave attention only to those 
items needing top priority. An overall financial policy review was expected in a few months. The 
last update was almost 8-years ago. The first change or update was to make it official that new 
contingency and fund balance percents were in place. These were included in the budget process 
for fiscal year 2009, but were never officially made as a Financial Management Policy. The second 
change regarded the debt section, where language was being added as requested by the Bond 
Council, in anticipation of bond issues that would be presented to the Council later this month. This 
change would set the stage to be explicit about an option the City has always had, but the policies 
were simply silent on that subject. Cities like Lake Oswego and others could use their full faith and 
credit for bond issues for utilities, if they desired. This update would assist bond agencies when 
they came and rated the City of Lake Oswego.  

Ms. Euler confirmed for Councilor Olson that the full faith and credit was used for the previous 
sewer bond issue. As noted, the City had always been able to do so, using full faith and credit was 
very common.  

Councilor Olson noted the new wording presented in Item 4 of Exhibit A seemed different than 
the wording used in the cover memorandum.  Ms. Euler explained several people were making 
modifications. The ending language that was desired was that the utility made that service 
payments from its own revenue sources. Councilor Olson indicated that the first sentence stated, 
"General Obligation debt would not be used for self-supporting enterprise funds" but the 
memorandum stated, "General Obligation debt would not be used to fund activity of self-supporting 
enterprise funds."  She asked if there was a reason for the difference between the two statements, 
or if was it due to a legal issue. Ms. Euler clarified it was not a legal issue and that the final 
language should refer to the enterprise funds, not the activity.  Councilor Olson confirmed with 
Ms. Euler that the wording in the policy should be used.  

Ms. Euler explained for Mayor Hoffman that Exhibit B was the old language. Staff considered red 
lining, but the amount of red lining required would have made it more confusing because items 
were summarized, especially for the contingency and fund balance percent. The old version was 
provided as Exhibit B, and the new policy language was Exhibit A. Mayor Hoffman stated that he 
preferred red lining and strike-through documents in the future. Councilor Hennagin said he did 
not like red lining, which he found confusing. He preferred using the Exhibit A and B method as 
presented. 

Ms. Christie stated the Proposed Updates to the City’s Financial Management Policies would be 
back on the July 20 Consent Agenda. 

Council Schedule 

The Council discussed the City Council schedule. 



City Council Regular Meeting Minutes Page 3 of 19 
July 13, 2010 

Mayor Hoffman reviewed the agenda for July 20, noting the request for annexation and Foothills 
Citizen Advisory Committee (CAC) would be moved, and the other items would be short, except for 
the Distinguished Service Award for Councilor Johnson. Ms. Christie stated the Sustainability 
Update would also be postponed, and the Distinguished Service Award could be presented on July 
20 or 27.   

Mayor Hoffman noted the LOIS Bond Sale overview was scheduled for July 27. It was an 
important issue because it was the second round of bonds. The Policy on Media in Executive 
Sessions might be moved. Councilor applicant interviews were also scheduled for July 27 at 4 p.m. 
depending upon how many applicants applied. 

Ms. Christie said there were three applicants for Councilor interviews. A couple applicants 
requested alternate interview dates or times. With applicant process being scheduled on such a 
short notice, some applicants already had appointments scheduled.  

Mayor Hoffman stated it would be difficult for an alternate interview schedule, but not impossible.  

The Councilors discussed having alternative interviews perhaps at 4 p.m. or 5 p.m. on July 20, 
prior to the regular meeting. With such full agendas, fighting fatigue would be a challenge, but it 
might work if only one or two individuals were interviewed.  

Mayor Hoffman noted that the appointment to the City Council vacancy was tentively scheduled 
on August 3 with Council’s next session not being until September 7. Everyone would be kept 
informed regarding the number of applicants, and then scheduling the applicant interviews would 
be addressed accordingly.  

Mayor Hoffman continued reviewing the August 3 Regular Meeting agenda. He asked Mr. Powell 
to discuss the Adoption of Findings for Code Amendment scheduled on the August 3 agenda. 

Mr. Powell explained that the Council had adopted the amended Section 2, which was 
recommended by the Lake Corporation. He understood that since that adoption, several 
Councilors would be interested in being less restrictive or applying what was called Residential 
Infill Design (RID) process to those restrictions up to the cap proposed by Staff at the Planning 
Commission. The RID process already applied to those properties in residential zones, except 
there was no cap. With regard to water dependent structures, boathouses, etc., the RID process 
would be hard to qualify for. He was trying to determine if the Councilors intended another type of 
exception process or an easier RID process when on the lake than currently existed. 

Rather than returning with ordinance language, staff could discuss these questions and ideas with 
Council to help develop ordinance language in time for the August 3 meeting. The lake residents 
were eager to have the language in place by the time of the lake drawdown. Staff was running into 
issues and was unsure what the Council wanted. Council could consider applying a RID process, a 
capped RID process, or a RID light around the lake, or decide to continue with their original 
tentative decision. 

Mayor Hoffman stated the Council was motivated to help the property owners because the lake 
was going to be drained. Theoretically, a brief meeting could be held for an hour between August 3 
and September 7 to resolve the issue. The intent was to try to accommodate the Lake Corporation 
and residents to complete work during the drawdown.  

Councilor Hennagin stated if they did anything different than they already had, Council would not 
be accommodating the Lake Corporation and property owners, because they adopted their 
request. In addition, it would take awhile for the lake to be drawn down. It was hard to foresee a 
lake owner’s construction project that included the accessory buildings taking more than the 6 
months. He was not sure the amendment needed to be rushed through by August.  

Mr. Powell agreed, but he had heard some owners wanted to do some preliminary work prior to 
the water being down. A few had also expressed that finding contractors, bidding, etc, might also 
cause problems. Council Olson stated some individuals were struggling with design issues, 
because they did not know what the height and size limitations were. Lake owners were trying to 
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get designs and bids so that they were ready when the water did go down, so she believed that 
was the urgency. She would be available to meet on August 2 or 4. 

Councilor Tierney commented that this resolution was a result of trying to create something in a 
restricted amount of time, rather than taking the time needed to resolve it; he was willing to have 
an additional meeting in August to address such issues of importance. 

Mr. Powell stated the ordinance the Council decided to adopt must be on file in its final form at 
least a week before adoption. Staff would schedule appropriately. 

Councilor Jordan said that it seemed like people did not understand there would be a RID 
process that would apply to what they were doing. She was not sure they needed to spend more 
time creating new things. 

Mayor Hoffman suggested staff could work with the Lake Corporation Board and the affected 
members to develop language that they all could agree upon and bring it back to the Council, as 
opposed to trying to write language when it was a staff and landowner issue.  

Mr. Powell confirmed staff could work with the Lake Corporation Board, however, he understood 
the Lake Corporation did like what Council had already adopted.  

Councilor Jordan believed the concern was that property owners around the lake were not 
notified. The recommendation moved rather quickly from staff to the Planning Commission, to 
make sure it was done in time, for those who wanted to do work when the lake was down. There 
had not been notification for many people.  

Council discussed that the Planning Commission had the proposal as part of a large housekeeping 
package for almost two years but the Commission sped up the process. The package was divided 
into major and minor topics, and this proposal did get some attention because it was a policy 
matter, not just a simple housekeeping item.  

Councilor Olson commented that the proposal was done quickly with little community knowledge 
or participation. She was not sure everyone was aware of the RID process, or that Council needed 
to change it now, since there was a RID. Ultimately, the Lake Corporation was the final arbiter on 
whatever was done around the lake. 

Mr. Powell emphasized it was difficult to get RID approval for a boathouse. While the Lake 
Corporation was the final arbiter if it was on their property, most residential lake properties were 
subject to the Lake Corporation Conditions, Covenants, and Restrictions (CC&Rs), which require 
compliance with regulations, including design standards, as they relate to water dependent 
structures like boathouses. The Lake Corporation would have some control over structures on 
typical residential properties on the water. He could not represent that it applied 100 percent to all 
properties, which could be Lake Corporation’s concern; he would discuss that with them. He added 
that if the residence was upland, that would be another issue. 

Councilor Hennagin believed Mayor Hoffman’s suggestion was the most practical approach. 
Mayor Hoffman stated his only concern was he did not want to insult the Planning Commission, 
since they had definite opinions in terms of lake front owners following the same rules as everyone 
else. He was unsure if the Planning Commission had that kind of ownership of this issue.  

Councilor Jordan did not believe the Planning Commission had the ownership of the issue in that 
kind of respect. She noted what was going on around the lake right now did not conform to what 
the Council already adopted. There were many exceptions, if people went to redo something and 
then fell under the new restriction, it could create a different look than what was already on the 
lake. A lot of what was currently on the lake was gracious and graceful as far as step backs and 
larger landscape areas, than smaller 3-ft successions. The problem was no flexibility existed with 
what the Council had adopted. At the same time, there were no setback requirements on the lake 
so they would not want it to get out of hand. Lakefront zoning requirements did not match citywide 
requirements. 
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Mayor Hoffman stated it seemed that Council agreed staff should work with Lake Corporation and 
interested parties to develop a package for Council to review in August. Councilor Olson 
suggested discussing the proposal July 27 if the Policy on Media in Executive Sessions was 
delayed. Mayor Hoffman would work with staff to verify which date would work best given the 
agenda items. Ms. Christie noted August 3 was quite full. Mr. Powell clarified that if the discussion 
was held on July 27, the City would not be able to notice the ordinance in time for adoption on 
August 3, so adoption would occur in mid-August, if acceptable to Council. Staff could do what the 
Council was requesting with a 1-2 week notice. 

Mayor Hoffman stated if they could get them by Labor Day, they could start to review plans.  

Mayor Hoffman confirmed the Policy on Media in Executive Sessions would be removed from the 
July 27 agenda, since it involved significant policy and legal issues, was complicated, and time was 
needed to address the issues. Mr. Powell clarified that although the Lake Corporation liked the 
proposal that Council tentatively had adopted, the Council’s objective was to work toward a similar 
proposal, but with flexibility, and to solicit the Lake Corporation and interested parties for ideas and 
suggestions. 

3.4  Lake Oswego to Portland Transit Project Briefing 

Brant Williams, Director of Economic and Capital Development, stated the CAC has been 
meeting monthly since October. John Cullerton had presented the growth projection and traffic 
analysis at the last meeting. That information would be would be critical for the various evaluation 
criteria being considered for the project. He introduced members of the CAC Chair, Ellie McPeak 
and Bridgette Weihart of Metro, who are available for questions. The Steering Committee meeting 
was held that morning with Mayor Hoffman and Councilor Olson attending. At that meeting, Project 
Manager, Doug Obletz provided a thorough project update, and Steve Siegel presented the 
financing piece. Copies of the Steering Committee’s meeting packet were available for Council to 
review. Council was also provided with the newsletter that reflected the updated timelines.  

He reviewed the three project alternatives. The No-Build option meant there would be no major 
investment in transit in the Hwy 43 Corridor. The Enhanced Bus Alternative would increase the 
frequency of the Line 35 bus between Portland and Lake Oswego, improve its travel time by 
reducing the number of stops, and make small route changes in the Portland area. The Streetcar 
Alternative would extend from South Waterfront to Lake Oswego. The streetcar would replace Line 
35 between Lake Oswego and Portland, which currently goes from Oregon City, through West Linn 
to Lake Oswego and ties into Line 78, which goes from Lake Oswego to Beaverton, and create 
one continuous route from Oregon City to Beaverton.   

He had initial conversations with TriMet on how existing bus linfdees servicing this type of corridor 
were addressed when a streetcar was put in, and how they provide for those connections since the 
line would start in Lake Oswego. TriMet stated they typically increase the level of service to provide 
good strong connections to the rail systems being installed. Staff said that Lake Oswego could 
potentially see enhanced stop service in and around the city. However, this had not been finalized 
and would not happen for some time.  

Mr. Williams clarified that the Streetcar Alternative would replace all bus service on Macadam 
between Lake Oswego and Portland. From Lake Grove, the bus could be taken over Sylvania. 
However, that depended upon TriMet’s routings and how they managed their system. What was 
generally seen with these rail systems was that connections to the rail line are enhanced. Given 
TriMet’s difficult financial situation, they would have to see how that played out. 

Last time he discussed five design options, but now there were three phasing options and two 
design options for the streetcar. The phasing options were related to projects in Portland that 
overlap with the Streetcar Project. One project was the South Portal Project on the south end of 
South Waterfront. The question was whether the Streetcar Project or South Portal Project would 
occur first. He would talk later about the pros and cons of how those work.  
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Mayor Hoffman asked if the South Portal Project would allow access from I-5 to the South 
Waterfront. Mr. Williams clarified the South Portal Project was primarily from Macadam Ave to the 
South Waterfront to cleanup operations there with further future development of the South 
Waterfront. He confirmed there would be a coordination effort coming off Macadam by car and the 
potential streetcar crossing.  

Mr. Williams continued that the second phasing option regarded the overlap of the Sellwood 
Bridge Project with the Streetcar Project. As with the South Portal Project, the question was which 
project would occur first. The last overlapping project would be the Foothills Project, which would 
put in streets, utilities, and do some grading. How that fit with the Streetcar Project was the 
question. 

The two design options regarded whether the streetcar stays on the Willamette Shore Line or goes 
out on Macadam Ave in the John’s Landing area. The design option presented by neighbors in the 
Dunthorpe/Riverdale area moved the streetcar from the Willamette Shore Line to Riverdale. Those 
options could be found in the newsletter provided to Council.  

Both Streetcar and Enhanced Bus Alternatives would involve a new, 300-space Park & Ride facility 
in or around the Albertson’s Lake Oswego Village Shopping Center site. In addition, the Streetcar 
Alternative would also include a 100-space Park & Ride facility in the Foothills District, which would 
likely be a surface lot depending upon how Foothill develops. Assuming Council adopted the Local 
Preferred Alternative (LPA) with the streetcar, some final details to be considered on the Park & 
Ride, using the preliminary engineering and Final Environment Impact Statement (FEIS), would be 
how the Park & Rides would work, function, whether they were the appropriate size, and how they 
would fit in Lake Oswego. 

Mr. Williams stated the project team would be submitting its third draft on July 19 of the Draft 
Environment Impact Statement (DEIS) publication. The DEIS was a Federal Transit Administration 
(FTA) document and they subject to the FTA’s review periods. The team hoped to have the 
document ready for publication in mid-August, but due to revising efforts based on comments and 
FTA review time lines, the publication date was expected to be about September 27. The 45-day 
public comment period would follow that date. 

Mr. Williams confirmed for Mayor Hoffman that the FTA contact person in Seattle received the 
DEIS publication, which was distributed by sections, including financial and technical design 
chapters. Mr. Williams confirmed good communication and coordination did occur between Metro 
Staff and the FTA when the DEIS publication was released. As September approached, they would 
know more about the date of publication and would keep Council informed. Once the DEIS was 
published, each Councilor would receive a copy.  

Mayor Hoffman suggested scheduling a briefing once the publication was ready so Staff could 
walk Council through the document. Councilor Olson commented it would be great if Council 
could get the DEIS document in August since they had most of that month off; fall was going to be 
busy. Mr. Williams replied that as a FTA document and FTA did not want the DEIS publication 
released until they reviewed it and determined it acceptable.  

Mayor Hoffman suggested that perhaps Council could meet earlier with Mr. Williams to review the 
different chapters and concepts. If it came out in September, Council would need a two to three 
hour briefing of the document, similar to what was done with the Comprehensive Plan, but the 
DEIS document may be even more comprehensive. He suggested Doug Obletz help with the 
review of the DEIS document.  

Mr. Williams continued, that the DEIS and LPA were together, yet separate. The DEIS was the 
FTA document and the LPA was chosen locally from the alternatives and information from the 
DEIS document. Following the 45-day comment period in mid-November, they would go through a 
series of processes to reach a decision for the LPA. The CAC and Project Management Group 
would make their recommendation, and those two recommendations would go to the Steering 
Committee, which included the Mayor and other elected officials. The Steering Committee would 
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make the final recommendation to all the elected boards and agencies. Those agencies included 
the City of Portland, City of Lake Oswego, Clackamas and Multnomah Counties, TriMet, Portland 
Streetcar Inc., and ODOT, because of Hwy 43.  Once the recommendations were complete, the 
Transit Project would go to Joint Policy Advisory Committee on Transportation (JPACT) and then 
to Metro for the final decision.  

Mayor Hoffman understood the project was on Metro’s December 16, 2010, agenda for a 
decision. He confirmed with Mr. Williams that the LPA was the community’s choice; the FTA in 
Seattle or Washington, DC would not approve or disapprove the LPA. Mr. Williams added that the 
LPA allowed them to apply for a New Starts Project.  Mayor Hoffman said he wanted to walk 
through the process with the group. He confirmed that as part of the 45-day comment period, three 
public open houses would be sponsored and organized by Metro, but the project partners would be 
involved. He asked what the next step was after the LPA was sent to Seattle. 

Mr. Williams replied the FTA would get the LPA, but the next step was for local agencies to submit 
an application for the project defined as the LPA. Having a DEIS and LPA approved through the 
appropriate processes allowed them to apply to the FTA for a New Starts Project. All rail projects 
done using Federal funds have gone through the New Starts Project. He reminded that at one 
point, they were trying to expedite the process to take advantage of possible extra Federal funds 
through the Fast Starts Program. However, that reauthorization on the Transportation Bill had not 
occurred due other priorities in Washington DC and those programs were not available. 

Mayor Hoffman said he anticipated having Rick Gustafson present the federal process during a 
study session to the Council about what the New Start Program entailed. Having Mr. Gustafson 
provide insight on the process was important because the large amounts of federal and local 
money involved.  

Mr. Williams stated that budget-wise they were doing fine. $4.3 million had been spent on the 
DEIS, although it was a significant amount, such projects are substantial. The sources needed to 
get through the LPA phase were identified, costing approximately $478,000. Long-term funding 
was still in question as funds still needed to be identified for the FTA application phase, preliminary 
engineering, the FEIS, and final design phases. The three phases to get through design and the 
FEIS were the New Start application, costing $1.3 million, and then preliminary and final 
engineering, each costing $12 million, for a total of $25 million.  

A critical point in the process was the Full Funding Grant Agreement (FFGA) where FTA and the 
regional project partners reach an agreement on what the project would be and how it would be 
funded with the commitments to the funding in place. If the FTA was willing to provide 50% to 60% 
of the project’s capital funding through FTA federal monies, the City, County, and State 
jurisdictions would need to prove to the FTA that they could secure their share of funding when the 
time came. Mayor Hoffman added that the FTA would not only want to know that the system could 
be built, but that the jurisdictions could financially operate the system as well. Mr. Williams 
confirmed for Councilor Olson that the memorandums of understanding would occur toward the 
end, sometime during the FEIS and final design phases, as the last step before construction 
started.  

Mayor Hoffman asked Brigitte Wieghart to discuss the Portland-Milwaukie Light Rail Project and 
her experience with the timing as it related to that DEIS. That $1.4 billion light rail project was 
about five or six years ahead of the Lake Oswego project. 

Bridget Wieghart, Metro Transit Project Manager, stated the Portland-Milwaukie DEIS process 
took about six months after completing the DEIS application. The LPA, and submitting the 
application took about two months. The DEIS was larger than the FEIS, and included a lot of travel 
forecasting, etc The DEIS took a couple of months to prepare, and the FTA took six months to 
review the application. She believed Doug Obletz scheduled the FEIS and preliminary engineering 
(PE) as about a one-year process.  
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Mayor Hoffman explained PE would explore and identify, for example, where the streetcar would 
go and how would it be designed and constructed. Ms. Wieghart clarified the PE gets to a 25% 
and a 30% design stage that came typically at the end of the engineering and then they would 
apply for final design. Mayor Hoffman confirmed that roughly $12 million was spent to get to the 
30% drawings, which outline the rail system’s alignment. He asked if the FTA gave approval after 
the preliminary engineering stage. 

Ms Wieghart replied that following preliminary engineering, they would have to apply for final 
design, which could take about eight months based on this most recent experience. It was hoped 
this smaller project would take less time 

Councilor Hennagin questioned how the DEIS affected the Steering Committee’s decision on the 
LPA. What role did the DEIS play; could the Steering Committee ignore it; was there a rule of 
interpretation or application that required the DEIS to be considered at a certain level. Ms. 
Wieghart explained the need for the DEIS process, as required by the National Environmental 
Policy Act (NEPA), is intended to ensure that enough equal information exists about all the 
analyzed alternatives and that information is made public. The DEIS would become the basis of 
information for the decision makers. The FTA cares about the process, that the information was 
provided and publicized, and that the decision makers have had opportunity to review it and hear 
from the public. At that point, FTA allows it to be a locally determined process. The DEIS was 
useful, and John Cullerton’s presentation would provide information that would be in the FEIS. The 
actual narrative could no longer be distributed because it was a FTA document, but the information 
being shared with the CAC would be the same information and Council was invited to attend that 
presentation. 

Mr. Williams added that for success in the New Start application or for any federal funding, they 
want to be as true to the process and information presented as possible. The FTA would not 
dictate what alternative is chosen but, being cognitive and using the information in the DEIS to 
make decisions would place them in the best position for success. 

Mayor Hoffman reviewed that after PE, they would apply to the FTA for final design, and if 
approved by the FTA, they would be authorized to proceed with the project. He asked if the FEIS 
was the final product, when the record of decision would occur, and when would the FFGA 
received. Ms. Wieghart explained the final product included the FEIS, as well as detailed design 
drawings in which 60% or more of the engineering would be completed, and the project would be 
ready to move toward construction. The FEIS was prepared and completed during the preliminary 
engineering phase, which involved 30% design completion. The record of decision was received 
45-days to two months after publication of the FEIS. The environmental impact statement discloses 
the impacts, and then negotiation occurs about how those impacts would be mitigated. The record 
of decision documents those agreements regarding mitigation. 

Ms. Wieghart explained the release of federal funds was part of the FFGA, which would occur 
after PE, the FEIS, and the application for final design. Once the whole final design process was 
complete, the FFGA was the last stage before starting construction. Some projects front some 
initial money just to get construction started before the FFGA is received. 

Mayor Hoffman stated the threat of litigation was a concern on any project. He understood that 
any litigation filed would be after the FEIS, and when the project was essentially owned by the 
FTA, the FTA would defend the project.  Ms. Wieghart confirmed that FTA would defend the 
project, but TriMet and Metro would participate. Mayor Hoffman understood that money was 
released when the record of decision was received. He was told the Portland-Milwaukie project 
would be receiving money this month as they were getting their record of decision. Ms. Wieghart 
clarified that anytime after receiving approval to enter into preliminary engineering, local funds that 
are expended could be counted as the local match, so they already had a sort of approval to spend 
the money. Mr. Williams added that federal funds associated with the FFGA would not be 
received all at once, a portion of the funds were appropriated out each year for projects throughout 
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the country. Federal funding could still be going to the local jurisdiction for those projects, even 
after it was fully operational.  

Councilor Hennagin asked how local agencies paid for construction, they may have to borrow. 
Mr. Williams stated that was part of the project’s financing plan, which included the financing fees, 
interest costs, etc. As part of the FFGA, the FTA has a good idea of how money would come into 
the region for the project. The financing plan even included the preliminary financing and capital 
costs work that Steve Siegel had been doing.  

John Cullerton, URS, Transportation Planning Consultant, presented the Travel Demand 
Model from two presentations he gave to the CAC involving the travel demand model and growth 
forecast. He would also describe how the modeling and growth forecast information was used in 
the DEIS. He reminded that they were forecasting out to the year 2035, and briefly reviewed the 
transportation and development conditions that existed 25 years ago, highlighting the massive 
changes seen in those 25 years. The regional population growth forecast between now and 2035 
was 1.3 million above the current population of all four counties, resulting in a population forecast 
of 3.1 billion in 2035. Population allocation by county showed Clackamas County as the largest 
single recipient of that growth.  

The travel demand model used information on existing and planned transportation systems, such 
as what was happening on the roadways and in the transit system, planned projects, forecasted 
growth, and travel behavior. Travel behavior information was gathered with a detailed travel 
behavior survey done on regional basis. The information from the survey included how many cars 
were on the major streets, how many people used transit, and the number of walk and bike trips. 
Every 10 to 15 years, Metro completes a comprehensive travel behavior survey; the most recent 
was done in 1994/1995 when 6,000 households were surveyed. Each household member kept a 
log of all the trips they made for two to three days, allowing the survey to gather a lot of 
demographic and other information as well. The simulated roadway and transit network was 
essentially a computer representation of the entire freeway, arterial, and collector level system.  

The travel model was a four-step model created to answer four basic questions: how many trips 
there were, where the trips are going, what mode of transportation is being used, and which routes 
are being used for each of those transportation modes.  

The model divided the region into geographic units with about 2,000 comprising the overall region. 
Trip generation was based on the household and employment forecast. A household and 
employment forecasts existed for each geographic unit, as well as demographic information, 
regarding age, income, and household size. That information varied dramatically by location within 
the region. Determining where all the trips would go was based on the household’s location in 
relation to the location of employment. The employment not only represented where people travel 
to work, but also shopping opportunities. People tend to travel shorter distances to meet their 
needs. People tend to locate near where they worked, with the average work trip being 20-25 
minutes. A typical work trip in the region was less than six miles.  

Demographics, age and income played a big role in the mode of transportation used. In the 
tradeoff between cost and travel time, transit could become more competitive and was more 
attractive in terms of travel time. Income also figured into the mode of transportation selected. For 
lower income people, cost was more important than travel time, whereas higher income people 
valued travel time over cost. All of that was built into the model to weigh whether a person selected 
transit or automobile for a trip. 

The final question was what route would be used based on the choice of auto or transit. Auto trip 
route choices were based on travel time. The model used a representation of the roadway network 
to determine the shortest path between the origin, Point A, and destination, Point B. The 
uncongested freeway was identified as the optimal choice, so in running an assignment through 
the model, everyone chooses the freeway, making it no longer the fastest route. A number of 
iterations are done to find equilibrium amongst the routes, but basically no quick way existed to get 
from Point A to Point B because everyone had already figured out the routes. On the transit side, 
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routes were determined by the frequency of service available from Point A to Point B. This 
modeled information was used to gather information on peak hour traffic conditions and transit 
ridership, how transit was being used and ridership levels by different alternatives. It was important 
to understand that the FTA required that all the transportation alternatives be analyzed based on 
the same growth forecast at that small geography level for a level playing field. 

The population and employment forecast for the region started with information from the National 
Bureau of Labor Statistics, which issues national employment forecasts at the state and regional 
levels. Metro used that information and worked with specialized consulting firms to determine the 
2035 employment forecast for the four-county region. Population is derived according to how many 
people would be needed to service that employment forecast and also account for the age core, 
how many people are under 18 years old, in retirement, etc. 

Overriding State and regional policies dictated how population was allocated in the region. The 
2040 Growth Concept and Urban Growth Boundary (UGB) provide policy guidance at the state and 
regional levels, while local comprehensive plans are the implementation tool for some of those 
policies. The Metro Growth model, used as a tool to allocate regional growth, takes into account 
vacant and developable land and redevelopment opportunities throughout the region. Mayor 
Hoffman added the Metro Growth was a complicated, but important computer model used by 
Metro to determine if and when the UGB was moved. Metro considers zoning, existing zoning, 
under zoning, etc. throughout the entire region. The Metro has relied on the model for the last five 
to seven years to determine where people are going to move and to consider market factors as 
well. 

Mr. Cullerton stated the model also takes into account accessibility, in terms of regional travel 
times. The model was used to develop an initial allocation of where the 1.3 million in additional 
population growth would occur in the region. It then goes through a local review process and 
approval at the impact level, which takes about an 18-month process. Metro had worked closely 
with the Denny Egner and the Lake Oswego staff to work out the numbers.  

The forecast for the Lake Oswego-Portland Corridor, defined from northwest Portland at the end of 
the streetcar line through Lake Oswego, captured about 8% of the forecasted 1.3 million in regional 
population growth. Of that forecasted 100,000 increase in population, 81% was expected in South 
Waterfront to northwest Portland; 7% in John’s Landing; 1% in Dunthorpe/Riverdale; and 11% or 
7,200 additional people in Lake Oswego. He described where the 7,200 would be allocated 
throughout Lake Oswego. The Foothills area east of State St would have more than 50% of that 
growth allocation. A large portion was also forecast for the Albertson’s site, with relatively smaller 
portions west of State Street in central downtown. Those smaller portions represented some 
additional household growth in terms of condominium development on certain lots.  

The traffic demand growth for the two evening peak hours was used rather than the morning peak 
hours because it was the period with the largest number of vehicles on the road. Other types of 
trips also occur in the evening that are not counted during the morning peak hour. The model 
compared the existing and 2035 forecasted traffic demand growth for all the north/south routes 
from downtown Portland toward Lake Oswego, including Iowa St in the John’s Landing area, 
Barbur Blvd, Corbett Ave, Macadam Ave, and I-5. Mayor Hoffman noted that in 2035, traffic on 
southbound Macadam Ave would be as busy as Barbur Blvd heading out of town in the evening. At 
the points where the trips were counted, Macadam Ave was two lanes and Barbur St was three 
lanes. Mr. Cullerton added the current traffic count for Macadam Ave was about 4,000 trips within 
those evening peak two hours, by 2035, it was getting close to 6,000 trips.  

Mr. Cullerton reported that 22% of the evening peak hour trips heading into downtown Lake 
Oswego came on Terwilliger Blvd versus 78% on Hwy 43.  Of those 78%, 17% of the trips head 
west into downtown or points west; 10% go east of Hwy 43 into the Old Town Neighborhood and 
Albertson’s area; 29% out McVey Ave with 38% continuing south on Hwy 43. He did not have the 
current percentages of trip proportions for 2010, but it was probably similar percentage wise.  
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He reviewed limitations and existing conditions on Hwy 43, which included narrow right-of-ways, 
environmental and geological constraints between the Sellwood Bridge and Lake Oswego, and 
issues related to neighborhood and home access. Engineers could widen parts of Hwy 43 at great 
expense and with many impacts, but it would not address congestion problems associated with 
traffic signals and the need to provide access for traffic to turn left and right onto Hwy 43 or 
completely cross Hwy 43. He displayed two points where traffic was impacted by the signals, at 
John’s Landing and in downtown Lake Oswego. 

Two fundamentals used for the DEIS were the traffic and transit operation analyses. The transit 
operation analysis would be discussed at some point in the future. The traffic operations analysis 
focused on congestion and travel times, which were then related to person carrying capacity. The 
analysis identified a few problem areas in the 2035 future traffic conditions on Hwy 43 that were 
consistent with known conditions of that area and how it performed today. The first problem area 
was at the north end near Bancroft St, and the area of the South Portal Project. Part of the South 
Portal Project was to extend Moody Ave further south where the streetcar would operate in mixed 
traffic. Using numbers based from the forecasted growth, traffic near Bancroft St was backing up 
and potentially creating problems for the streetcar’s operation in mixed traffic through that area. 
The City of Portland and ODOT recognize that more work was needed on the South Portal 
Project’s design for it to work with traffic and for the streetcar to move forward for both the state 
and local systems.  

The next problem area was at Boundary St, which had the highest east/west volumes of any traffic 
signals in the John’s Landing area and needed the most time allocated to the east/west movement, 
in order to service that traffic demand. If the proposed new west interchange was assumed to be 
part of the Sellwood Bridge Project, it would improve the situation of traffic queuing from the bridge. 
But, as traffic associated with the growth forecast is introduced, it would still look like it did today 
due to the geological constraints at the west end of the bridge. The interchange would still not be a 
perfect solution forever given the continued growth and traffic, but it would be an improvement over 
today.  

The Lake Oswego downtown area with its many intersections was close to having problems with 
the increased volumes. Many intersections through downtown are operating at a Level of Service 
(LOS) that would be considered failing because cars sometimes wait for a couple signal cycles to 
get through the intersection. This was a no fail condition and not related to the transit alternatives.  

Mr. Cullerton explained the problems referenced involved intersections identified with an LOS 
above the ODOT or City standard based on 2035 traffic. Mayor Hoffman noted today, problem 
areas were identified based upon whether it was a morning or evening commute. In the evening 
commute, it extended an equal distance north towards Portland, and in the morning it extended an 
equal distance south toward West Linn. He questioned what was meant by problem areas because 
of the backed up traffic there. Another problem area was at Burlingame, where traffic comes in 
from I-5 and Terwilliger Blvd and creates a big back up. In the evening, the problem area was west 
from State St towards 7th or 8th St.  

Mr. Cullerton explained that the presentation was intended to show only Hwy 43 locations. His 
intent was not to represent queuing and the extent of the back up north and south, only a 
geographic signal of issues in the Hwy 43 area. Mayor Hoffman understood from the presentation 
that the backup and transit time would increase significantly in 2035. 

Mr. Cullerton stated both the Streetcar and Enhanced Bus Alternatives have issues related to the 
Park & Rides. Typically, about 40% of the vehicles using the Park & Ride lot would exit during the 
pm peak hour, adding about 25 additional vehicles heading south on Hwy 43 towards McVey Ave. 
Assuming both lots were full, close to 200 cars would be leaving during that pm peak hour period. 
A good portion of those vehicles would be in that area normally during that time due to people 
traveling by auto and choosing to use that Park & Ride for the streetcar or enhanced bus. The 25 
net additional vehicles were used when looking at the intersection impact.  
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Councilor Olson understood the assumption in that analysis was that 200 cars would be parking 
and riding the streetcar rather than driving in to town. Mr. Cullerton stated that based on the 
model’s forecast, assuming a maximum of 50% or 200 cars exiting in that pm peak hour, 25 were 
showing up as additional trips. He confirmed that the 175 trips were commuting anyways by car. 
Councilor Olson clarified the 25 cars were not creating the congestion, but rather 200 cars would 
be turning onto Hwy 43. Mr. Cullerton stated those were the intersection volumes they considered 
where the Park & Ride met Hwy 43. With that level of volume and the intersection south of the 
Park & Ride, it netted out to be about 25 cars. Councilor Olson understood an estimated 200 cars 
would come out of North Shore and by the Lakewood signal; it would be 25 more cars than what 
existed today.  

Mr. Cullerton confirmed for Mayor Hoffman that the traffic engineers had factored into the 
analysis that not everyone using the streetcar would use the Park & Ride. It was not derived 
directly from the model, but was part of the DEIS. Morning and afternoon traffic trips, as well as 
traffic coming and going from various locations were also included in the engineer analysis; 
however, he did not know how specifically it was called out in the DEIS document. The pie charts 
presented to Council reflected some significant household growth, but was not specific per site. He 
confirmed that pedestrian and bicycle traffic was also factored into the model for 2035, but 
identifying the number bike trips to the streetcar was a level of specificity beyond what the model 
was presenting. Mayor Hoffman believed the FTA calculated ridership, but was uncertain if that 
included bicycle trips. 

Mr. Cullerton explained that overall, URS reviews how similar locations perform in terms of bike 
and pedestrian access. He continued that only the Streetcar Alternative would require more work 
on the Moody Ave extension in the South Portal area. With Macadam Ave as currently figured, the 
proposal would be for the streetcar to enter at Boundary. Since Boundary already has the most 
east/west time allocated, time should be added to that east/west movement at the Boundary 
intersection, and remove some time from the north/south on Hwy 43. The traffic engineers would 
continue working to minimize or eliminate the time issues in those areas. A new traffic signal would 
be added at the other location south of where the streetcar would return to the Willamette Shore 
Line at SW Carolina. The analysis found a signal could work well in conjunction with the other 
existing signals and would not cause additional delay.  

In 2005, travel time by auto from the Portland State University (PSU) area to downtown Lake 
Oswego took about 18 to 19 minutes, and was forecasted to take 26 minutes in 2035. That same 
trip by bus took 28 minutes in 2005, and was forecasted to increase to 44 minutes in 2035. The 
Enhanced Bus Alternative that would have fewer stops would take 26 minutes and was forecasted 
to increase to 39 minutes. The Willamette Shore Line would have taken 30 minutes in 2005 and 
about the same amount of time in 2035 due to that exclusive guide way for the majority of its trip. 
With the Macadam Ave in street option, the streetcar was estimated to be three minutes slower, 
due to diverting the route up, dealing with traffic and signals, etc. The streetcar was forecasted to 
be a similar time in 2035, but still slower than Willamette Shore Line alignment. 

Councilor Hennagin believed one problem with commuting on the Portland streetcar was that it 
did not get priority over traffic signals like the MAX system. If the streetcar was built, had signal 
priority on Macadam Ave been considered to speed up the streetcar’s travel time? Mr. Cullerton 
stated signal priority was considered at Boundary; however, concern existed about the impact on 
southbound evening traffic on Hwy 43 from Macadam Ave. The study assumed it would work within 
the existing signal cycles. He believed ODOT would have real concerns about providing complete 
preemption where a train would change everything and have immediate access as it came 
through.  

Mr. Cullerton presented the additional person carrying capacity given a completely separate right-
of-way as represented by the streetcar. In conclusion, he stated all the transit improvements would 
slightly reduce traffic on Hwy 43, State St, and the Macadam Ave Corridor, except for the specific 
Park & Ride locations. The streetcar would reduce traffic slightly more than the Enhanced Bus 
Alternative, because it was forecasted to carry more transit riders than the Enhanced Bus. No 
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major traffic impacts were associated with the transit alternatives, but the minor impacts included 
the slight increase of traffic accessing the Park & Ride lots, and signal modifications at Boundary 
and Carolina with the Macadam Ave design options. It was important to understand that if the 
streetcar were selected as the LPA, mitigation measures would continue to be developed to 
address all the issues he had discussed. There would also be fine-tuning of the design work during 
the preliminary engineering and final design phase.  

Mayor Hoffman stated he was confident that some type of modeling existed to predict the 
behavior involving where riders would be dropped off. He did not believe a big traffic jam would 
result because riders would not all be dropped off right at the Lake Oswego Park & Ride, but a 
block away or across the street.  

Councilor Moncrieff asked if the Council could get more information about what the effect would 
be on Line 36. It did not make sense that Line 36 would be canceled if the streetcar ran on 
Macadam Ave because Line 36 would deliver riders to the Park & Ride station. Mr. Williams 
reiterated that typically TriMet enhances their connections to the rail systems. Like Line 36, if still 
Line 36, it could feed the streetcar. Councilor Moncrieff asked for verification about that to 
address people’s concern.  

Councilor Olson asked why the streetcar would reduce traffic more the Enhanced Bus. Mr. 
Cullerton clarified the streetcar was forecasted to carry more transit riders because the streetcar 
travel time was significantly better for a majority of the trips. A presentation would be given on the 
transit and ridership forecasting, which would provide more detail.   

Councilor Olson asked if Lake Oswego’s population growth of 7,200 was for all the areas on the 
map. Mr. Cullerton clarified the area shown indicated central Lake Oswego, and the 7,200 was 
allocated within that area. It was not identifying that as the only growth being allocated to Lake 
Oswego, but it regarded the area outside of Lake Oswego as indicated. Councilor Olson asked if 
any of the forecasting included the Stafford area.  Mr. Cullerton stated the forecast had growth 
allocated to Stafford, but he was unsure how to characterize it. The forecast used for 2035 did not 
include what was being done with the recent Urban Reserves discussion. He believed more growth 
would be allocated given the recent process. Council Olson reconfirmed with Mr. Cullerton that 
some of the ridership and population growth was based on the development of Stafford. Mr. 
Williams said he did not know how much pertained to Stafford; he was shown a Metro map of the 
whole area that feeds the Hwy 43 Corridor. Councilor Jordan noted it would have been 
developed at the current zoning, and confirmed that eventually new figures would show the impact 
of the Stafford Urban Reserve designation on population allocation, which would then increase the 
numbers served through that corridor.  

Councilor Tierney asked if the analysis provided a definitive conclusion about the pros and cons 
of the streetcar option, or was it all part of the process. Mr. Cullerton replied the conclusion was 
there would be a significant growth in traffic on the Hwy 43/Macadam Ave Corridor, regardless of 
which transit project moved forward. And, implementing the Enhanced Bus or Streetcar Alternative 
would have a few localized traffic impacts, without substantial further damage to that traffic 
operation. He suggested waiting for more detailed information on the transit ridership before 
forming a pro or con conclusion. 

Councilor Tierney stated in transit and other studies of this nature, the gap between the time 
spent in a car versus alternative modes of transportation seemed rather large. In light of past 
transit projects, would the time differences presented when traveling by car versus the different 
travel modes be a common or frightening statistic? Would people keep driving their cars because 
no advantage in travel time existed? Mr. Cullerton stated the transit options considered are those 
that are closest to the auto travel time, and the streetcar at Willamette Shore Line would provide 
the fastest travel time. In a transit solution, the goal is get as close to an auto travel time as 
possible. On public transit, there would always be stops for people to get on and off, resulting in a 
slower operation than a car going straight from Point A to Point B. A subway or totally exclusive 
guide way system that achieved high speeds might be faster, however.  
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Councilor Jordan understood when they first started looking at alternatives, the number of car 
trips on Macadam Ave would not be reduced with any of the transit options; traffic would be 
maintained at present levels. She asked if no transit options were available would the auto travel 
time remain the same. Mr. Cullerton replied it might fluctuate a minute or two. The number of trips 
that would be attracted onto transit was still a relatively small portion of all the trips in the corridor. 
The City was providing an alternative that operates in a separated right-of-way with a dependable 
travel time day after day, but transit does not attract so many trips that traffic numbers go way 
down. By attracting additional people to transit, theoretically the number of vehicles would be 
reduced; however, taking more cars off Macadam Ave would make Macadam a more attractive 
option and other drivers would begin using it.  

Councilor Jordan said that was her point. She understood if transit were used, the number of 
autos would not be reduced on Macadam Ave. If no other transit options were available and the 
only way to reach Lake Oswego to Portland was by car on Macadam Ave, it seemed that the car 
travel time should increase significantly given the population growth forecast. But, based on Mr. 
Cullerton’s presentation, cars would still be able to travel on Macadam Ave with a lower travel time 
than the transit. Why did not the car travel time increase closer to 2035 than it did on the model? 
Councilor Olson suggested they would be finding some other way to get into town. Mr. Williams 
agreed. He understood Mr. Cullerton to say other choices were available, like other corridors to 
travel in, or other places to live or work. The Macadam Corridor could only hold so much traffic. 
Cars could not continue to be pushed down that corridor if transit options were removed. 
Councilor Olson added more people could ride the existing bus system.  

Councilor Tierney said it was the correlation between traffic demand growth and travel time in the 
car. He asked if the travel time would only increase by 6-7 minutes if southbound Macadam Ave 
was at 4,000 today and 6,000 in 2035. Mr. Cullerton stated travel time went from 19 to 27 
minutes, adding 8 minutes to a 19-minute base was a 50% degradation in travel time for auto trips. 
He believed the numbers showed a significant growth in traffic in the corridor that would lead to 
perceivable degradation in the quality of that auto trip. It would make reliable transit in its own right-
of-way a more attractive option for those located in a location to take advantage of it.   

Councilor Olson confirmed that the current regional population, including Clark County, was 1.8 
million and would increase by 1.3 million in the next 25 years. She asked what the population 
growth had been over the last 25 years. Mr. Cullerton believed the 25-year forecast represented a 
similar annual growth rate; however, he did not have the exact numbers. Councilor Olson 
confirmed that people sought to live within an average of 6 miles from their work place and that the 
streetcar line was in a 6-mile corridor. Councilor Olson confirmed with Mr. Cullerton that the trips 
were based on the population growth in Foothills, which was included in the 7,200 for Lake 
Oswego, asked if that was a big part of ridership. Mr. Cullerton reiterated that he did not have 
ridership information, which would be part of a future discussion.  

Mayor Hoffman confirmed that City Council would have future discussions on traffic and transit 
forecasts as well as ridership, as the process progressed. He stated he wanted to move on to the 
construction costs. Mr. Williams added the CAC would receive the briefing in August, and Council 
should get their briefing on those issues in September.  

Mr. Williams distributed a handout titled, “Overview of Lake Oswego Capital Cost & Financing 
Issues”, which was information Steve Siegel presented to the Steering Committee that morning. 
The material discussed the preliminary capital costs, primarily for streetcars which were the most 
complex, but some figures regarded the Enhanced Bus. The allocation of cost sharing and 
Operation and Maintenance (O&M) costs were not being considered at this point, but both would 
be discussed at a future briefing. It would take time to determine Lake Oswego’s cost share. The 
LPA and costs needed to be determined, as well as a negotiated, or agreed upon allocation on 
how the different partners would allocate out the local match.  
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Lake Oswego’s percentage would be based on what the jurisdictions could afford and what a 
reasonable share would be for the Cities of Portland and Lake Oswego. The City and its partners 
would work through a process to calculate the percentage and look at all opportunities for funding. 

He reviewed the Project Capital Cost Background on Page 14, and noted that due to the different 
design and phasing options, 96 different combinations existed for what the Streetcar Project could 
look like. Though Mr. Siegel’s analysis, he selected representative scenarios for the City Council to 
consider, since reviewing 96 combinations would not be feasible. Some interesting issues included 
how the projects lined up. The City of Portland already had money allocated for the South Portal 
Project through their Portland Development Commission. The question was whether those monies 
could also be used toward the Streetcar Project to help both projects get funded. Such issues 
needed to be considered not only for the South Portal area, but also for the Sellwood Bridge and 
Foothills area.  

Item 3, Capitol Cost Elements, included costs for 2035, reflecting what the FFGA would look like 
and what would be needed to construct the project for opening day. URS provided the 2010 costs, 
which had to be inflated to Year of Expenditure costs that are allocated over those years of 
construction. Also included are upfront and other soft costs that needed to be factored in.   

With regard to Design and Construction, URS utilized 2010 cost estimates and calculated the 
range just for construction to be $150 million to $200 million. Much higher numbers were expected, 
but the actual construction piece in current year dollars is currently estimated with very little 
engineering. The value of the right-of-way that could be donated to the project would be 
determined when the FFGA was put in place. An appraisal must be done within 6 or 8 months of 
that FFGA, so real values were used for that right-of-way. The most recent appraisal done on the 
right-of-way was completed in 2008, before the market crashed, so the numbers presented to 
Council are based on that 2008 appraisal. The figures did not account for the downturn or what 
might be in play from this point until the FFGA, only the 2008 numbers are being used.  

Interim Borrowing and Net Finance Costs during project development would occur if the Federal 
funds did not come in right when the project needed those funds. Costs were also associated on 
the local match piece, because typically, some local matches are financed, resulting in interest or 
debt services costs. Although an expense of the project, these costs could be used as part of the 
local match to leverage more Federal money, and were included in the financial plan. Design and 
construction costs would include hard construction costs, design engineering, administration, 
management, and the purchase of the right-of-way, including property acquisitions for certain 
design elements or options.  

Mayor Hoffman clarified that the right-of-ways would be in addition to the Willamette Shore Line. 
Mr. Williams noted some right-of-way acquisitions could also be needed along the Foothills 
alignment. Eleven streetcar vehicles were forecasted for acquisition for 2035 at $4 million each 
with four vehicles at the start of operations. The 2035 costs would include the 11 vehicles; 
however, in the FFGA from the FTA agreement it would only show four vehicles. Mayor Hoffman 
noted the plan forecasted starting construction in 2015 with completion and streetcars running in 
2017. 

Mr. Williams continued that the budget allowed for a maintenance and storage vehicle allowance 
and art and contingency. As in kind contribution, the FTA would decide if right-of-way was eligible 
and determine its real market value. Again, 2008 appraisal figures were used in the report.  

Mr. Williams clarified for Councilor Olson that the FTA had to agree that Lake Oswego’s transit 
line qualifies for matching funds, and everything the City was doing. The history was that the FTA 
does allocate the local match for property used for such projects. He believed that was why Neil 
McFarland came here regarding the Milwaukie Light Rail because the City of Lake Oswego was 
donating part of the Willamette Shore Line north of where the streetcar would be so it could be 
used for match. 
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Mayor Hoffman noted it was a big deal for streetcars in other cities that already had the existing 
right-of-ways, so they donate it to the project. Finding the value of the right-of-way meant Lake 
Oswego would own the ground under the streetcar track between Lake Oswego and South 
Waterfront, while other ones are easements. The FTA values that based on $X amount per square 
foot with right-or-way being valued higher than easements. After the appraisal was done on the 
different parcels, the FTA would add a bonus because Lake Oswego has assembled property for 
the entire route along the 6-mile corridor, which was how it could be valued at $100 million.  

Mr. Williams continued to Item 6 regarding the interim borrowing and that finance cost, one for the 
federal piece and the other for the local match. Mr. Siegel’s report laid out numbers for different 
elements, including design, construction, the contributed right-of-way, interim borrowing interest 
and that finance cost, etc. making the preliminary total cost estimate $380 million to $460 million. 
He clarified Mr. Siegel’s report should have included the cost of equipment and vehicles with the 
construction cost estimate of $150 million to $200 million; $380 million to $460 million included all 
costs not just construction. The estimate was for 2015 to 2017, the years of expenditure.  

Mayor Hoffman understood the cost included the right-of-way and was also included as part of the 
revenue under Item 9, it was counted twice. Mr. Williams explained the City wanted to see it twice 
because it was the local portion. Likewise, the local interest and debt service costs needed to be 
factored in for the same reason. He confirmed the contributed right-of-way was not a cash 
donation, cash was subtracted. With a right-of-way valued at $100 million, the project would cost 
between $280 million to $360 million, again, that included all the finance costs, etc. 

Mr. Williams continued with Item 8. Those numbers were based on 60% Federal dollars with a 
40% local match. Currently, TriMet and FTA are discussing the appropriate federal percentage for 
the Milwaukie Light Rail Project. On larger projects like the Milwaukie project, the FTA was pushing 
to change the percentage from the 60/40 to a 50/50 split. By law, no more than 80% in federal 
funding could be used. In order to allocate more funds for more projects, the FTA was trying to 
reduce their share on projects, so more projects could be done. Lake Oswego might face that 
challenge also. Typically, smaller projects were funded at the 60/40 match, but that could change 
based on the administration in place at the time. The City had very supportive congressional 
delegates who would work hard to ensure 60/40 was retained over time. Mayor Hoffman stated 
Rick Gustafson would talk with Council about the federal funding process, which is his area of 
expertise. The concern was whether projects would have 50/50 or 60/40 funding percentages. 
There was the Portland-Milwaukie Light Rail, a $1.4 million project, the Lake Oswego project, 
which the City hoped would be 60/40, and the Portland/Tigard Project on Barbur Blvd. These 
projects all involved lots of money, so people were paying close attention.  

Mr. Williams stated Item 9 regarded in-kind contributions, right-of-ways, shared project 
contributions, which could include the South Portal and Foothills projects, Project Specific Match, 
and revenues used to net finance costs. Mr. Siegel’s compared two similar projects, the Riverwood 
and Willamette Shore Line alignments in the Dunthorpe area, to show how funding options are 
considered. The total capital costs for Riverwood were actually less than the Willamette Shore 
Line, $386 million versus $400 million. However, when the 60% match by the Federal New Start 
program and the right-of-way contribution are considered, which only apply to the Willamette Shore 
Line, the Project Specific Match changed. This resulted in the Riverwood alignment costing more 
locally at $55 million, versus the Willamette Shore Line alignment at $47 million. The analysis to 
determine the LPA that worked for the communities involved and addressed project funding 
concerns would be complex and intricate.  

Councilor Tierney asked if the alternative was moved out of Riverwood or Macadam, could the 
right-of-way be sold that was not being used for the streetcar. Mr. Williams believed that would be 
considered on case-by-case basis. If the City did not use some properties for rail purposes, they 
automatically revert to the adjacent property owners; other properties on the Willamette Shore Line 
that the City owned fee simple, which could be sold. There was also discussion about using the 
Willamette Shore Line for a bike/pedestrian facility if it was not used for rail. The question of selling 
unused property could be considered once project decisions were made. 
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Councilor Jordan stated that having some type of Local Improvement District (LID) had been 
mentioned if the streetcar was moved off the Willamette Shore Line and Macadam area because 
those property owners did not want a streetcar traveling by their property. In this scenario there 
would be a trade, an offsetting amount of money to forward for the loss on the value for the right-
of-way. Mr. Williams replied the City of Portland would have to look at that for their funding portion 
of the project. Lake Oswego would have interest in that as well, because the overall project would 
be losing that local match. The City wanted the City of Portland to step-up and figure out ways to 
offset that loss. The property owners say they benefit by not having the streetcar traveling by their 
front doors. 

Councilor Hennagin believed retailers along Macadam Ave would fund the LID because they 
were hoping for an increased business from people riding the streetcar. Mr. Williams said he could 
almost guarantee Portland would look at that. Previous streetcar projects had gone in that 
direction. Moving the streetcar away was not a benefit; it was a benefit to have the streetcar, so 
LIDs were instituted in downtown and northwest Portland an also on the east side.  

Mayor Hoffman asked about the two examples involving Dunthorpe, the local match would be 
somewhere near an average of $50 million. Mr. Williams added that example did not show what 
the other local matches would be for the lower Foothills Willamette or upper Foothills Willamette, 
which would make a big difference in the local match figure. Mr. Siegel’s example only provided a 
constant to show how the two would work.  

Mr. Williams stated that Item 10 laid out how the overlapping projects helped or hurt the project. 
The worst-case scenario for all the jurisdictions and the streetcar project was if the other projects, 
South Portal, Sellwood Bridge, and Foothills, did not move forward because the entire cost of the 
Streetcar would have to be funded. The second bullet presented a good scenario of all the projects 
moving forward first and building the necessary improvements so the streetcar could follow and fit 
adjacent to those projects; then each jurisdiction would pay for their portion of the expense. For 
example, Lake Oswego would spend money for utilities a road and the road grading down through 
Foothills. The streetcar project could then install some tracks and essentially be done. This would 
be cheap for the streetcar project, but Lake Oswego would have had to pay 100% for the Foothills 
improvements of that project. The best-case scenario would be if the two could be coordinated to 
take advantage of federalizing the entire project and get the 60% federal share to make the entire 
corridor work in the best manner possible. Councilor Olson understood that in the worst-case 
scenario, if the streetcar moved forward without the South Portal/South Waterfront project, then the 
City of Lake Oswego would be helping to pay for the South Portal project as a project partner. Mr. 
Williams clarified that it would ultimately depend on how various portions of the project were 
negotiated with the City of Portland.  

Councilor Jordan asked since Portland got a TIGER (Transportation Investments Generating 
Economic Recovery) Grant for the Moody Ave portion, would any of the South Portal engineering 
be done on that Moody Couplet. South Portal was shown in the same location as the Moody 
Couplet. Mr. Williams clarified it was the same name but that entire project was further north and 
associated with the Portland-Milwaukie alignment. 

Mayor Hoffman noted that Item 11 was incorrect and should state, “$380 $388 million over $8.2 
million.” In addition, “$418.5” should read, “$418.5”. He then cited the following figures: $232.9 
million for New Start; $83.4 million for In-Kind, $65.3 million, Project Match, with a total of $388 
million versus $418 million. Mr. Williams explained the Lake Oswego example was showing 
pulling everything constant except the two alternatives in the Foothills area. The higher project cost 
was the Foothills at $418 million verses the $388 million for the Union Pacific, but then the project 
match was actually lower for the Foothills than for the Union Pacific. He confirmed that the shared 
project match would be zero for the Union Pacific and $13 million for the Foothills. 

Mr. Williams clarified for Councilor Olson that the shared project costs in Items 10 and 11 were 
included in the supplemental material. He added that the City had to consider mitigating the risks 
associated with shared projects. If a plan was developed, an LPA selected, and they moved 
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through the whole process, but those shared projects did not happen for whatever reason, the 
streetcar project could be at risk. The City would have to do a supplemental EIS or arrange for 
some alternative contingency plans through the DEIS and FEIS to prevent having to do a 
supplemental, and risk having a higher match associated with the project. 

In Item 13, Mr. Siegel narrowed the 96 combination examples down to nine, although no specific 
reason existed to select one those nine combinations. It was reasonable to mix and match any of 
the combinations for each of the five design or phasing options noted on the left side. One way 
staff was looking to address this was to have the CACs go out for a month or so and allow 
residents to consider and determine the best design options slated for their neighborhood area, 
both in Lake Oswego and in Portland. Staff would then try to mix and match the pieces to where 
the CAC would be comfortable with that preferred alternative. Staff could then start looking at the 
costs associated with that alternative, how the maps would line up, and get a firmer idea of where 
the other sharing projects would fit. 

The Project Specific Match showed a decent range of $45 million to $66 million (Item 6) which 
included the Foothills. The $65 million estimate would include the Union Pacific railroad. As the 
options are narrowed down to one locally LPA, it would be interesting to see how the numbers play 
out. The Enhanced Bus was much less complex with an estimated 2010 capital cost of $37.8 
million, and year of expenditure cost of $51 million. The local match was reported to be in the $10 
million to $20 million range, depending upon how it played out.  

Councilor Olson asked why as a percentage the local match would be the same. Mr. Williams 
replied that was a good question, since they were not dealing with Willamette Shore Line right-of-
way. He reminded the figures were only for construction costs. He was not sure what the federal 
split would be for the Enhanced Bus. It had been mentioned that the Enhanced Bus would fall 
under a small Starts Project rather than a New Starts Project. He did not have the criteria for that 
program.  

Councilor Olson noted the lack of discussion about the Enhanced Bus earlier at the Steering 
Committee meeting, and even at CAC meetings. Mr. Obletz had talked about it with her, which was 
helpful. The Metro representative had said the DEIS was supposed to have equal analysis and 
publication of each alternative, yet Council had not received much information on the Enhanced 
Bus option. She asked if City Council could receive more information about that option. Mr. 
Williams answered yes, to the extent that more information was available. The Enhanced Bus 
Alternative was pretty straightforward because it involved typical bus operations and was already 
on Hwy 43. The number of stops and stop locations were shown on the map in the newsletter 
provided to Council. The 300 space Park & Ride was much the same at the Albertson’s site as for 
the streetcar option.  

Mayor Hoffman believed when the DEIS was presented to Council, they would have the 
opportunity to further review and discuss the Enhanced Bus. He had not seen much information on 
it either, and agreed Council needed to know more about it. 

Councilor Olson stated other than the Park & Ride, she wanted to know what construction costs 
would be associated with the Enhanced Bus. Mr. Williams said there would be minimal costs, just 
the Park & Ride. 

Councilor Hennagin stated at one point, the number of turn out lanes at intersections to pick up 
passengers, and taking priority at signals ahead of cars was discussed. Engineers had determined 
that many of the intersection pull out lanes were not feasible, which reduced the construction cost. 
Mr. Williams explained that had to do with the amount and size of the queues at those traffic 
signals, and widening the road to put in the extra lanes, which got back to the issue of why not just 
widen Hwy 43. 

Councilor Olson asked who would be in charge of operating the streetcar. Mr. Williams replied 
there had been discussions about getting TriMet involved with streetcar operation. The discussion 
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about operating costs and how the Streetcar and Enhanced Bus Alternatives compare was on the 
next agenda for the Steering Committee. 

Council Hennagin asked if a streetcar on this line would follow the streetcar line up to NW 23rd 
and Lovejoy. Mr. Williams said it would tie right into that line. Once the loop was installed over to 
the east side there would be options. Lake Oswego would want to partner with the Portland 
Streetcar Inc. Board as well as with the City of Portland and TriMet to determine the most logical 
routing for the streetcars as they utilize the loop through northwest and downtown Portland and 
Lake Oswego. The City of Portland was interested in the project not only for connecting to Lake 
Oswego, but also for the development potential along Macadam Ave and across the Sellwood 
Bridge to Sellwood. If that extension occurred, some interesting ways to route streetcars around 
Portland could be considered.   

Councilor Hennagin said he noticed the tracks were already installed on MLK, and asked when 
the east side loop would open. Mr. Williams said he was not sure.  

Mayor Hoffman believed it was scheduled for 2012 or 2013. He asked where the $50 million to 
$60 million of local match would come from.  Mr. Williams replied the City would be looking at all 
of the partners, the regional pot of funds available for construction, perhaps State lottery funds due 
to the economic development potential along the corridor and in Foothills. Locally, those benefiting 
from the streetcar should pay for it. Urban Renewal funds, TIF, LID funds, and System 
Development Charges (SDCs), could be considered but that was a conversation for City Council. 
Financing discussions would occur as design options were narrowed and depending on how the 
projects overlap. 

Councilor Jordan noted discussions also continue about local transportation fees, like vehicle 
registration fees, to help fund some of the projects, including the Sellwood Bridge. If there was the 
interchange with the Sellwood Bridge and Streetcar line or Enhanced Bus, that would be another 
place down the road.  

Mayor Hoffman added Metro was considering a regional infrastructure funding mechanism. He 
said that he spoke with Mr. Gustafson who believed Lake Oswego’s project would be considered a 
rapid streetcar and that it would meet the New Starts Program criteria. FTA was rewriting the rules 
to stress the land use components, putting less emphasis on travel time and more on sustainability 
and livability. He noted cities that Mr. Gustafson had stated were already in the New Starts 
Program. Mr. Williams believed those were TIGER Grants and not part of the New Starts 
Program. Councilor Jordan stated they would not be part of the New Starts program as no funds 
were available yet. Mayor Hoffman corrected that they were the cities that already had streetcar 
programs.  

Mayor Hoffman concluded that Council would be addressing the transit issue again in September. 

4. ADJOURNMENT 

Mayor Hoffman adjourned the meeting at 9:30 p.m. 
 

 Respectfully submitted, 
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