
CITY OF BEAVERTON COUNCIL AGENDA 

FINAL AGENDA 

FORREST C. SOTH CITY COUNCIL CHAMBER REGULAR MEETING 
4755 SW GRlFFlTH DRIVE MAY 14,2007 
BEAVERTON, OR 97005 6:30 P.M. 

CALL TO ORDER: 

ROLL CALL: 

PROCLAMATIONS: 

National Bike Month: May 2007 

Emergency Medical Services Week: May 20 - 26,2007 

Police Memorial Day: May 11, 2007 

National Public Works Week: May 20 - 26, 2007 

PRESENTATIONS: 

07097 Presentation on Safe Place for Youth Shelter Project 

07098 Beaverton Human Rights Advisory Commission Human Rights Essay Contest 
Award Presentation 

VISITOR COMMENT PERIOD: 

COUNCIL ITEMS: 

STAFF ITEMS: 

CONSENT AGENDA: 

Minutes of the Regular Meeting of April 23, 2007 

07099 Liquor License: Change of Ownership - El Ranchito Alegre 

07100 Authorize the Mayor to Sign the Agreement With Energy Trust of Oregon to 
Study and Recommend Energy Efficiency Improvements to the City's Potable 
Water Supply System 

07101 Authorize the Mayor to Sign 2007 Third Amendment to Joint Funding Agreement 
for IWRM Water Supply Feasibility Study (aka Tualatin River Basin Water Supply 
Project) 



Contract Review Board: 

07102 Authorize Additional Funding for a Professional Services Contract with Outside 
Counsel to Provide Municipal Court Prosecution 

07103 Bid Award Concrete Products Requirements Contract 

WORK SESSlONlPUBLlC HEARING: 

07104 Beaverton Downtown Parking Solutions 

ORDINANCES: 

First Reading: 

07105 An Ordinance Annexing a Parcel Located at 4980 SW Laurelwood Avenue to the 
City of Beaverton and Adding the Property to the Raleigh West Neighborhood 
Association Committee: Expedited Annexation 2007-0001 (Ordinance No. 4437) 

07106 An Ordinance Amending Ordinance No. 4187, Figure 111-1, the Comprehensive 
Plan Land Use Map and Ordinance No. 2050, the Zoning Map for a Property 
Located in North Beaverton; CPA 2007-0008lZMA 2007-0007 (12020 SW 
Barnes Road) (Ordinance No. 4438) 

Second Reading: 

07093 ZMA 2006-0015. Progress Ridge Split Zoning Map Amendment (Ordinance No 
4435) 

07094 ZMA 2006-0025, Tri-Met Elmonica Maintenance and Storage Area Expansion 
Zoning Map Amendment (Ordinance No. 4436) 

EXECUTIVE SESSION: 

In accordance with ORS 192.660 (2) (h) to discuss the legal rights and duties of the 
governing body with regard to litigation or litigation likely to be filed and in accordance 
with ORS 192.660 (2) (e) to deliberate with persons designated by the governing body to 
negotiate real property transactions and in accordance with ORS 192.660 (2) (d) to 
conduct deliberations with the persons designated by the governing body to carry on 
labor negotiations. Pursuant to ORS 192.660 (3), it is Council's wish that the items 
discussed be disclosed by media representatives or others. 

ADJOURNMENT: 

This information is available in large print or audio tape upon request. In addition, 
assistive listening devices, sign language interpreters, or qualified bilingual interpreters 
will be made available at any public meeting or program with 72 hours advance notice. 
To request these services, please call 503-526-22221voice TDD. 



OFFICE OF THE MAYOR 
CITY OF BEAVERTON 

WHEREAS, the bicycle is a viable and environmentally sound form of transportation 
and an excellent form of recreation; and 

WHEREAS, bicycle commuting is an effective means to conserve energy; and 

WHEREAS, bicycle commuting helps improve the livability of communities by reducing 
traffic noise and congestion; and 

WHEREAS, 2007 marks the 51S' year that the national non-profit bicycling safety and 
education association the League of American Bicyclists has declared the 
month of May to be National Bike Month; and 

WHEREAS, bicycle clubs, schools, parks and recreation departments, police 
departments, hospitals, companies and civic groups throughout the state 
will be promoting bicycling as a wholesome leisurely activity as well as an 
environmentally-friendly alternative to the automobile during the month of 
May, 2007; and 

NOW, THEREFORE, I, Rob Drake, Mayor, City of Beaverton , Oregon, do hereby 
proclaim the month of May 2007 as: 

NATIONAL BlKE MONTH 

May 14 through May 18, 2007 as: 

BlKE TO WORK WEEK 

and Friday, May 18, 2007 as: 

BlKE TO WORK DAY 

in the City of Beaverton and urge all citizens to support bicycle 
commuting by riding their bike to work at least one day during the 

month of May. 

Mayor 



PROCLAMATION 
OFFICE OF THE MAYOR 

CITY OF BEAVERTON 

WHEREAS, emergency medical services is a vital public service; and 

WHEREAS, the members of emergency medical services teams are ready to provide 
lifesaving care to those in need 24 hours a day, seven days a week; and 

WHEREAS, access to quality emergency care dramatically improves the survival and 
recovery rate of those who experience sudden illness or injury; and 

WHEREAS, emergency medical teams consist of emergency physicians, emergency 
nurses, emergency medical technicians, paramedics, firefighters, 
educators, administrators, and others; and 

WHEREAS, the members of emergency medical services teams engage in thousands 
of hours of specialized training and continuing education to enhance 
their lifesaving skills; and 

WHEREAS, Americans benefit daily from the lznowledge and skills of these highly- 
trained individuals; and 

WHEREAS, it is appropriate to recognize the value and the accomplishments of 
emergency medical services providers by designating Emergency Medical 
Services Week; and 

WHEREAS, injury prevention and the appropriate use of the EMS system will reduce 
national health care costs; and 

NOW, THEREFORE, I, Rob Drake, Mayor of the City of Beaverton, Oregon, do hereby 
proclaim the week of May 20-26,2007 as: 

Emergency Medical Services Week 

in the City of Beaverton and encourage the community to observe this 
week with appropriate programs, ceremonies, and activities. 

Mayor 



OFFICE OF THE MAYOR 
CITY OF BEA VER TON 

WHEREAS, the Congress of the United States of America has designated the week of May 13th to the 
19th to be dedicated as "National Police Week and May 15th of each year to be "Police 
Memorial Day " in honor of the Federal, State and Municipal Officers who have been 
killed or disabled in the line of duty; and 

WHEREAS, it is known that every 57 hours an American Police Officer will be killed in the line of duty 
somewhere in the United States and over 180 officers will be seriously assaulted in the 
performance of their duties; and 

WHEREAS, law enforcement officers are our guardians of life and property, defenders of the 
individual right of freedom, warriors in the war against crime, and dedicated to the 
preservation of life, liberty and the pursuit of happiness; and 

WHEREAS, the City of Beaverton is very proud of our law enforcement officers and wish to recognize 
their comnlitnlent to the public safety profession; and 

WHEREAS, all law enforcement agencies within Washington County provide the highest quality 
service, preserving human rights, lives and property; and 

WHEREAS, these law enforcement agencies are committed to the highest professional standards, 
working in partnership with our citizens, to meet the challenges of reducing crime, 
creating a safer environment, and impro~lng our quality of life; 

NOW, THEREFORE, I ,  ROB DRAKE, MAYOR, City of BeaverLon, Oregon, do hereby proclaim May 
11,2007 as: 

POLICE MEMORIAL DAY 

and, the week of May 13 - 19,2007 as: 

POLICE WEEK 

in the City of Beaverton we call attention to all law enforcement agencies for 
the outstanding service they provide to our community. I also call upon our 
citizens to express their thanks to the men and women who make it possible 

for us to leave our homcs and family in safety each day and return to our 
home knowing they are protected by Inen and women willing to sacrifice 

their lives if necessary, to guard our loved ones, property, and government 
against all who would violate the law. 

- - -  

Rob Drake 
Mayor 



PROCXdXDKdKTION 
OFFICE OF THE MA YOR 

CITY OF BEAVERTON 

WHEREAS, public works services provided in our community are an integral part of 
our citizens' everyday lives; and 

WHEREAS, the support of an understanding and informed citizenry is vital to the 
efficient operation of public works systems and programs such as water, 
sewers, streets, highways, capital improvement projects, and public 
buildings; and 

WHEREAS, the health, safety, and comfort of this community greatly depends on 
these facilities and services; and 

WHEREAS, the quality and effectiveness of these facilities are vitally dependent 
upon the efforts and skill of public works officials; and 

WHEREAS, the efficiency of the qualified and dedicated personnel who staff public 
works departments is materially influenced by an understanding of the 
importance of the work they perform. 

NOW, THEREFORE, I ,  ROB DRAKE, MAYOR, of the City of Beaverton, Oregon, do 
hereby proclaim May 20 - 26,2007, as 

NATIONAL PUBLIC WORKS WEEK 

in the City of Beaverton and call upon all citizens to recognize the 



AGENDA BILL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Presentation on Safe Place for Youth FOR AGENDA OF: 
Shelter Project 

Mayor's Approval: 

PROCEEDING: Presentation 

DEPARTMENT OF ORIGIN: Mayor 

DATE SUBMITTED: 05109107 

CLEARANCES: 

EXHIBITS: 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 

A presentation will be given by Vera Stoulil, Director of Program Services for The Boys and Girls Aid 
Society of Oregon, on the issues and impact of homeless and runaway youth in our community. She 
will be joined by a Homeless School Liaison with the Beaverton School District, a youth and the 
program supervisor of the Safe Place for Youth Shelter. 

RECOMMENDED ACTION: 

Listen to presentation. 

Agenda Bill No: 070g7 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Beaverton Human Rights Advisory FOR AGENDA OF: 05-14-07 BILL NO: 07098 
Commission Human Rights Essay Contest 
Award Presentation 

Mayor's Approval: 

DEPARTMENT OF ORIGIN: 

DATE SUBMITTED: 

% 05-08-07 

PROCEEDING: Presentation EXHIBITS: None 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 
The Beaverton Human Rights Advisory Commission sponsored the third annual essay contest this year 
asking Beaverton school children what they think about human rights. An essayist could use any 
medium to convey their ideas -written or spoken word, film, music, clay, paint, etc. Commissioners 
judged the entries on the ability to show a comprehensive understanding of acceptance in a creative 
style. 

INFORMATION FOR CONSIDERATION: 
2007 Human Rights Essay Contest Winners 

Elementary School: 
Winner: Alina Bitter, "Porque Beaverton Es Una Area Muy Buena" 
Runner up: Melissa Tensa, "If We Didn't Have Human Rights" 

Middle School: 
Winner: Andrew Hyun, "Melting Pot" 
Runner up: Marisa Ah Nee, "Diversity in My Community" 
Runner up: Alannah Berson, "Uniformity is Boring" 

High School: 
Winner: Anusha Neelam, "Through Diversity We Become One" 
Runner up: Tae Won Lim, "At the Ends of A Road': 
Runner up: Katrina Lim, "Premium Assortment" 

Listen to the presentation. 

Agenda Bill No: 07098 



D R A F T  

BEAVERTON CITY COUNCIL 
REGULAR MEETING 
APRIL 23,2007 

CALL TO ORDER: 

The Regular Meeting of the Beaverton City Council was called to order by Mayor 
Rob Drake in the Forrest C. Soth City Council Chamber, 4755 SW Griffith Drive, 
Beaverton, Oregon, on Monday, April 23, 2007 at 6:36 p.m. 

ROLL CALL: 

Present were Mayor Drake, Couns. Betty Bode, Bruce S. Dalryrnple, Dennis Doyle 
and Cathy Stanton. Coun. Catherine Arnold was excused. Also present were 
Assistant City Attorney Bill Scheiderich, Chief of Staff Linda Adlard, Finance Director 
Patrick O'Claire, Interim Community Development Director Steven Sparks, Public 
Works Director Gary Brentano, Library Director Ed House. Human Resources 
Director Nancy Bates, Police Captain Stan Newland, City Engineer David Winship, 
Traffic Engineer Jabra Khasho, Senior Transportation Planner Margaret Middleton 
and Deputy City Recorder Catherine Jansen. 

PROCLAMATIONS: 

Mayor Drake said he was proud to proclaim April 29 - May 5, 2007, as Municipal 
Clerk's Week for the City was fortunate to have a City Recorder and Deputy City 
Recorder who were the best in the State of Oregon. He said the City Recorder was 
the front gatekeeper for citizens and staff who have questions regarding the City. He 
said the City was well sewed by its City Recorder and her staff. He said that in their 
work they have covered all aspects of City business and they were the keepers of the 
public record. He added that the City Recorder, Sue Nelson and the Deputy City 
Recorder, Cathy Jansen were accredited City Municipal Clerks and had met the 
professional standards for city recorders. 

Coun. Stanton added that City Recorder Sue Nelson had been recognized by the 
National Association of Records Managers and Administrators (ARMA) for excellence 
in her profession. She said Nelson sewed on the Board of Directors for the Oregon 
Association of Municipal Recorders (OAMR); and was instrumental in developing the 
State of Oregon City Records Retention Schedule that governs record retention for 
cities. She said the Deputy City Recorder Cathy Jansen was currently sewing on the 
Education Committee for OAMR. She said that Nelson and Jansen received their 
accreditation as Certified Municipal Clerks from the International Institute of Municipal 
Clerks an organization that sets the professional education standards for city 
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recorders world wide. She thanked Nelson and Jansen for their good work on behalf 
of the City. 

PRESENTATIONS: 

07077 Investigation of Potential Title Transfer of Scoggins Reservoir from Federal to Local 
Ownership 

Public Works Director Gary Brentano said that when the Council met with the Tualatin 
Valley Water District (TVWD) Board there was a discussion on water supply options 
and a presentation on the Scoggins Dam raise and Hagg Lake expansion. He said 
as a tandem effort to that, there were discussions at the County and regional levels 
regarding the potential of a title transfer for all of the facilities that exist in that basin 
(dam, reservoir and pumping stations). He said the transfer of ownership would be 
from the U.S. Bureau of Reclamation to each Joint Water Commission (JWC) partner 
(TWVD, Hillsboro, Forest Grove and Beaverton). He said the benefits of the transfer 
were local control and if a decision was made to pursue the dam raise there would be 
significant time and cost savings for process, preparation and project construction. 
He said the time savings could be from one-and-one-half to two years. 

Brentano said that after studying the potential of the title transfer, it was determined 
that this was possible because of the $1 1 million economic value associated with the 
transfer. He said the basis of the valuation was the net present value of the revenue 
to be received by the Federal government for the life of the Tualatin Project. He said 
the next step would be for Washington County Commission Chair Brian to lead a 
delegation to Washington, D.C. in May, to advise Federal representatives that the 
local JWC partners wish to transfer the ownership of these facilities. He said the 
JWC partners adopted resolutions supporting the transfer that the delegation would 
present to the representatives. He said the final approval would be through 
Congressional action and the transfer could occur within the next two years. 

City Engineer David Winship presented a Powerpoint presentation on the Tualatin 
Project Title Transfer (in the record). He reviewed the importance of the Scoggins 
Reservoir as the source of the City's summertime water supply. He reviewed the 
components of the JWC system and Beaverton's raw water storage ownership. He 
said the JWC Policy Steering Committee had recommended moving forward with title 
transfer investigation. He reviewed the history and details of the title transfer (in the 
record). He said the advantages to the transfer were: 1) Cost savings of 20.40% on 
the water supply project for it would not be necessary to follow the Federal process 
for design, procurement and Federal prevailing wages; 2) Local ownership and 
control would simplify the decision-making process and flexibility would be improved; 
and 3) Improved control of the project schedule for the water supply project. 

Mayor Drake said another benefit was that the City would be an owner, not a 
customer, and would have some say over the cost of the raw water. 

Winship said the reimbursement cost to the Federal government was not for facilities 
or land for most of those capital costs were paid off. He said the reimbursement was 
for the net present value of the future revenue that the Federal government would 
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normally receive if it did not transfer the project. He said initial cost estimates were 
between $6 and $1 1 million. 

Winship reviewed the process which included a new memorandum of agreement 
(MOA), an environmental review as required by the National Environmental Policy Act 
(NEPA) and an assessment of the condition of the facilities. He said much of this 
would be covered in the environmental impact statement (EIS). He said the 
resolution to proceed with the investigation was on the agenda for this meeting; 
funding of these projects would be considered at the May 14 City Council meeting. 
He said an agreement would be developed to setup the governance structure 
defining the ownership and operation of the facilities if the transfer is approved. 

Winship said the key steps required for the transfer title were: 1) Resolutions 
supporting the transfer to be approved by the JWC partners; 2) MOA with Bureau of 
Reclamation to establish the commitment to proceed; 3) Completion of the cost 
valuation and Reclamation checklist; 4) Complete NEPA compliance and Endangered 
Species Act consultation; 5) Finalize the transfer agreement; and 6) Authorization by 
Congress. He reviewed the contractual agreements needed to accomplish these 
steps. He said the Water Supply Project and the Title Transfer Project would be 
handled simultaneously. He said it was important to proceed with the title transfer 
because Tualatin Valley Water District's contract with the City of Portland would run 
out in 2016 and they requested that water be available by 2016. He said it would be 
difficult to meet that deadline if the project had to go through the Federal process. He 
reviewed the schedule for the title transfer for the Bureau of Reclamation and the 
transferee partners (in the record). 

Winship reviewed the next steps in the process. He said the third amendment to the 
Joint Funding Agreement would be considered by Council on May 14. Public 
involvement would continue through the Policy Steering Committee. He said there 
would be on-going contact and coordination with the Bureau of Reclamation and 
Congress. He said the JWC would prepare a Request for Qualification for facilitation 
services to hire a consultant who would facilitate the regular meetings of the 
transferee partners as they developed the governance structure. 

Coun. Doyle asked if the land that was needed for the dam raise would be included in 
the title transfer. 

Winship said it was not included; the transfer covers existing facilities only. He said 
not much acreage was needed for the dam raise. He said the new water level would 
not infringe on properties; only buffer area needed to be acquired. He said the buffer 
area could be smaller if this was done as a local project. 

Coun. Stanton asked if this would still fall under NEPA (National Environmental Policy 
Act) until Congressional authorization occurs in November 2008. 

Winship confirmed that was correct. He said the EIS for the Water Supply Project 
would go out under NEPA rules in June 2007. 

Coun. Stanton said County Commission Chair Brian continued the conversation 
regarding access to Federal funds in his June 23 memorandum to the Tualatin Basin 
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Water Supply Project partners. She asked how Federal funds could be accessed 
once the partners take ownership. 

Winship said that once the transfer occurred Federal funds would not be available; 
prior to the transfer, funds may be available as part of the title transfer process. 

Coun. Stanton asked if the Bureau of Reclamation was trying to off-load dams and 
lakes across the nation. 

Winship said the Bureau was not trying to off-load the dams though in the last few 
years it had transferred ownership of some smaller dams and the Scoggins was a 
small dam. He said the Bureau owned 600 dams, including the Hoover and Cooley 
Dams. He added the Cooley Dam has nine million acre feet of water; Scoggins has 
4,000 acre feet. He said it made sense to the Federal representatives to transfer the 
smaller dams because they could be transferred and operated efficiently at the local 
level. 

Brentano said that if it was found that extensive improvements or upgrades would be 
needed to the facilities as an enticement for the transfer Federal funds could be used 
to make those improvements in advance of the title transfer. 

Winship concurred with Brentano and said it was his understanding that if there were 
problems, the Bureau would mostly likely be responsible for the repairs. He said the 
City would pay 5.9% of those costs as a contract holder; however, the Bureau would 
pay the majority share of those repairs. 

Coun. Stanton asked if WID  would stay in existence and would continue to look out 
for the needs of the agricultural users. 

Winship said W I D  would stay in business. He said the Bureau of Reclamation was 
formed partly to build the agricultural basin solution, so it would look out for the W I D  
through the negotiation of the governance structure. 

Coun. Bode said over the past four years the Council had discussed in depth the 
City's current and future water needs and toured the water facilities. She said it was 
good planning to look long-term to meet future needs. She thanked Winship for his 
presentation and for the field trips covering the water facilities as that provided much 
information and clarified many issues. 

VISITOR COMMENT PERIOD: 

Christina Lent, Beaverton, representing the Jenny Diaz Reunite My Family 
Foundation, said the Foundation was supporting the Diaz Family, which was 
separated when the mother and two older children were deported to Guatemala last 
October. She said the father and younger American born children were allowed to 
remain in the United States while the father's political asylum case was on appeal. 
She said on Sunday, April 29, 2007, there would be a National Day of the Children 
march in downtown Portland, from 3:00 to 530  p.m. starting at SW Fourth and 
Salmon. She said the Foundation and other agencies were sponsoring this event to 
support the movement for just and inclusive immigration reform and family 
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reunification. She distributed fliers on the event and said additional information was 
available on the Web at www.areenliqhtiennv.com. 

Mayor Drake said he assumed that the Foundation was working with the 
Congressional delegation on this matter. He asked if Congressman Wu was still 
involved in this effort. 

Lent said that effort was still continuing and the Foundation was working with other 
groups for comprehensive immigration reform. She said they held rallies in Salem 
and were continuing with other efforts to encourage State and Federal 
representatives to work for fair and just reform. 

David Kamin, Beaverton, Recorder Five Oaksrrriple Creek Neighborhood Association 
Committee (NAC), said a group of NAC members went to the Beaverton School 
District's Bus Service and Maintenance Center at NW 167th Avenue, to observe 
morning operations and startup. He said they prepared written affidavits on their 
observations and submitted them to the City during the comment period for the 
District's current application. He asked if the Council had seen the affidavits. 

Mayor Drake said he assumed the Assistant City Attorney had seen the affidavits as 
part of the application before the Board of Design Review. 

Assistant City Attorney Bill Scheiderich said this matter was on appeal to the Board of 
Design Review (BDR); the BDR would hear the appeal not the Council. He said that 
the affidavits were submitted into the record for the appeal hearing. 

Kamin said they observed excessive idling of the buses (45 minutes) before they 
were moved and there was an obnoxious odor permeating the area outside of the 
facility boundary. He asked if there was anything the City could do about this 
nuisance. 

Scheiderich said enforcement against pollution would depend on whether or not Code 
Enforcement had the resources to measure particulate matter. He said if the City 
could not do the tests perhaps the State could be asked for assistance. 

Chief of Staff Linda Adlard indicated that the City did not have the resources to test 
for pollution. 

Mayor Drake asked Kamin if he had talked to the School District. 

Kamin replied that the School District had refused to talk to the NAC. 

Mayor Drake asked if they had attended a School Board meeting to discuss this 
matter with their elected officials who set policy for the District. 

David James, NAC Chair, said the BSD had changed its original proposal and the 
NAC disagreed with many of the changes. He said they wrote to the BSD to tell them 
they would support the original proposal with a few modifications. He said one of the 
modifications was that they wanted the buses on the site to have a soot filter. He 
said one NAC member offered to assist in finding funds to purchase the filters. He 
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said they also asked that District go back to the original proposal for 140 buses and 
that it address any traffic issues on 167th Place that occur because of the facility. He 
said they did not receive a response from the District. 

Mayor Drake asked if Kamin or James had spoken to the School Board in a public 
forum about these issues. He added that both gentlemen had come to the Council 
about the bus facility several times but the City was not placing the buses in that 
location. 

James replied they had not approached the School Board regarding this application. 

Coun. Stanton asked if they had sent copies of the affidavits to the School District 
Board or staff to ensure it was on the record. 

Kamin said affidavits were sent to the School Board, the superintendent, DEQ and 
various politicians. 

Mayor Drake said if a City vehicle was left idling too long he would expect someone 
to contact the Citv reauestina a shorter idlina period. He said the School Board . . 
members were very responsible and he suggested they discuss this with the Board. 

Coun. Dalrymple suggested they talk to the School Board as soon as possible. He 
said it would be good to enhance their communication with the District and Board; 
that they list their points clearly and give the Board an opportunity to respond. 

Coun. Doyle asked if they had received any response regarding the soot filters and 
what the cost was for the filters. 

Kamin said they had not received a response from the District. He said the cost was 
about $3,000 each and they would need about 300 to retrofit the entire fleet. 

COUNCIL ITEMS: 

Coun. Bode reviewed statistics from the various City programs for March 2007. She 
reported that Code Services handled 73 complaints regarding abandoned vehicles; 
56 different notices were sent out to more than 18,000 on-line mail recipients; City 
staff made presentations on the SAFE Program to 82 citizens at the Beaverton 
Lodge, at the Hearthstone Assisted Living Center, and at the SW Bible Church; 75 
people applied to fill 20 open volunteer positions; and the Community Center had 237 
meetings last month representing over 680 hours. She said the Economic 
Development Division was working with the County to implement another local project 
for Habitat for Humanity and the Emergency Management Division began another 
CERT (Community Emergency Response Team) class. She said these were positive 
actions the City was taking to strengthen the community and improve livability. 

Coun. Stanton said last Saturday over 100 citizens participated in the Living Greener 
Neighborhood Summit. She said it was well attended and the program was excellent. 
She said people should contact the Neighborhood Office at 503-526-2243 to get 
information about the exhibitors and topics covered at the Summit. She said this 
Thursday, at the Library Auditorium at 7:00 p.m., State Senators Ryan Deckert and 
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Brad Avakian, and others would be speaking on what their individual committees 
were doing at the State Capitol. She said most of the delegation from east 
Washington County would be at the meeting. 

STAFF ITEMS: 

There were none, 

CONSENT AGENDA: 

Coun. Doyle MOVED, SECONDED by Coun. Bode, that the Consent Agenda be 
approved as follows: 

Minutes of the Regular Meeting of April 9. 2007 

07078 Resolution Authorizing City's Consent to Investigate Potential Title Transfer of 
Scoggins Reservoir from Federal to Local Ownership (Resolution No. 3896) 

07079 Traffic Commission Issue No.: TC 615 Parking Restrictions on the South Side of SW 
Harvest Court 

07080 Classification and Compensation Changes 

Contract Review Board: 

07081 Contract Change Order - Street Profiling Provided by Kodiak Benge Construction 

07082 Contract Award - Software Programming Services for the Community Development 
Department Application and Permits System 

Coun. Stanton said she had a few minor revisions to the minutes which she gave to 
the City Recorder. She noted that Agenda Bill 07081, for the contract change order 
for street profiling, stated that the City's Public Works Department has profiled and 
resurfaced several streets. She asked if the City was doing the profiling, 

Brentano said City crews do a portion of the overlays but they rely on contractors who 
have specialized equipment to do the actual grinding or profiling. He said the profiling 
was part of the street overlay but it was done by outside contractors, not the City. 

Coun, Doyle asked if there was a target date for the permit software system in 
Agenda Bill 07082. 

Finance Director Patrick O'Claire said the goal was to have the system by December 
2007. 

Question called on the motion. Couns. Bode, Dalrymple, Doyle and Stanton 
voting AYE, the MOTION CARRIED unanimously. (4:O) Couns. Bode and Dalrymple 
abstained from voting on the April 9. 2007, minutes as they were not at that meeting. 
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RECESS: 

Mayor Drake called for a brief recess at 7:48 p.m. 

RECONVENED: 
Mayor Drake reconvened the meeting at 7:59 p.m. 

WORK SESSION: 

07083 Small Transportation Project List Prioritization 

Mayor Drake said this was the second Council discussion on small transportation 
improvement projects. He said over time as the need for transportation 
improvements has grown in the community, the transportation funding at the Federal, 
State, regional and local levels has not kept pace with the growth. He said each year 
the City approves its Capital Improvement Program which allocates funds for various 
projects, including Traffic Impact Fee monies. He said the Council held a work 
session in February to discuss potential funding sources and to review potential small 
transportation improvements projects. He said this work session would cover 
potential projects, 

Brentano said that following the February work session staff was asked to prioritize 
the small transportation projects that were recommended to develop a schedule for 
construction of the projects and to begin discussing specific funding options to 
complete these projects. He said staff found that until there was an estimate of what 
the annual financial commitment might be for these projects, it was hard to put much 
value on what the annual contribution would be from the individual funding sources 
that Council would be asked to consider. He said staff was asking that Council 
provide guidance concerning the priority list presented in the staff report. He said 
staff would also present additional information about how the fees and funding 
options might be setup. He said using this information staff would return to the 
Council for a detailed discussion of funding options by late summer or early fall; by 
late fall or early winter Council will determine how to proceed on the projects. 

Transportation Engineer Jabra Khasho said Council previously reviewed a list of 
safety and capacity projects, and staff was asked to prioritize the projects. He said 
staff developed the following criteria to prioritize the projects: 1) Improvements need 
to be spread throughout the city, especially safety projects; 2) Sidewalks will have 
first priority on safety projects; 3) Priority for capacity improvement projects will be 
based on the projects that give the greatest relief from delay; 4) The Farmington 
Road project has to proceed to avoid having to refund Federal design monies. He 
reviewed the priority and construction schedules for the projects (in the record). 

Senior Transportation Planner Margaret Middleton reviewed the funding resources. 
She said Council previously discussed a Traffic Impact Fee (system development 
charge) over-and-above the County's fee, a street maintenance utility fee, and local 
improvement districts (LID) for localized projects in specific areas. She said the 
revenue available for transportation improvements had decreased over the years and 
construction costs have increased greatly. She said it was important to understand 
what revenue could be obtained from each of these sources. She said the City may 
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be able to gain between one and three million dollars annually from these sources; 
the City would need three million dollars each year to do the projects listed on the 
staff report. 

Middleton summarized the steps for establishing a system development charge (in 
the record). She reviewed the city utility fee for maintenance, noting that several 
Oregon cities have street maintenance fees (Ashland, Brookings, Eugene, Medford, 
Tigard and others). She said utility fees are imposed on the occupants of developed 
residential and non-residential property. She said utility maintenance fees can be 
used for maintenance and capital projects though there were some criteria governing 
how these fees were used for capital projects. She said utility fee programs 
incorporated several categories of building units and rates. 

Mayor Drake distributed copies of an article titled Cities' Roads Require Substantial 
State Investment, from the Local Focus, a League of Oregon Cities publication. He 
said the article explained what has happened to street funding revenues over the last 
13 years. He said the article states that if roads were maintained the useful life of the 
road increased greatly; if roads were not maintained and repaired, they would fail and 
require reconstruction at a cost that is six to ten times greater than regular 
maintenance. He said the City has always had a street maintenance program that 
has lengthened the life of its roads. 

Mayor Drake asked if there was any information on Tigard's and Tualatin's street 
utility fees. 

Middleton said Tigard's street utility fee was $2.18lmonth per dwelling unit, and 
$0.78lmonth for non-residential uses based on parking spaces and trip generation. 
She said Tualatin's fee was $1.42lmonth per single-family dwelling unit, $0.68/month 
per multi-family dwelling unit, and non-residential fees were based on building area 
square footage ($0.7511000 sq. ft. for industrial; $1.6611000 sq. ft. institutional; 
$4.3911000 square ft. office; $1 1.0811000 sq. ft. shopping centerslpost 
officelgovernment buildings; $29.5111000 sq. R for restaurants; $72.7311000 sq. ft for 
drive-in restaurants, gas stations). 

Mayor Drake said the logic behind the fees was that commercial uses generate more 
traffic so the user would be paying for the wear and tear on the roads. 

Coun. Bode asked if the other cities' fees were permanent or temporary to fund 
specific projects. 

Brentano explained that neither Tigard nor Tualatin have sunset clauses on their 
fees; Tualatin's fees have been in place since 1994. He said it would be up to the 
Council to decide if the fees were permanent. He advised that while these projects 
represent staffs best guess of what would be needed for the next five years, he was 
confident that by next year there would be additional projects that need attention. He 
said he believed maintenance needs would continue and future needs could be as 
important or more important than the projects currently identified. 

Coun. Dalrymple asked if Tualatin's rates were primarily for maintenance versus new 
construction. 
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Middleton replied Tualatin's fees were for maintenance only 

Coun. Dalrymple said when he first brought up this issue he was thinking of capacity 
versus safety. He said he was looking at what could be done to help vehicles move 
faster on the streets and at the intersections rather than stacking up. He asked if the 
projects listed in Table I, which mainly dealt with sidewalks, could be put in a 
separate bucket that would be more appropriate for implementation through LIDs. 

Middleton said sidewalk projects could be funded through LIDs, depending on the 
zone of benefit. She said legal procedures had to be followed and a vote would be 
required. She said the Council would have to decide if it wanted to go through the 
LID process or if it preferred to fund sidewalks through the maintenance fee process 

Brentano added that the Council would have the opportunity to consider whatever 
blend it wished to develop. He said if the local community expressed an interest in an 
improvement, Council could offer a local match or whatever support it wished to 
provide. 

Coun. Stanton said the City had many letters of remonstrance, especially on 155th 
Avenue that would allow the City to do an LID without a vote because the owners 
have already agreed to pay their share of the work to be done under the LID. 

Coun. Dalrymple asked what direction staff was seeking from Council 

Brentano said that if the Council agreed that the projects were categorized and 
scheduled correctly, and that the funding approach was fair, then staff would prepare 
cost estimates from the funding alternative that the Council selected. 

Coun. Dalrymple said he would like to see the safety projects funded by an LID and 
the capacity improvement projects funded through another means. He said he would 
then like to see how the options would be evaluated in terms of raising funds for 
these projects. 

Coun. Bode said there were always competing forces as a city moves to higher 
density living with less dependency on the automobile. She said she saw safety as 
the first priority. She said installing the sidewalks to keep pedestrians off the roads 
was important. She said it made sense to stress safety for citizens as the cost for 
gasoline rises and the City encourages people to walk and ride. She noted there 
were several accidents and a fatality over the past few years involving citizens trying 
to cross roads where there were no crosswalks or walking on roads where there were 
no sidewalks. She said sidewalks lead to safety so she felt they have to be included 
in the projects. 

Mayor Drake said staff was trying to narrow the funnel a bit each time this is brought 
to the Council, to get to the point where there is something specific on which citizens 
can comment. He suggested that before committing to capacity projects, Council 
consider all the comments from this session. He said staff would return with firmer 
project recommendations and with a more definitive idea for funding options that 
could be presented for citizen comment. 
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Coun. Dalrymple said he did not want people to think that safety projects were not 
important. He said he was trying to differentiate between funding sources. He said 
LIDS might be used to fund safety projects but that would be different from trying to 
secure alternate funding sources for capacity projects. He said in the long run he 
would like to be able to find a methodology to fund the 125th Avenue Extension. 

Mayor Drake said that the City has had some waivers of remonstrance for a long time 
because projects have taken too long to complete. He said he was not sure he would 
support waivers of remonstrance in the future; it would be better to obtain the funds 
from the developer at the time of the development. He said that many times people 
were unaware that a waiver of remonstrance was placed on their property by the 
developer who was now gone. He said that was why he no longer favored the 
waivers; going from the waiver on a title report to organizing a neighborhood for an 
LID was very difficult. 

Brentano said that staff could do an analysis of Tualatin's sidewalk fee and that could 
be included as a funding source in the information submitted to Council. 

Coun. Stanton asked why the GreenwaylHall Project was not included in the projects 
list. 

Brentano said that was not included because $2 million was identified as the 
maximum for small transportation projects. He said the GreenwayIHall Project would 
take much more than $2 million. 

Coun. Stanton referred to Table 4 in the report, under TotalAverage Delay Seconds 
During PM Peak Hours, and asked why the numbers were higher in the Afler column 
than in the Before Column. 

Scheiderich explained the figures in the columns should be reversed; the figures in 
the After column should be in the Before column and vice versa. 

Coun. Stanton referred to the many people who commute through GreenwayIHall to 
reach their iobs in other areas. She asked what comprised the non-residential users 
in the utilityfee category and would that include these commuters. 

Middleton said non-residential applied to industrial and commercial land uses 

Coun. Stanton said she would like to see the numbers for the GreenwayIHall Project 
under Table 4 just to see what would happen over time. She said she just wanted to 
see the numbers for the project, she did not mean to have it included in Table 4 for 
these small projects. 

Khasho explained that non-residential users were the actual businesses. He said the 
trip generation would include employees, delivery trucks and customers. 

Coun. Dalrymple asked if constructing the 125th Avenue Extension would have a 
dramatic impact on traffic at GreenwayIHall. He asked if staff could determine if it 
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would be relevant to consider a complex modification at that location if the City was 
able to include 125th Avenue in the program. 

Coun. Doyle said he was glad to see bullet points for the street utility fee and that the 
fee could be used for maintenance and capital projects. He said he would like to see 
what the Tualatin model would do for Beaverton. He said that model seemed to be 
very palatable to homeowners. He said he would rather have someone drip burning 
oil on him rather than go through the LID and waiver of remonstrance issues. He said 
he preferred an easier methodology than the LID. He said he thought people would 
react positively when they saw how this would help the community. 

Coun. Bode said Beaverton was almost built out. She said she did not think the City 
would receive outside funding on the 125th Avenue Extension and the City needs to 
look at constructing this project. She spoke on the importance of maintaining the 
older neighborhoods. 

Coun. Dalrymple said the City was ripe for redevelopment in many areas. He said 
redevelopment and the Light Rail and Commuter Rail would bring greater densities 
and there may be a combination of transportation issues that will impact the roads. 
He said this would be part of the equation in the visioning process for the future. He 
referred to the $1.5 million needed over five years for the signal system upgrade and 
asked if there was any other source that could be used to offset having to raise that 
money from fees. 

Middleton said that she was not aware of any funding source for signal system 
upgrades. 

Khasho confirmed there were no special fund sources and no grants for signal 
upgrades at this time. He said Metro was working to fund an ITS (Intelligent 
Transportation System) but no policy has been set to determine how the cities would 
receive funding. 

Coun. Doyle said the LOC information showed that construction costs have risen 
70% over the past 13 years. He said this would be a tough battle and the sooner the 
City could get the program going, the more it could accomplish with the funds raised. 

Coun. Stanton added that in that same period of time there has been no increase in 
gas tax which is the only funding available for all maintenance. 

Coun. Bode thanked staff for the information. She said she assumed these were not 
solid cost figures. 

Brentano said the figures were planning level estimates that assume large 
contingencies and a generous allowance for inflation. He said the numbers were 
intended to overstate the project. He said staff would develop numbers based upon 
the Tualatin methodology for Council review. 

Mayor Drake thanked everyone and said this would be brought back to Council 

ADJOURNMENT: 
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There being no further business to come before the Council at this time, the meeting 
was adjourned at 8:43 p.m. 

Catherine L. Jansen, Deputy City Recorder 

APPROVAL: 

Approved this day ,2007, 

Rob Drake, Mayor 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: LIQUOR LICENSE FOR AGENDA OF: 05114107 BILL NO: 070g9 

CHANGE OF OWNERSHIP 
El Ranchito Alegre MAYOR'S APPROVAL: 

DEPARTMENT OF ORIGIN: 

DATE SUBMITTED: 05/01/07 

PROCEEDING: Consent Agenda EXHIBITS: None 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $ 0  BUDGETED $ 0  REQUIRED $ 0  

HISTORICAL PERSPECTIVE: 
A background investigation has been completed and the Chief of Police finds that the applicant meets 
the standards and criteria as set forth in B.C. 5.02.240. The City has published in a newspaper of 
general circulation a notice specifying the liquor license request. 

INFORMATION FOR CONSIDERATION: 
El Ranchito Alegre, formerly licensed by the OLCC to El Ranchito Alegre, Inc., is undergoing a change 
of ownership. El Ranchito Amigo, Inc., has made application for an Off-Premises Sales License under 
the trade name of El Ranchito Amigo. The establishment is a retail store. It will operate Monday 
through Sunday from 9:00 a.m. to 10:OO p.m. There will be no entertainment offered. An Off-Premises 
Sales License allows the sale of malt beverages, wine, and cider to go in sealed containers. 

RECOMMENDED ACTION: 
The Chief of Police for the City of Beaverton recommends City Council approval of the OLCC license, 

Agenda Bill No: 07099 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Authorize the Mayor to Sign the FOR AGENDA OF: 5-14-07 BILL NO: 07100 
Agreement With Energy Trust of Oregon 
to Study and Recommend Energy Mayor's Approval: 
~ f f i c i e k ~  Improvements to the city's 
Potable Water Supply System DEPARTMENT OF ORIGIN: Publlc Works 

DATE SUBMITTED: 4-30-07 

CLEARANCES: Engineer~ng 
Purchasing 
Finance 
City Attorney 

PROCEEDING: Consent Agenda EXHIBITS: 1. Energy Trust Agreement 
2. BacGen Indemnification Lette~ 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $-0- BUDGETED $-0- REQUIRED $0- 

HISTORICAL PERSPECTIVE: 
The 2006-2007 Budget for Water Fund (Utilities Expense) is $253,000. Approximately 90 percent of 
that budget covers ihe cost of electricity for water thro"ghout the city's domestic 
water supply system. Due to increased electrical power rates, a Supplemental Budget request for an 
additional $20,000 contribution to the Water Fund was authorized in FY 2006-2007. Consequently, 
City Engineering staff strive to evaluate opportunities to save energy and decrease power use at City 
water facilitieslpump stations. Staff ~dentified potential energy efficiency opportunities at the Sexton 
Mountain Pump Station, and upgrades to the facility are the basis of a project in the approved FY 2006- 
2007 CIP (Sexton Mountam Pump Station Upgrades, CIP #3612A). 

INFORMATION FOR CONSIDERATION: 
The Energy Trust of Oregon (ETO) is an organization that is dedicated to energy efficiency and 
renewable energy generation. Typically, the ETO conducts no-cost energy audits and studies for 
municipalities. Contractors for the ETO previously conducted energy audits at both City Hall and the 
Beaverton Library, which resulted in energy savings through rebates. Additionally, the City has 
received rebates through the ETO by replacing standard traffic signal bulbs with more efficient light 
emitting diode (LED) versions. The ETO is funded by a three-percent surcharge to all Portland General 
Electric and Pacific Power customers. 

City staff was contacted by BacGen Technologies (an ETO contractor) in February 2007, with an offer 
to provide a no-cost energy efficiency study for the City's domestic drinking water supply system. Staff 
believes that proposed study would add value to three scheduled water projects listed in the draft 2007- 
2008 CIP (CIP #4078 - Sexton Mountain Pump Station Upgrades, CIP M068 - Galena Way Waterline 
and PRV Station Upgrade, CIP #4079 - Sorrento Pump Station Upgrade). Consequently, City 
Engineering staff met with BacGen representatives and are confident that the study would be of 
benefit. 

Agenda Bill No: 07100 



To participate in the energy efficiency study, the City must enter into an agreement (Exhibit I) with the 
ETO. Additionally, BacGen has provided an additional indemnification letter (Exhibit 2) to eliminate any 
cost liability to the City related to the study and subsequent recommendations. The City Attorney's 
office has reviewed both documents and agree that there is no liability to the City. 

RECOMMENDED ACTION: 
Council authorize the Mayor to sign the agreement with Energy Trust of Oregon (Exhibit I )  to study and 
recommend energy efficiency improvements to the City's domestic water supply system. 

Y 'Agenda Bllls!Waler Dwrlanl8arne~!Energy Trust Agreement doc Agenda Bill No: 07100 



EXHIBIT 1 

Form 405F 
Technical Analysis Study Funding Agreement 
Production Eff ic iency 

To be completed by Production Efficiency Program Technical Manager and Participant 

Lockheed Martin is a Program Management Contractor for Energy Trust of Oregon, Inc. 

Participant, Project and Facility Information 

Company C iAY of Bru~c r ton  

Project Name 6&vcr to@ Fresh ~atc.tcr ~ r a i - t  .C O;& bdim I County k)a51\iy&+\ 

Facilily Address 4755 ~ I , Q  Gr;$C;& Dr. / city ~ Q v c r k K  1 state 0 R I z ipYq 7 0  76 
Contact Name / Telephone 

--mzz-- 
n .̂ II..I.. 

P m g m  Use only 

Agreement 
Incentives: Energy T ~ s t  will provide you. Participant, with an fncentlve for a technlcai analysis study Identifying pctential energy 
efliciencv measures for vour facilitv. subiect to the terms and conditions of this agreement (the Analysis). Energy Trust has cantraded 

Proiecl10 

wltn the program ~anagemenl ~onlracior (PMCI to lacilotate the Analysis ana a;epresentalue will &ll on youto mane arrangements. 
Energy Trust has determ ned that It wil pay a maximum of $ In lncent ve hnd ng lor the Analysis. Paymenl will be made alreclly to I 

FarlTrach ID 

representative that performs the Analysis. 
Self-Direct Status: Your self-direction status determines how much incentive funding Energy Trusl will provide for the Analysis. Energy 
Trust has based the amount set forth above on the information il received from vou in the ~reviouslv submitted Form 4OOR: Enersv 

I 

j lnformafbn Release, and by slgnhg tnls agreemenl you represent mat yodl sialus has not changed stnce the date that form wa;. I 
j slgned f y w  are MI cdrrenny self-dlrectlng. but aeterm~ne to do so ddng  ttte 36 monln l~me psr'od after yo11 havR reca ved the Analys~s 
; you will be subject lo a pro-rated repayment requirement according to the following formula: 

Pro Rated Refund Amount ;- 0.5 x A x B 
A = total amarnt of Energy Trust inanlives paid 
B = (36 minus the number of months elapsed since measure installation or completion) d~vided by 36 

You must notify the PMC if your self-direction status changes at any point during the 36 month time period after you recelve Energy Trust 
fundinp. If you are uncertain as to your status or have other questions. please call the PMC 
Obligation to Install a Measure. Once the Analys~s is wmplete and any potentla1 cos1.effecl ve measures mmtinj program 
rea,lrements nave been ident~fea, you may apply lo Energy TNSI lor aodlbonal incent ve monies tor the purchase and tnslallallon of 

I those elioible measures. YOU choose which of the eltaibla kasures to implement, and vou WII~ make wur own arranaements for 
pLrchase and installation witn ltm cnntraclor(s) of yo; chotce. YOJ must tnitiate a1 leasione of the e16,ble measures"as evdenced by 
four submltlal of a Form 420: lncentfvs AppNcalion and Agreement and a wrrosponckng purchoso or&r during tho nccnlivo 
reservation period, or you will be required to repay a pro-rated portion of Energy TNsl's wsts as follows 

Category One (NonSelfDirecting Entity): 50% of the wst of the Analysis 
Category Two (SelfDirectlng Entlty): 75% of the wst of the Analpis 

I D~sclalmerMo Liabiltly: Pan.ctpant agrees that le Energy Tr~st  ma/ provide ~rcent~ve fundtng to ldentfy measures. Energy Trust 1s I not sJpervlwng work performed for yob and is no1 responrlble s any way for proper cvwnltetlon 01 thal ww< or proper pemrmance oi 
I any eauipment purchased. Participant assumes the risk of any loss or damagels) that Participant may suffer in connection with the I 

FACSIMILE SIGNATURES: Facslmlle tansmisslon or any slgned wlnal document, am Ule relansrmrslon of any signed lacsmile lansmsron, shall be lhe same 
as del8vely of Uw onginal signed document. Scanned sagnatums sent aa emal shal be Uw same as dellvey of Ihe orMind slgned document. At the request of Energy 
Trurl, a Periy rhall canfnm documents with s laaimtle transmilled signalure or a scanned SigMlure by swing an miglnal docuner*. 

Signature 
By my stgnature below, I certify that I have read, understand and agree to the terms and conditions of this agreement: 

Form 405F v05 061002 Page 1 of 1 

Upon completion, please submit this form to toll-free Program fax @ 1-888-845-8892 

Participant Authorized 
,",e-o 

Signature Date 



E X H I B I T  2 

Energy Trust of Oregon 
Production Efficiency Program 

MunicipaVDistrict Facility Efficiency Analysis Study 
Release of Financial Liability - Energy Trast Form 405 

City of Beaverton 
Mr. Brion Barnett 
Fresh Water System 
4755 SW Griffith Drive 
Beaverton, OR 97076 

Pertinent to recent discussions regarding an Energy Trust of Oregon funded Technical Analysis Study of the 
City of Beaverton Fresh Water system (Beaverton) and the necessary signing of an k g y  Trust Study Request 
Form 405, we fully understand the possibility of concerns with the form and appreciate your diligence in 
protecting the interests of your system and its ratepayers. To allay any such apprehension, we are pleased to 
offer Beaverton the fobwing guarantee and indemniiication: 

BacGen, selected contractor for the Energy Trust of Oregon Water, Wastewater md  Irrigation EEiaency 
Program, herewith agrees to indemrufy Beaverton from any cost liabiity directly pertinent to the Energy 
Trust of Oregon Technical Analysjs Study, as demibed in Fonn 405, and to be performed by BacGen in the 
Beaverton facilities with the timely cooperation, aid and support of the Beaverton facilitfs management and 
staff. 

In the event that Beaverton has provided such timely assistance and following the completion of the efficiency 
study, it shall be Beaverton's decision, at its sole discretion, as to whether it chooses to accept any incentive 
grant fun- provided by the Energy Trust for a recommended efkiency upgrade in its facilities. In the ment 
that Beaverton chooses toforego any such efFciency upgradP, i t  shall bear no liability whatsoeoerp any 
portion of the Study cost borne by the Energy Trust and or BacGen, and BacGen shallfilly indemn* 
Beaverton of smne. 

Thank you again for your interest in this funded efficiency program. We are appreciative of your responsible 
approach to your system's energy use and the related operating costs on behalf of your ratepayers. Please 
don't hesitate to call or email should you have any &er qu&ti~ns. 

- 

March 20,2007 
Managing Director 
BacCen Technologies/Energy Trust of Oregon 
Water, Wastewater & Inigation System EEiciency Program 
martin@bac~en.com . - 206-933-8233 or 206-550-9995 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Authorize the Mayor to Sign 2007 Third FOR AGENDA OF: 5-14-07 BILL NO: 07101 
Amendment to Jolnt Funding Agreement for 
IWRM Water Supply Feasibility Study (aka Mayor's Approval: 
Tualatin River Basin Water Supply Project) 

DEPARTMENT OF 

DATE SUBMITTED: 5-1-07 V 

CLEARANCES: City Attorney 
Engr. Division 
Flnance 
Purchasing 

PROCEEDING: Consent Agenda EXHIBITS: 1 Joint Funding Agreement Third 
Amendment 

2. AB No. 05064 only, no exhibits 
3 AB No 07078 only, no exhibits 

BUDGET IMPACT 

I EXPENDITURE AMOUNT APPROPRIATION 
I REQUIRED $44.333 " BUDGETED S-0- REQUIRED S-O- 

" Expenditure ncluded in FY 07-08 Proposed B~aget .  

HISTORICAL PERSPECTIVE: 
On April 4, 2005, Council authorized the signing of the 2005 Third Amendment to Joint Funding 
Aqreement for the Tualatin River Basin Water SUDD~V Proiect described in Aqenda Bill No. 05064 
(&hibit 2), for the purpose of continued project funding.  h he third amendment funded continuing 
project costs to undertake a two-year scope of work of the various project elements to be completed for 
Fiscal Years 2005-06 and 2006-07. 

In June 2001, the Council authorized signing of a funding agreement (Joint Funding Agreement) to 
participate in an Integrated Water Resources Management (IWRM) Water Supply Feasibility Study of 
the Tualatin River basin, which was completed in February 2004. It evaluated alternatives for reliable, 
safe and sustainable water supply options to meet the long-term Tualatin River streamflow, agricultural 
irrigation, and municipal and industrial water needs in Washington County to the Year 2050. The Water 
Supply Project is being led by Clean Water Services in partnership with four local cities, Tualatin Valley 
Water District and the US Bureau of Reclamation. The Bureau of Reclamation is the builder and owner 
of the Scoggins DamIHagg Lake Facility. 

Beaverton's current level of participation noted in the attached 2007 Third Amendment (Exhibit 1) in the 
Tualatin Basin Water Supply Project is 1,763 acre-feet (574 million gallons) or 3.33 percent of the total 
nominal 52,900 acre-feet of new raw water storage that would be created in an expanded Scoggins 
Reservoir with a 40-foot dam raise. The reservoir expansion would nearly double the current volume of 
the lake totaling 60,640 acre-feet (usable volume 53,640 acre-feet). The City currently owns a right to 
use up to 4,000 acre-feet in Hagg Lake and 4,300 acre-feet in Barney Reservoir for summertime water 
supply. During the summer, water in the dams is released into the Tualatin River as needed to meet 
the City's potable water demand. Raw water that has been released from the two dams into the upper 

daw y s i ~ e n o a  ~ o s ~ u a ~ ~ r ~ r i l o m r n i ~ o ~ a ~ ~ ~ ~ ~ , m ~ s m e n ~ m e n ~ ~ ~ o i  doc Agenda Bill NO: 07101 



Tualatin River is withdrawn downstream and filtered in the Joint Water Commission (JWC) Water 
Treatment Plant. The City owns an 18.75 million gallon per day share of the JWC treatment plant. 

INFORMATION FOR CONSIDERATION: 
The proposed 2007 Third Amendment is to modify the Joint Funding Agreement to continue funding in 
FY 07-08 for the Tualatin Basin Water Supply Project Draft Planning ReportlEnvironmental Impact 
Statement, required for the Scoggins Dam expansion, and to add the Tualatin Project Title Transfer 
investigation. Participation by the City in the Title Transfer investigation was considered by the Council 
in Agenda Bill No. 07078 (Exhibit 3) and approved by resolution. 

RECOMMENDED ACTION: 
1. Council authorize the Mayor to execute the 2007 Third Amendment to Joint Funding Agreement for 
IWRM Water Supply Feasibility Study (aka Tualatin River Basin Water Supply Project), in a form . . . .  . 
approved by the c i ty  ~ t t o r n e ~ .  

2. Council direct the Finance Director to include the required Beaverton expenditure in FY 2007-08 
Proposed Budget in the amount of $44,333 to continue participation in the project. 

Agenda Bill No: 07101 



EXHIBIT 1 

THIRD AMENDMENT 
TO JOINT FUNDING AGREEMENT FOR 

IWRM WATER SUPPLY FEASIBILITY STUDY 
(AKA AS TUALATIN BASIN WATER SUPPLY PROJECT) 

This Amendment, dated ,2007 is between Clean Water Services 
(District), formerly known as Unified Sewerage Agency, a county service district formed by 
authority of ORS 45 1, the Tualatin Valley Water District, a domestic water district formed by 
authority of ORS 264 and the cities of Hillsboro, Beaverton, Forest Grove and Tigard, all 
municipal corporations of the State of Oregon (Partners) and amends the parties' Joint Funding 
Agreement - IWRM Water Supply Feasibility Study dated June 20, 2001 as amended by the First 
Amendment dated November 14,2002, and the Second Amendment dated December 4,2003 
(collectively, JFA). 

RECITALS 

1. The Partners previously entered into the JFA under which the Partners agreed to jointly 
fund a study of the feasibility of alternative approaches to increase the water supply and 
evaluate the "no action alternative." 

2. The Partners now wish to amend the JFA to fund additional tasks to complete the Tualatin 
Basin Water Supply Project Draft Planning Report1 Environmental Impact Statement, and 
Title Transfer Project (collectively, Project). The Water Supply Feasibility Study was 
completed in March 2004. 

3. The Partners also wish to amend the JFA to address the acquisition and disposition of 
Project assets upon termination of the JFA or termination of any Partner's participation in 
the JFA secured during the development of the Project. 

TERMS AND CONDITIONS 

1. Section 2 of the JFA is hereby deleted in its entirety and replaced with the following: 

"2. Cost Share 
Each party's share of the cost of the Project shall be proportional to the party's 

projected share of the additional water supply as of the date of this agreement, assuming 
50,600 acre-feet of additional supply. The cost share for each party shall be equal to the 
percentage indicated in Exhibit B attached hereto and incorporated herein." 

2. Pursuant to Section 4 of the JFA, the cities of Cornelius, Banks, North Plains, Shenvood and 
Tualatin voluntarily terminated their rights and obligations under the JFA. Other Partners have 
assumed their rights and obligations as identified in Exhibit B. 
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3. From the effective date of this Amendment, each Partner shall compensate District for its share 
of the cost of the Project as provided in Exhibit B attached hereto and incorporated herein. A 
revised payment schedule with reallocation of each Partner's share is included in Exhibit B. 
Total payment to District for compensation for services provided during fiscal year 2007-2008 
shall not exceed $1.33 million. 

4. The first sentence of Section 4 of the JFA is hereby deleted and replaced with the following: 

"Except as otherwise indicated in this Section, no party may terminate its rights and 
obligations under this Agreement until the Project is completed or a total of $5,797,400 has 
been expended, whichever occurs first." 

5. Exhibit A of the JFA is hereby replaced with Exhibit A attached hereto and incorporated herein. 

6 .  The previous Amendments to the JFA included funding for future real property purchases and 
other capital assets. 

7. The purpose of this funding is to enable the Partners to acquire real property, easements and 
other real property interests necessary for the Project (collectively, Property). The Partners grant 
District the authority to acquire Property necessary for the Project and to sign any documents on 
behalf of the Partners to purchase the Property. Any real property acquired shall be owned by the 
Partners as tenants in common. 

8. Section 4 of the JFA established the conditions which must be met for any Partner to 
voluntarily terminate its rights and obligations. If any funding Partner terminates its rights and 
obligations under the JFA, it shall, upon the sale or transfer of any interest in the Project property, 
receive a share equal to the lesser of the following: a) the amount that the terminating Partner paid 
to purchase the Project property less that Partner's prorata share of all expenses incurred with 
respect to the Property including but not limited to costs of repairs, maintenance, debt service, all 
real and personal property taxes, governmental or other assessments levied against the Project 
property, title insurance premium, real estate commission, escrow fee, appraisal fee, recording fees 
and any other expenses incurred in connection with the sale or acquisition of the Project property 
(the foregoing expenses shall be referred to collectively as Expenses) orb)  the amount of the 
terminating Partner's prorata share of the actual purchase price of the Project property less that 
Partner's prorata share of Expenses. The terminating Partner shall deliver to the nonterminating 
Partners a duly executed statutory warranty deed conveying the terminating Partner's interest in the 
Project property to the nonterminating Partners, or any other Partner that the nonterminating 
Partners may designate, free and clear of all liens and encumbrances except those existing as of the 
date such Partner terminated its interest in the JFA. 

9. If the Project property is not sold or transferred within three years of the voluntary termination 
of any Partner, the nonterminating Partners shall purchase the terminating Partner's interest in the 
Project property in an amount equal to each nonterminating Partner's share as identified in the JFA. 
The nonterminating Partners shall have the Project property appraised and shall pay the 

terminating Partner the lesser of the following: a) the amount that the terminating Partner paid to 
purchase the Project property less that Partner's prorata share of all expenses incurred with respect 
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to the Property including but not limited to costs of repairs, maintenance, debt service, all real and 
personal property taxes, governmental or other assessments levied against the Project property and 
the prorata share of the appraisal fee (collectively, Costs) or b) the amount of the terminating 
Partner's prorata share of the actual appraised value of the Project property less that Partner's 
prorata share of Costs. The terminating Partner shall deliver to the nonterminating Partners a duly 
executed statutory warranty deed conveying the terminating Partner's interest in the Project 
property to the nonterminating Partners, or any other Partner that the nonterminating Partners may 
designate, free and clear of all liens and encumbrances except those existing as of the date such 
Partner terminated its interest in the JFA. 

10. If the Partners decide to terminate the JFA, they shall have the Project property appraised and 
list it for sale. Each Partner shall receive its prorata share of the actual purchase price of the 
Project property less such Partner's prorata share of Expenses. No terminating Partner shall be 
reimbursed for any other Project costs incurred before termination. 

11. This Amendment shall be effective upon signing of all parties. 

12. Except as amended herein, the JFA shall remain in full force and effect. 

The above is hereby agreed to by the Partners and executed by the duly authorized representatives 
below: 

CLEAN WATER SERVICES APPROVED AS TO FORM 

By: 
District General Counsel 

Date: 

TUALATIN VALLEY WATER DISTRlCT APPROVED AS TO FORM 

By: 
Attorney 

Date: 

CITY OF HILLSBORO APPROVED AS TO FORM 

By: 
Attorney 

Date: 
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CITY OF BEAVERTON 

By: 

Date: 

CITY OF FOREST GROVE 

Date: 

CITY OF TIGARD 

By: 

Date: 

APPROVED AS TO FORM 

Attorney 

APPROVED AS TO FORM 

Attorney 

APPROVED AS TO FORM 

Attorney 
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Exhibit A 

SCOPE OF WORK AND PROJECT ELEMENTS 

TUALATIN BASIN WATER SUPPLY PROJECT 

The following is a review of the various phases and project elements: 

Water Supply Projecr  Complerion o f  Dray Planning Repor//Environmental Impact Statement 
(PWDEIS) 

1. Complete Draft PRIEIS for public review and distribution. 

2. Coordinate with Bureau of Reclamation on existing operations ESA consultation. 

3. Prepare Biological Assessment and Fish and Wildlife Coordination Act reports for Water 
Supply Project consultations. 

Title Transfer Project - Draji Environmental Assessment Review (EA)for Title Transfer Process 

1. Develop Draft EA for Title Transfer 

Additional Combined Projects Elements 

The following are additional Project elements handled with separate contracts or agreements: 

1 .  Governmental and Public Affairs - Consultant contracts to continue efforts to secure 
federal funding assistance, and community support at local, regional and national levels. 
Additional resources will be developed based on a comprehensive public affairs strategy. 

2. Bureau of Reclamation (BOR) Pacific Northwest Regional Office and Technical and 
Engineering Services 

a. Comprehensive Facilities Review - Inspect and assess condition of Reclamation 
Facilities. Develop the recommended improvements and cost estimates for the 
improvements. 

b. Biological Resources Coordination - Coordinate of existing operations consultation 
with EIS and permitting requirements. Determine environmental and associated 
mitigation elements, such as wetlands, fish and wildlife mitigation areas 
implementation. 

3. Governance Structure Development and Contract Negotiations for Title Transfer Project 

a. Conduct a governance structure development process with local agencies to 
establish an organization(s) to accept the rights and responsibilities of the 
transferred Reclamation Facilities. A contractor will assist with development, 
negotiations and preparation of the various contractual and intergovernmental 
agreements with the Partners. The contractual elements will include operations, 
management and administration of the transferred facilities. 
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4. Land Survey and Easement investigation 

a. Conduct a land survey, title search and related real estate activities to determine the 
status of the Reclamation lands and interests for the potential title transfer project. 
These services may include surveying, appraisals, document research and 
environmental assessments for the various elements of the Title Transfer Project. 
Continued coordination with Reclamation Lands Resources staff on review of lands 
acquisition needs and requirements. 

5. Clean Water Services Project Management - Continued project management and staff 
support for the Water Supply and Title Transfer Projects. 

6 .  Miscellaneous expenses -The tasks and elements of the Project not currently provided for 
in the above listed items. 
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Tualatin Water Supply Project - DElS Phase II (FY-08) and Tualatin Project Title Transfer 
Title Transfer Transaction and WSP Draft Planning Report - Environmental Impact Statement 
Joint Funding Agreement - #3 Amendment 

Project Manager - Tom VanderPlaat - Clean Water Services 0411 812007 

Estimated Budget Expenses Review 

I I I 

IDraft Planning ReportlElS (completion) $50.0001 1 1009, 
I I I I 

IPROJECT ELEMENTS 

TUALATIN BASIN WATER SUPPLY PROJECT 

I I I I 

TUALATIN PROJECT TITLE TRANSFER 

FY 07-08 
Total Costs 

I I 

lSub Total of Transaction Costs 
I I 

$875,0001 1 ** 

Percent 
Complete 

Transaction Costs 
Drafl Environmental Review elements 
Comprehensive Facilities Review 
Governance Development for Title Transfer 
Land Sunfey and Easement for existing lands 

I 

l ~ o t a l  Costs 
I I I 

$1,330,0001 1 
I I I I 1 

$450,000 
$200,000 
$100,000 
$125,000 

Governmental1 Public Affairs 
CWS Project Management 
Misc Expenses 

I I I I I I 
** - Task completion percentage cannot be determined 

Note: Joint Funding agreement -Amendment # 3 - provides funding through DElS phase 
Partner will reassess budget needs following the public comment period of DElS 

100% 
** 

100% 
** 

$125,000 
$130,000 
$100,000 

** 
+* 

** 



Tualatin Basin Water Supply Project and Tualatin Project Title Transfer 
Payment Schedule for Title Transfer and WSP Draft Environmental Impact Statement Phase 
For FY07-08 - WSP - JFA 3rd amendment 
Project Manager - Tom VanderPlaat Date 411 8107 

EXHIBIT B 

PAYMENT SCHEDULE 
(Based on reallocation and Percentage Share) 

'Inactive (Dead) Storage 
" CWSdemands basedon 120dayseason 
'̂̂  M&l Demands based on 180 day season 

""Note - Sherwood Shares transferred to N W D  (2000 af) 

Note The Clties of North Plains, Cornellus and Banks elected 
not to slgn the Jo~nt Fundlng Agreement (JFA) - 2nd amendment. 
Citles of North Plains and Cornelius shares were transferred to 
Clty of H~llsboro,since Hlllsboro is the~r water supplier 
City of Banks shares were allocated proportionally to all 
Partners under the Jo~nt Fund~ng Agreement - Second Amendment 
C~ties of Tualat~n and Sherwood have decided not sign the 
JFA- 3rd amendment and the~r shares wlil be allocated to N W D  

The Worksheets will be reviewed following the release of the WSP draft PRiElS 



EXHIBIT 2 

AGENDA BILL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Authorize Mayor to Sign Third FOR AGENDA OF: 
Amendment to Joint Funding 
Agreement for IWRM Water Supply Mayor's Approval: 
Feasibility Study (aka Tualatin River 
Basin Water Supply Project) DEPARTMENT OF ORIGIN: Enaineering f $?  

DATE SUBMITTED: 
'U 3-22-05 / 

CLEARANCES: City Attorney 
Finance 
Purchasing 

PROCEEDING: Consent EXHIBITS: 1. Draft Third Amendment 
2. Agenda Bill No. 03227 
3. WSFS Congressional 

Project Information 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $ 67,619 FY 2005-06 ' BUDGETED $-0- REQUIRED $ 67,619 * 

$1 55,803 FY 2006-07 * $155,803 * 
* Account Number 505-75-3636-683 Water Construction Fund, Water Extra-Capacity Supply System 
Program, Scoggins Dam Raise Project. As stated in the Recommended Action, staff recommends that 
appropriations of $67,619 and $155.803 be included in the FY 2005-06 and FY 2006-07 budgets 
respectively. 

HISTORICAL PERSPECTIVE: 
On October 13, 2003, Council authorized signing of a second amendment to a June 2001 funding 
agreement in Agenda Bill No. 03227 (Exhibit 2), for the purpose of continued funding for the IWRM 
(Integrated Water Resource Management) Water Supply Feasibility Study (WSFS) of the Tualatin 
River basin. The parties to the funding agreement are generally seeking to expand the water 
supply in the Tualatin basin. To date, the joint funding agreement and first amendment have jointly 
funded a work program to identify supply options and study the feasibility of the supply approaches 
to increasing the water supply in the Tualatin River basin, as well as a "no action alternative." 

During the last two years, the Tualatin River Basin Water Supply Project has been evaluating 
reliable, safe and sustainable water supply options to meet the long-term Tualatin River instream 
flow, agricultural irrigation, and municipal and industrial water needs in Washington County to the 
year 2050. Additionally, over the last year, a draft planning report and Environmental Impact 
Statement for a water supply project was initiated. The study is being led by Clean Water Services 
in partnership with local cities, water districts, and the U.S. Bureau of Reclamation, builder and 
owner of the Scoggins DamlHagg Lake facility. 

Three principal groups have helped guide the Tualatin River Basin Water Supply Project through 
evaluating and narrowing the list of supply options. The three groups consist of 1) the technical 
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group known as the Washington County Water Managers Group (WMG), 2) the public and 
interested stakeholders, and 3) the Tualatin River Basin Water Supply Feasibility Study Policy 
Steering Committee (PSC) made up of elected officials of the financially participating agencies and 
one non-voting stakeholder, the Lake Oswego Corporation. The City of Beaverton is represented 
on the PSC by former Councilor Forrest Soth, and on the WMG by David Winship, City Utilities 
Engineer. As a part of the water supply project, an extensive public review process has been 
established with a high profile outreach program of public meetings and presentations, newsletter, 
brochures, web site, and media releases and coverage. 

From results so far in the Tualatin River Basin Water Supply Project, four key water source 
options, one of which is a no action alternative, have been identified and closely evaluated. The 
three "action" source options that add to the existing water supply are as follows: 

40-foot Scoggins Dam (Hagg Lake) Raise. This would add an estimated 50,000 acre-feet 
(16.5 billion gallons), which would nearly double the current volume of the lake of 60,640 
acre-feet (usable volume 53,640 acre-feet). Cost of a 40-foot dam raise is approximately 
$135 million. Completion of the 40-foot dam raise option is projected to be in FY 2010-11. 
An accompanying project is the Sain Creek Tunnel, closely associated with the 40-foot dam 
raise option, which was analyzed over the last year. The Sain Creek Tunnel was 
envisioned as a means to convey water by gravity from the upper Tualatin River to Sain 
Creek, where it would then flow as creek water into Hagg Lake. The Sain Creek Tunnel 
concept was sought as a way to increase the reliability of annually refilling Scoggins 
Reservoir. The 40-foot dam raise does not by itself reliably fill each year. Overall cost of 
this dam raise option with the tunnel is estimated to be $170 million. 

20-foot Scoggins Dam (Hagg Lake) Raise. This would add an estimated 26,500 acre-feet 
(8.6 billion gallons) to current lake storage. 

lrrigation Exchange Pipeline from the Willamette River. This new pipeline would pump 
water approximately 23 miles from the Willamette River near Newberg to the Tualatin 
Valley lrrigation District (TVID) pump station and storage tank. This water would be used to 
irrigate crops in exchange for 25,000 acre-feet (8.15 billion gallons) of water now being 
used by W I D  from Hagg Lake. The 25,000 acre-feet of water in Hagg Lake would then be 
available to allocate amongst the builders of the exchange pipeline. 

The most likely project for implementation was adopted by the project's Policy Steering Committee 
on February 17, 2005, as the proposed action for inclusion in the Draft Environmental Impact 
Statement. The proposed project is a 40-foot high dam raise of Scoggins Reservoir in conjunction 
with a large raw water pipeline that would extend from Scoggins Reservoir to the Joint Water 
Commission (JWC) Treatment Plant and large pumping station located near the easterly end of the 
raw water pipeline. The combination of the pumping station and raw water pipeline form the Raw 
Water Pipeline Pump Back option where winter and spring flow surplus in the Tualatin River would 
be pumped out of the river and through the raw water pipeline back into Hagg Lake to increase the 
annual reliability of filling the reservoir. 

The Sain Creek Tunnel option in combination with the 40-foot Scoggins Dam raise was dropped 
from further consideration in favor of the Raw Water Pipeline Pump Back primarily due to the latter 
project's ability to provide a 93 percent reliability of refilling the expanded Scoggins Reservoir each 
year. The Sain Creek Tunnel was found to only provide a 71 percent chance of annually refilling 
the reservoir, coupled with other unfavorable issues related to environmental impacts and 
permitting. 
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The Third Amendment lists Beaverton's level of participation in the Joint Funding Agreement as 
4,121 acre-feet (1.3 billion gallons) or 7.79 percent of the total nominal 52,900 acre-feet new raw 
water storage that would be created in an expanded Scoggins Reservoir with a 40-foot dam raise. 
The City currently owns a right to use up to 4,000 acre-feet in Hagg Lake and 4,300 acre-feet in 
Barney Reservoir for summertime water supply. During the summer, water in the dams is released 
into the Tualatin River as needed to meet the City's potable water demand. Before reaching 
Beaverton, raw water in the upper Tualatin River is withdrawn and filtered in the Joint Water 
Commission Water Treatment Plant. The City owns a 15 million gallon per day share of the JWC 
treatment plant. 

INFORMATION FOR CONSIDERATION: 
To move forward with the ~roiect. a third amendment is needed to fund continuina oroiect costs to . ,  . - .  . 
undertake the next two years of scheduled tasks. A two-year scope of work of the various project 
elements to be completed for fiscal years 2005-06 and 2006-07 is attached as Exhibit A of the third 
amendment (Exhibit 1). 

The third amendment to the joint funding agreement does not change Beaverton's required 
financial participation of up to $155,803 during the current budget FY 2004-05. The third 
amendment to the joint funding agreement lists a required Beaverton expenditure in FY 2005-06 of 
$67,619 and $155,803 in FY 2006-07 to continue with the project. 

At the current participation level of 4,121 acre-feet, the latest overall project cost to Beaverton from 
inception of the project through FY 2010-11, as estimated by Clean Water Services, would be 
$11.7 million. This cost represents the potential financial obligation in a 40-foot Scoggins Dam 
Raise with the Raw Water Pipeline Pumping Station, should the two project components be 
constructed. The Raw Water Pipeline is a separate project being undertaken in parallel by the 
JWC with several other intergovernmental partners. 

RECOMMENDED ACTION: 
1. Council authorize the Mayor to execute the Third Amendment to Joint Funding Agreement for 

IWRM Water Supply Feasibility Study (aka Tualatin River Basin Water Supply Project), in a 
form approved by the City Attorney. 

2. Council direct the Finance Director to include the required Beaverton expenditure in FY 2005- 
06 of $67,619 and $155,803 in FY 2006-07 budgets to continue with the project. 
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AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

EXHIBIT 3 

SUBJECT: Resolution Authorizing City's Consent to FOR AGENDA OF: 4-23-07 BILL NO: 07078 

Investigate Potential Title Transfer of 
Scoggins Reservoir from Federal to Local Mayor's Approval: 
Ownership 

DEPARTMENT OF ORIGIN: Public W o r k s B  

DATE SUBMITTED: * 
CLEARANCES: 

PROCEEDING: Consent Agenda EXHIBITS: 1. Resolution 
2. Letter From Washington County 
3. Water Supply Project Brochure 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 
Water resource aaencies in Washinaton Countv are actina now to ensure clean, safe and reliable water * ., - 
supplies for the environment and needs of a growing community. They have formed a water supply 
partnership to finance and plan for future water supplies from the Tualatin River. The Tualatin Basin 
Water Supply Project partners include Clean Water Services, Tualatin Valley Water District, the cities of 
Hillsboro, Forest Grove. Beaverton, Tigard, and Tualatin in partnership with the US Bureau of 
Reclamation (BoR). The US BoR is the builder and owner of the Scoggins DamIHagg Lake Facility. 

In June 2001, the Council authorized signing of a funding agreement to participate in a Water Supply 
Feasibility Study (WSFS) of the Tualatin River basin, which was completed in February 2004. It 
evaluated alternatives for reliable, safe and sustainable water supply options to meet the long-term 
Tualatin River streamflow, agricultural irrigation, and municipal and industrial water needs in 
Washington County to the Year 2050. The Water Supply Project is being led by Clean Water Services 
in partnership with nine local cities, Tualatin Valley Water District and the US Bureau of Reclamation. 

On April 4, 2005, Council authorized signing of a third amendment to a June 2001 funding agreement in 
Agenda Bill No. 05064, for the purpose of continued funding for the Integrated Water Resource 
Management. WSFS of the Tualatin River basin. The third amendment funded continuing project costs 
to undertake a two-year scope of work of the various project elements to be completed for Fiscal Years 
2005-06 and 2006-07. 

During 2005, an alternatives analysis examined the various supply options and two were selected for 
further study in a 2007 Environmental Impact Statement. The first alternative is a 40-foot dam raise of 
Scoggins Dam (at Hagg Lake) with a large diameter raw water pipeline pumpback from the Tualatin 
River to refill Hagg Lake each year. The second alternative is a multiple source option that includes a 
25-foot raise of Scoggins Dam with a large diameter raw water pipeline pumpback, and expansion of 
the Willamette River Water Treatment Plant located in Wilsonville. 
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Beaverton's current level of participation in the Tualatin Basin Water Supply Project is 2.100 acre-feet 
(684 million gallons) or approximately four percent (4%) of the total nominal 52,900 acre-feet of new 
raw water storage that would be created in an expanded Scoggins Reservoir with a 40-foot dam raise. 
The reservoir expansion would nearly double the current volume of the lake totaling 60,640 acre-feet 
(usable volume 53,640 acre-feet). The City currently owns a right to use up to 4,000 acre-feet in Hagg 
Lake and 4,300 acre-feet in Barney Reservoir for summertime water supply. During the summer, water 
in the dams is released into the Tualatin River as needed to meet the City's potable water demand. 
Before reaching Beaverton, raw water in the upper Tualatin River is withdrawn and filtered in the Joint 
Water Commission Water Treatment Plant. The City owns a 18.75 million gallon per day share of the 
JWC treatment plant. 

INFORMATION FOR CONSIDERATION: 
In 2005, representatives of the lead agency, Clean Water Services (CWS), had a meeting with Bureau 
of Reclamation Commissioner John Keys Ill (now retired). During the meeting, .the Reclamation 
Commissioner suggested to CWS the possibility of title transfer. Title transfer would change the 
ownership of Federal facilities to local entities. In essence, local agencies would buy the existing 
Tualatin Project; including Scoggins Dam, Hagg Lake, adjoining lands and other Reclamation facilities. 

The cost of the purchase or required reimbursement to the Federal Government, to allow for title 
transfer, has been preliminarily estimated by the Bureau of Reclamation at between $6.4 and $11.3 
million dollars. The basis of valuation for title transfer is net present value of the revenue to be received 
by Federal government for the life of the existing Tualatin Project. The majority of the future Federal 
revenue is from remaining project construction charges (loans), water services contracts and aid to 
irrigation (BPA payments). 

Based on information known at this time, there are three primary reasons for seeking title transfer from 
the Bureau of Reclamation: 

Potential of cost savings for the Tualatin Basin Water Supply Project - Scoggins Dam expansion. 
Local ownership and control of facilities and water rights would improve flexibility. 
Improved control over the project schedule for the Water Supply Project (Scoggins Dam expansion). 

At the March 27, 2007, meeting of the Water Supply Project Policy Steering Committee made up of 
elected and appointed officials from each of the partners in the Tualatin Basin Water Supply expansion 
project, the Committee unanimously supported the pursuit of title transfer. Former City Councilor, 
Forrest Soth represents the City of Beaverton on this committee. 

Additionally, at meeting held on March 9, 2007, hosted by Tom Brian, Chair of the Washington 
County Board of Commissioners and CWS, the attendees also supported further investigation of a 
potential title transfer of the existing Tualatin Project from Federal to local ownership. Mayor Drake was 
in attendance at the March 9th meeting representing the City. Chair Brian requested support (in the 
form of a resolution) from each entity for a formal investigation into title transfer as part of the required 
Federal process to seek the transfer. 

In a separate agenda bill for this Council meeting, staff proposes a presentation of the details of the title 
transfer process and its implications. 

RECOMMENDED ACTION: 
Council adopt the attached resolution authorizing City's consent to investigate potential title transfer of 
the existing Tualatin Project (Scoggins Reservoir and facilities) from Federal to local ownership. 
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AGENDA B l L L  

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Authorize Addit~onal Funding for a FOR AGENDA OF: 05-14-07 BlLL NO: 071 07 
Professional Services Contract with 
Outside Counsel to Provide 
Municipal Court Prosecution. Mayor's Approval: ~ ~ P J ~ M L  

DEPARTMENT OF ORIGIN: Citv Attorney 

DATE SUBMITTED: 05-08-07 

CLEARANCES: Finance 

PROCEEDING: Consent Agenda EXHIBITS: Agenda Bill 07056 
(Contract Review Board) 

BUDGET IMPACT 

1 EXPENDITURE AMOUNT APPROPRIATION I REQUIRED $5,000 BUDGETED $-0-* REQUIRED $5,000 
*Account No. 001-50-0581-51 1. The FY 2006-2007 budget through Agenda Bill 07056 includes 
$5,000 for this legal proceeding. To date, $4,019 has been expe;ded'ieaving $980 as the contract 
balance. Funding for the additional appropriation is available from the General Fund's Contingency 
Account and is recommended to be included in the next Supplemental Budget. 

HISTORICAL PERSPECTIVE: 
The Citv Attornev occasionallv seeks leaal advice from ex~er ts  in their various fields and 
in situaiions which may present conflicts for the office, hires outside counsel. 
The City hired Susan lsaacs to prosecute a traffic ticket issued to a City Police Officer with 
a budget of $5,000 (copy of Agenda Bill 07056 attached). Ms. lsaacs expended $4,019 
and obtained a conviction. The police officer is appealing her conviction to circuit court. 

INFORMATION FOR CONSIDERATION: 
Ms. lsaacs needs additional funding if the City wants to defend the conviction in circuit 
court. Without additional funding the case will be dismissed. Funding for the additional 
$5,000 appropriation is available from the General Fund's Contingency Account and is 
recommended to be included in the next Supplemental Budget. 

RECOMMENDED ACTION: 
Authorize the Citv Attornev to extend the Professional Services Contract with Susan 
lsaacs Attorney a i l a w  and authorize a change order in the amount of $5,000, which when 
added to the prior $5,000 authorization will result in a grand total not to exceed amount of 
$10.000, and direct the Finance Director to include $5,000 in the next Supplemental 
Budget. 
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AGENDA BlLL 

B averton City Council 
Beaverton, Oregon 

SUBJECT: Authorize the City Attorney to Enter into a FOR AGENDA OF: 03-19-07 BlLL NO: 07056 
Professional Services Contract with Outside 
Counsel to Provide Municipal Court Mayor's Approval: 
Prosecut~on. 

DEPARTMENT OF 

DATE SUBMITTED: 03-09-07 

CLEARANCES: Finance 

PROCEEDING: Consent Agenda EXHIBITS: None 
(Contract  Review Board) 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $5,000 BUDGETED $9,000* REQUIRED $5,000 
'Account No. 001-50-0581-51 1. The FY 2006-2007 budoet included $9.000 for various ~rofessional ~~~~~ ~ ~~~ , ~ ~~~ ~ - 

services. To date. $5,700 has been expended and $3.300 is committed'for future expenditures. Funding 
for the additional appropriation is available from the General Fund's Contingency Account and is 
recommended to be included in the next Supplemental Budget. 

HISTORICAL PERSPECTIVE: 
The City Attorney occasionally seeks legal advice from experts in their various fields and in 
situations which may present an ethical conflict for the office, hires outside counsel. 

INFORMATION FOR CONSIDERATION: 
The City Attorney is seeking a lawyer to prosecute a Municipal Court violation (photo radar 
citation) issued to a City of Beaverton police officer. Funding for the additional appropriation is 
available from the General Fund's Contingency Account and is recommended to be included in 
the next Supplemental Budget. 

RECOMMENDED ACTION: 
Authorize the City Attorney to enter into a Professional Services Contract with Benjamin 
Grandy, Attorney at Law, in an amount not to exceed $5,000 and direct the Finance Director to 
include $5,000 in the next Supplemental Budget. 
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AGENDA BILL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Bid Award Concrete Products FOR AGENDA OF: 05-14-07 BILL NO: 07103 
Requirements Contract 

Mayor's Approval: 
/' 

DEPARTMENT OF ORIGIN: 
PUBLIC WORKS % 

DATE SUBMITTED: 05-01-07 

.CLEARANCES: Purchasing 
Finance 
City Attorney 

PROCEEDING: Consent Agenda EXHIBITS: Bid Summary 
(Contract Review Board) 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED$ BUDGETED$ REQUIRED $ 

HISTORICAL PERSPECTIVE: 
The FY 2007-08 Proposed Budget includes funding for the purchase of concrete products, such as 
manholes and catch basins, and for the repair and maintenance of storm drainage and sanitary 
sewer systems by the Construction Section of the Public Works Department. In FY 2006-07 the 
Construction Section spent $53,474 on manholes and catch basins, including $32,000 for large 
concrete pipes on one major project. 

In the past, the procurement process has been to obtain three quotes for each purchase of 
concrete products for a particular project. Several different concrete vendors have been used since 
FY 2005-06 based on product availability and price. This procurement method is less efficient than 
it could be due to the time it takes to obtain quotes and due to the variation in price depending on 
the spot availability of needed product. Staff has determined a better way to procure concrete 
products is for the City to complete a competitive bid process. The goal is to obtain firm product 
prlclng and to reduce the lead time needed to acquire product when needed. 

INFORMATION FOR CONSIDERATION: 
Invitation to bid was advertised on April 11, 2007. Two bids were received and opened on April 26, 
2007 at 2:00 p.m. in the Finance Conference Room: one from Hansen Pipe & Pre-Cast of Portland. 
Oregon, and the other from Cascade Concrete Products, Incorporated, of Scappoose, Oregon. 
Due to availability and pricing, City staff is recommending award to both suppliers. The City 
expects to utilize the two suppliers in the following manner: City staff will contact the lowest priced 
supplier first. If that supplier cannot fulfill the material needs then the next supplier will be 
contacted. If neither of the contracted suppliers can provide the requested material, the City 
reserves the right to purchase any item covered by the contract from other sources. 
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The invitation to bid and specifications called for a one-year contract with an option to renew for 
two additional one-year periods with the total term not to exceed three years. The contract will 
allow the Public Works Department to purchase concrete products on an as-needed basis for 
Fiscal Years 2007-08, 2008-09, and 2009-10. 

Prices are firm for the first year. The prices shall not be changed more often than every six months 
and contractor shall not propose prices that are above prevailing market prices. Revised prices will 
be accepted if industry-wide price changes or increased costs can be documented. 

RECOMMENDED ACTION: 
Council, acting as Contract Review Board, award contract to Hansen Pipe & Pre-Cast of Portland, 
Oregon and Cascade Concrete Products. Incorporated, of Scappoose, Oregon, for the purchase 
of concrete products in the estimated amount of $30,000 for FY 2007-08, contingent upon the 
approval of the Proposed FY 2007-08 Budget, and approval for City staff to extend the contract for 
the two additional years based on Council's approval of the future FY 2008-09 and FY 2009-10 
Budgets. The estimated usage for FY 2008-09 is $30,000 and estimated usage for FY 2009-10 is 
$30,000. 
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TO: Mayor & City Council 

FROM: Purchasing Division 

BID SUMMARY 

CITY OF BEAVERTON 

SUBJECT: Bid Opening 

Bids were opened on APRIL 26,2007 at  2:OOPM in  the FINANCE DEPARTMENT 

For: CONCRETE PRODUCTS - REQUIREMENTS #2057-07 

Witnessed by: KEITH STONE 

The Purchasing process has been confirmed. Signed: 

The above amounts  have been checked!''' Date: 
L' 

VENDOR 
NAME AND CITY, STATE 

HANSON PIPE & PRE-CAST 
PORTLAND, OR 

CASCADE CONCRETE PRODUCTS INC 
SCAPPOSE OR 

GROUP 
#1 

$48,323.00 

$52,770.00 

GROUP 
#2 

$21,510.00 

$23,400.00 

BID AMOUNT 

$69,833.00 

$76,170.00 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: Beaverton Downtown Parking Solutions FOR AGENDA OF. 05-14-07 BILL NO: 07104 

Mayor's Approval: 

DEPARTMENT OF ORIGIN: 

DATE SUBMITTED: 04-27-07 

CLEARANCES: C~ty Attorney 

PROCEEDING: WORK SESSlONlPUBLlC HEARING EXHIBITS: Draft Beaverton Downtown Parking 
Solutions 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED$O BUDGETED$O REQUIRED $0 

HISTORICAL PERSPECTIVE: 
The State of Oregon's Transportation and Growth Management (TGM) Program is a joint program of 
the Oregon Department of Transportation (ODOT) and the Oregon Department of Land Conservation 
and Development. The TGM Program provides funding for local planning projects that lead to more 
livable, transportation-efficient, compact, pedestrian-friendly communities. Over the past eight years, 
the City of Beaverton applied for and received funding for seven TGM grant projects with the grant 
amounts for these projects totaling $432,000. 

Most recently, the City of Beaverton and the C~ty of Hillsboro together applied for and recelved a 
$104,000 grant to evaluate parking in their downtowns. The purpose of Beaverton's downtown study 
was based in part on Metro's 2004 study, the Beaverton Downtown Regional Center Development 
Strategy. This study concluded that "one of the most significant barriers to achieving the density in 
downtown Beaverton required by the 2040 Center design type is adequate parking ... within the next 10 
years, the City must ensure that structured parking is available in downtown Beaverton." Additional 
parking-related barriers to redevelopment needed to be identified and solutions developed to guide 
both cities toward effective and optimal parking management that includes future structures. 

INFORMATION FOR CONSIDERATION: 
In Beaverton, the Regional Center - Old Town zone was chosen as the TGM study area. Consultants 
Parametrix and Rick Williams Consulting have worked since Fall 2006 with business and property 
owners and representatives of the Chamber of Commerce, Metro, TriMet, ODOT, Beaverton School 
District, City Council, Plannlng Commission, and Traffic Commission, who made up the Stakeholders 
Advisory Committee, to understand parking and document barriers in the study area. Councilor 
Stanton represented City Council on this committee. 
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Guiding Pr~nciples were developed first by the committee. The Principles reflect the attitudes of these 
key stakeholders toward parking in this area and the standards that they see should be set to manage 
parking in the future. Data was gathered and analyzed by the consultants and presented to the 
Committee. The data revealed a surplus of existing parking stalls, which presented certain 
opportunities for the City. Recommended strategies based on the Principles and the data analyses 
were developed over the next several months of meetings. Twenty-seven phased strategies are 
identified within an "immediate," "near-term," "mid-term," and "long-term" Old Town parking program. 
Recommended strategy highlights include assigning a parking manager, initiating a parking advisory 
process, forming an advisory committee, establishing parking management zones, adopting the 85 
percent optimal parking occupancy "rule" within the management zones, eliminating minimum 
commercial parking requirements and reducing minimum residential parking requirements within the 
zones, ways to manage existing surface parking lots better, and methods of financing parking 
structures. 

Research on parking structures resulted in estimates for construction of structures on two sample lots 
in the study area. Structure feasibility, estimated costs, and recommendations for a series of steps the 
City can take toward implementing better parking management and financing structures over time are 
included in the report. 

RECOMMENDED ACTION: 
Review parking study. 
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1. EXECUTIVE SUMMARY 

1.1 STUDY PURPOSE 

The 2040 Growth Concept envisions higher-density, mixed-use, pedestrian oriented 
development within Centers throughout the Portland Region. The City of Beaverton wants to 
achieve such greater, urban mixed use intensity within their downtown core area. 

Difficulty in providing appropriate parking (due to insufficient space per business or use 
requirements by local codes) has long been a major barrier to achieving density in the 
Beaverton Regional Center. Other major barriers include excessive on-site parking code 
requirements that most downtown core area properties cannot satisfy; downtown buildings 
constructed during the late 19th and early 20th century when vehicular parking needs were 
not contemplated by these rural communities; and, extensive downtown parcelization which 
precludes efficient, code-compliant building renovations and on-site parking accommodation. 

The pulpose of the Parking Solutions Strategy Project (Project) was to develop strategies and 
tools that can be used by the City to assist in the transition of Downtown Beaverton from a 
suburban to an urban community by reducing the existing barriers to revitalization created by 
inadequate parking. 

The goal of this project was to manage the supply and demand for parking to support 
downtown redevelopment. Formulating and recommending solutions that efficiently and 
strategically resolve parking needs within the downtown core area of the Beaverton Regional 
Center can attain this goal. 

1.2 PROCESS 

The Beaverton parking study is premised in the belief that a full understanding of the role that 
parking plays in the growth of the area must be informed by active involvement of key 
stakeholders in the district. Understanding stakeholder concerns and ideas for the downtown 
IS critically important because they are the users of the parking system on a daily basis. In 
addition, their investment and ownership in downtown Beaverton will be supported as the 
recommendations of the parking study and management strategy are put in place. Any 
parking or access changes made to the area will have a direct impact on those who own, 
work, shop, or live in downtown Beaverton. The City is committed to a plan that has 
endeavored to be sensitive to, and cognizant of, this relationship. Chapter 2 provides a 
detailed description of the public involvement process. 

The City of Beaverton conducted a capacityiutilization and turnover inventory on Tuesday, 
September 19, 2006. The survey day was selected in consultation with the City of Beaverton 
and was reflective of the initial scoping process. The Tuesday parking inventory was 
conducted between 9:00 a.m. and 6:00 p.m. 

The project team's methodological approach to gathering parking utilizationlcapacityi 
turnover data began with a physical compilation of all public parking assets (on and off- 
street) within the study area. This physical assessment was conducted in advance of the 
survey day and documented all parking by location and type. This was used to create a data 
template necessary to conduct the utilization assessment. 

The Tuesday survey involved an hourly count of each occupied on-street parking stall In the 
study area using the last 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 evely hour over a 
nine-hour period (9:OO a.m. - 6:00 p.m.). Hourly capacity counts were taken over the same 



time frame at 130 off-street facilities within the study zone. Four of the off-street lots are 
public parking lots and 126 are privately owned. A total of 3,107 on and off-street stalls were 
physically surveyed. 

The data revealed a surplus of parking which provides an opportunity for creative parking 
management practices. The data also revealed that the City was developing much more 
parking than it was using, which allows for economic development opportunities including 
the reduction of requlred mlnlmums and the tightening of maximums. 

1.3 PARKING MANAGEMENT STRATEGIES 

As a result of the data inventory process and continuing discussions with the City and 
stakeholders, specific parking management strategies have been identified and are 
recommended for implementation. Recommendations for changes in current policyicode and 
several near-term strategies will optimize the efficiency of the existing parking inventory in 
Downtown Beaverton. Additional mid- and longer-term strategies are also recommended for 
consideration. Chapter 7 provides a full explanation of the recommendations and the 
implementation guidelines. 

A. POLICY LEVEL ACTIONS (Immediate Implementation) 

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. 

1. Assign the responsibilities of a "Parking ManageriCoordinator" for the City of 
Beaverton. 

2. Establish an advisory role for stakeholders to assist in parking program 
implementation and review. 

3. Adopt policies and rules to guide parking management 

a. Codify Guiding Principles for Parking Management as elements of City Code, 

b. Establish "Parking Management Zones" based on desired economic uses and user 
types. 

c. Adopt "Operating Principles" and an implementation framework that defines the 
priority purposeluse for parking in each parking management zone. Adopt the 
principles and framework as City Code elements. 

d. Adopt the 85% Rule to facilitateidirect parking management strategies. 

4. Eliminate minimum parking requirements for all commercial parking development 
within Zones A and B. 

5. Require a .75 stalls per unit minimum parking standard for residential development 
within Zones A and B. 

6. Where parking is required establish a parking Fee-in-Lieu program to accommodate 
developments that cannot incorporate parklng into development sites (i.e., for reasons 
of site size, geometries, etc.). 

7. Establish a Downtown Parking and Transportation Enterprise Fund as a mechanism 
to direct funds denved from parking over time into a dedicated fund. 

8. Evaluate additional funding sources for future parking development and parking 
system management. 

April 2007 1 277-2395-053 



B. PARKING MANAGEMENT STRATEGIES 

Based on the recently completed capacity and usage survey of the parking inventory a 
number of parking strategies are recommended for near-tern implementation. These 
strategies will assist the City to optimize the use and accessibility of existing parking in 
Downtown Beaverton. 

Near-Term Implementation - (by January 2008) 

The following strategies are recommended for near-term implementation, 

1. Appoint a Downtown Parking Manager. 

2. Initiate Parking Advisory process. 

3. Eliminate all I-hour, 4-hour and No Limit on street parking in Zone A and create a 
uniform on-street time stay of 2 hours within this zone. 

4. Standardize on-street parking in Zone B to 3-Hour parking "or by permit" to create 
longer-term stay options for customers and an all day option for employees andlor 
residents in need of all day parking. 

5 .  Transition all employee on-street parking permits now issued in Zone A, to on-street 
locations in Zone B or off-street locations in Zone A or B. 

6. Eliminate all time restrictions in existing City owned off-street facilities to encourage 
greater use of public parking lots. The City should also treat these sites as future 
parking garage development sites. 

7. Initiate a new and comprehensive outreach program to all businesses within the study 
zone that communicates the parameters of the City's permit program and access to 
publicly owned off-street lots. 

8. Develop incentives that encourage private sector-led strategies to reduce demand for 
long-term parking, and make available private parking resources for short-term 
public customer and other desired uses. 

9. Establish commuter mode split targets for employee access in Zones A and B 

10. Conduct a Capacity Study during the Saturday Farmers Market. 

11. Develop and install a signage package of uniform design, logo and color at publicly 
available off-street locations. 

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

Mid-Term Implementation - (by October 2009) 

The following strategies are recommended for mid-tern implementation 

13. Implement a package of incentives for the private development of publicly available 
parking supply and TDM options in the downtown. 

14. Recommend to the City Council the commuter modes split targets developed in 9. 
above for adoption as a policy element of the Beaverton transportation and parking 
management plan. 

15. Initiate discussions with downtown businesses to develop a "Customer First" 
partnership among downtown businesses. 

16. Partner with the business community to develop a marketing and communication 
system for access in Beaverton. The marketing/communication system could include 



(but not be limited to): branding; maps; validation program(s); TDM alternatives and 
valet parking. 

17. Negotiate shared use andlor lease agreements with owners of strategically placed 
private surface lots and parking structures to provide for an interim supply of parking 
where needed. 

18. Evaluate a reduct~on in current maximum parking ratios for new development in the 
downtown, to assure that access impacts of new development are meaningfully 
addressed. Also, parking maximums should be more directly correlated to commuter 
mode split targets developedladopted in B. 9. and 12. above 

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

20. Identify and complete planning for possible development of new public visitor 
parking supply in Zone A. 

Long-Term Implementation - (three years and beyond) 

The following strategies are recommended for long-term implementation. 

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

22. Evaluate the impact of near and mid-tern 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 Zone A and/or B based on the 85% Rule. 

23. Implement Parking Revenue Strategies 

24. Leaselacquire strategically located land parcels for use as future public off-street 
parking locations. This strategy would only be implemented if "strategic" parcels 
are not already in public ownershiplcontrol. 

25. Complete development and open new supply in Zone A. 

26. Consider street improvement projects incorporating angle parking 

1.4 SUMMARY 

The City of Beaverton is striving to promote growth that fits into the future vision of 
downtown. A strong parking management plan is one tool that can assist the City in attaining 
its vision. 

A strong parking management plan: 

Defines the intended use and purpose of the parking system. 

Manages the supply. 

Enforces parking policies. 

Monitors use and responds to changes in demand. 

Maintains the intended function of and priorities for the overall system 

This plan has been developed to support the guiding principles and operating principles for 
parking and access in the downtown. As such, the plan and its strategies reflect the 
fundamental values and objectives stakeholders have for Downtown Beaverton. 



2. INTRODUCTION AND VISION 

2.1 THE ROLE OF PARKING IN DOWNTOWN BEAVERTON 

The role of parking in any business district cannot be seen as a stand-alone solution in and of 
itself. The key to a successful business environment is truly the land uses that comprise it. A 
vital business district is an area that has a clear sense of place and identity, comprised of an 
exciting and attractive mix of uses and amenities. In a nutshell, "people do not come to 
downtown Beaverton to park." People come to an area to experience an environment that is 
unique, active and diverse. As such, the true role of parking is to assure that the desired vision 
for Beaverton's downtown is fully supported. 

Parking is just one tool in any City's economic development toolbox. Parking must be 
managed to assure that priority land uses are supported with an effective and efficient system 
of access that caters to the needs of priority users. 

2.2 STUDY GOALS 

The purpose of this study is to develop a workable parking management plan for the 
downtown business district of Beaverton. First, the plan will need to be specific enough to 
address known parking and access constraints with immediate to near-term improvements. 
This will assure ongoing improvements in access opportunities for customers, employees and 
residents of the downtown business district. The plan will also need to be flexible enough to 
provide the City and area stakeholders with mid- and long-term solutions (and decision- 
making guidelines and triggers) to assure that parking management strategies and programs 
are implemented in a manner that best serves the unique and changing nature of this business 
district. 

2.3 STAKEHOLDER INVOLVEMENT 

The Beaverton parking study is premised in the belief that a full understanding of the role that 
parking plays in the growth of the area must he informed by active involvement of key 
stakeholders in the district. Understanding stakeholder concerns and ideas for the downtown 
is critically important because they are the users of the parking system on a daily basis. In 
addition, their investment and ownership in downtown Beaverton will be supported as the 
recommendations of the parking study and management strategy are put in place. Any 
parking or access changes made to the area will have a direct impact on those who own, 
work, shop, or live in downtown Beaverton. The City is committed to a plan that has 
endeavored to be sensitive to, and cognizant of, this relationship. 

To this end, a Stakeholders Advisory Committee (SAC) was established by the City of 
Beaverton to provide oversight, guidance and review of the study process. The Committee 
was also charged with identifying key issues regarding parking, transportation, and access in 
downtown Beaverton and the impact of parking on the continuing economic vitality of the 
area. 

Key stakeholders included local business owners, City staff, staff of other key government 
agencies, residents, community groups, and property owners. These individuals have 
provided significant assistance in the identification, description, and prioritization of issues to 
be addressed. They will be instrumental in the development of strategies and plans necessary 
for implementation of the parking management plan that is the intended outgrowth of this 
study. Members of the committee (and their affiliation) are listed below. 



2.3.1 SAC Members 

BusinessIProperty Owners: 

Amy Saberiyan (owner of Ava Roasteria) 

Came Schubert (Beaverton Bakery) 

Barbara Vandoominck (property owner) 

Eric Glassard (Ananda Church) 

NAC: 

Darla King (also a business owner downtown - Tangles and Toes) 

Chamber of Commerce: 

Domonic Biggi 

Rhonda Coakley (Executive Suites at the Round) 

Planning Commission: 

Marc Sans Soucie 

Traffic Commission: 

Scott Knees 

Beaverton School District: 

Jeny Green 

Jeff Laff (from H ~ g h  School) 

Beaverton City Council: 

Cathy Stanton 

Oregon Department of Transportation: 

Lidwien Rahman 

Westside Transportation Alliance: 

Karen Frost 

TriMet: 

Jillian Detweiler 

Metro: 

Marc Guichard 

2.4 STUDY AREA 
The parking inventory study area was determined in the initial project scoping process and in 
consultation with the City of Beaverton. The study zone includes the entire area of the 
Regional Center Old Town zoning designation, generally comprised of the area bounded by 
SW Stott (on the west), SW Broadway and SW Lombard Avenues, and the railroad tracks to 
SW 5th Street (on the east), SW Canyon Road (on the north) and SW 5th Street (on the 
south). The first level of data analysis aggregated all parking data within the entire study area. 



The study zone is reflective of the City's understanding of current parking activ~ty and land 
use densities in the area which includes the historic downtown. Quantifying parking activity 
within this zone allows for a more comprehensive look at parklng patterns, trends and 
surplusesldeficits in this area. 

After developing this data summary, three additional "nodal" analyses were conducted at the 
request of the City and stakeholders to identify areas of more focused parking activity. The 
nodal analyses are an attempt to find areas within the larger study zone that may be 
displaying parking activity not reflective of the averages derived from the larger data 
summary. The results of both these analyses are included in 3.4. 

Figure 2-1 illustrates the entire study area examined in the data collection 
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Figure 2-1. Downtown Beaverton Parking Study Area 
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2.5 CHALLENGES AND OPPORTUNITIES 
To develop a parking and access plan for the area, it is first necessary to understand the 
dynamics of land use, access, and growth that are unique to downtown Beaverton. 
Community perceptions and realities regarding constraints that limit existing businesses from 
expanding and those that limit the downtown's ability to attract new business and residential 
growth to the area need to be fully considered. Similarly, opportunities and successful 
programslstrategies that currently contribute to the area's health need to be understood in 
order to ensure they are supported and enhanced by any new parking and access strategies 
developed. 

To this end, an initial work session with the Committee was held to begin to establish a 
consensus view of these challenges and opportunities. 

2.5.1 Desired Outcomes 

Committee members were asked to take a moment and state what they would like to see as an 
outcome of this process. For example, if a new parking management program were 
developed, what beneficial outcomes would be derived? A bulleted list of those desired 
outcomes is provided below. 

A more unified vision of what we want downtown to look like in the future 

Improve the perception that parking in the downtown area is limited 

Better communication between the City and business community on what parking is 
available (i.e., permit program). 

Changes to, and improvements in, the code to assure that it is not a detriment to 
people wanting to develop in Beaverton. 

More efficient use of the existing parking supply (i.e., "manage shared uses"). 

Greater "collaboration" between the City and private sector in how parking is 
provided. 

A parking system that is "user friendly" and understandable. 

Keep parking affordable and make sure that new programs are sustainable 
financially. 

More organized cooperation between businesses on how parking is used (i.e., "get 
employees in the right places, keep best parking for customers"). 

Protect and support Old Town. 

"Create a new culture about parking" through good information, marketing and 
education/outreach to businesses and customers. 

Improving access to Beaverton in general. "Getting to Beaverton may be more of a 
problem than parking." 

It was clear from the listing of desired outcomes that Committee members feel the current 
system of parking management lacks the level of integration and consistency necessary to 
achieve the larger vision of a growing, vibrant, and "user friendly" business district. 
Similarly, the theme of the need to better "understand" parking and change the "culture of 
parking" runs through many of the stated outcomes. In short, to get to the desired outcome of 



a very usable, convenient, and efficient parking system requires more clarity and coherency 
in how parking is, and will be, managed. 

2.5.2 Challenges to Access - Consensus Themes 

Committee members discussed their insights into the major parking challenges facing 
downtown today. They were asked to consider these challenges as they influence downtown 
Beaverton's ability to remain vital and to attract and retain business. Stakeholders were 
strong in their desire to capitalize on basic elements in place in Beaverton that give it its 
unique character. These included free parking, proximity to MAX and future commuter rail, 
and an improving streetscape. Overall, twenty-five challenges were discussed. These ranged 
from general perceptions of parking to the need to create a new identity for Beaverton. For 
purposes of this report, the stated challenges have been condensed into four "consensus 
themes." These themes are presented below, with clarifying bullet points taken from the 
Committee discussion following each theme.' 

Getting to Beaverton may be more of a problem than the overall issue of parking 
(congestion and ingressiegress). 

A major challenge that ran through stakeholder discussions was the issue of 
congestion and traffic. The SAC expressed concern that it is difficult for customers 
coming from outlying areas to access downtown. Dense commuter traffic conditions 
characterize access portals into the downtown. It will be important to minimize 
congestion related to parking. 

Though outside the scope of the parking study, this challenge theme highlights a 
more comprehensive access problem for Beaverton's vision. However, the role that 
the Light Rail system and future transit service planning can play in parking 
discussions can help address this challenge. 

2 It is very difficult to get here because of traffic and congestion in the area 
(i.e., Canyon Road, Hwy 217, Hwy 26, etc.). This may be more of a problem 
than parking. 

2 Railroad tracks are a barrier. 

r Park and rides are full. 

Beaverton needs to attract a more diverse mix of uses that include residential, 
employment, street level retail, and restaurants as well as more dense office 
development. Parking needs to be managed to both encourage and support this goal. 

r Need more diverse mix of businesses 

2 Need more businesses that complement each other. 

2 You can't "wander" here. 

2 Too destination oriented, not family friendly. 

z Need more restaurants and entertainment, 

;. Need more residential growth (creates additional need to manage parking 
well). 

I The themes are not listed in any rank order Each theme has an important Impact on Beaverton's 
abihty to achieve its strategic vision and should be cons~dered equally in the context of multiple 
challenges. 



i More density means more people and parking provided to serve them 

The parking supply is not managed to maximum potential.2 

There was a feeling by some on the SAC that the existing parking supply is not 
managed or structured to achieve optimum utilization. The downtown parking 
inventory conducted by the consultant team is intended to help inform understanding 
of this stated concern. 

i No one knows about the city's parking permit system. 

2 Consolidate the "public" supply in areas of the downtown that provide the 
best "proximity" to businesses and conveniently serve customers. 

i Parking system needs to be better coordinated between all stakeholders (city 
to businesses, business to business). 

While recognizing the limitations of the transit system there is a need to better 
integrate the parking supply with other modes of access. 

There was a strong sense that while better parking management needs to be 
supported, additional modes of access need to be encouraged and supported as well. 
This includes better transit, pedestrian facilities, and bicycle options. The Committee 
noted that transit service and alternative modes could play an important role in 
addressing access issues and influencing the overall amount of parking that may need 
to be built in the future 

2 Integrate downtown into a better relationship with LRT. 

Need better and more bus/LRT information for employees and customers. 

> Need for better connectivity to and from the downtown. 

Become even more pedestrian friendly. 

2.5.3 Opportunities - Consensus Themes 

Committee members discussed programs, strategies or elements that are currently in place 
and "working for downtown Beaverton" by contributing to its success and supporting 
business and economic growth. They also took time to discuss what was "unique about 
downtown Beaverton," noting features of the downtown that in and of themselves create 
opportunities that parking should support. Light rail, Farmer's Market, proximity to The 
Round, and many new downtown amenities (i.e., sidewalks, streetscape, and lighting) all 
contribute to a downtown that has a strong foundation for success. 

Overall, Committee members mentioned thirteen (13) items. Opportunities ranged from 
Beaverton's unique business environment to its strong sense of community. Four opportunity 
themes were clearly distinguished. They are briefly detailed here: 

The downtown area has a solid foundation to build upon. 

The SAC was clear that "Beavcrton has a lot to offer," it just needs a more focused 
plan designed to attract additional land uses to the downtown and a parking system to 
support it. 

i Beaverton has "good bones." 

2 Copies of the September 19, 2006, park~ng inventory and capacity analysis are available from the 
C~ty of Beaverton. 
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2 Parking is free. 

i Wonderful adjacent neighborhoods 

; Good activity in the downtown now, just need to grow it 

i A personable and walkable downtown. 

2 Solid "destination" businesses (i.e., Beaverton Bakery, Post Office, Farmers 
Market, Beaverton Music). 

i We can bulld upon the attractiveness of the Library and park. 

Potential for improving alternative modes 

While also ment~oned as a challenge above, stakeholders viewed LRT, transit, biking, 
and walking as investments whose potential has not been realized. 

i MAX is an untapped opportunity. 

i Commuter Rail is coming to Beaverton 

;. Good system of bike paths. 

;. The downtown is walkable and connected to adjacent neighborhoods. 

Commitment to the downtown by the City, business community, and citizenry. 

Committee members applauded the role that the business community and citizens 
have played in downtown Beaverton's success and the partnership approach the City 
is taking in this process. 

2 The downtown has an ardent advocate in the Chamber. 

2. Parking study process is well represented by all sectors of the community, 
showing level of concern and interest. 

There is plenty of supply to work with. 

Committee members recognized the abundance of underutilized parking currently 
available in the downtown study area. 

Overall, programs and strategies that continue to support and enhance the opportunity themes 
developed by the Committee can serve as a framework through which the consensus 
challenges are best addressed. 

2.6 ACCESS PRIORITIES 

2.6.1 Key Elements of a Successful Parking Program 

Committee members were asked to list elements they would use to describe a successful 
parking program that, if in place in downtown Beaverton, would facilitate solving the 
transportation challenges and supportlenhance the priority opportunities described above. 

Stakeholder input is outlined below 

A successhl parking program for downtown Beaverton would be 

Easy to use and customer friendly 

Supportive of land uses 

Supportive of density and diversity of business 



Well signed and communicated 

Begin to change the "culture" of parking 

Connected to other modes (i.e., transit, bike, walk, etc.). 

Financially feasible 

Remains freelaffordable 

Safe 

Stakeholders on the Committee would envision a parking program that is easy to use and 
customer friendly. They would also strive to assure that the parking provided is managed to 
support and attract desired land uses. This means that management may need to be flexible 
and adaptable to the changing demands of an evolving business district. They would also 
stress the need for an affordable, safe, and well communicated parking system. Finally, the 
parking program should recognize its relationship to other modes of access (particularly 
transit). Bottom line, a successful parking system for Beaverton will need to be convenient, 
user friendly, and adaptable. The charge of the consultant team and the Committee was to 
develop a parking strategy that achieves and supports these elements to the highest degree 
possible. 

2.6.2 Definition of "Priority Customer" 

The downtown Beaverton parking system currently services a broad mix of users that include 
employees of the area, retail patronslvisitorslclients and residents. In the future, increasing 
growth in business and residential development will add to the existing demand on the 
parking supply. As such, it is important to recognize that a balanced system of access needs to 
be developed and managed to assure the overall vision of a vital, active, and mixed-use 
business district is achieved. 

Nonetheless, (for purposes of the management of the publicly controlled supply of parking) 
the consensus of the Committee was that the priority "customer" of downtown is the paying 
customer, followed by residents visiting the downtown and employees. As such, the system 
should be managed to prioritize those who come repeatedly to shop, dine, recreate, and be 
entertained. The general profile of the paying customer is short-term stays that result in a 
high turnover of parking in the district. 

The Committee indicated that the on-street system is the first point of access for customers 
and should, over time, be managed to assure that customers are not denied space on-street at 
the expense of other users (i.e., employees and residents). To this end, the off-street system 
should recognize that a mix of users will be using this supply. Adequate parking should be 
provided for employees (but coordinated with alternative mode options) and 
customerslvisitors needing longer term stay opportunities 

The fact that the committee has prioritized the "paying customer" as the focal point of 
parking management is not to downplay the importance of other users of the downtown. The 
committee has simply defined a standard that allows reasoned decision making to occur when 
constraints in the supply of parking occur. The committee recognizes that constraints and 
conflict for demand within the supply will occur and that decisions and strategies will have to 



be implemented that guarantee access to the pnority customer, with additional options 
developed for all users.3 

2.6.3 "Is" Versus "Should" 

The Stakeholder Committee discussed its access priorities for downtown Beaverton. 
Stakeholders were asked to consider a number of questions regarding the realities of access 
and use within the current transportation system (i.e., the "is" of today). They were then 
asked to consider how the transportation system should be accessed and used in the future 
within the context of the challengeslopportunities discussed above, and incorporate their 
goals and objectives for developing a vibrant busmess district. 

2.6.3.1 Priority Land Uses 

When asked, "what is the priority land use(s) in downtown today?" the Committee 
responded: 

Destination based retail, services, and car lots. 

In the future, the Committee agreed the priority for land uses should be a more 
diverse and dense mix of retail at the ground level with office employment and 
residential above. There should also be an emphasis on improving the employment 
base in downtown. Land uses should promote walkability and the desire to stay and 
stroll. 

2.6.3.2 Priority Modes of Access 

When asked to define the priority mode of access to downtown by both customers and 
employees, the Committee responded as follows: 

Customer trips 

Today, a customer's priority mode of access to downtown is by the single-occupant vehicle. 

In the future, while a customer's primary mode of access will be the single occupant vehicle, 
there should be a greater mix of access options (i.e., transit, bike, walk) offered, with 
emphasis on linking all these options together in a manner that is convenient, simple to use, 
and affordable. As stated, "customers should be able to use the most convenient mode of 
access available to them." The goal would be to increase the percentage mix of non-single 
occupant vehicle trips. 

Employee trips 

Today, an employee's priority mode of access to downtown is by the single-occupant vehicle. 

In the future, an employee's primary mode of access should be through a greater mix of 
access options (i.e., transit, bike, walk). Transit in particular should bring an increased 
percentage of total employee trips to the downtown. Employee parking should be in 
designated areas. 

3 The term "publicly controlled supply" wlll need further dlscusslon by the committee as this plan 
evolves. The fact that little off-street supply is currently available andlor in public control presents 
unique challenges for creating a "system" of patron supply. Innovative partnerships and programs w~ll 
need to be developed, requiring high consensus on priorities and a clear understanding of current 
parklng deficits and surpluses. 
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2.6.3.3 Priority Use of Parking 

On-street 

When asked, "who is the on-street parking system currently prioritized for?" the Committee 
felt that existing on-street parking "is open" and not necessarily managed or enforced to favor 
any particular user effectively. Customers, employees, and permlt holders currently use the 
on-street system. 

In the future, the Committee felt that downtown on-street parking should be better managed 
to priontize customers in all commercial areas where short-term demand is most prevalent. 
As stated, "there should be a customer first attitude and approach." Strong efforts should be 
made to assure that only short-term customerslvisitors are using the on-street system in the 
commercial zone and that cooperative and coordinated efforts and programs are in place to 
assure residential priorities in the residentially zoned areas. If employees are misusing the on- 
street system, then programs and efforts should be made to mitigate problems. 

As to the question of parking in off-street parking fac~lities, the SAC noted the priority for 
lots in downtown is a mix of users, which includes employees and customers. Recognizing 
the City has limited abilities to influence how private facilities are operated, the SAC believes 
that privately owned off-street facilities should increasingly prioritize downtown parking for 
a diverse mix of users. The City should work to facilitate and not restrict the private sector in 
appropriately accommodating multiple uses. In its own lots, the City should favor the 
customer but be willing to "manage to a particular audience" if that results in better access for 
all users. 

2.6.3.4 Priorities for Alternative Modes of Access 

The Committee considered the role of alternative modes for users of the downtown 
(customers and employees). When asked what the on-going role of transitmikeirideshare and 
walking was for customers and employees, the Committee stated the following: 

Transit, bicycling, ridesharing should become an "option that customers can choose" 
as a means of accessing downtown if it is the most convenient mode available to 
them. 

Transit, bicycling, and ridesharing should become "an option that a greater 
percentage of employees will choose" as a means of accessing the downtown. 

Alternative modes for employees should be strongly encouraged, as success in 
alternative modes will lead to better efficiencies for the supply of customer parking 
and make downtown more livable. 

2.7 SUMMARY 

It was clear from the work of the Stakeholders Advisory Committee that there is a strong 
consensus on the challenges and opportunities that exist for this unique and important center 
of Beaverton. Most importantly, the Committee was strong in its understanding of access 
priorities and unified in support of developing programs and strategies necessary to make 
certain those access prionties are met and desired economic uses are supported. In the area of 
parking, it is clear the priority of the SAC is to assure continued and balanced accessibility 
for all users of the downtown, which includes parking as well as other mode options. 



3. DATA COLLECTION - RESULTS 
In every downtown the issue of parking is central to stakeholders as they plan for, and 
perceive, 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 focuses on 
establishment of a clear understanding of the reality of current parking dynamics in 
Downtown Beaverton. 

Our goal is to present data for the downtown study area as a foundation for discussions with 
the City and stakeholders on potential programs and strategies to maxim~ze the parking 
supply and plan for the future. 

3.1 PURPOSE OF THE PARKING INVENTORY ANALYSIS 

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 study area. Important elements of this section include: 

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

A complete survey of parking use on a "typical day" - a single Tuesday on 
September 19,2006.~ 

Analysis of parking utilization and turnover that included: 

a. Quantification of total study area parking inventory 

b. Hourly occupancy counts (9 a.m. - 6 p.m.) 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). 

Identification of parking surpluses and constraints in the parking supply. 

In short, the purpose of the parking utilization study was to produce a succinct analysis of 
existing parking dynamics in the Downtown Beaverton study area that can he employed over 
time to support and inform decision-making related to development and parking.5 

3.2 METHODOLOGY 

The City of Beaverton conducted a capacityiutilization and turnover inventory on Tuesday, 
September 19, 2006. The survey day was selected in consultation with the City of Beaverton 

4 This date was chosen in consultation with the City of Beaverton. On this day, public schools were in 
session and no major events were scheduled for the downtown. Weather conditions were adequate and 
parkmg access activity was moderate. 

* Copies of all data templates will be provided to the City of Beaverton for future use. The data 
templates incorporate hourly parking counts for every stall, by block face and lot, in the study area. 



and was reflective of the lnitlal scoping process. Overall, the survey day was cloudy, with 
periods of rain (mid to high 60 degrees), with normal parking activity in all sectors of the 
downtown. The Tuesday parking inventory was conducted between 9:00 a.m. and 6:00 p.m. 

The project team's methodological approach to gathering parking utilization/capacityl 
turnover data began with a physical comp~lation of all public parking assets (on and off- 
street) within the study area. This physical assessment was conducted in advance of the 
survey day and documented all parking by location and type. This was used to create a data 
template necessary to conduct the utilization assessment. 

The Tuesday survey involved an hourly count of each occupied on-street parking stall in the 
study area using the last 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 
nine-hour penod (9:OO a.m. - 6:00 p.m.). Hourly capacity counts were taken over the same 
time frame at 130 off-street facilities within the study zone. Four of the off-street lots are 
public parking lots and 126 are privately owned. A total of 3,107 on and off-street stalls were 
physically surveyed. 

3.3 GENERAL CHARACTERISTICS OF THE INVENTORY - STUDY AREA 

A. Supply 

A total of 3,107 parking stalls were surveyed within the study area boundaries. Publicly 
controlled stalls total 1,107 spaces, which include 990 on-street and 117 off-street stalls. 
Parking in the public supply is primarily provided in the form of both 2-hour and free on- 
street parking. Approximately 30 percent (128 stalls) of the 2-hour stalls are eligible for all 
day use with a valid parking permit. 

An additional 2,000 stalls were surveyed in private lots. The privately owned lots had range 
of access allowances (i.e., restricted access, customer parking, generally available to the 
public, etc.) and were surveyed so as to understand the actual use of these lots and the role 
they might play in future parking discussions. 

Table 3-1 presents a breakout of all the surveyed parking supply in the Downtown Study 
Zone. 

Table 3-1.2006 Parking Inventory of Downtown Supply 

Downtown Beaverton Studv Area Parkina Stall Breakout - 
On-Street Stalls by Type Number of Stalls %of Total On-Street Stalls 
15 minutes 5 < 1% 
20 minutes 3 < 1% 
30 minutes 10 1% 
1 hour 84 8.5% 
2 hours 431 43.5% 
4 hours 5 < 1% 
No Limit 452 457O/* 

Private: Off-Street Parking Stalls 2,000 
Total Surveyed Supply 3,107 



As Table 3-1 indicates, the downtown Study Zone maintains a high percentage of No Limit 
parking stalls, with just under half of the on-street supply (46%) made up of thls type of stall. 
Two-hour time zones comprise 44% of the on-street supply and 1-hour stalls comprise 
another 9 percent. The remainder of the on-street supply is made up of a small number of 15- 
minute, 20-minute, 30-minute and 4-hour spaces. The surveyed off-street supply included 
four public parking lots with a total of 117 stalls and 126 non-public parking facilities with a 
combined total of 2,000 stalls. 

B. Peak Hour and General Occupancies 

Peak hour occupancy for the downtown is the period during the business day where the 
downtown experiences the highest utilization of parking stalls. Peaks may vary between the 
on and off-street parking systems. This analysis attempts to determine that point in the day at 
which the greatest numbers of vehicles are parked in the downtown. In the analysis that 
follows occupancies for all stalls in public on-street and off-street locations are summarized. 

I .  On-street Parking Summary - Entire Study Area 

The peak hour for the on-street public inventory is between 12:00 p.m. and 1:00 p.m. for the 
combined on-street system (i.e., all stalls, all use types). At this hour, 40.7% of the 990 
parking stalls in the study area are occupied. Table 3-2 summarizes occupancies by type of 
stall, peak hour by stall type, and average length of stay. Figure 3-2 illustrates occupancies 
for each hour of the 9-hour survey day. 

Table 3-2. On-Street Parking Summary 

Entire Study Area - All On-street Stalls 

Stalls Average 
Peak Available Length of 

Type of Stall # of Stalls Peak Hour Occupancy (empty) Stay 
All Stalls 990 1 2 - 1 p m  40.7% 587 2 hr/24 min. 

Usage by Time Stay 
15 minutes 5 NIA NIA NIA NIA 

20 minutes 3 NIA NIA NIA NIA 
30 minutes 10 11-12pm 70.0% 3 NIA 

1 hour 84 Noon - I pm 65.5% 29 I hrl30 min. 
2 hours 431 Noon - I pm 40.4% 257 2-hr16 mima 
4 hours 5 10-l lam 100% 0 1 hr142 min. 

2-4pm 
5-6pm 

No Limit 452 1 - 2 p m  38.1% 280 3 hrl42 min. 
Because all day perm11 parktng is allowed in apprax8mately one-third of all 2-hour stalls, the average length of slay is somewhat 

biased to a longer average duration. Most likely customer use of these stalls is less than 2 hours, which is canststen1 wlth men! 
of these stalls for shon~lem, use 

From Table 2-2, the following conclusions can be derived: 

During the 12:OO p.m. - 1.00 p.m. peak hour, 403 stalls are occupied leaving 587 
empty stalls available on-street within the entire study area. 

The highest area of significant use is withln stalls designated 1 Hour, which achieve 
peak hour occupancy of 65.5% between noon and l:00 p.m. 

The average customer duration of stay in an on street parking stall is approximately 
2.40 hours (2 hours and 24 minutes), which is somewhat higher than a typical 



downtown average. However, the number of no-limit and permit parking stalls 
allowed influences the average. 

With a peak occupancy ofjust 40.7%, access to the on-street system (particularly for 
customers) is not adversely affected by permit parking and no-limit parking. In other 
words, available on-street stalls are readily available if a user is willing to walk 
between 1 - 3 blocks. 

One hour stalls have an average time stay of 1 hour and 30 minutes, which means 
these stalls do not provide a time stay commensurate with demand and might be more 
appropriately signed as 2-hour stalls. 

Figure 3-2. Beaverton On-Street Parking Occupancies 

Beaverton On-Street Parking Occupancies 
(990 Total On-Street Stalls) 

2. Off-Street System 

The off-street parking supply operates at peak occupancy of 44% immediately following the 
lunch hour, from 1:00 p.m. to 2:00 p.m. It is interesting to note the similar occupancy bell 
curves between on and off-street stalls over the course of the 9-hour study period. Figure 2-3, 
below, provides an illustration of that similarity. 

Table 3-3 provides a summary of the combined peak hour demand for both the public and 
private off-street supply collected on the survey day. 

As Table 3-3 illustrates, peak hour occupancy for all off-street facilities (totaling 2,117 stalls) 
is between 1.00 p.m. and 2:00 p.m. when occupancies reach 44.4%. This is analogous to the 
on-street system's occupancy peak (41%), which occurs 1 hour earlier. Given the peak 
occupancy, there is a significant supply of empty and available off-street parking in the peak 
hour (i.e., 1,176 stalls). 



Table 3-3. Off-Street Parking Summary 

Combined Public 8 Private Off-street Stalls S ~ ~ e y e d  

Peak Stalls Available 
GarageILot # o f  Stalls Peak Hour Occupancy (empty) 

A 11 2,117 1 - 2 p m  44.4% 1,176 

Occupancy Breakout for Public 8 Private Off-Street Facilities 

Off-Street Peak Stalls Available 

Designation # o f  Stalls Peak Hour Occupancy (empty) 

Publicly Controlled 117 11-12pm 29.1% 83 
(4 lots) 1 2 - 1  pm 

Privately Controlled 2,000 1 - 2 p m  45.6% 1,088 
1126 lots) 

~ ~ ~ - ~ p ~ ~ ~ ~ ~  

For purposes of demonstrating parking availability in the off-street supply, Table 3-3 also 
provides a breakout of occupancies for public versus privately owned facilities. Though the 
number of stalls under public control is limited, the abundance of available supply presents a 
future opportunity for aggressive marketinglmanagement. 

Figure 3-3. Beaverton Off-Street Parking Occupancies 

Beaverton Off-Street Parking Occupancies 

(2,117 Total Combined Public and Pnlate Off-Street Stalls) 
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From data derived for the off-street system, the following conclusions can he derived: 

The overall combined occupancy of the off-street system is 44.4% at the peak hour of 
1:00 p.m. - 2:00 p.m. 



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

The private off-street system operates at a peak of occupancy of nearly 46%, which is 
considerably higher than peak occupancy in the publicly owned supply, which 
reaches just 29.1 %. 

Low occupancies in off-street facilities suggest that greater efforts to communicate 
the availability of this supply could result in a transition of long-term parking that is 
currently on-street into off-street supplies. This will become more important should 
on-street occupancies create conflicts between customers and employees in the 
future. 

C. Usage Characteristics (Turnover, Duration of Stay, Volume, and Exceeding Time 
Stays) 

The Beaverton on-street parking supply is a relatively low turnover system. Several usage 
characteristics derived from the data underscore this conclusion. A summary of these findings 
are included in Table 3-4. 

Duration of Stay 

One would assume that because 54% of the on-street supply is made up of stalls with 2 hour 
or less time designations, the average time stay at downtown on-street spaces would be fairly 
short. Interestingly, the average duration of stay at downtown on-street spaces is higher than 
one might anticipate. 

A typical downtown averages on-street time stays of between 1.25 and 1.75 hours 
across all stall types. This range is generally reflective of an active retail 
environment. The average stay in downtown Beaverton for on-street parking is 2 
hours and 24 minutes (or 2.4 hours). At this time, time stays indicate that the retail 
environment is not lively. 

The longest duration of stay is at the No Limit stalls, with stays averaging 3 hours 
and 42 minutes (or 3.70 hours). 

The average time stay at one-hour stalls is 1.5 hours. This suggests that 1-hour stalls 
are not appropriate for the needs of the average visitor to downtown Beaverton. It is 
likely that these stalls are popular because of their location to adjacent businesses, but 
create potential violation problems because customers require a visit of something 
less than 2 hours. Converting these time zones to 2 hours would (a) provide a time 
stay appropriate to customer need and (b) reduce customer violations of these parking 
zones. 

Longer average time stays are often a reflection of the type of user. Typically the on-street 
system is intended and formatted to serve shorter-tern parking for customers and visitors to 
the downtown. The data suggests that Downtown Beaverton has a higher ratio of employees 
to customers using on-street parking than is reflective of the average for comparable cities. 
As on-street occupancies increase in the future, the City will need to be prepared to transition 
more employees into off-street locations to assure convenient access to visiting customers. 
Existing low occupancies in both the on and off-street supply allow the City time to prepare 
plans and establish thresholds and programs that would he implemented as demand increases. 



Turnover: Efficiency of the Parking System 

Given an average stay of 2.4 hours, an on-street stall in downtown Beaverton will turn 4.2 
times in a typical day (10 hour dayi2.4 hours duration = 4.16 turns). This is not reflective of 
comparable urban retail centers6 

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 2 hours, then the stall should he expected to turn 
a minimum of 5 times over a 10-hour period. As such, if turnover were demonstrated to be at 
a rate of less than 5, the system would be deemed inefficient. A rate in excess of 5 would 
indicate a system that is operating efficiently. 

With a turnover rate of 4.2, Beaverton would not be considered operating at an efficient level; 
however, given the low occupancy rates of the on-street system presently, no immediate 
action is needed. Beaverton's turnover rate is more commensurate with an urban off-street 
parking structure intended for longer-tern stays. 

Volume 

On the survey day, 1,299 unique license plate numbers were recorded parking in the on-street 
system between the hours of 9:00 a.m. and 6:00 p.m.7 

Exceeding time stays 

Approximately 14.8% of unique vehicles parked in 1-hour, 2-hour and 4-hour stalls 
downtown exceed the posted time stay. For those stall designations only, surveyors recorded 
a total of 1,709 vehicles hours (the number of hours in the survey day where vehicles were 
occupying a parking space) during the survey period. Almost 20% (1 8.3%) of the vehicle 
hours recorded were in violation of the posted time stays8. On the survey day, no tickets and 
warnings were issued within the study zone. 

Table 3-4. General Characteristics of Use - On-Street Parking Stalls 

USE CHARACTERISTIC DATA FINDING 

Average duration of stay per unique vehicle 2 h r s  24 minutes 

Actual number of unlque vehicles (9:OO a.m. - 6:00 1,299 
p.m.) 
Actual tumover rate (number of cars to use a s~ngle 4.2 
occupied stall over a 10-hour period 
Percent of vehicles violating the posted time stay 14.8% 
Number of violations No tickets issued for time stay violations 

Occupancy levels do not warrant enforcement 
action at this time. 

6 Studies conducted by RWC have shown a range of turnover rates from a high of 7.6 to a low of 5.3 
withln a 10-how survey penod: Bend, Oregon (7.6 turns), Kirkland, Washington (7.1), Spokane, 
Washington (6.4 turns), Hood R~ver, Oregon (5.3 nuns), Salem, Oregon (7.2 turns). 

7 It is Important to note that this does not represent all vehlcles in the downtown, as license plate 
numbers were not recorded in off-street fac~litres. The unique vehicle total allows us to calculate 
turnover. 

8 Two-hour stalls allowmg all day parking with the use of a permit (128 total stalls) were removed 
from the violation calculation, so as to not art~ficially bias the results. 
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3.4 SPECIAL ANALYSES - DATA ANALYSIS BY ZONE AND LOCATION 

At the request of the City and several stakeholders, the Consultant was asked to conduct 
"nodal analyses" of more activity-specific areas of the downtown. To this end, three separate 
nodes were analyzed; both the on and off-street systems were evaluated within the nodes to 
give a more complete view of the activity center. Again, the nodes were chosen as areas 
where parking activity might be more concentrated andlor diverse as contrasted to the larger 
study area, as defined through input from stakeholders and city staff. 

A. Node A 

This activity area is hound by SW Broadway Street (on the north), SW Farmington Road (on 
the south), SW Watson Avenue (on the west), and SW Lombard Avenue (on the east). Figure 
3-4 provides a map of this activity node. 

Of the 223 stalls within this node, 
136 are private off-street stalls, 87 
are on-street. The on-street stalls 
are comprised of 15-minute (3 
stalls), I-hour (45 stalls) and 2- 
hour (39 stalls) designations. This 
node reaches peak occupancy of 
52.9%. The peak hour is between 
12:00 p.m. - 1:00 p.m., which is 
the same as the average peak for 
the entire downtown. Table 3-5, 
below, summarizes the analysis. 

Figure 3-4. Node A 

Table 3-5. Nodal Analysis - Node A 

Node A - Operational Characteristics 

Stalls Average 
Peak Available Length of 

Type of Stall #of Stalls Peak Hour Occupancy (empty) Stay 
On-Street Stalls 87 12-1pm 52.9% 41 I hr/42 min. 
Off-Street Stalls 136 (6 lots) 12 - 1 pm 47.1% 72 N/A 

Downtown Beaverton Node Parking Stall Breakout 

On-Street Stalls by Type Number of Stalls %of Total On-Street Stalls 
15 minutes 3 3.4% 

I hour 45 51.7% 

2 hours 39 44.8% 

Public: On-Street Parking Stalls 87 100% 

Public: Off-Street Parking Stalls 0 

87 Sub-Total Supply 
Private: Off-Street Parking Stalls 136 

Total Surveyed Supply 223 



Figure 3-5. Beaverton Nodal Parking Occupancies - Node A 

Beaverton Nodal Parking Occupancies - 
Nodal Analysis -- Node A (87 On-Street Stalls, 136 Off-Street Stalls) 

1000% I 

Other considerations resulting from this analysis include: 

Both on and off-street systems in this node exhibit ample parking opportunities for 
customers and visitors throughout the course of the survey day. Emptylavailahle 
parking is available within two city blocks of any use within the node. 

The average on-street time stay in this node (1 hr 42 minutes) is approximately 42 
minutes less than the average time stay for the broader study area (2 hr 24 minutes). 
This is due to the fact that this node does not provide "no limit" stalls, which are 
abundant in the larger general supply of on-street stalls. 

To better demonstrate the dynamics of the complete parking system within the node, Figure 
3-5, above, displays both on and off-street occupancies for each hour of the survey day, 
which allows for a direct side-by-side comparison. Each bar in the graphic is labeled with the 
number of occupied stalls at that specific hour. 

B. Node B 

Node B was the area identified by downtown stakeholders as the "heart" or focal point of 
downtown Beaverton. Approximately five blocks comprise this node. It is bounded by SW 
Tucker Avenue (on the east) and SW Third Avenue (on the south). The western boundary 
bisects three blocks longitudinally halfway between SW Watson and SW Washington 
Avenues. The northern boundary bisects three blocks laterally halfway between SW 
Famington Road and SW First Street. 
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Figure 3-6 provides a map of this node and Table 3-6 
summarizes use within the node. 

Node B maintains a total of 320 stalls within its 
boundary. One hundred ninety of the total are private 
off-street stalls and 130 are on-street. The on-street 
supply is comprised of 1-hour (2 stalls), 2-hour (99 
stalls), 4-hour (39 stalls) and No Limit designations (24 
stalls). Occupancies in this node are lower than in 
Node A, though slightly higher than the overall average 
for the entire study area. Peak hour differs between the 
on and off-street systems. On-street reaches its peak of 
44.6% between 2:00 p.m. and 3:00 p.m., whereas the 
off-street peaks between 1:00 p.m. and 2:00 p.m. at 
48.4%. 

Figure 3-6. Node B 

Table 3-6. Nodal Analysis - Node B 

Node B - O~erational Characteristics 

Stalls Average 

Peak Available Lenath of 
Type of Stall #of Stalls Peak Hour Occupancy (empty) Gay 

On-Street Stalls 130 2-3pm 44.6% 72 2 hr/lZ min. 

Off-Street Stalls 190 113 lots) I - 2 ~m 48.4% 98 N/A 

Downtown Beaverton Node Parking Stall Breakout 

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

1 hour 2 1.5% 

2 hours 99 76.2% 

4 hours 39 44.8% 

No Limit 24 18.5% 

Public: On-Street Parkino Stalls 130 1 0O0/. 

320 
t f+w,sy$<;i< 

Total Surveyed Supply ,...*,. .. ":.,' 

Other considerations resulting from this analysis include: 

Both on and off-street systems in this node exhibit ample parking opportunities for 
customers and visitors throughout the course of the survey day (Figure 3-7). 
Emptylavailable parking is available within proximity to any use within the node. 

The average stay in this node is 2 hours and 12 minutes, about 30 minutes longer than 
Node A and 12 minutes less than the average for the larger study zone. 
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Figure 3-7. Beaverton Nodal Parking Occupancies - Node B 

Beaverton Nodal Parking Occupancies 
Nodal Analysis -- Node B (130 On-Street Stalls, 190 Off-Street Stalls) 
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One observation about this node is that it sustained occupancies in the mid-40% range over 
the course of the survey day, which is a subtle change from the gradual bell-curved 
occupancies for the larger study area. For the seven-hour span from 10:OO a.m. to 5:00 p.m. 
occupancy levels are static, hovering from the low to mid-forties. Despite the unchanging 
occupancies, the on-street system maintains a more reasonable turnover rate of 4.5 turns 
(compared to 4.2 for the larger study area), though less than the 5.0 turns that would indicate 
high efficiency. 

C. Node C 

This five-block activity node is centered 
in and around the Post Office. The area 
is bounded by SW Farmington Road (on 
the north), SW Second Street (on the 
south), SW Tucker Avenue (on the 
west), and SW Lombard Avenue (on the 
east). These five blocks total 278 
parking stalls. 

Figure 3-8 provides a map of this 
analysis node, and Table 3-7 summarizes 
use. 

Figure 3-8. Node C 



Of the 278 stalls withln this node, 191 are located off-street in 15 parking lots. Sixty-one 
stalls are under public control and 130 are operated privately. There are 87 on-street stalls, 
comprised of 30 minute ( I0  stalls), 1-hour (2 stalls), 2-hour (74 stalls) and No Limit (I stall) 
designations. 

Table 3-7. Nodal Analysis - Node C 

Node C - O~erational Characteristics 

Stalls Average 

Peak Available Length of 

Type of Stall #o f  Stalls Peak Hour Occupancy (empty) Stay 

On-Street Stalls 87 1 - 2 p m  43.7% 49 1 hr/18 min. 

Off-Street Stalls 191 115 lots) 1 - 2 om 48.2% 99 N/A 

Downtown Beaverton Node Parking Stall Breakout 

On-Street Stalls bv Tvoe Number of Stalls %of Total On-Street Stalls - -. 
30 minute 10 11.5% 

1 hour 2 2.3% 

2 hours 74 85 1% 

No Limit 1 1.1% 

Public: On-Street Parking Stalls 87 100% - 
Public: Off-Street Parking Stalls 61 

Sub-Total Supply 148 

Private: Off-Street Parking Stalls 130 

Total Surveyed Supply 278 

Table 3-7 summarizes the breakout of parking types within this node. 

Peak hour occupancy in this node is between 1:00 p.m. and 2:00 p.m. when the system 
reaches approximately 44% and 48% occupancy for on and off-street parking, respectively. 
The off- street supply operates similarly to that of Node B where occupancies are maintained 
throughout the course of the workday. Unlike Node B, the on-street system has a more typical 
bell shaped curve to its occupancy counts. Figure 3-9 demonstrates these trends. 

Other considerations resulting from this analysis include: 

As with all nodes analyzed, the on and off-street systems in this node exhibit ample 
parking opportunities for customers and visitors throughout the course of the survey 
day. 

The average stay for the on-street system in this node is 1 hour and 18 minutes, 
which represents a much more favorable turnover rate of 7.7 turns. This level of 
turnover is more typical of a v~ta l  urban retail center. 



Figure 3-9. Beaverton Nodal Parking Occupancies - Node C 

Beaverton Nodal Parking Occupanc ies  
Nodal Analysis -- Node C (87 On-Street Stalls, 191 Off-Street Stalls) 
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D. Summary (Data Analysis) 

The data analysis conducted for the downtown Beaverton parking study area demonstrates 
that the existing parking supply is significantly undemtilized. Abundant parking is available 
within two city blocks of most land uses in the study zone. This is the case in both the on and 
off-street parking supply. On-street turnover is below a reasonable standard for such parking, 
averaging about 4.2 turns per day versus a minimum of 5.0 turns (or higher) that characterize 
downtowns with a more vibrant retail mix. Turns are also affected by the high number of 
employee permits that are allowed to use the on-street system (in both 2-hour and No Limit 
zones). 

Though on-street turnover is not efficient, it is apparent that this does not have an adverse 
impact on access to parking. Again, the high availability of parking in the peak hour gives 
Beaverton time to make changes to the format and mix of parking on-street that better meets 
its long term objectives for customer access into the downtown. Overall, there are changes 
that could be made to the system that include: 

Converting I-hour stalls to 2 hours 

Concentrate on-street permit parking into No-Limit Zones. 

Consider reducing No-Limit Zones where they abut off-street lots. 

Allow longer term stays in City-owned off-street facilities. 

Augment understanding and use of City-owned off-street facilities. 

These changes would help to improve general use of the system, though efforts to increase 
customer activity with the downtown will need to be coupled with parking program changes. 



3.5 PARKING RATIOS - BUILT SUPPLY AND ACTUAL DEMAND 

Parking ratios express the actual number of parking spaces available to serve demand for land 
uses (i.e., office, retail, residential andlor 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 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, 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 example exercise represented in this section is an attempt to develop a better 
understanding of parking supply and demand for Beaverton. To that end, the consultant team 
derived two "ratios" from the data analysis. 

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

The actual current Demand Ratio for parking stalls per total built land use based on 
actual usage data from the "typical day" survey.9 

A. Methodology 

The consultant team developed a comprehensive list of all land uses within the downtown 
study area using the most current tax assessor's data for the downtown. This information was 
provided by the City of Beaverton. Square footages, of leasable space, were derived for 
commercial, retail, civic and service land uses. Residential land use square footages were 
separated from the database, as was the parking associated with this use." This allows for 
derivation of a demand rate directly associated with a traditional mixed-use commercial 
environment. Table 3-8, below, provides a breakout of land uses utilized in the demand 
analysis. 

The resultant built ratio of parking to land use then is reflective of the total availability of 
parking sewing a mixed-use environment in the downtown. The demand ratio reflects the 
public demand for parking stalls associated with that land use using actual peak occupancy 
data from the 2006 parking survey. The consultant team was then able to express actual 
parking ratios per 1,000 square feet of mixed-use development for Beaverton's dow~town. '~  

9 Data kom the Tuesday, September 19,2006, was used to develop this analysis. 

" Specific parking demand rates for residential uses will be derived as a part of this study. However, 
parking demand rates for more commercial, downtown business-oriented development were the focus 
of this exercae. 

1 1  This analysis quant~fied the relationship between land uses, parlung occupancy and bu~lt parking 
supply. Though not a definitive measure of demand by specific land use types, this exercise is useful 
in deriving estimates for overall demand in Beaverton based on actual parking actlvlty in the 
downtown. 



Table 3-8. Beaverton Study Area Square Footages 

Land Use Category Total SF in Study Zone 

Civic 106,016 
Dining 32,616 
Institutional 34,031 
Medical 67.810 
Service/Cornmercial 533.598 
Total SF Used for Calculation of Parking Demand 774.071 

Land Uses and Parking Removed from "Mixed-Use" Parking Demand Calculation 

Residential 206,378 
Vacant Land 173,321 

B. Findings 

Parking demand ratio calculations revealed two different, but equally useful correlations: 

Built Stalls to Built Land Use. 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 provided by the City, there is approximately 
774,071 square feet of commercial uses in the study zone. At this time, about 4.01 
parking stalls per 1,000 square feet of built land use have been 
developed/provided withln the study area. 

Combined Demand to Built Land Use. This represents peak hour occupancy within 
the entire study area, combining the on and off-street supply. As such, actual parked 
vehicles were correlated with actual occupied building area. 

The recent utilization update indicated that peak hour occupancy reached 43.3% for 
the combined on and off-street system, which resulted in 1,344 vehicles parked. 
Further information from the city estimates that building vacancy in the downtown is 
approximately 6% (or 46,444 square feet vacant), which results in 727,627 of 
774,071 gross square feet of building area actually occupied. 

From this perspective, actual current peak hour demand stands at a ratio of 
approximately 1.85 parking stalls per 1,000 square feet of built land use. 

Table 3-9, below, summarizes the analysis used to determine the ratio of built parking to built 
land use (i.e., 774,071 total square feet) and general demand for that parking based on the 
peak hour occupancyidemand for all parking inventoried in the study area. 

As Table 3-9 demonstrates, the actual demand for parking is 1.85 stalls/1,000 square feet. If 
in the future parking were only provided at the rate of actual demand absorption (1.85), 
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 3-9 also presents "parking 
demand with a 15% buffer," which increases the actual ratio of parking demand from 1.85 to 
2.13 stallsi1,000 square feet. 
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Table 3-9. Study Area Demand - Mixed Land Use to Built Supply 

Gross 
Square 
Footage 

(Built)/ Total 
Sites Gross Total Stalls Stalls Actual Ratio of Parking 

in Square Inventoried BuiM Ratio Parked Parking "Demand" 
Study Footage in Study o f  Parking in Peak Demand11,OOO ~ 1 1 5 %  
Zone (Occupied) Zonea (GSF) Hour SF buffer 

167 774,0711 3.107 4.0111.000 1.344 1.8511.000 SF 2.1311000 
727.627 SF SF 

Th~s number represents all on-street spaces, publlc and private off-street lots in operatton wlthtn the study zone 

To date, parking has been built at an average rate of 4.01 stalls per 1,000 square feet of 
development in downtown Beaverton. This rate appears to have been far more than 
necessary, though significant stall availability was created as a result. 

Land uses in Downtown Beaverton are generating parking demand ratios of 1.85 stalls per 
1,000 square feet of commerciallretail development. This number would range upward to 
2.13 parking stalls per 1,000 square feet of development if the intent was to assure a 
continuing buffer or cushion of parking stalls to accommodate unanticipated growth or spikes 
in parking demand. 

Table 3-10, below, provides a summary of built supply to actual demand for other cities that 
the consultant team has worked with. 

Table 3-10. Other Cities -Summary of Buil t  Supply to Actual Demand 

Gap Between 
Parking Provided 

Minimum and Parking 
Requirement/1,000 SF Actual Demand for Every 

City Or Actual Built Supply Demandl1,OOO SF 1,000 SF . .  . 
Bend. OR 3.0 1.7-1.9 1.1 -1.3 

Beaverton, OR 4.01 1.85 2.16 I 
Cowall~s. OR 2.0 1 .SO 0.50 

Hillsboro, OR 

Hood River. OR 

Kirkiand, WA 

Sacramento CA 

Salem, OR 

Seattle, WA (SLU) 

As the above table demonstrates, Beaverton falls on the high side of both parking provided 
and parking utilized (demand ratio) when contrasted to other cities. Kirkland, Washington 
and Salem, Oregon have higher demand rates, but provide less overall parking compared to 
actual square feet of land use. Beaverton's "gap" of 2.1 6 unused stalls to every 1,000 square 
feet of land use is very high when contrasted to other cities. 
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3.6 SUMMARY 

Overall the data analysis of the Beaverton parking inventory indicates that the system 1s 
operating at a low level of demand with slow turnover and abundant available supply. There 
are no "defic~ts" of parking in the downtown. Overall, the availability of "surplus" parking is 
well located to the demand for parking throughout the downtown. Whether 
merchantslbusinesses can and are willing to direct their employees and customers into off- 
street locations is a topic for additional discussion with the City and downtown stakeholders. 

Also, parking is generally being provided at a rate that exceeds actual demand. The gap 
between parking built and parking utilized is 2.16 parking stalls per every 1,000 square feet 
of development. In the long term, it is unlikely that this rate of parking development can 
continue, particularly if (a) there is a desire to use land more efficiently and (b) the cost of 
parking development increases as supply transitions from surface facilities to structures. 

3.7 NEXT STEPS 

Additional work with the City and stakeholders will proceed to ensure that there is an 
awareness and understanding of the data findings, which will result in development of 
recommended programs and strategies for improving the existing system and moving toward 
hture new supply. 



4. IDENTIFICATION AND ANALYSIS OF BARRIERS AND 
OPPORTUNITIES 

4.1 BACKGROUND 

The intent of this chapter is to describe the existing parking management strategies in the 
Beaverton study area and identify and analyze barriers to and opportunities for implementing 
alternative downtown parking management strategies. The project scope of work requires this 
chapter to include the following sections. 

Existing Practices 

This section will review the City's current regulations, required parking requirements, etc 

Best Practices and Model Code 

This section will review the state and regional policy guidance and model code language for 
parking. 

On-street Angle Parking 

This section discusses the feasibility of redesigning certain streets to allow for angle parking. 

Matrix of Opportunities and Barriers 

This section provides a matrix format summaly of the opportunities and barriers available in 
the study area. 

Recommendations 

This section provides the foundation of a parking management plan for the study area 

This builds upon the data analysis and guiding principles developed in previous efforts for 
this project. It does not specifically address parking districts, shared parking, or parking 
structures which are addressed later in this report. 

4.2 EXISTING PRACTICES 

The City, non-profits, and businesses currently use a variety of parking management 
strategies in the study area. The City primarily manages parking in the area through 
development requirements, such as minimum and maximum parking requirements and 
variances and exemptions to those requirements. Additionally, the City collects fines in the 
area to discourage undesirable parking behaviors. The Westside Transportation Alliance is 
available to help businesses in Beaverton with implementing programs that discourage single- 
occupancy vehicle trips. Finally, some businesses in the area subsidize transit passes to 
encourage their employees to commute by transit. Those parking management strategies are 
described below. 

4.2.1 Existing Zoning 

The City of Beaverton designates all of the project area as Regional Center - Old Town. 
According to the Beaverton Development Code, the "intent for the Regional Center - Transit 
Oriented (RC-TO) District, which is served by light rail and commuter rail, is to promote a 
transit-supportive multiple-use land use pattern and to create over time a pedestrian-oriented 
commercial center within approximately 114 mile of the light rail stations while supporting 
existing and future businesses in moving toward and achieving the vision of a Regional 
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 enter."" Within this zone, parking as a principal land use is conditionally allowed. The 
code defines parking "as the principal use" as a facility for the temporary parking of 
automobiles and transportation vehicles which arrive and depart daily and remain for a short 
term. 

4.2.2 Development Requirements 

The City of Beaverton requires an application for a Design Review Two for any new or 
change to existing on-site vehicular parking, maneuvering, and circulation area which adds 
paving or parking spaces.'' A Design Review Two is a Type I1 procedure and the decision 
making authority is the Planning Director. 

4.2.2.1 Minimum a n d  Maximum Off-Street Parking  S t a n d a r d s  

The Beaverton Development Code lists the minimum required parking spaces and maximum 
allowed parking spaces for each land use. The maximum permitted parking spaces are 
divided into two zones, both of which are within the project study area. Zone A areas include 
parcels located within a 114 mile walking distance of bus transit stops that have 20 minute 
peak hour transit service or 112 mile walking distance of light rail station platforms that have 
20 minute peak hour transit service. Zone B includes parcels located within 114 niile walking 
distance of bus transit stops. Zone B also includes those parcels that are located greater than 
114 mile walking distance of bus transit stops, 112 mile walking distance of light rail station 
platforms, or both. 

The Beaverton parking ratio requirements for vehicles is shown in Table 4-1, and for bicycles 
in Table 4-2. 

Table 4-1. Parking Ratio Requirements for  Motor Vehicles 

Minimum 
Required Maximum Permitted 

Parking Spaces Parking Spaces 

Land Use Category 
Multiple Use 

Zones Zone A Zone B 

Residential Uses 
Detached dwellings (per unit) 
Attached dwellings 

One bedroom (per unit) 
Two bedroom (per unit) 
Three or more bedrooms (per un~t) 

Dwellings, LiveN'dork (per unit) 
Dwelling, Accessory Unit 

Mob~le Homes (per unit) 
Residential Care Facilities (per bed, maximum 
capacity) 

nla 

I2  City of Beaverton. Beaverton Development Code (Chapter 20.20.43). Prepared by the City of 
Beaverton, Beaverton, Oregon. 

13 City of Beaverton. Beaverton Development Code (Chapter 40.20.15). Prepared by the City of 
Beaverton, Beaverton, Oregon. 



Beaverron Downtown Parkznp Solurrons 
Ctfy of Beavenon 

Minimum 
Required Maximum Permitted 

Parking Spaces Parking Spaces 

Multiple Use 
Land Use Category Zones Zone A Zone B 

Rooming, Boarding, or Lodging Houses (per guest 0 5 1 0  1 .O 
room) 

Commercial Amusements 

Arena 1 Stadium (per seat, maximum occupancy) 

Movie Theaters (per seat, maximum occupancy) 

Sports Clubs / Recreational Facilities 

Tennis 1 Racquetball Courts 

lnstitutions 

Hospital (per bed) 

Public Buildings or other Structures 

Welfare or Correctional Institution (per bed) 

Commercial Uses 

Retail, including shopping centers 

Offices, Administrative Facilities 

Bank, Financial lnstitutions 

Service Businesses 

Rental Businesses, including vehicle and trailer rental 

Med~cal, Dental Clinics 

Mortuaries (per seat, maximum occupancy) 

Eating, Drinking Establishments 

Fast Food with drive through service in the RC-TO, 
SC-MU, and SC-HDR zones. 

Fast Food with drive through service in all other 
zones. 

Other eating, drinking establishments in the RC-TO, 
SC-MU, and SC-HDR zones. 

Other eating, drinking establishments in all other 
zones. 

Temporaty Living Quarters (per guest room) 

Places of Assembly 

Places of Worship (per seat at maximum occupancy) 

Auditoria, meeting facilities; Social or Fraternal 
Organizations (per seat, maximum occupancy) 

Educat~onal Institutions' College, University, High 
School, Commercial School (spaces / number of FTE 
students and FTE staff) 

Educational Institutions. Middle School, Elementaly 
School (spaces / number of FTE staff) 

Nursery Schools, Day or Child Care Facilities (spaces 
/ number of FTE staff) 

L~brary, museum, art gallery 

Park and Ride facilities 

Transit Centers 

Industrial 



Minimum 
Required Maximum Permitted 

Parking Spaces Parking Spaces 

Multiple Use 
Land Use Category Zones Zone A Zone B 

Manufacturing 1.6 2.0 2.0 

Storage warehouse, wholesale establishment, rail or 0.3 0.4 0.5 
trucking terminal, vehicle or trailer storage. 

Limited Industrial 

Research Fac~lit~es 2.5 3.4 3.4 

[ORD 4107; May 20001 

Notes: 

1. Parklng ratios are based on number of spaces per 1,000 square feet of gross flwr area unless otherw~se noted 

2. Refer to Sectlon 60.30.10 4 for uses not llsted in Sectton 60 30 10 5 

3 Refer to Section 60 30 10 10 for excepllons 
4 In caiculatlng the requ~red number of vehicle parkcng spaces. fractions equal to or more than 0 5 shall be rounded up to the 

nearest whole number. Fractions less than 0.5 shall be rounded down to the nearest whale number 

Table 4-2. Parking Ratio Requirements for Bicycles 

Minimum Required Bicycle Parking Spaces 

Land Use Category Short Term Long Term 

Residential Uses 

Detached dwelltngs Not required Not required 

Two and three attached dwellings Not required Not required 

4 or more attached dwellings 2 spaces or 1 space 1 space per dwelling 
per 20 dwellings 

One, two and three family dwell~ngs Not required Not required 

Multi-family dwelling containing 4 or more dwelling 2 spaces or 1 space 1 space per dwelling 
units per 20 dwelling units unit 

Mobile Homes Not required Not required 

Residential Care Facilities (per bed, based upon 1 space per 100 beds 1 space per 50 beds 
maximum capacity) 

Room~ng, Boarding, or Lodging Houses (per guest Not required 
room) 

1 space for every 10 
guest rooms 

Commercial Amusements 

Arena I Stadium I Theater (spaces per number of 2 spaces or 1 space 2 spaces or 1 space 
seats) per 200 seats per 1,000 seats 

Bowling Alley 1 space per 4,000 sq. 1 space per 4,000 sq. 
ft. of floor area ft. of floor area 

Dance Hall. Skating Rink 1 space per 500 sq. A. 1 space per 4,000 sq. 
of floor area ft. of floor area 

[ORD 4224. August 20021 

Notes 

1 Parking iatlos are based on number of spaces per 1.000 square feet of gross floor area unless othewlse noted 

2. Refer to Sectlo" 60 30 10 4 for uses not lhsted in Section 60.30 10 5 

3. Refer to Sect~on 60.55.65 for add~tlonal bicycle facllhty reqvrements. 
4. In calculating the requtred number of b~cycle parklng spaces, fractions equal to or more than 0 5 shall be rounded up to the 

nearest whole number Fract~ons less than 0.5 shall be rounded down to the nearest whole number 

5 Where an optlon is provided under blcycle parking, whichever standard results in the greater number of b~cycle parklng spacer is 
the mlnlmum 
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The City allows variances to the minimum and maximum on-street parking requirements. 
However, a developer may exceed the maximum permitted number of parking spaces without 
acqulnng a variance from the City provided that the maximum permitted number of parking 
spaces and any parking in excess of the minimum is located in a parking structure. 

The City of Beaverton allows five exceptions for the required vehicle parking ratio 
requirements, as described below.14 

Vehicle Darking reduction for transit amenities. Under this exception, the City may 
reduce the number of required vehicle parking spaces by either five percent or ten 
percent if the property owner provides a pedestrian plaza for any existing use or 
proposed use on an existing transit route. The percent reduction depends on several 
factors, including the plaza's distance from a transit stop and the size of the plaza. 

Transportation Management Association Participation. The City may reduce the 
minimum number of off-street parking by as much as ten percent if the applicant 
agrees to participate in a transportation management association program that is 
approved by the City for the area within which the project is located. 

Combination of Shared Parking. No Additional Parking Demand, and Transportation 
Management Association Participation. The Clty may reduce the minimum number 
of off-street parking by as much as thirty percent if the applicant demonstrates that 
the combination of uses in the development will permit shared parking, the long-term 
occupancy of the building or use will not generate additional parking demand, and 
the applicant agrees to participate in a transportation management association 
program that is approved by the city for the area within which the project is located. 

S~ec ia l  Needs Residential. The city may allow a reduction in the number of required 
off-street parking spaces in housing developments for elderly or handicapped 
persons. 

Provision of additional bicycle parking spaces in-lieu of vehicle ~ a r k i n e  spaces. A 
developer may provide bicycle parking to reduce minimum vehicle parking 
requirements at a rate of two long-term bicycle parking spaces per vehicle space, but 
not more than five percent of the of the total number of required vehicle parking 
spaces. This exemption only applies to uses located within a 114 mile radius of a 
transit stop. The property owner must provide a parking analysis demonstrating that 
the vehicle demand will be met with the reduced number of vehicle spaces. 

The City may also permit fewer than the minimum required parking spaces if the property 
owner can demonstrate that a use has an excess of parking spaces. To initiate the process, a 
property owner would request a parking determination from the City of Beaverton to 
determine the existence of excess required parking. In order to find that a use has an excess of 
parking, the owner must demonstrate that excess parking accounts for a minimum of 20% of 
the required parking for all uses of the site and excess parking has existed for the previous 
180 days.I5 

I4 City of Beaverton. Beaverton Development Code (Chapter 60.30.10). Prepared by the City of 
Beaverton, Beaverton, Oregon. 

I S  Clty of Beavenon. Beavenon Development Code (Chapter 40.55). Prepared by the City of 
Beavenon, Beaverton, Oregon. 



4.2.2.2 Carpool and Vanpool Parking Requirements 

The City of Beaverton allows employee preferential parking for high occupancy vehicles in 
industrial, institution, and office developments, including government offices, with 50 or 
more employee parking spaces. For these uses, at least 3% of the employee parking spaces 
shall be designated for carpool andfor vanpool parking. The City defines carpool as two or 
more persons per car and vanpool as five or more persons per van. The carpool and vanpool 
spaces must be clearly marked and signed for reserved carpool andlor vanpool parking. The 
reserved carpool/vanpool spaces may he used for general parking if the reserved spaces are 
not occupied after a specific time period. With the exception of designated parking for 
persons with disabilities, designated carpool/vanpool spaces must be the closest employee 
parking spaces to the building entrance normally used by employees. 

4.2.3 Fees 

The City of Beaverton collects fees from persons or businesses who obtain a vehicle parking 
permit in the Beaverton Downtown Permit Parking District. The Beaverton Downtown 
Permit Parking District allows a permitted vehicle to park in excess of the posted parking 
time limit along specified city streets and city-owned parking lots. A person is eligible to 
obtain a vehicle parking permit if the person currently resides or is an employee of a business 
within the parking district. Businesses located within the parking district can also obtain 
vehicle parking permits for its employees who work within the Beaverton Downtown Permit 
Parking District eligibility area. 

According to the Beaverton City Code, the fee for this permit shall not exceed the City's cost 
to administer and enforce the program. The vehicle parking permit fee is currently $30.00 per 
calendar quarter.'6 If a person misuses a vehicle parking permit, the City may fine the permit 
holder. 

According to a recent survey of businesses in the study area, most businesses (65%) that 
participated in the survey are not aware of the City's parking permit program. Just over a 
third (35%) is aware of the program.'7 

l 6  City of Beaverton. Available at: 
ht tp: l l~ .beaver tonoregon.govldepar tments lnancelnancearnemits .html .  Accessed October 
17,2006. 

17 RW Consulting. 2006. Technical Memorandum A: Results of Beaverton Business Survey on Parking 
Demand. Prepared by RW Consulting, Portland, Oregon. 



4.2.4 Fines 

The City charges fines for several types of parking infractions. A survey of fees and penalties 
indicates that fees and penalties vary widely by municipality. Table 4-3 summarizes the fees 
and penalties in comparable cities in the Portland Metropolitan area.I8 

Table 4-3. Parking Fees and Penalties 

Handicap1 
Parking Unlawful Blocking 

Time Prohibited Parking Accessi 
Number of Limit Parking Parking i in Hazard1 

Estimated Parking Metered Zone1 Without No Disabled Fire 
City Population Personnel Parking Overtime Permit Parking Space Lane Other 

Beaverion 83,100 0.8 FTE N/A $10.00 tf0.00 $20.00 $642.00 $20.00 Several 
other city 
ordinance 
parking 
violations 

Gresham 95,900 3 Code N A $16.00 $16.00 $16.00 $450.00 $40.00 Semi- 
Enforcement parked in 
1 Officers residential 
assist as area: $100 
necessary Abandoned 

vehicle: 
$25.00 

H~iisboro 80.000 I FTE N A $7 50 $3.00 $15.00 State $15.00 
Statute 

Tigard 46.000 0 FTE I N A $15.00 $30.00 $45.00 State $50 00 Several 
Officers Statute other city 
perform ordinance 
park~ng park~ng 
function violations 

Averages $12.13 $14.75 $24.00 $31.25 

As the table illustrates, the City of Beaverton generally has lower fines than comparable cities 
in the area other than Hillsboro, with the exception of handicaplunlawful parking in disabled 
space. 

4.2.5 Transportation Management Association 

The Westside Transportation Alliance is a transportation management association of 
businesses and public agencies in Washington County. The Westside Transportation Alliance 
offers workplace services and programs that support employees commuting to work by 
means other than single-occupancy vehicles, such as vanpool, carpool, transit, walking, and 
bicycling. 

4.2.6 Subsidizing Transit Passes 

According to a recent employer survey in the study area, only four (4) businesses (less than 
3%) participating in the survey subsidize employee transit passes for their employees. Only 
three of the four businesses indicating they provide subsidies responded to a survey question 
about the amount of subsidy per employeelper month. Within those businesses, actual 

'"alley, Tina. 2006. Personal communication [email] of September 1, 2006. Planner, City of 
Hillsboro, Hillsboro, Oregon. 
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subsidies range from $30 to $50.75 per month. In total, only 17 employees receive subsidies. 
This represents 1.5% of the total number of employees covered in the survey (1,l 12).Iy 

4.3 BEST PRACTICES AND MODEL CODE 

There are several local, regional, and state parking plans and policies that address parking 
development goals and requirements. The Downtown Beaverton Regional Center Community 
Plan is a regional strateby that l~s t s  parking enforcement as an incentive for attracting 
commercial, residential, and civic uses to the area. The Beaverton Transportation Plan lists 
actions for meeting regional and state parking standards. The Regional Growth Management 
Plan contains the Regional Parking Policy, which addresses parking performance standards 
that jurisdictions must implement to meet state and federal requirements. The Model 
Development Code for Small Cities, on the other hand, is an example of code that 
jurisdictions could use to implement the Regional Parking Policy. The documents and 
Beaverton's compliance with the parking goals and requirements are described below. 

4.3.1 Downtown Beaverton Regional Center Community Plan 

The project study area is within the study area for the Downtown Beaverton Regional Center 
Community plan2'. None of the goals, policies, or actions in the plan specifically address 
parking management strategies, although one action describes parking enforcement as a 
potential public investment in the area, as shown below. 

Community Plan Goal 2: Create a Regional Center in Downtown Beaverton that is a focus for 
commerce, high density housing, and civic activities. 

Policies: 

a) Development in the Downtown Beaverton Regional Center shall be designed to create a 
distinct Beaverton downtown. 

Action 2: Adopt incentives for new development in the Beaverton Regional Center that foster 
creation of a Downtown Beaverton as a distinct destination with a sense of place. Incentives 
could include public investments such as public art, parking enforcement, street furniture, and 
density bonuses. 

4.3.2 Beaverton Transportation Plan 

The Beaverton Transportation System Plan describes goals, policies, and actions that guide 
future transportation system development in the city until 2020. The goals are brief guiding 
statements, whereas the policies describe the actions to implement the goals. The actions 
describe in detail how the city will implement the policies. 

The Comprehensive Plan describes a policy and set of actions that address the need to limit 
parking. The goal, policy, and actions are as follows: 

6.2.4. Goal: An efficient transportation system that reduces the percentage of trips by 
single occupant vehicles, reduces the number and length of trips, limits 
congestion, and improves air quality. 

1'2 RW Consulting. 2006. Technical Memorandum A: Results of Beaverton Business Survey on Parking 
Demand. Prepared by RW Consulting, Portland, Oregon. 

' O  City of Beaverton. 2005. Downtown Beaverton Regional Center Community Plan. Prepared by the 
City of Beaverton, Beaverton, Oregon. 



b) Limit the provision of parking to meet regional and State standards, 

Actions: Work to reduce parking per caplta per Metro and State requirements, 
while minimizing impacts to neighborhoods. Implement the motor vehicle and 
bicycle parking ratios in new development. Develop and implement a Regional 
Center parking plan and a residential parking permit program as demand increases. 
Continue to implement shared parking and timed parking through new 
development and existing programs. Work toward implementing other parking- 
based transportation demand management strategies such as metered and 
structured parking to help achieve Metro's 2040 Non-SOV mode split targets. 

Beaverton has implemented several of the actions listed in the Transportation Plan. As 
described earlier in the chapter, the Beaverton Development Code includes vehicle parking 
ratios for new development and a residential parking permit program. The Beaverton 
Development Code also encourages shared parking, which will be discussed in Chapter 4. 

Although Beaverton has implemented several actions, it has not implemented a Regional 
Center parking plan nor developed other parking-based transportation demand management 
strategies such as metered and structured parking. However, it should be noted that the goal 
of this parking solutions project is to identify demand management strategies that would be 
feasible in the project study area, thus coming closer to meeting the provisions of the regional 
and state standards. 

4.3.3 Regional Growth Management Functional Plan 

The Regional Parking Policy of Metro's Regional Growth Management Functional Plan 
addresses state and federal requirements for parking spaces by requiring cities and counties to 
amend their comprehensive plans and implementing regulations to meet or exceed specific 
performance standards. Specifically, the policy addresses Oregon's Transportation Planning 
Rule, Metro's 2040 Growth Concept, and the federally mandated air quality plan. The 
Transportation Planning Rule requires the reduction in vehicle miles traveled per capita and 
the restriction on construction of new parking spaces. The Metro 2040 Growth Concept 
encourages more compact development. Finally, the air quality plan calls for the reduction of 
vehicle trips per capita and related parking spaces through minimum and maximum parking 
 ratio^.^' 
In order to address the state and federal policies, the Regional Parking Policy establishes 
minimum and maximum parking ratios for specific land uses. The policy distinguishes 
between two districts when identifying the maximum permitted parking ratios to free surface 
parking spaces. Zone A is for areas where 20-minute peak hour transit service is available to 
an area within one-quarter mile walking distance for bus transit and one-half mile walking 
distance for light rail transit. In addition to minimum and maximum parking ratios, the 
Regional Parking Policy requires Zone A parking to have good pedestrian access to 
commercial and employment areas (within one-third mile walk) from adjacent residential 
areas. Zone B is to be applied to the rest of the region. The regional parking ratios are shown 
in Table 4-4. 

21 Metro. 2006. Urban Growth Management Functional Plan. Available at: http://www.metro- 
region.orgil1brary~docs/aboutichap307.pdf Accessed October 20,2006. 
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Table 4-4. Regional Parking Ratios 

(Section 3.07.220(A)(l)) 
(parking ratios are based on spaces per 1,000 sq. It of gross leasable area unless otherwise stated) 

Land Use 

Minimum Parking 
Requirements 

(See Central City 
Transportation Maximum Permitted 

Management Plan for Parking - Zone A: 
downtown Portland Transit and Maximum Permitted 

stds) Requirements May Pedestrian Parking Ratios -Zone 
Not Exceed Accessible Areas' B: Rest of Reaion - 

General Office (~ncludes Office Park. "Flex- 2.7 3 4 4 1 
Space". Government Office 8 misc. Sew~ces) 
(gsVh 
Llght lndustrlal Pa* Manufacturing (gsf) 

Warehouse (gsf: paklng ratios apply to 
warehouses 150.000 gsf or greater) 

Schools: Coilege/Un~versity & Hlgh School 
(spaces/# of students and staff) 

Tenn~s Racquetball Court 

Sports ClubiRecreat~on Fac~i~t~es 

Retail/Commercial. lnclud~ng shopp~ng centers 

Bank with Drive-In 

Movle Theater (spacesinumber of seats) 

Fast Food wlth Drlve Thru 

Other Restaurants 

Place of Worship (spacesiseats) 

Med~caiIDental Cl~nic 

Residential Uses 

HotellMotel 

Single Family Detached 1 

Res~dential unit, less than 500 square feet per 1 
unit, one bedroom 

Multi-famlly, townhouse, one bedroom 1 25 

Multl-famlly, townhouse, two bedroom 1.5 

Multi-farnilv. townhouse. three bedroom 1.75 

None 

0 4 

none 

none 

none 

none 

None 

0.5 

none 

none 

none 

none 

none none 

none none 

(Ordinance No 97-7158, SR. 1 ) 
'Ratios for uses not tncluded in this table would be determined by clttes and countles In the event that a local government proposes 

a different measure. for example. spaces per seating area for a restaurant instead of gross leasable area. Metro may grant 
approval upon a demonstrat8on by the local government that the park~ng space requirement is substanttally slmllar to the regvanat 
standard 

gsf = gross square feet 

The Beaverton maximum parking ratios are the same as the regional parking ratios. The 
Beaverton minimum parking ratios in the district are generally the same as the regional 
parking ratios, with the exception of retaillcommercial (including shopping centers), fast food 
with drive thru, other restaurants, and places of worship. In all cases, the Beaverton minimum 
parking ratio for those uses is lower than the regional minimum parking ratios. 

The Regional Transportation Plan states that cities and counties may exempt the following 
from maximum parking standards: 

parking spaces in parking structures 

fleet parking, parking for vehicles that are for sale, lease or rent 



employee car pool parking spaces 

dedicated valet parking spaces, spaces that are user paid 

market rate parking 

other high-efticiency parking management alternatives 

The Regional Transportation Plan also requires Portland area junsdictions to form 
transportation management associations, as appropriate. The work of the Westside 
Transportation Alliance in downtown Beaverton helps Beaverton meet this requirement of the 
Regional Transportation Plan. 

In addition to the minimum required actions related to parking management strategies, the 
Regional Transportation Plan lists several optional parking management strategies to be 
considered and implemented, several of which are discussed below. Those strategies are: 

Parking pricindparking meters 

Timed parking 

Subsidized parking structures in mixed use areas 

Preferential parking for carpoolslvanpoolsibicycles 

Shared parking 

Parking lot placementibuilding 

4.3.4 Model Development Code for Small Cities 

The Model Development Code for Small Cities is a tool that offers guidance on zoning, 
development standards, review procedures, and the implementation of state planning rules 
and statutes. The Oregon Department of Transportation's Transportation and Growth 
Management program created the Model Code to help small cities integrate land use and 
transportation planning and meet new legal requirements. 

A portion of the Model Code provides a basic set of minimum parking standards that cities 
can use in their codes. The code lists several use categories (e.g., residential, commercial, 
industrial) and provides minimum parking requirements per land use. The minimum parking 
standards are based on the regional minimum parking ratios in Table 4-4. 

4.3.5 Best Practices 

As described above, Beaverton employs several parking management strategies in the project 
study area. However, there are several other strategies for managing parking that are not 
included in Beaverton's parking management strategy toolbox. For example, some 
jurisdictions (though few in the Portland metro area) collect fees for parking in downtowns, 
regional centers, and commercial areas. Parking meters and off-street parking structures are 
the most common fee collection mechanisms. Additionally, jurisdictions and transportation 
management associations have programs that encourage employers to eliminate parking 
subsidies and instead subsidize transit passes or use cash-out programs. Other programs 
include in-lieu of fees and transferable parking entitlements. 

Below is a discussion on alternative parking management strategies, such as those listed 
above, that Beaverton could use in the study area. 



4.3.6 Fees 

Many municipalities use parking fees as a method for managing parking demand. They 
primarily assess parking fees in three ways - on-street metered zones, off-street publicly 
owned facilities, and off-street privately owned facilities. A report by RW Consulting for the 
City of Sacramento defines the three elements of parking fees as discussed below.22 

4.3.6.1 On-Street Metered Zones 

In areas where the demand for parking access to public curb space is high, cities have moved 
to employ parking meters, which collect fees. Fees for parking at on-street meters accomplish 
the following objectives: 

Facilitate turnover at a desired rate.') 

Manage demand (i.e., the higher the demand, the higher the fee) and disperse non- 
priority users to (a) other locations andlor (b) other access modes.24 

Generate revenue to cover the cost of equipment, enforcement, and on-going 
maintenance of the on-street system. 

Generate surplus revenue to support other goals and objectives (i.e., preferably 
transportation related goals and objectives within the area where the fees are 
c o ~ l e c t e d ) . ~ ~  

4.3.6.2 Off-Street Publicly Owned Facilities 

The function of fees in publicly owned off-street parking facilities should be "calibrated" 
with specific goals and objectives established for the facility. Ideally, rates and fees in 
publicly owned facilities are coordinated with the on-street system through the first 2 - 4 
hours to support visitorlcustomer access demand in areas where visitor traffic is a priority.26 
Each parking facility should have specific policies developed for the facility that clarify both 
its near and long-term objectives. For instance: 

What is the primary intent of the garage (i.e., to serve short-term access demand, 
long-term commuter demand, event demand, or a combination of access needs)? 

22 RW Consulting. 2005. Assess Park~ng Fees and Penalties. Prepared by RW Consultmg, Portland, 
Oregon. 

" The "desired rate" of tumover is generally based on assumptions of an appropriate time stay for a 
priority customer. For instance, a 90-minute meter assumes a desired turnover rate of 5.3 vehicles in an 
8-hour period. A 3-hour-meter assumes a desired turnover rate of 2.7 vehicles over the same 8-hour 
period. 

24 W~thin the parking industry, fees are generally established using the 85% Rule as a threshold for 
determining market pricing. As such, if an Inventory of parking consistently exceeds 85% occupancies, 
then increasing rates 1s a viable and low risk option. The greater the occupancy above 85% the more 
likely that an increase in rate is in order. 

25 This is not always the case. In some cities, meter revenue is allocated to general funds. This can lead 
to rate decisions not associated with the goals and objectives for access in the metered area. 

26 In other words, if the facility is primarily directed to commuter parking, attractive short-term hourly 
rates calibrated to on-street meter rates are not as important. 



What is the desired mix of uses for the facility? 

What are the primary land uses surrounding the facility and what is the role the 
facility should or should not play in supporting those land uses? 

With clear goals and objectives developed, the functions of fees in public off-street facilities 
are similar to those for the on-street system. They include: 

Generate revenue to cover debt-service, facility maintenance and operations. 

Facilitate turnover at a desired rate. 

Manage demand (i.e., the higher the demand, the higher the fee) and disperse non- 
priority users to (a) other locations andlor (b) other access modes. 

Generate surplus revenue to support other goals and objectives (e.g., development of 
new facilities, support for alternative access modes). 

4.3.6.3 Off-Street Privately Owned Facilities 

It is very difficult and rare that a city would attempt to regulate fees or rates in privately 
owned facilities. To do so would have impacts on private financing of development. In 
general, private facilities in downtown areas establish rates and fees to serve longer- 
tedcommuter  based access. This is influenced by the private sector priority to provide 
parking at levels that are attractive and marketable for retaining and recruiting commercial 
tenants. 

4.3.7 In-Lieu of Fees Programs 

Some jurisdictions establish in-lieu of parking fees as an alternative to requiring minimum 
parking ratios. By paying in-lieu of fees, developers are able to avoid constructing the 
minimum required on-site parking spaces. Typically, the jurisdiction will deposit the fees in a 
specific fund to be used by the city to acquire and/or develop off-street parking. This type of 
flexible minimum ratio provides advantages to both planners and developers, such as: 

Overall construction costs may be reduced. 

Construction of awkward, unattractive on-site parking is avoided 

Redevelopment projects involving historic buildings can avoid constructing parking 
that would compromise the character of the buildings. 

Planners can ensure that existing parking facilities will be more hl ly  utilized. 

Planners can encourage better urban design with continuous storefronts that are 
uninterrupted by parking lots.27 

4.3.8 Eliminating Employer-Subsidized Parking 

RW Consulting's recent survey found that the majority of businesses (82%) in the study area 
that maintain on-site parking allow their employees to use that parking. Metro's Evaluation 
of Potential Measures for Achieving Modal Targets maintains that "employer provision of 

2' Forinash, Christopher and Adam Millard-Bell, Charlette Dougherty, and Jefiey Tumlin. Date 
Unknown. Available at: 
hrm://www.urbanstreet.info/2nd svm ~roceedines!Volume%ZO2!Forinash session 7 .~d f .  Accessed 
on October 30,2006. 



free parking to employees is often cited as an important reason why people to [sic] drive 
alone. Likewise, eliminating these subsidies has a strong correlation with a shift away from 
SOV travel to other modes of transportation." 

Parking subsidies, such as on-site parking, can be eliminated or altered in a few ways to 
discourage single-occupancy-vehicle trips. For one, subsidies can be altered by establishing 
commuter allowances, which allow an employee to use a certain amount of money each 
month on vehicle parking or transit. Subsidies can also take the form of "cash-out" options. 
Under this form of subsidy, the employer offers a cash equivalent to the subsidy if the 
employee uses other modes of travel. Additionally, parking facilities can offer lower rates for 
high-occupancy vehicles while charging single-occupancy vehicles the full rate. 

According to Metro's Evuhlation of Potential Measures ,for Achieving Modal Targets, the 
effectiveness of the parking pricing strategies, such as employer-subsidized parking, varies. 
Surveys and parking occupancy data have shown that pricing public parking can reduce solo 
driving by 25 percent. Data on the effect of eliminating employer parking subsidies on single- 
occupancy vehicle trips is inconsistent. One study reports that eliminating the subsidies 
reduces single-occupancy vehicles mode share by 2.5 to 5 percent, whereas another study 
claims a reduction in single-occupancy trips by as much as 25%. Finally, the report indicated 
that employer parking subsidy for high-occupancy vehicles increased carpool use from 17 to 
58 percent, while transit use declined by 10 percent.28 

4.3.9 Transferable Parking Entitlements 

The City of Portland makes maximum parking requirements more flexible by using 
transferable parking entitlements. Under this program, a developer may transfer or sell the 
unused portion of the allowed number of parking spaces for a particular development to 
another developer. 

4.4 ON-STREET ANGLE PARKING 

4.4.1 Background 

As a strategy to increase the available parking supply, many cities explore the conversion of 
parallel parking stalls to angle parking stalls. This conversion is often driven by the need for 
small downtowns to compete with suburban shopping malls, to provide immediately 
accessible parking to small businesses, and to serve as a traffic calming technique often 
coinciding with the reduction in the number of lanes on the adjacent roadway. 

The opposition to angle parking often arises from one of the following two factors: 

1. The desire to maintain higher street capacity (since the angle parking often consumes 
enough right-of-way to result in the loss of a travel lane). 

2. The safety implications of having motorists back out into traffic when leaving their 
parking stalls. 

Regarding safety, John D. Edwards wrote in the February 2002 ITE Journal: "Many statistics 
have been quoted comparing the relative accident rates of streets with and without angle on- 
street parking. Several studies conducted by the author indicate that while accident rates may 

28 Metro. 2005. Evaluation of Potential Measures for Achieving Modal Targets. Prepared by Cogan 
Owens Cogan and Alta Planning, Portland, Oregon. 
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be higher, the severity of the accidents are generally less; and, on low-speed, low-volume 
streets, accident frequency may not be statistically higher at all." 

Edwards continues with the following methodological guidance for communities that wish to 
consider the conversion of parallel stalls to angle stalls: "The process of changing parallel to 
angle parking must consider a number of factors related to the particular street where the 
change is being considered. These considerations should include area type, the classification 
or type of facility, street width, current traffic volumes, pedestrian activity, the type of land 
use, the availability of parking, the impact on adjacent street segments, transit operations and 
the potential changes in accidents." 

4.4.2 Assessment of Angle Parking Conversions 

The following section applies the methodology described above to a cursory review of the 
significant factors that dictate the type of on-street parking that is suitable in the study area. A 
brief description of the relevant factors is followed by a preliminary assessment of how that 
factor relates to the provision of angle parking in Beaverton. 

4.4.2.1 Area Type 

Just as one would consider the type of area in the calculation of capacity or level of service, 
one must consider the area in the decision whether to change from parallel to angle parking. 
Traditional downtowns with closely spaced buildings, pedestrian activity on the street, low 
vehicle operating speeds and the general expectation of congestion are appropriate for angle 
parking; suburban areas or secondary strip districts on major traffic facilities are not. 

The study area comprises a portion of traditional downtown Beaverton. The area includes 
small blocks, low-rise urban development, public transit, etc. Much of the area is an 
attractive, walkable shopping and services environment as is common in traditional 
downtowns. The area type is s~ritable for angle parking. 

4.4.2.2 Street Width 

Perhaps the single most important factor is street width. With parallel parking, a typical 
minimum width in a business area is 40 feet (A,) (two 8-foot parking lanes and two 12-foot 
driving lanes), assuming two-way operation. For angle parking in a business area, a typical 
minimum width to consider is 60 ft. curb-to-curb with two parking lanes and two driving 
lanes. In reality, a more comfortable minimum dimension is 68 to 70 A. (two 18-foot parking 
lanes, two 16-foot driving lanes). With one-way streets, the above dimensions can be reduced 
to 51 to 52 ft. if the number of parking and driving lanes is reduced accordingly. The angle of 
the stalls will determine the needed street width. Stalls that are 45 degrees to the curb require 
more street width than 30 degree stalls. Curb overhang is somewhat related to street width 
and the parking angle. Sharp parking angles (approaching 90 degrees) will have front parking 
overhangs over 2.5 ft., while flatter angles are 2 A. This may reduce the usable width of 
sidewalks or increase the driving width. 

In the study area, few of the blocks have the existing street width to enact two-sides of angle 
parking with merely a restripingproject. The recommendations for firrther study, provided in 
the following section, are,for areas which meet many of the criteria for angle parking. The 
identified streets lack srlficient width and would likely require a redesign of  the entire right- 
of-way for implementation. 

4.4.2.3 Parking Angles and Maneuvers 

Just as parking angles have an impact on the effective sidewalk width andor street width, 
they also impact parking and unpacking maneuvers. Ninety-degree parking or angles 



approaching 90 degrees will encourage U-turns from lanes operating in the opposite 
direction, while flatter angles - 45 degrees or less - discourage this type of traffic maneuver. 

Another consideration related to parking angle is the time needed to park and unpack. It is 
reported that the average time for a "back-in" maneuver for a parallel space is 21 seconds, 
while the time for a "drive-in" or "hack-in" maneuver for an angled space is only 11 to 12 
seconds; thus parallel parking has the greatest potential for delaying traffic. This may be 
another consideration in the decision on conversion to angle parking. A third consideration is 
the use of very flat angles (30 degrees or less) that may allow the front doors to swing free of 
the adjacent car. This can allow stall widths of less than 8.5 ft. Highland Park, Illinois, USA, 
implemented 8-foot angle parklng stalls at very flat angles, which appear to work 

Angling parking stalls can potentially provide greater parking capacity, hut at the cost of 
consuming a greater portion of the street. In many cases, the additional street width needed by 
angled parking negates any benefits (even lowering overall capacity) by precluding parking 
on hoth sides of the street. For example, a 38 ft wide street could accommodate two 11 A 
lanes, and an 8 A parallel parking lane on hoth sides of the street. Assuming 200 ft wide 
blocks with 180 A feet available for parking, this scenario would provide 18 parking spots (at 
20 ft long each). If this parallel parking were converted to 30-degree angled parking, the total 
capacity would be reduced from 18 stalls to 11 stalls. While angling the stalls increases one 
side of the street's parking from 9 stalls to 1 1 ,  the additional street width required by angle 
(15 A versus 8 ft) does not allow parking on both sides of the street without removing one of 
the traffic lanes. Steeper angles (e.g., closer to 45 degrees) further increase the parking 
capacity of one side of a street but require correspondingly greater street width. Please refer 
to the figure inserts below for examples of angle parking developed for downtown 
Milwaukie, Oregon. These provide examples for further discussion and show how more 
specific impact analyses are required for issues including transit and freight hauler turning 
movements. 

4.4.2.4 Operating Speeds 

High operating speeds on downtown streets are a significant deterrent to pedestrian activity. 
Speeds in excess of 30 mph are considered unsafe by pedestrians and are a negative factor in 
the revitalization of retail districts. Angle-parking maneuvers dictate lower operating speeds 
due to the limited sight distance involved in unpacking from an angle-parking space. 
Therefore, posted and operating speeds must he lower. Posted speeds of 25 mph or less 
should be considered for streets with angle parking. This is consistent with desirable 
downtown operating conditions. 

The three blocks studied in this analysis likely huve speeds which could accommodate the 
angle stalls. Ifadditional blocks are to be studied in the future, this data should be upduted. 

'' Evans, 2002 
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Sample 1, Angle Parking Streetscape design treatment 

PROJECT SITE D L S ~ N C ~ J E  
CROSSWALK P A W N  

u l m u T E ( 1 )  
R E T M  UUSTING (3) 

U(ISTING STR PARKING SPAES P M N G  SPACE TRUECENTERUNEANI 
CECmRUNE mSTlNG SIXWED 

CENTERUK 

\ F W R E  IMPROVEMENT 
ON W S T  SDE OF SE 
UAIN STREET 

NOTES: 
1. EUSlNG STRWW CMTER UNE IS OFFSET 0.6 FEET FROM THE PRCPCSW 

STRIPE0 CE- LINE M TD ELIMINATION OF SOWH BOW0 LmNRI LANE 

2. PROPOSED STRPEDCENER UNE IS OFFSET 5 FEETFROM lWJE CENTER UNE. 

3. P-ED CELmR L I E  ON NORTH WOE OF HARRISON IS OFFSET 5 
FROM a l s m  STR~PED -RUNE ON SOUTH SIDE OF WSON. 

Figure T-2 
Main Sbeat Cmss4hdion 
(North of Harrison) 
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Sample 2, Angle Parking Streetscape design treatment 

4.4.2.5 Type of Land Use 

The basic reason for changing parallel to angle parking is to make parking more convenient. 
Retail districts, with shopping and retail services as the primary use, are the areas where on- 
street parking is most important. The most successful changes from parallel to angle on-street 
parking have been where there are several contiguous blocks of primary retail use. Main 



Street in Greenville, South Carolina is a good example of what can happen when traffic is 
diverted and angle parking replaces parallel parking. The result has been significant 
revitalization of the retail district. There, parallel "diversion" routes took care of traffic 
movement and Main Street was converted from a through street to a "shopping street." 

Given that downtown Beaverton is a walkable area containing shopping and service uses, the 
land uses in the study area are suitable for angle parking. 

4.4.2.6 Availability of Parking 

The primary reason to convert from parallel to angle parking is to increase on street parking 
availability; however, in downtowns where a surplus of parking exists, there is little reason to 
implement angle parking. Frequently, an area that appears to lack short-term parking is 
simply an area where enforcement activity is low and long-term parkers are using on-street 
parking spaces. Before changes are made from parallel to angle parking, a parking turnover 
survey should be done to determine the character of parking use. 

The study area currently has a srtrplus of parking spaces, indicating that without further 
justification, conversion to angle parking may not be warranted. As a mid-term strategy, the 
City could revisit the ability of angle parking to provide additional spaces. 

4.4.2.7 Impact on Adjacent Street Segments 

The introduction of angle parking will substantially reduce traffic capacity on a street. If that 
segment is part of a continuous route that has significantly higher capacity in adjacent 
segments, then care must be taken to divert traffic in the higher capacity segments before the 
angle parking segment is reached. This will impose higher traffic volumes on parallel streets; 
therefore, one should be sure adequate capacity exists or can be developed. 

4.4.2.8 Transit Operations 

In most traditional downtowns, transit operations are present on many of the downtown 
streets. In the conversion of parallel to angle parking, the presence of transit operations 
should be considered. This conversion may affect transit operations in several ways: (1) it 
may increase route time due to additional congestion; (2) it may make the conversion of 
parallel to angle parking on narrow street widths unfeasible; and (3) the presence of transit 
stops may reduce the number of potential additional spaces that might be gained with angle 
parking. 

Within the study area, transit operations are prevalent, but not present on every block. 
However, this shoztld be revisited as transit routes change. Portions of the other roads in the 
study area accommodate various bus routes and are also unsuitablefor angledparking stalls 
because of buses' need for frequent stops next to sidewalks, additional width, and larger 
turning-circles. 

4.4.2.9 Accident Frequency 

As stated earlier, angle parking is usually associated with somewhat higher accident rates. 
While this may be statistically true, one must be careful not to overemphasize the accident 
potential because those accidents that do occur are likely to be minor in nature. Before any 
angle parking designs are developed, a detailed analysis of crash rates and types should be 
conducted. 
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4.4.3 Additional Research 

The following resources provide a useful context for understanding the issues related to the 
use of angle parking. 

Souleyrette, Reginald R, McDonald, Thomas J, and Tenges, Ryan. 2003. Angle 
Parking on Iowa's Low Volume Primary Extensions in Small Towns. Center for 
Transportation Research and Education; Iowa Department of Transportation. 
This study was undertaken to analyze operational and safety histories in the state of 
Iowa where various types of on-street parking have existed for many years, 
concentrating in particular on smaller communities. The authors concluded that there 
was no evidence that angle parking is less safe than parallel parking. Rather, it 
should be studied on a case-by-case basis for individual projects. 

Edwards, John D. Main Street Parking Initiative. Institute of Transportation Engineers 
Journal, 1112006 vol. 76, no. 11. 

This study concluded that, with the increased interest and investment in downtowns, there is a 
need for re-engineering of traffic and parking facilities. 

McCoy, T.A., McCoy, P.T., Haden, R.J., and Singh, V.A. 1991. Safety Evaluation Of 
Converting On-Street Parking From Parallel To Angle. Transportation Research Record No. 
1327. 

These authors reported on the conversion of parallel parking to angle parking in Lincoln 
Nebraska, noting that the conversions occurred on streets with enough room to accommodate 
the additional width required for angle parking through the removal of a traffic lane. They 
found that the increase in parking-related accidents resulting from the conversion was offset 
by the increase in parking activity, and that the severity of parking-related accidents did not 
change significantly. 

4.4.4 Parking Assessment for Downtown Beaverton 

Parking in cities, particularly central business districts such as downtown Beaverton, can be 
scarce yet highly desirable for commercial uses that cluster in these areas. The importance of 
street parking (real and perceived) is especially strong for small businesses in suburban 
downtowns that must compete with nearby shopping malls. As these areas grow, high land 
values, resultant development pressures, and desire for pedestrian and streetscape amenities 
compete with parking for space. While street parking is not currently a limitation for 
downtown Beaverton, it is prudent for the City to prioritize their goals for this area and plan 
for how to provide sufficient parking as their downtown develops further. 

This paper documents the methodology and findings of a recent assessment of angle parking 
in downtown Beaverton. The City contracted this assessment to determine how parking 
could be maximized without disrupting or constricting existing transit, traffic, and pedestrian 
activity. Specifically, this assessment analyzed the potential for converting parallel parking 
stalls into angled parking to increase parking capacity on the following blocks: 

1) 2nd Street between Lombard and Franklin, 

2) 2nd Street between Hall and Watson, and 

3) 1st Street between Watson and Stott 

This area is part of the core of downtown Beaverton and was considered a useful 
representation of the City's central business district; it contains bus routes, varying street 
widths and classifications, and businesses reliant on street parking as well as those with onsite 
parking facilities. 



For the purposes of this assessment, the primary factors used to determine the suitability of 
specific blocks for angle parking included street width, street classification, transit use, land 
use, and posted speeds. As noted above, street width became the limiting factor in the blocks 
for which angle parking was considered feasible. In cases where additional right-of-way is 
available, street width could be increased to accommodate angle parking. Street widths in the 
study area were estimated by interpreting paved road surface shown in aerial photography by 
geographic information system (GIS) software; these estimates were verified through site 
visits. Average distances between parcels across blocks were used to estimate right-of-way. 

Based on the other factors utilized in this assessment, the subject blocks were determined to 
be feasible for angle parking. The blocks do not have existing pavement width for immediate 
restriping to angle stalls without losing both sides of parallel parking. However, if the 
additional width is to be taken from sidewalks, there are other policy and design implications. 

4.4.5 Recommendations 

Based on the above assessment, it is apparent that there are only a few potential opportunities 
to effectively employ angled parking spaces in the study area without compromising traffic 
flows or consuming space dedicated for other uses. For each segment, additional parking 
capacity is afforded by converting parking on one side of the street from parallel stalls to 
stalls at a 30-degree angle. The other side of the street would retain parallel stalls. The 
resulting increase in parking capacity is modest, with only 2 to 6 additional stalls (depending 
upon stall size) for each segment. Since these potential benefits are modest and parking is not 
currently a limitation in downtown, there is no immediate need to redesign any streets for 
angle parking. It would be best for the City to study the potential benefits in greater detail and 
consider converting parallel stalls to angle parking in concert with other streetscape 
improvement projects in these areas. 

4.5 OPPORTUNITIES AND BARRIERS 

Table 4-5 describes the opportunities and bamers for implementing the alternative parking 
management strategies in the Beaverton study area. This section is meant to support and 
summarize the key issues. Other sections of this chapter provide the details necessary for full 
evaluation of management options and for their implementation. 

Table 4-5. Parking Management Strategy Matrix 

Parking Management Barriers and 
Stratem' Definition Opportunities Constraints 

Development Requirements 

M nlmum Off-Street Req~lres oevelupers lo F < t ~ r e  OH-street parrlng Potent a y COL 0 c a ~ s e  
Parung Standards create a mon m.nl ndmDer of qLantty s preo ctabe an ab-noance of OH- 

off-street parktng spaces. The street parking spaces. 
minimum number is typ~caiiy 
based on building use. 

Maximum Off-Street Limits the number of off- Prevents an excess of 
Parking Standards street parklng spaces that a parking spaces 

developer can create. The 
mintmum number is typically 
based on bullding use 

Carpool and Vanpool Preferential parking for Promotes non single- hot efflc ent ~f spaces 
Parking high occupancy vehicles. occupancy vehicle trips. are req,;reo and no 
Requirements carpool users are in 

place. 
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Parking Management Barriers and 
Strategy Definition Opportunities Constraints 

Restrictions on Restricts the development Future off-street parking Market conditions. land 
Auto-oriented uses of auto-oriented quantity is predictable. values. 

commercial uses. 

Design Standards Provides standards for the Existing standards are well Can add cost to parking 
for OffStreet location and design of off- crafted. development. 
Parking street parking. 

Permit Parking District 

Permits Parklng Allows a permitted vehicle to Retains parking for residents Can Create conflicts 
Distnct park in excess of the posted and employees between users (i.e.. 

parking time limit along employees and 
specified city streets and sty- customers in commercial 
owned parking lots. Pemltted districts). 
vehicles typically belong to 
residents or employees in a 
parking district. 

Transportation Management Association 

Transportation Runs programs that support Provides support to TMAs need stable and 
Management employees commuting to busmesses that would like to onqoing sources of 
Association work by non single- encourage employees to not funding. 

occupancy vehicles. Typically use single-occupancy 
an association of businesses vehides to commute to work. 
and public agencies Assists business in meeting 

Oregon Department of 
Environmental Quality 
regulations. 

Fees 

On-street metered Parklng meters collect fees Factltles turn over at a Prevents employees 
zones for limited time parklng on desired rate. from using on-street 

designated on-street parklng M~~~~~~ demand (i.e., the parking. 
spaces. hlgher the demand, the May deter customers if 

higher the fee). implemented in areas 
Dlsperses non-priority users Wth low demand for 
to other locations andlor parking. 
other modes. Business support. 
Generates revenue 

Off-street Publicly Fees are collected in publicly Generates revenue May deter customers if 
Owned Facilities owned parking facilities Facilitates turnover at a implemented in areas 

based on the amount of time desired rate. with low demand for 
a car uses the facility. Manages demand (I e.. the parking. 

hlgher the demand, the Obtaining land to build 
h~gher the fee). parking facilities 

Off-street Pnvately Privately owned parking Provides parklng for May deter customers 
Owned Fac~lities facilities provide parking for employees who want inexpensive, 

longer-ten visltors and In comparison to short-term short-term Pafiin9. 
commuters parking, it provldes Difficult for a jurisdiction 

economical parking for long- to regulate fees. 
term visitors. Need market demand for 

pnvately owned faclliiies. 



Parking Management Barriers and 
Strategy Definition Opportunities Constraints 

In-Lieu of Fees Programs 

In-Lieu of Fees In-lleu of parking fees are Support econom~c Current parking 
alternatives to requiring development. requirements and lack of 
minimum parking ratlos. By fees in-lieu may impede 
paying in-lleu of fees, development. 
developers are able to avoid Availability of land for 
constructing the mlnlmum shared parklng facilit~es. 
requlred on-site park~ng 
spaces Typically, the 
jur~sd~ct~on will deposit the 
fees in a specific fund to be 
used by the city to acqutre 
andlor develop off-street 
park~ng. 

Eliminating Employer-subsidized Parking 

Commuter Allowances Allows an employee to use a Incentive for attracting Employer participat~on. 
certain amount of money employees. Requires the 
each month on vehicle involvement of a 
parkmg or transit. transportation 

management 
association to administer 
the program. 

Lower rates for High- Parking facilities offer lower Encourages carpooling Perception of unequal 
occupancy vehlcles rates for hlgh-occupancy parking rates. 

vehicles while charging Enforcement for on- 
single-occupancy veh~cles street parking 
the full rate. 

"Cash-out' Optlons Employer offers a cash Rewards employees who use Perception of mequality 
equivalent to a parking other modes of travel. by employees 
subsidy if the employee uses IndirecUy ~ncreases the commuting by single- 
modes of travel other than supply of parking spaces for occupancy vehicles 
single-occupancy vehicles custome,, 

Transferable Parking Entitlements 

Transferable Parking A developer may transfer or Developmenk that requlre Adm~nistrattve capactly 
Entitlements sell the unused portlon of the more than the maxlmum to oversee the supply of 

allowed number of parking parking allowed may parking. 
spaces for a parttcular proceed. Potential for additional 
development to another Developers that need less parking in undesired 
developer than the maxlmum pafilng areas 

allowed w~ll  benefit by sell~ng 
their rights. 

4.6 RECOMMENDATIONS 

In the original form, this chapter was a technical memorandum concluding with numerous 
recommendations. The recommendations are incorporated into Chapter 7 if this report. The 
proposed plan strives to remain consistent with the Guiding Principles and give direction to 
future decision-making for the implementation of parking management strategies. The 
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 



Malntaln the intended function of the overall system. 

Please refer to Chapter 7 for the full parking management plan 



5. ANALYSIS OF SHARED AND DISTRICT PARKING 

5.1 BACKGROUND 

The intent of this chapter is to describe shared and d~strict parking strategies in the Beaverton 
study area and identify and analyze barriers to implementing these two strategies. Shared 
parking occurs when two or more uses with different parking peaks share a parking facility. 
A parking district allows residents andlor employees in an area to have special parking 
privileges. 

This chapter will begin with a description of existing shared and district parking practices in 
Beaverton. The chapter will then address the local, regional, and state plans and policies on 
shared and district parking. A discussion of the best practices for implementing shared and 
district parking will follow, including consideration of revenue generation and business 
impacts. The project team has also made initial recommendations for parking solutions and 
suggest policy and stakeholder actions for implementing or amending shared and district 
parking codes and policies in Beaverton. The recommendations on shared parking are 
included in this chapter. The recommendations for districts were developed as part of memo 
#3, and are now part of the recommendations in Chapter 7. 

5.2 EXISTING PRACTICES 

Beaverton currently uses shared and district parking to manage parking supply and demand in 
its downtown. Below is a discussion of how the City uses and implements shared and district 
parking. 

5.2.1 Shared Parking 

The City of Beaverton allows two or more uses to share required parking spaces by 
completing a Shared Parking Determination. A Shared Parking Determination establishes the 
required number of off street parking spaces in advance of, or concurrent with, applying for 
approval of an application, development, permit, or other action. 

In order to approve a Shared Parking Determination, the applicant must demonstrate that 
several criteria are satisfied, as listed below. 

The proposal satisfies the threshold requirements for a Shared Parking application 

All City application fees related to the application under consideration by the 
decision making authority have been submitted. 

The location of the shared off street parking is on an abutting property and is within 
200 feet of the subject use which the shared parking is intended to serve, except in 
Multiple Use zoning districts where the location may be at any distance. 

If multiple properties are involved, the owners of each of the properties has agreed to 
the shared parking by entering into a shared parking agreement. 

The time of peak parking demand for the various uses located on the subject 
properties occur at different times of the day. 

Adequate parking will be available at all times when the various uses are in 
operation. 
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Applications and documents related to the request, which will require further City 
approval, shall be submitted to the City in the proper sequence." 

Additionally, the City allows shared parking users to have a reduction in the minimum 
number of off street parking spaces. The Beaverton Development Code will allow a reduction 
of the mlnlmum number of off street parking spaces by as much as 30 percent, subject to all 
of the following: 

The combination of uses will permit shared parking sufficient to justify a reduction in 
the parking standard and the design of the site and parking, and the conditions of 
operation of parking agreed to by the applicant, will promote parking patterns and 
parking use consistent with the permitted reduction; 

The probable long-term occupancy of the building or use, based upon its design, will 
not generate additional parking demand; and 

The applicant agrees to participate in a Transportation Management Association 
approved by the City for the subarea within which the project is located. 

5.2.2 District Parking 

Portions of the Beaverton project study area are within the Beaverton Downtown Permit 
Parking District. The portions of the project area within this parking district are bordered on 
the north by Canyon Road, on the west on Cedar Hills Blvd. from Canyon Road to 
Broadway, on Broadway from Cedar Hills Blvd. to Stott Ave., on Stott Ave. from Broadway 
to 3rd St., on the south on 3rd St. from Stott Ave. to Tucker Ave., on 2nd Ave from Tucker 
Ave. to Lombard Ave., and on the east on Lombard Ave. from 2nd St. to Broadway, and on 
Broadway from Lombard Ave. to Canyon ~ d . "  

The Beaverton Downtown Permit Parking District allows a permitted vehicle to park in 
excess of the posted parking time limit along specified city streets and city-owned parking 
lots. All of the permit parking streets and parking lots are located within the study area, 
except for one street. 

A person is eligible to obtain a vehicle parking permit if the person currently resides or is an 
employee of a business within the parking district. Businesses located within the parking 
district can also obtain vehicle parking permits for its employees who work within the 
Beaverton Downtown Permit Parking District eligibility area. At the time of this report, 
parking permits are free for residents and cost $30 per calendar year for district employees. 

According to a recent survey by RW Consulting and Parametrix, most businesses (65%) that 
participated in the survey are not aware of the City's parking permit program. Just over a 
third (35%) are aware of the program.'2 

Section 6.02.080 of the Beaverton Municipal Code enables the designation of a residential 
permit parking district or an amendment of an existing residential permit parking district. 

City of Beaverton. Beaverton Development Code (Chapter 40.55.15.2). Prepared by the City of 
Beaverton, Beaverton, Oregon. 

31 City of Beaverton. 2005. Beaverton Municipal Code (Section 6.02.390). Prepared by the Clty of 
Beaverton, Beaverton, Oregon. 

32 Parametrixl RW Consulting. 2006. Techmcal Memorandum A: Results of Beaverton Busmess 
Survey on Parking Demand Prepared by RW Consulting, Portland, Oregon. 
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This section states that a designation of a residential permit parklng district or amendment to 
an existing district requlres the following findings: 

The boundary of the proposed residential permit parking district or amendment to an 
existing district includes one or more public streets and all properties abutting the 
street(s) to be shown by a text description and a drawing. 

At least 75% of the available parking spaces on the public streets within the proposed 
district boundaries are occupied at least four days per week for at least 16 weeks in 
any 52-week period. If parking spaces are not marked, the City shall determine the 
number of available parking spaces. 

Designation of a residential permit parking district or an amended designation will 
not diminish traffic safety, substantially increase vehicle miles traveled, or cause 
occupancy of available parking spaces in any adjacent residentla1 area to rise to the 
levels stated above in item 2 of this subsection. 

A survey conducted by the City shows that persons representing the owners of at 
least two-thirds of all residential properties within the district have responded in 
favor of the proposal.33 

5.3 LOCAL, REGIONAL, AND STATE PARKING DEVELOPMENT REQUIREMENTS 

There are few local, regional, and state parking plans and policies that address shared and 
district parking goals and requirements. The Regional Growth Management Functional Plan 
contains the Regional Parking Policy, which addresses parking performance standards that 
jurisdictions must implement to meet state and federal requirements. The Model 
Development Code for Small Cities, on the other hand, is an example of code that 
jurisdictions could use to implement the Regional Parking Policy. Beaverton's compliance 
with the parking goals and requirements are described below. 

5.3.1 Beaverton Transportation Plan 

The Beaverton Transportation Plan also describes goals, policies, and actions that guide 
hture transportation system development in the city until 2020. The goals are brief guiding 
statements, whereas the policies describe the actions to implement the goals. The actions 
describe in detail how the City will implement the policies. 

The Transportation Plan describes a policy and set of actions that address shared and district 
parking, as follows: 

6.2.4. Goal: An efficient transportation system that reduces the percentage of trips by 
single occupant vehicles, reduces the number and length of trips, limits 
congestion, and improves air quality. 

b) Limit the provision of parking to meet regional and State standards. 

Actions: Work to reduce parking per capita per Metro and State requirements, 
while minimizing impacts to neighborhoods. Implement the motor vehicle and 
bicycle parking ratios in new development. Develop and implement a Regional 
Center parking plan and a residential parking permit program as demand 
increases. Continue to implement shared parking and timed parking through new 

33 City of Beaverton. 2005. Beavenon Municipal Code (Section 6.02.080). Prepared by the City of 
Beaverton, Beaverton, Oregon. 
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development and existing programs. Work toward implementing other parking- 
based transportation demand management strategies such as metered and 
structured parking to help achieve Metro's 2040 Non-SOV mode split targets.34 

Beaverton has implemented several of the actions listed in the Transportation Plan. As 
described earlier in this chapter, the City Development Code encourages shared parking. The 
Beaverton Code also implements a parking permit program in the downtown. 

5.3.2 Downtown Beaverton Regional Center Community Plan 

The project study area is within the Downtown Beaverton Regional Center Community 
Planning area. The Downtown Beaverton Regional Center Community Plan is part of the 
Beaverton Comprehensive Plan, and describes policies, goals, and action statements for the 
development of the downtown regional center. None of the goals, policies, or actions in the 
plan specifically address shared or district parking. 

5.3.3 Regional Growth Management Functional Plan 

The Regional Parking Policy of Metro's Regional Growth Management Functional Plan 
addresses state and federal requirements for parking spaces by requiring cities and counties to 
amend their comprehensive plans and implementing regulations to meet or exceed specific 
performance standards. Specifically, the policy addresses Oregon's Transportation Planning 
Rule, Metro's 2040 Growth Concept, and the federally mandated air quality plan. These 
policies and goals identify the burden of required parking for small businesses, and recognize 
the value of shared parking agreements to new businesses. These policies also support the 
construction of parking structures in regional and town centers. Through the establishment of 
parking districts, financing, fees, and other management techniques can be designed to raise 
revenues that will help fund new parking structures. The Transportation Planning Rule 
requires the reduction in vehicle miles traveled per capita and the restriction on construction 
of new parking spaces. The Metro 2040 Growth Concept encourages more compact 
development. Finally, the air quality plan calls for the reduction of vehicle trips per capita and 
related parking spaces through minimum and maximum parking ratios.35 

The Regional Parking Policy recommends that cities and counties count adjacent on-street 
parking spaces and shared parking toward required parking minimum standards. As described 
above, Beaverton allows uses to count shared parking toward required parking minimum 
standards. 

5.3.4 Model Development Code for Small Cities 

The Model Development Code for Small Cities is a tool that offers guidance on zoning, 
development standards, review procedures, and the implementation of state planning rules 
and statutes. The Oregon Department of Transportation's Transportation and Growth 
Management program created the Model Code to help small cities integrate land use and 
transportation planning and meet new legal requirements. 

A portion of the Model Code provides sample code text for shared parking facilities: 

34 City of Beaverton. 2003. Transportation System Plan. Available at: 
h~:llwuw.beavertonoreron.rov/de~anmentslCDDlCom~rehensivePladvol4lcom~~lanvol4.html, 
Accessed October 20,2006. 

'' Metro. 2006. Urban Growth Management Functional Plan. Available at: 
httu:llwww.metro-rerion.oreilibraw docs/abourlcha~307.~df. Accessed: October 20,2006. 
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"Required parking facilities for two or more uses, structures, or parcels of land may 
be satisfied by the same parking fac~lities used jointly, to the extent that owners or 
operators show that the need for parking facilities does not materially overlap (e.g., 
uses primarily of a daytime versus nighttime nature; weekday uses verses weekend 
uses), and provlded that the right of joint use is evidenced by a recorded deed, lease, 
contract, or similar written Instrument establishing the joint use. The City may 
approve owner requests for shared parking through Land Use Review." 

Although Beaverton does use a Shared Parking Determination to establish the required 
amount of parking by two or more nses sharing a parking facility, the Beaverton 
Development Code does not require that uses show no overlap in parking demand or prepare 
a shared use agreement. 

5.4 BEST PRACTICES 

As described above, Beaverton uses shared and district parking to manage parking in their 
downtowns. Although the City codes and policies allow and sometimes implement shared 
and district parking, the City could improve the effectiveness of these two management 
strategies by following existing best practices. Below is a discussion of best practice 
recommendations for shared and district parking. 

5.4.1 Shared Parking 

In a 2000 study of neighborhood parking in Seattle, KJS Associates outlines 
recommendations for a shared use agreement, as follows: 

Shared parking arrangements are generally unique to each site. Time of daylday-of- 
week requirements, financial terms (if applicable), signagelaccess restrictions and 
maintenanceloperations standards vary within each agreement. Given this, it is 
recommended that the City prepare a checklist of agreement criteria that parties to a 
shared use agreement can use to facilitate development of an agreement. 

Critical elements of a shared parking agreement include: 

Specific space commitment (number of spaces). 

Specific uses allowed (for instance: use by customers and/or employeeslresidents). 

Specific time frame that spaces can be used (hours of the day, days of the week). 

Specific terms related to when vehicles cannot use the space (this is of particular 
importance to residential uses of commercial space). 

Considerations (monetary and/or other considerations paid for the use of the spaces), 
including billing and collections (who pays and how money is collected and 
delinquencies handled). 

Considerations (upgrades to the facility and responsibility for providing such). 

Signage, etc. (who's responsible; how to communicate availability to authorized 
users). 

Term of agreement (for a specific term) 

What happens when shared parking agreement expires (renewable, cancelable, 
requirement to find replacement parking to meet code requirements, etc.). 
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Enforcement mechanism (how to insure spaces are available and that spaces are 
being used for agreed-to purpose)36. 

5.4.2 District Parking 

Different segments of the downtown have different economic uses and represent different 
points of access into the downtown. The Guiding Principles developed through the parking 
study process emphasize that the central core of downtown is an 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 levelsitypes 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 districts also have the ability of generating revenue for the construction of future 
garages. This is most easily accomplished in a paid parking environment where a percentage 
of revenues will continue to go toward the on-going maintenance and enforcement of the 
existing parking system, and the remaining percentage would be invested in a "parking 
development fund" dedicated to the expansion and enhancement of the parking environment 
(i.e., building additional supply, preferably in revenue-generating structures). This can also 
be accomplished to a lesser degree by applying the same principles to on-street parking 
permits, specifically in non-residential parking districts. Similarly, any increase in parking 
enforcement fees should have a significant percentage of the increase obligated to the parking 
development fund. 

In Beaverton, the recently completed parking demand analyses have found there to be a 
surplus of parking in the study area. A surplus, and a large number of private, no-fee lots will 
make it difficult to generate significant amounts of revenue for the construction of a garage. 
As mentioned above, a parking permit program can also be used to generate revenue. 
However a permit program designed to protect residential users will likely be seen as a new 
burden, having to get annual permits and manage guest parking. To add to that burden with a 
high fee may not be acceptable. 

5.5 RECOMMENDED PLAN AND POLICY AMENDMENTS AND STAKEHOLDER 
ACTIONS 

This section summarizes the proposed plans related to shared and district parking, which are 
described in more detailed in Chapter 4. The proposed plans strive to remain consistent with 
the Guiding Principles and give direction to future decision-making for the implementation of 
parking management strategies. 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 

36 KJS Associates. 2000. Comprehensive Neighborhood Parking Study: Detenne Locations for 
Shared Parking. Prepared for the C~ty of Seattle, Seattle, Washington. 
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Maintain the intended function of the overall system. 

As noted in Chapter 4, it is recommend that the city implement several near-, mid-, and long- 
term strategies for optimizing the use and accessibility of existing parking in downtown 
Beaverton. One mid-tern (by October 2009) strategy specifically addresses shared parking 
and is descnbed below. 

Negotiate shared use andlor lease agreements with owners of strategically placed 
private surface lots and parking structures to provide for an interim supply of parking 
where needed. 

One hundred twenty six private parking facilities were inventoried during the data survey. 
These lots are located throughout the study zone and are significantly undemtilized, even 
during peak times (i.e., less than 45 percent occupied). These lots comprise approximately 
2,000 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 of these 
stalls as are available in the peak hour for more active management will provide a relatively 
low cost and effective near to mid-term strategy for mitigating existing access constraints 
during peak demand periods. 

It is recommended that the City: 

a. Initiate an effort to work with owners of private lots to enter into shared use 
agreements to allow undemtilized parking to be made available to customerlvisitor or 
employee uses (as appropriate). 

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

5.5.1 District Parking 

There are two recommended parking management zones for downtown Beaverton, one for 
the core zone and one for the area surrounding the core, the "emerging core" zone. These 
zones were derived from the stakeholder outreach process and informed through work and 
analysis completed in the data collection and inventory elements of the scope of work. These 
two zones are described in detail in Chapter 4 as parking management Zones A and B. 

In short, Zones A and B represent "economic activity zones" in the downtown that are both 
reflective of existing land uses, in addition to being areas where future growth of specific 
economic development is anticipated and desired. Zone A is designed for the study areal 
downtown core, while the emerging areas are considered part of Zone B. From an access 
perspective, each zone will need to be managed in a manner that supports priority uses and 
users identified for that zone. As the shape and character of development in the downtown 
evolve, so too must the zones that help guide their management. Over time, management 
zones should be refined and redrawn to reflect the characteristics of development and uses 
appropriate to each zone. Chapter 4 details the operating principles and guiding frameworks 
for implementing the two parking management zones for downtown Beaverton. 



6. DOWNTOWN STRUCTURED PARKING EVALUATION AND 
RECOMMENDATIONS 

6.1 BACKGROUND 
This chapter identifies and evaluates opportunity sites in the Beaverton study area for the 
conversion of parking lots and other uses to parking structures. 

Structured parking can increase the parking supply in a more compact fashion than a series of 
surface parking lots. In addition, consolidating surface parking into a parking structure 
introduces the opportunity to incorporate active ground floor uses. Well designed parking 
structures can create a more active street presence than surface parking lots through the 
inclusion of pedestrian-serving ground floor uses. Parking structures should be well designed 
in order to contribute to, rather than detract from, the downtown urban form and the 
pedestrian environment. 

This chapter identifies recommended opportunity sites in each study area and evaluates the 
existing conditions and potential regulatory or ownership issues for each site. Pro formas are 
provided for each site along with potential financing mechanisms and revenue sources. In 
addition, a work program is provided to guide future development of structured parking 
within the study area. 

6.2 EXISTING ZONING AND DEVELOPMENT REQUIREMENTS 

The City of Beaverton designates all of the study area as Regional Center - Old Town (RC- 
OT). This district encompasses the City's original downtown and is intended to "maintain 
the mix of uses, scale of development, and appearance that are characteristic of this 
historically significant area while supporting existing and future businesses in moving toward 
and achieving the vision of a Regional Center." Within this district, parking as a principle 
use is permitted subject to approval of a Conditional Use. 

Most streets in the RC-OT district are designated as Class 1 Major Pedestrian Routes, which 
are routes used by pedestrians to access public transportation including light rail or transit 
stations. The City's Development Code requires building frontages along Major Pedestrian 
Routes to have active first floor commercial uses. Section 60.05.20 of the Code specifically 
applies this requirement to parking structures; the entire frontage must have active retail or 
commercial uses. 

Building heights within the RC-OT zone are limited to 30 feet, or up to 60 feet with approval 
of an adjustment or variance. In addition, the Code specifies that the height of buildings 
along Major Pedestrian Routes shall be a minimum of 22 feet and a maximum of 60 feet. 
Buildings along Major Pedestrian Routes have no required setbacks, and cannot be set back 
more than five feet along the front frontage. Non-residential or multiple-use buildings in the 
RC-OT zone are required to have a minimum floor area ratio (FAR) of 0.35, with no 
maximum FAR specified. 

The City of Beaverton requires Design Review for all Conditional Uses in multiple-use 
zoning districts. More specifically, Design Review Two is required for any new or change to 
existing on-site vehicular parking, maneuvering, and circulation area which adds paving or 
parking spaces. Design Review Three is required for new construction exceeding 50,000 
gross square feet of floor area, or 30,000 gross square feet of floor area if abutting a 
residential zone. Design Review is intended to conserve the City's visual character by 
discouraging "monotonous, drab, unsightly, dreary and inharmonious development." 



New development or redevelopment in multiple-use zones is required to meet specified 
design review principles, guidelines, and standards intended to guide the development of the 
built environment and the effect of that development on surrounding uses. The code does not 
provide specific guidance for the design of parking structures; however, such development 
would be requlred to comply with the general provisions as part of the Design Review. 
Among other things, these provisions govern building design and orientation, which should 
enhance the visual character of the area and create a pedestrian-friendly environment. 
Circulation and parking design should be "safe and convenient, connect to surrounding 
neighborhoods and streets, and serve the needs of development." The standards and 
guidelines address several issues relevant to construction of a parking structure such as 
building articulation, roof forms, lighting, pedestrian circulation, and ground floor uses in 
parking structures. 

6.3 DEVELOPMENT OF NEW PARKING SUPPLY 

Information from the parking and utilization study indicates that the current supply of parking 
is very underutilized. Parking in the Core Zone (Zone A) is generally only 40 - 45% 
occupied in the peak hour, both on- and off-street. Parking in Zone B is also not yet fully 
maximized, with overall peak hour occupancies in the 40% range as well. In a status quo 
environment, it is estimated that the entire study area will not reach an 85% utilization rate in 
the peak hour for many years. Nonetheless, the parking utilization study was able to quantify 
parking demand that would be associated with new development at approximately 1.85 to 
2.13 stalls per 1,000 gross square feet. 

Downtown Beaverton's growing core area will ultimately require development of new 
parking supply. The timing for adding supply is contingent on a number of factors, which 
include: 

New development and its associated parking demand 

Losses of existing parking supply through redevelopment. 

Normal growth in customer, visitor, residential, and employee demand 

Implementation of parking management strategies. 

Implementation of Transportation Demand Management (TDM) strategies. 

To facilitate Beaverton's ability to move forward in planning for and financing future parking 
supply, the consultant team undertook a review and evaluation of possible structured parking 
opportunity sites and development scenarios. 

6.4 OPPORTUNITY SITES 

For purposes of this review, the consultant team identified two opportunity sites for 
structured parking, one each in Zones A and B of the study area. These sites are proposed for 
the purpose of evaluating the potential for structured parking to serve the study area in the 
future. Inclusion in this chapter does not indicate that a formal decision about whether or 
where to build a parking structure(s) has been made. These sites present opportunities based 
on their proximity to downtown activity centers andlor civic uses, public transit, and 
pedestrian travel networks. 



6.4.1 Site 1 (Zone A) 
Addresses: 12320 SW 2nd St, 12370 SW 2nd St, 4755 SW Tucker Ave, and 4770 

SW Hall Blvd 

Location: Block bounded by SW 2nd St, SW Tucker Ave, SW 3rd St, and SW 
Hall Blvd 

Property ID: W294953, W294952, W294975, and W294976 

Block: B36 on the Parking Study Invento~y Map 

Size: Approximately 30,000 square feet 

Zoning: Regional Center - Old Town 

6.4.1.1 Existing Conditions 

The first opportunity site is the block bounded by SW Hall Boulevard, SW 2nd Street, SW 
Tucker Avenue, and SW 3rd Street, located in the southeast sector of Zone A. The 
approximately 30,000 square-foot site is located directly north of the Beaverton Library and 
City Park, which includes a fanner's market from May through October. Hall Boulevard is a 
major route through the area and connects to the shopping area along Broadway Street. 

The site currently contains a surface parking lot as well as residential and commercial uses. 
All properties are in private ownership, and would require acquisition by the City in order to 
construct a parking structure. The block narrows toward 2nd Street, creating a somewhat 
challenging configuration for the design and function of a parking structure. 

All streets in this area are designated as Major Pedestrian Routes, and therefore, the parking 
structure would be required to include commercial uses on the ground floor. The requirement 
for active ground floor uses also poses a potential financial constraint. Inclusion of such uses 
is highly desired and recommended in order to create a more engaging pedestrian-friendly 
streetscape. Ground floor uses help to avoid monotonous architecture often associated with 
parking structures. However, it should be recognized that the inclusion of ground floor uses 
typically increases construction costs. The RC-OT zoning district restricts building heights to 
30 feet; heights up to 60 feet may be granted with approval of a variance. 

6.4.1.2 Development Scenario 

The potential parking structure scenario for this site consists of a 343-stall parking facility 
with four parking levels. As this site is privately owned, the pro forma should be viewed as a 
"prototype" facility that could be located at any similarly sized site within the study zone. 
The site currently has 18 stalls of surface parking, so this scenario would result in a net 
increase of 325 stalls in parking supply for the downtown. 

The lot is not rectangular and therefore is slightly smaller than other Old Town lots, but 
should be large enough for a parking structure of reasonable size. Since the streets 
surrounding this block are shown as Major Pedestrian Routes, all first floor frontages of a 
structure would need to have commercial uses. The facility would include 15,000 square feet 
of ground level retail or active commercial use. Because such a facility is located in the RC- 
OT zone, the facility would likely exceed the 30-foot maximum building height standard. As 
such, a facility of this type would require a variance. 

All parking would be on four levels, averaging approximately 86 stalls per level. The facility 
would be a freestanding parking facility with the retail frontage abutting the lot line on all 
streets fronting this site. This would require a higher end facade design and materials 
component. The retail component and the higher end design result in a higher per stall 
development cost. 



6.4.2 Site 2 (Zone B) 
Addresses: 12875 SW 2nd St, 12855 SW 2nd St, 13000 SW 2nd St, 12870 SW 1st 

St, 12820 SW 1st St, and4605 SW Main St. 

Location: Block bounded by SW 2nd St, SW Main St, SW 3rd St, and SW Stott 
Ave 

Size: Approximately 40,000 square feet 

Property ID: W303342, W303345, W303349, W303324, W303326, and W303328 

Block: B31 on Parking Study Inventory Map 

Zoning: Regional Center - Old Town and R10: Urban Low Density 

6.4.2.1 Existing Conditions 

The second opportunity site encompasses the block bounded by SW 2nd Street, SW Main 
Street, SW 3rd Street, and SW Stott Avenue, located in the western sector of Zone B. The 
western half of the hlock is currently occupied by a 24-space surface parking lot owned by 
the Beaverton School District. Privately owned commercial uses occupy the remaining 
portions of the block. The fact that a portion of the site is owned by a public entity creates an 
opportunity for a joint public project. However, the remaining portions of the site are in 
private ownership and would have to be acquired by the City. 

The site is adjacent to Beaverton High School to the west and the Beaverton Swim Center to 
the south. A shared structure at this location would address parking needs for the High 
School during school hours and special events, while also serving the needs of the 
surrounding area as it redevelops to higher densities over time. A parking structure at this 
location would serve these public uses more than it would tie into shopping and entertainment 
areas such as Broadway Street. 

The majority of this site is zoned RC-OT; however, the western portion of the hlock is zoned 
R10: Urban Low Density. This zone is intended for low density residential development with 
provision of full urban services. Public buildings and other structures are allowed as 
Conditional Uses; a Director's Interpretation may be necessary to ascertain whether a public 
parking structure would be allowed. As this site includes and abuts residentially zoned land, 
the level of required design review is affected by the square footage of the proposed structure. 

SW 2nd Street and SW Main Street are identified as Major Pedestrian Routes. Any future 
parking structure on this site would therefore be required to incorporate first floor commercial 
uses along these frontages. As noted previously, the city should consider the potential 
financial implications of such uses. The RC-OT zoning district restricts building heights to 
30 feet; heights up to 60 feet may be granted with approval of a variance. The R10 zone 
allows a maximum building height of 30 feet3' This zone also requires front and rear 
building setbacks of 25 feet, and side setbacks between five and nine feet. 

The split zoning on this site may pose a potential bamer to the development of a parking 
structure, as such a use is not specifically identified as allowable in the R10 zone. The 
different height and setback requirements also pose difficulties. Should the City choose to 
proceed with a structure at this location, it may be advisable to rezone the site as RC-OT to 
maintain consistency with the surrounding study area. 

" According to the City, it should be assumed that the maximum building height for the entire block is 
60 feet, because the R10 part of the block will eventually be zoned RC-07 and that height can be 
achieved in the RC-OT zone through a variance. That would allow for a four-stoly structure on the 
property, as is assumed for Site 1. Costs for additional parking that would come with a taller facility 
would add between $48,701 and $49,494 per stall (see Table 5-1, below). 
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6.4.2.2 Development Scenario 

This is assumed to be a 343-stall parking facility constructed on a 40,000 SF site. The site is 
currently not under City ownership, so the pro forma should be viewed as a "prototype" 
facility that could be located at any similarly sized site within the study zone. The facility 
would include 17,500 square feet of ground level retail or active commercial use. Because 
such a facility is located in the RC-OT zone, this scenario limits the facility to 30 feet to meet 
the City's maximum building height standard. 

The site currently has surface parking lots with a combined total of 58 spaces, so the net 
increase in parking supply for the downtown would be 285 stalls. All parking would be on 3 
levels averaging approximately 114 stalls per level. The facility would be a freestanding 
parking facility with the retail frontage abutting the lot line of the site along both 2nd and 
Main Streets. This would require a higher end faqade design and materials component. The 
retail component and the higher end design would result in a higher per stall development 
cost. 

6.5 CURSORY REVIEW OF TRAFFIC CONDITIONS 

A review of available traffic related materials, primarily the City Transportation System Plan 
(TSP), was conducted. This traffic information is useful in providing a background of 
operations for the street network adjacent to each site reviewed. The elements reviewed 
include road functional classification, presence of bicycle and pedestrian facilities, 
designation as truck or transit route, and roadway capacity calculations. 

6.5.1 Site 1 

This site fronts on a variety of classified streets. Tucker and 3rd Street are local access, while 
2nd Street is a neighborhood route. Hall Blvd fronts the west side of the site and is classified 
as an arterial roadway. Hall Blvd is served by multiple transit lines and is designated as 
regional access bikeway and truck route. In 2020 Hall Blvd is expected to exceed available 
capacity during the 2-hour peak. To the east of the site Lombard Avenue, a collector 
roadway, provides connectivity to Farmington Road as well. This roadway is expected to 
function within acceptable standards in 2020. The site is served by sidewalks and is within an 
RTP-designated Pedestrian District and Transitmixed Use Corridor. The adjacent 
intersections are not signalized. 

6.5.2 Site 2 

Four streets front on the proposed site. Main Avenue and 2nd Street are classified as 
neighborhood routes, while 3rd Street and Stott Avenue are local streets. As neighborhood 
routes these streets are intended to provide access in and out of neighborhoods. None of the 
frontage streets are designated bikeways or transit routes. The site is served by sidewalks, and 
a trail exists along the west side of Stott Avenue adjacent to the schoollswim center site. The 
adjacent intersections are not signalized. The streets access the arteriallcollector network at 
Watson Avenue, which is designated as an arterial street that functions as a one-way couplet 
with Hall Blvd. In 2020 Watson Avenue is expected to exceed available capacity during the 
2-hour peak. 

This cursory review of traffic related materials provides the background conditions for each 
site under consideration and informs potential operational issues. Specific designs for each 
site will require further review and additional analysis. 



6.6 FINANCIAL FEASIBILITY AND COSTS 

Detailed pro forma work sheets for each parking development scenario are located in 
Appendix E. All assumptions for construction costslfinancing, equity, demand, revenue 
generation, and parking operation expenses are based on information from comparable 
parking projects recently developed in Oregon and additional input from the City and 
Stakeholder Advisory Committee members. A summary of findings from the pro forma 
analyses is given below. 

6.6.1 Key Assumptions 

As with any pro forma exercise, changes in assumptions, or variations in construction costs 
over time, can significantly affect outputs. This analysis is intended to present a reasonable 
assessment of costs associated with parking development and estimates of operating costs and 
potential revenue generation. Moving forward to actual development of a facility would 
require additional refinement of the work provided here. 

Key assumptions underlying the analysis included: 

A standard garage format was evaluated (i.e., multi-storied garages with ground level 
retailiactive uses). Lesser cost "tuck under garage" formats could be pursued in the 
future, but would create issues related to design, ground floor active use 
requirements, and achieving the desired density and consolidation of parking 
assumed in this study. 

Total number of stalls constructed under each scenario was 343 (Zone A and 
Zone B). 

Land values are not included 

Actual direct construction costs of $103.75 per square foot of garage area for a 
freestanding facility with ground floor retail and high quality urban design 
components. 

Operating costs derived from Pacific Northwest comparables and national data base 
averages. 

No revenue assumptions for parking were made at this time pending more detailed 
discussion by the City and stakeholders on the most appropriate package of funding 
strategies to pursue for the future support of downtown parking structures. 

The pro forma models prepared for the City contain data fields that will calculate the 
impact of rate structures and demand once more formal funding decisions have 
concluded. [NOTE: A summary of revenueifunding options is provided below.] 

Retail rents were estimated at $5.40 per foot annually, based on comparables for 
retail in each facility. 

Table 6-1 provides a comparison of the two development scenarios and the basic elements of 
each one. 



Table 6-1. Parking Development Scenariosa 
Pro  f o rma  ~ s s u m ~ t i o n s ~  

Scenario 1 Scenario 2 
Zone A - With Ground Zone B - With Ground 

Level Retail Level Retail 

Site size (square footage) 30,000 SF 40.000 SF 

Retail Square footage 15,000 SF 17.500 SF 
Annual Rent per Square Foot $5.40 $5.40 

Number of Total Parking Stalls 343 343 

Number of Parking Levels 4 3 

Number of "net" new parking stalls 325' 285' 

Land Cost $Oe $0 

Construction Cost - Parking (Hard) $12,455.188 $12,455,188 

Construction Cost - Retail (Hard) $1,350.000 $1,575,000 

Additional Construction Costs (Soft) $2,899.089 $2,946,339 

Total Project Cost $16,704.277 $16,976,527 

Base cost per parking stall $36,313 $36,313 

Total cost per stall to construct (with $48,701 $49,494 
soft costs) 

Assumed Rate of F~nancenerm 4.5% @ 20 years (publicly 4.5% @ 20 years (publicly 
funded) funded) 

Assumed Monthly Parking Rate $0 $0 

Hourly and Daily Rates None None 

Net Annual Operating Income: Before - $2,282' - $14,588 
Debt Service 

Annual Debt Service - $1,268,154 - $1,288,823 
Net Annual Operating Income: After - $1,270,436 - $1,274,235 
Debt serviceh 

Annual Net Income Per StallIMonthly - $3,703 - $3,715 
Net Income Per Stall - $309 - $310 

Monthly Revenue Necessary to Break $308 $31 0 
Even: Per Stall' 

'The table deplcted here represents an mdustry best est8mate of development costs of structured pahlng in Beevenon. This is not 
intended to represent a final proforma for development mls exercise is ,"tended only to facllttate dcscusston of the feaslblltttes 
of structured ~arklna . - 

'The pro forma scenarios are not ~ntended to be representatwe of final constructbon costs for a specific parking profect or a final 
opera! ng formal ,, e m x of month I ,  no.rly an0 aa y .regs) Tne, represent testcase e r l  males of coia assooatea * tn a 
POSS o e  p a n  ng 0e.e oprnent Tnese corlr are oasea on financ ng ana opera! ng assJmpl onr aer uea from wrnparao e 
oroens n olner "r so c l  ons an0 act .e no.1 from me C tk of Bearenon and area slaxeno aers Overa Ine OLrDose of lne or0 
forha analyses &as to test various opt8ons and to develod a ~ l l d  foundallon far the plannlng and finannng df fuiure parking 
supply New assumptions and addltlonal ~nformat~on can be lnpuf Into the drafl pro fonna models as necessary 

'The current slte malntalns 18 surface park~ng stalls A 343-stall garage would therefore net 325 stalls 

The current slte malntams 58 surface parklng stalls A 345stall garage would therefore net 285 stalls. 

'As stated in Footnote', above, land values in the study zone range from $3 - $23 per foot If land were to be included in an 
amended pro forma assessment. 11 is recommended that an average of $15 per f w t  be used (pend~ng the outcome of any 
pannenh~ps that mlght occur between the Clty and a prlvate propeny owner) 

'All revenue for this scenario is associated w~th retall rents derived from the ground level rentable area annualked at 10 yeas  

'All revenue for thts scenario 1s assoc~ated wlth retall rents derived from the ground level rentable area annuallred at 10 years 

' Annuallzed at 10 years, thereby representing an average annual operating inwme. In the detailed pro forma for these scenarios 

(anached to thls repon) expenses are assumed to ("crease at about 3% annually 

' Revenue per stall necessary to cover all costs (operat~ons and debt serrlce) 



6.7 PRO FORMA FINDINGS (PARKING STRUCTURE DEVELOPMENT) 
Average construction cost per stall came to $36,313. This is a higher end number 
associated with a garage with retail located at the lot line, thereby requiring 
additional costs related to retail and the fapde design. Lower construction numbers 
are possible for garages of lesser design and exterior quality. 

Fully loaded (with indirect and other development costs) per stall costs range from 
$48,701 (Zone A) to $49,494 (Zone B). 

Retail adds between $1.35 - $1.58 million to total construction costs, exclusive of 
sol? costs. 

One scenario nets revenue (before debt service) for retail uses (Zone B). Retail 
revenue after operating costs is estimated to be between $2,282 and $14,588 
annually. 

Both scenarios assume that land costs will be provided as equity to the project. If 
land costs were added, the associated cost of development would increase 
accordingly. 

Cash flow after debt service ranges from $1,270,436 to $1,274,235 annually 

"Market" monthly parking rates would need to be in the range of $308 - $310 per 
month to break even, if parking charges were assumed necessary to cover the debt 
financing and operating costs of these facilities. 

All scenarios assume public financing at 4.5% over 20 years 

With public financing, no property tax expenses are included 

Given the negative cash flow after debt service identified in the pro forma analyses, the 
pursuit of a publicly initiated garage project will require additional revenue beyond current 
status quo resources. The parking management strategies outlined in the broader parking 
study recommend that a process begin in the near to mid-term to identify those sources of 
revenue to ensure that development of new parking supply occur in a timely manner. 

It is important to note that none of the pro forma scenarios assume that parking charges are in 
place in the garages. This provides a clear bottom line estimate of the total cost of a given 
garage scenario before revenue and funding options are determined, which is part of a larger 
community discussion within the recommended parking management plan. 

Given that all parking in the downtown is currently provided free of charge and occupancies 
are well below the 85% threshold, discussion of issues related to pricing structures, assumed 
rates of turnover, durations of stay and how they would translate into a "market rate" revenue 
stream is premature and speculative at best. Nonetheless, as the City, its Parking Committee, 
and the community move forward with an evaluation of future public garage projects, 
implementing paid parking will be a key discussion item for consideration. Paid parking, 
combined with other fundinglrevenue options will need to be pursued (see Potential Revenue 
Sources and Most Viable Options for Beaverton, below). Before pricing can be assessed and 
accurately modeled there will need to be a commitment to limiting and enforcing time stays 
on street and, possibly, implementing paid parking on-street to support the imposition of rates 
off-street.?" 

38 The decision to move to paid parking in the downtown would be Informed by the 85% occupancy 
standard discussed and recommended in the larger parking management plan for downtown developed 
for this study. 



Currently, few (if any) suburban cities in the Portland Metro area charge for parking. A few 
charge off-street rates for monthly permits (usually employee parking), ranging from $15 - 
$45 per month. Examples of smaller townslcities (not necessarily in the Portland area) that 
do charge include Bend, Oregon, which has free on-street parking but charges between $20 
and $50 for off-street permit parking. Hood River, Oregon charges $0.30 per hour on-street 
and $20 - $35 off-street. Vancouver, Washington charges $0.30 - $0.50 per hour on-street 
and $60 - $75 per month for off-street permits. In these example cities, parking averages 
$300 - $1,080 per stall annually (assuming a blending of on- and off-street parking charges). 
For purposes of illustration, this revenue range could be contrasted to the negative Annual 
Net Income Per Stall numbers for the two scenarios in Table 5-1, above (i.e., -$3,703 to - 
$3,715 per year per stall). From this perspective, the need to develop multiple garage funding 
options is further reinforced. 

6.8 POTENTIAL REVENUE SOURCES 

The fiscal challenges of parking, transportation, and economic development in the downtown 
area are common to many communities across the country. Rapid changes in development 
patterns of the past thirty years have significantly altered the urban landscape, and many 
downtowns have had to revisit the services provided and the revenue sources used to provide 
them. In most instances, communities use a combination of funding sources to cover 
transportation capacity needs. A review of several models used in other jurisdictions 
provides a basis for discussing funding options for the public parking system. It is clear that 
implementation of one or more of the revenue sources described below will be necessary to 
assure the feasibility of future structured parking in the do~ntown.~ '  

This list of potential sources is not necessarily exhaustive, as other communities have used 
yet additional sources - which may or may not be applicable to Beaverton's situation. Nor are 
these sources intended to be mutually exclusive. Funding for parking facilities often requires 
application of multiple sources - for what might be considered as layered financing. 

A. Options Affecting Customers 

On-Street Parking Fees - Many cities elect to collect on-street revenues through parking 
meters andlor sale of permits. 

Monthly Parking Fees - Many cities sell monthly parking passes to downtown employees 
within public facilities. Net revenues would be allocated to a parking facility fund. Revenues 
are also used to support debt service of existing facilities. 

Event Surcharges - Could be encompassed in public facilities district legislation providing 
for automobile parking charges in conjunction with regional center facilities. Fees are 
generally buried in the cost of event ticketing. 

Parking Fine Revenues - Collected for violations related to overtime and improper parking, 
and illegal parking in handicapped spaces. Parking fine revenue can be dedicated to a 
parking district fund for use in covering debt, maintenance andlor marketing, and 
communications. Beaverton should consider dedicating any net new revenues from parking 
fine increases to a parking enterprise fund for future parking development. 

The revenue generation potential of user fees could be significant and could support 
expenditures in a Parking Fund. It is important however, that the revenue generated from 

'9 This list of hnding options is not intended to be all-inclus~ve, hut rather a samphng of mechanisms 
in use in other jurlsdictlons for the purpose of develop~ng public park~ng supphes. 
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these sources be collected into the Parking Fund to reinvest into the parking system. User 
fees are in place in many jurisdictions. They are most successful when set up to cover 
specific projectslprograms. Bonds issued to fund the public parking garages at Portland's 
Rose Quarter Arena are paid in part from a user fee charged to every ticket sold for events at 
the complex. 

B. Options Affecting B u s i n e s s e s  

Parking & Business Improvement Area (BIA) - Businesses pay for parking through an 
assessment based on parking demand. If a business provides spaces associated with their 
property, it is credited for the spaces by reducing the assessment. The amount of the tax is 
based on the demand for spaces. The Parking District assessment is computed by dividing the 
total revenue required to operate and administer a Downtown Parking District for each fiscal 
year by the total parking demand by the business uses (i.e. retail, office, etc.) in the 
Downtown Parking District. Salem, Oregon uses this method. 

C. Options Affecting Property Owners 

Business Improvement District (BID) - A BID assesses businesses or buildings in a 
specific geographic area to pay for program development or capital improvements such as 
parking. Property owners or businesses within the BID contribute money based on an 
assessment to a fund that is normally managed by a non-profit agency. Several cities in 
Oregon have formed BIDs to promote downtowns and main street districts, including 
Portland, Eugene, Gresham, and Medford. 

BIDs can be funded through a variety of sources. The most straightforward source is an 
assessment based on building value or business square footage. Commonly, the City or a non- 
profit organization can implement property management license fees that are managed. The 
costs of BIDS vary depending on the reach of the plan and the businesses that join. Typically, 
commercial BID members pay ten to fifteen cents per square foot4' 

Local Improvement District (LID) - A well-established mechanism whereby benefiting 
property owners are assessed to pay the cost of a major public improvement (including 
parking). A LID is an assessment that requires "buy-in" by property owners within a 
specifically identified boundary. LIDS usually result as a consequence of a petition process 
requiring a majority of owners to agree to an assessment for a specific purpose. LIDS are a 
common funding tool used by municipalities in Oregon. 

D. Options Affecting Developers 

Fee-in-Lieu - Usually an option given to developers to pay the local junsdiction an "in-lieu" 
fee as a way to opt out of providing parking with a new development (usually the fee-in-lieu 
option is associated with minimum parking standards). Fees-in-lieu can range from a fee 
assessed at less than the actual cost of construction, to the full cost of parking construction. 

Public / Private Development Partnerships - Public parking can be an effective tool to 
facilitate downtown development. 

Development partnerships are most likely found with mixed-use projects where parking is 
used to reduce the costs of jointly developed private offices; retail or residential use(s) andlor 
the private development can serve to defray some of the public cost in developing parking. 

40 The Li~juble Ciry: Revitalizing Urban Communities, Partners for Livable Communit~es, Washington 
D.C., 2000 



Public 1 private development can occur through a variety of arrangements including: 

(1) Public acquisition of land and sale or lease of landlair rights not needed for parking to 
accommodate supporting private use. 

(2) Private development of integrated mixed-use development with sale or leaseback of the 
public parking portion upon completion - as a turnkey project. 

(3) Responsibility for public sector involvement directly by the City, through a public 
development authority (PDA), or other special purpose entity such as a public facility 
district created for the project or downtown area. 

System Development Charges (SDC) - System development charges (SDC) are generally a 
fee charged to new development based on a "trip generation" formula for use types (i.e., 
hotel, residential, commercial). New developments are assessed the SDC based on the 
impact of new development on existing transportation system capacity. Charges are directed 
to specific projects with the intent to use funds collected to add new capacity to an area 
impacted by development. SDC fees are used in many Oregon jurisdictions for funding 
roadway capacity and signalization systems. 

E. Options Affecting the General Public 

Unlimited Tax General Obligation (UTGO) Bonds - These bonds require voter approval 
and are secured by, and usually paid from, property taxes levied upon taxable property in the 
City. These bonds may be used to develop parking facilities. Because these bonds authorize 
the City to impose an unlimited property tax to pay the bonds, they are considered the 
strongest credit of the City and lowest cost source of financing. 

Oregon statutes limit the amount of UTGO bonds that Oregon cities may have outstanding to 
three percent of the real market value of taxable property within its boundaries. However, 
this limitation does not apply to bonds issued for the "acquisition, establishment, construction 
or reconstruction of any off-street motor vehicle parking facility" (ORS 287.004(4). 

Limited Tax Bonds - These bonds are secured by the h l l  faith and credit of the City, but 
unlike UTGO bonds, do not require voter approval and do not authorize the City to levy 
additional taxes to pay debt service on the bonds. Debt service on these bonds may be paid 
from the City's general fund or from other revenues pledged by the City. Where the bonds 
are intended to be paid from non-general fund revenues (such as parking fees), the general 
fund may act as backup credit support in order to strengthen the security behind the bonds 
and reduce borrowing costs. 

Refinancing Limited Tax Bonds - Involves refinancing existing debt and pushing the 
savings from the general fund to debt coverage for a new parking facility. 

Revenue Bonds - Pledging parking fees and other designated revenue sources to the 
repayment of bonds, but without the need to pledge full faith and credit of the issuing 
authority. Revenue bonding is most appropriate where historic and projected parking 
revenues are sufficient to pay the projected debt service on the bonds with some additional 
cushion known as "debt service coverage".. Interest rates on parking revenues bonds are 
typically higher that UTGO or Limited Tax Bonds due their weaker security. 63-20 
Financing - Identified as a potential alternative to traditional GO bond, revenue bond and 
LID bond financing. 63-20 financing (after the IRS Revenue Ruling 63-20) allows a 
qualified non-profit corporation to issue tax-exempt bonds on behalf of a government. 
Financed assets must be "capital" and must be turned over free and clear to the government 
by the time that bonded indebtedness is retired. 



When a municipal~ty uses this technique to finance a public facility, it can contract for the 
services of a non-profit corporation (as the "issuer") and a builder. The issuer acts on behalf 
of the municipality, but has no real business interest in the asset being acquired. 

State and Federal Grants - In the past, a variety of state and federal grant programs have 
been applied to funding downtown parking structures. 

General Fund Contribution - During the fiscal year the City can use monies from the 
General Fund to support both operating andlor construction costs associated with parking 
development. The transfers may either take the form of a grant or an interfund loan that must 
be repaid (the terms of which vary on the purpose of the funds). 

City Sales Tax - A sales tax implemented in a specific geographic zone based on retail sales. 
Apparently, the City of Roseburg, Oregon implements such a tax. 

Use of Urban Renewal Funds to make Capital Improvements - Many Oregon cities 
operate urban renewal districts to finance projects that give the City urban renewal powers. 
Garages in Portland and Bend have been directly funded from urban renewal funds. 

6.9 MOST VIABLE OPTIONS FOR BEAVERTON 

From this review of potential parking funding options, several concluding observations are 
offered as a basis for selecting the most viable options for parking facilities that may be 
considered by the City of Beaverton: 

1. Tailor the funding program to the downtown redevelopment and policy objectives to 
be served by the proposed public parking facility. In particular, address the question 
of whether and to what degree fees from parking revenues can or should he expected 
to cover operating andlor debt service expenses. 

2. Of the two principal assessment methods available in the state of Oregon, the LID 
mechanism is generally preferred for capital development with BIA useful to 
generate funding for operations and marketing. LIDS offer improved marketability to 
investors with greater assurance of debt repayment as the bonds sold to finance the 
LIDS are typically backed by the full faith and credit of the City. Finally, LIDS offer 
the advantage of a more established precedent of successful application throughout 
the state of Oregon. (RICWDEREK: ne~ther revenue bonds nor LID bonds are 
typically subject to Oregon debt lim~ts) 

3. If funding of capital costs requires bonding, revenue bonding is typically preferred by 
a public agency because the taxing jurisdiction's debt limits are not affected. 
However, unless utilization and revenue projections (including sources such as LID) 
are strong and predictable enough to not only cover debt service and operations but 
also provide a coverage cushion, the reality is that full faith and credit backing may 
be required. 

4. Look to public-private partnerships as a means to better use public parking to 
leverage downtown redevelopment, assure utilization of the parking facility being 
developed, and offer financial savings. However, public-private partnerships require 
clear understanding of the financial feasibility and risks associated with a particular 
project as well as the public costs and benefits that can he expected. 

5. Recent legislative measures serve to strengthen the impetus for downtown 
redevelopment and create additional flexibility in implementation. However, they 
appear to offer little new in the way of add~t~onal revenue sources that can be 
dedicated to development and operation of public parking facilities. Because these 
mechanisms also are largely untested (legally and administratively), they should be 



considered as supplemental resources rather than the mainstay for securing 
financially feasible public parking developments - for at least the immediate future. 

The City of Beaverton and its stakeholders will need to review the list outlined above and 
evaluate those options most conducive to, and supportive of, the Guiding Principles and 
operating vision established for the downtown. It should be noted that, in the case of public 
parking facility development, the use of multiple funding sources represents the rule rather 
than the exception for public financing. 

6.10 WORK PROGRAM 

Although it is unlikely that parking demand within the study area will dictate the need to 
develop parking structures in the near term, the City can begin taking steps now to plan for 
that eventuality. The most immediate need is to select funding mechanisms appropriate for 
Beaverton to ensure that a revenue stream will be in place when the City is ready to construct 
a structure. In addition, since the identified opportunity sites are privately owned, the City 
should begin to consider opportunities to acquire them or similarly situated sites. Table 6-2 
outlines short-, mid-, and long term action items related to the development of parking 
structures. 

Table 6-2. Parking Structure Action Items 

Short-Term Actions Mid-Term Action Long-Term Actions 
1 Year 2 to 4 Years 5 Years and Beyond 

Evaluate parking revenue Develop and implement a Lease or acquire sites for the 
options and select package of financtng options development of parking 
mechanisms appropriate for structures 
Beaverton 
Establish a downtown parking ldentify and complete planning Complete development and 
and transportation enterprise for possible development of new open parking structures in zone 
fund as a mechanism to direct public visitor parking supply in A 
funds derived from parking zone A 
over time into a dedicated fund 

Pursue opportunities as they 
arise to acquire sites for the 
development parking structuresa 
ldentify any needed street 
Improvements and/or traffic 
enhancements 

a Prov#s#ons resullng from the  recent passage of Ballot Measure 39 may place lirn~mt~ons an the ab8llty of local governments to use 
ernlnentdomaln to acqulre private land to bulld publlc facilities that would be leased for pnvate secfot use. such ar fimtnmr retail 
tn a parking structure. It may be possible to do this  under Measure 39. but legal advbce should be sought before movlng forward 
wlth an effort to bulld future publlcly owned parking on what is currently private land(9) 

6.11 SUMMARY 

It is apparent that as Downtown Beaverton grows, so too will demand for parking. Numerous 
events and trends can work to accelerate or moderate the need for new parking supply, 
including: new development, increased per capita driving, losses of current parking supply on 
surface lots, parking and transportation demand management programs, andlor other events. 

The current parking market in downtown Beaverton suggests that a new parking structure 
will require additional sources of revenue beyond parking fees. To this end, the process for 
considering how a new parking facility will eventually be developed in the downtown needs 
to be initiated if the downtown is to be prepared to meet future demand and support existing 
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business' continued growth. Similarly, a "package" of fund~ng options will need to be 
developed and implemented. This process is recommended as a near to mid-term strategy in 
the overall parking management plan for the downtown. 



Beavrriun Do~mluivn I'arking Solutions 
C ~ t y  of Heaverton 

7. PARKING MANAGEMENT STRATEGIES 

I. PARKING MANAGEMENT PLAN 

Different segments of the downtown have different economic uses and represent different 
points of access into the downtown. The Guiding Principles developed through the parking 
study process emphasize that the central core of downtown is an 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 levelsltypes of desired economic activity. 

1. Parking Management Zones 

The desired uses in a particular area of downtown should drive the decision making for the 
type of parking required.4' 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 Beaverton and 
its downtown. 

Figures 7-1 and 7-1A show two recommended parking management zones for downtown 
Beaverton, one for the core zone and one for the area surrounding the core, the "emerging 
core" zone. These zones were derived from the stakeholder outreach process and informed 
through work and analysis completed in the data collection and inventory elements of the 
scope of work. These two zones are described below as parking management Zones A and B. 

In short, Zones A and B represent "economic activity zones" in the downtown that are both 
reflective of existing land uses, in addition to being 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 uses and users identified for that 
zone. As the shape and character of development in the downtown evolve, so too must the 
zones that help guide their management. Over time, management zones should be refined 
and redrawn to reflect the characteristics of development and uses appropriate to each zone. 

Each recommended zone is summarized and its primary purpose and priority outlined below 

41 It is also important to assure that parking in specific zones is managed to be consistent and 
supportive of current uses, as well as to anticipate new uses as called out in adopted planning and 
vision plans. 



Figure 7-1. Recommended "Core" Parking Management Zone (Zone A) 



Figure 7-1A. Recommended "Emerging Core" Parking Management Zone (Zone B) 

2. Operating Principles 

Operating principles define the purpose and priority for parking in each of the parking 
management zones. Operating principles complement and reinforce the Guiding Principles 
established for the downtown. Within the context of the operating principles for each zone is 
a specific implementation framework through which decision making for that zone can occur. 
Operating principles are intended to provide an on-going basis for decision-making and, 
therefore, will guide strategy implementation over the course of years. 

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 will work with 
stakeholders on ways to work toward reasonably attainable priorities as 
outlined in the Plan. This will facilitate strategies that support the purpose and 
priority for parking established in the Operating Principles. 

Operating principles and an implementation framework have been developed for each 
parking management zone. It is important to recomize that the orinci~les and framework for 
each zone are intended to serve as neutral reference uoints from which parking decision 



making and strategy implementation are based over time. As 85 percent occupancy triggers42 
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 is intended to be the area that attracts the highest density of use 
and trip generation, and will have a high concentration of retail, restaurant, and entertainment 
opportunities. 

1. Operating Principles (Zone A) 

The urimarv Duruose of parking in Zone A is to serve uatron and other short-term visitor 
&and support desired economic uses in the zone." 

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

Parking for short-term users is the priority for publicly owned on-street and off-street 
spaces in Zone A. 

Employees will not be allowed to park on-street in Zone A 

Over time and as demand increases, employees should be discouraged from parking 
in publicly owned off-street facilities in Zone A, thereby preserving these resources 
for patrons. 

Parking will be provided to ensure safe, 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) 

Off-street pricing in publicly owned facilities, particularly for employees, will be 
reflective of actual occupancies in public facilities. Higher occupancies will result in 
higher monthly parking costs. Underutilized facilities will charge lower monthly 
rates. 

On-street pricing (if necessary) will be reflective of actual occupancies in the zone. 

2. Implementation Framework (Zone A) 

A. All on-street parking will be 2-hour parking based on the following principles: 

1. The 2-hour time stay allows adequate customer, visitor and client access to the retail 
core based on actual usage data derived for the Beaverton downtown. 

42 With~n the parlung industry, it is assumed that when an inventory of parking shows more than 85 
percent occupancy in the peak hour, the supply becomes constrained and may not provide full and 
convenient access to its intended user. 

43 A "patron trip" is detined as any trip to the downtown with a durdtion of less than four hours. Patrons, then, 
include retad shoppers, vis~tors, vendors, event goers, clients of public and commercial office and guests of 
residential units. 



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

3. A specific time stay allowance creates an integrated system between on and off-street 
resources, encouragingldirecting longer term visits into off-street facilities or another 
parking zone. 

4. Exceptions to 2-hour time stays are appropriate only for very specific business types 
(see E, below) and strategically managed loading and delivery needs. 

B. The overall 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 publicly owned parking facilities in Zone A will 
be stays of less than 4 hours to accommodate customers, visitors and clients. These 
facilities are intended to provide for a reasonably longer time stay than allowed on-street. 
In the long term, employee parking in public core lotsigarages is to be discouraged and 
will be managed using the 85% optimum occupancy standard. Over time, employee 
parking in publicly owned off-street facilities should be directed to private facilities 
within the zone, public facilities outside the zone or in satelliteiremote parking areas, or 
to alternative modes of access (transit, bikeiwalk, ridesharing). It may take a number of 
years to reach this point. 

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/or off-street ~ a r k i n a  in Zone A exceeds 85 percent and turnover meets desired 
rates, the Citv 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 
minimizeieliminate abuse (i.e., exceeding time stay, moving to evade). 

Transition overall mix of parking time stay allowances to a higher percentage of 2- 
hour stalls to increase patron turnover and encourage use of off-street locations for 
stays of longer duration. 

Expand the boundaries of Zone A outward into Zone B to capture additional on-street 
parking opportunities at stays of 2 hours. 

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

Evaluate potential areas where on-street parking can be added or increased (i.e., 
additional angled parking). 

Transition employee parking in Zone A public lotsigarages (that exceed 85%) to 
underutilized garagesllots in the zone or into other parking zones or remote locations. 
This can be accomplished through manipulation of rates andlor attrition and/or 
elimination of monthly permits issued for long-term parking in facilities exceeding 
85%. 

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

Pursue implementation of valet programs (e.g., in partnership with restaurants) to 
enhance customerlvisitor access by shuttling cars to areas with available capacity. 
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Initiate and/or increase rates for off-street parking (hourly, daily, and monthly rates) 
to create greater efficiency in actual rate of turnover, provide incentive to use other 
modes, and create a potential revenue source for new supply. 

Convert some or all signed time limits (on-street) to metered time limits to create 
greater efficiency in actual rate of turnover and to create a potential revenue source 
for new supply. Initially, areas for metering could be "nodal based," representing 
"sub-zones" where occupancies are significantly in excess of 85%. 

Increase non-SOV use above status quo levels (i.e., transit service and fare programs, 
ridesharing, bikeiwalk, programs for shuttles, etc.). 

Create new publlc supply in Zone A 

E. The City will establish policy guidelines for exceptions to the on-street short-term 
parking requirements in Zone A. Exceptions would be evaluatedlgranted through an 
application process through which businesses would make specific requests to the City 
for time stays less than 2 hours. 

Handicappeddisabled access (above ADA required) 

1) 15 - 30 minute zones 

2) Specific criteria for approval (i.e., by specific business type) 

3) Specific locations (i.e., end of block versus mid block) 

4) Number per geographic area (i.e., shared by users in a particular area) 

Loading zones 

1)  Maximum number per block face(s) 

2) Limitation on number per geographic area (e.g., no more than two for every three 
continuous block faces) 

3) Evaluation of opportunities for shared loading and customer parking 

ZONE B - Emerging Core Zone 

Zone B, the emerging core zone, includes a mix of development types, with a relatively 
higher proportion of office, civic, and professional services (i.e., City Hall area). Expansions 
of the economic land use characteristics of Zone A are expected and desired to occur in Zone 
B. 

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 nnmet 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 
and/or long-term parklng. 



Over time, on-street parking will reflect a balanced mix of short and long-term stay 
opportunities. All on-street long-term parking may eventually require transition into 
off-street supply. This may take several years. 

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). 

2. Implementation Framework (Zone B) 

A. The majority of on-street parking will be 3-hour parking, with an appropriate mix of 
longer-term parking based on capacity considerations (i.e., 85% Rule). This is based on 
the following principles: 

1. This mix of parking is conducive to both customers and employees and longer term 
visitor parking for the downtown. 

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. The issuance of on-street employee parking permits will he allowed until such time 
as the 85% occupancy standard is routinely exceeded, requiring transition of such 
parking into off-street locations. 

B. In the long-term, the overall 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 he transitioned to off-street locations within the Zone B and 
immediately adjacent to it. This may take several years to accomplish based on the low 
level of current (2006) parking demand. 

C. The priority for off-street parking in Zone B will be mixed-use parking to accommodate 
the full range of users, including employees, customers, visitors and clients. These 
facilities are intended to provide for a range of time stay opportunities. 

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 this zone exceeds 85 percent 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 
minimizeleliminate abuse (i.e., exceeding time stay, moving to evade). 

Increase mix of on-street short-term (2-hour) time stays to increase turnover 

Transition block faces adjacent to Zone A from longer-term parking (on-street) to 2- 
hour parking, thereby expanding Zone A. 

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." This would be accomplished through 
reductionlelimination or pricing of monthly permits issued for parking in on-street 
locations. 
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Increase non-SOV use by employees (i.e., programs for shuttles, transit, rideshanng). 

Metertcharge 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 on-street short-term 
parking requirements in Zone B. Exceptions would be evaluatedlgranted through an 
application process through which businesses would make specific requests to the City 
for handicappedldisabled access (above ADA required), quick stop parking, and loading 
zone access. 

1. Handicappedldisabled 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. 

II. AMENDMENTS AND ACTIONS 

As a result of the data inventory process and continuing discussions with the City and 
stakeholders, specific parking management strategies have been identified and are 
recommended for implementation. Recommendations for changes in current policylcode and 
several near-term strategies will optimize the efficiency of the existing parking inventory in 
downtown Beaverton. Additional mid- and longer-term strategies are also recommended for 
consideration. 

Mid- and long-term strategies should be incorporated into a process through which such 
strategies are evaluated within the context of operating principles and zone-based 
implementation frameworks. Nonetheless, it is believed that all the strategies recommended 
in this report would assist the City to more effectively manage its parking supply. 

These recommendations are organized as follows: 

Policy Level Actions 

Recommended Parking Management Strategies: Near-, Mid- and Long-Term 

A. POLICY LEVEL ACTIONS (Immediate Implementation) 

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. Application of the 85 percent occupancy standard as the 
threshold for decision-making becomes the unifying monitoring device connecting these 
various policy elements. Formalizing the policy recommendations assures that the life of the 
parking management plan extends beyond the first round of strategy implementation. As 



such, it is recommended that the Policy Recommendations be adopted immediately by the 
City of Beaverton. 

1. Assign the responsibilities of a "Parking ManagerICoordinator" for the City of 
Beaverton. 

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 parking program associated with Zones 
A and B. This person will also he responsible for transitioning strategies developed as a 
part of the 2006 study for downtown to other emerging commercial areas adjacent to the 
downtown. 

Ideally, this person would staff a representative stakeholder group (see 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 Manager would also be charged with refining and shepherding 
the policy recommendations outlined in A. 2. - 9. below through the appropriate City 
processes. 

The City "process" for approving this type of service addition should be completed 
immediately to facilitate near-term hiring or restructuring of an existing position. 

2. Establish a n  advisory role for 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 Manager in the review and on-going 
implementation of the Parking Management Plan. If the Traffic Commission were 
provided new members who represented the downtown, this could be a subcommittee 
thereof. 

The stakeholder advisory process will (a) assist the Parking Manager in the 
implementation of the parking management plan; (b) review parking issues over time; 
and (c) advise City Council on strategy implementation based on the Guiding Principles 
for parking management and Operating Principles for each management zone. 

3. Adopt policies and rules to guide parking management. 

a. Codify Guiding Principles for Parking Management as elements of City code. 

The Guiding Principles provide a framework for managing parking and decision 
making in the downtown over time. "Codifying" the Guiding Principles by 
incorporating them into the Comprehensive Plan will serve to inform future 
management decision making as well as development of future public facilities. 
Incorporating these principles into City code and policy assures the intent and 
purpose for parking management, established through consensus in this study, is 
carried out over time. 

b. Establish "Parking Management Zones" based on desired economic uses and 
user types. 

Different segments of the downtown have different economic uses and represent 
different points of access into the downtown. The heart of downtown should 
represent the area in which the highest density of economic activity and access is 
intended to occur. Parking should be seen as a management tool that supports 



specific economic uses. The desired economic activity in a particular area of 
downtown should guide the decision making for the type of parking requ~red. 

It is recommended that Beaverton establish two separate parking management zones 
(within the study zone), each having specific operational priorities. 

c. Adopt "Operating Principles" and an implementation framework that defines 
the priority purposeluse for parking in each parking management zone. Adopt 
the principles and framework as City Code elements. 

The recommended Parking Management Zones should be established and the 
Operating Principles described in Section I, above, should be used to guide the City, 
Parking Manager and Parking Advisory Committee in evaluating and managing the 
day-to-day dynamics of parking activity. Operating principles are established to 
describe the primary purposes for parking within each parking management zone and 
to complement and reinforce the Guiding Principles established for the downtown. 

d. Adopt the 85% Rule to facilitateldirect 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 shows more than 85 percent 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 percent 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 percent to assure intended uses are conveniently 
accommodated. These parking management strategies are outlined within the 
operating principles and implementation framework established for each zone (as 
described and supported in c., above). 

The parking inventory for Beaverton revealed that existing peak hour occupancies in 
all zones are generally operating at less than 85 percent at the time of the 2006 study. 
Having the 85% Rule in effect will assure that a process for evaluating and 
responding to future parking activity in the downtown is in place. 

4. Eliminate minimum parking requirements for all commercial parking development 
within Zones A and B. 

Data from the 2006 parking inventory indicated that parking is currently being supplied 
at a rate far greater than actual demand. Similarly, Beaverton's existing code requires a 
range of different parking minimums for different uses, even though data suggests that 
demand is fairly consistent for mixed uses within the study zone. For Beaverton, this 
resulted in an average built supply of 4.01 parking stalls per 1,000 square feet of 
commerciallretail developed versus an actual demand of 1.85 parking stalls per 1,000 
square feet. The result has been oversupply and a proliferation of surface parking. 
Elimination of minimum parking requirements should result in (a) less parking being 
built over time, allowing the market to determine an appropriate level of parking for new 
development, (b) more efficient use of existing supplies of parking, and (c) better 
coordination and synergy with alternative modes of access. 

5. Require a 0.75 stall per unit minimum parking standard for residential 
development within Zones A & B. 

As the City moves to encourage more residentla1 development within what is now the 
commercial zone, competition for on-street parking will create conflicts between 
customers and residents. Residential units without parking located within commercial 



zones increase pressure for implementation of on-street residential permit programs. Per 
the operating principles for Zones A and B, on-street parking is ultimately prioritized for 
short-term stays targeted to customers, visitors and clientlvendor access. To assure this 
priority, residential development will need to provide a minimum level of parking to 
mitigate conflicts on-street in the commercial zones. 

6. Establish a parking fee-in-lieu program to accommodate developments that cannot 
incorporate parking into development sites (i.e., for reasons of site size, geometries, 
etc.). 

Fees-in-lieu provide developers an option should site constraints make parking 
prohibitive to a project or if a developer chooses not to build the minimum level of 
required parking. It is recommended that fees-in-lieu would be paid by the developer to 
the City at a rate of not less than one-half the value of a structured parking stall. The 
funds generated from a fee-in-lieu program would be allocated to a dedicated parking 
enterprise fund for development of future public parking facilities (see 8., below). It is 
likely that fee-in-lieu funds would need to be coupled with other funds (i.e., future 
parking meter revenue, monthly permit revenue andlor urban renewal funds) to fully fund 
future parking in strategic locations within the downtown. 

7. Establish a Downtown Parking and Transportation Enterprise Fund as a 
mechanism to direct funds derived from parking over time 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 future parking-related revenue, or 
with net new revenues generated as a result of implementation of this plan. The 
Downtown Parking Fund should be dedicated to (not in priority order at this time): 

a) Debt service 

b) Parking operations (on-streetloff-streetlenforcement) 

c) Garage maintenance 

d) Marketing and communications 

e) Transportation Demand Management programs 

f) New supply 

It is recommended that such a fund be established as soon as feasible to ensure that net 
new revenues are captured within the fund. 

8. Evaluate additional funding sources for future parking development and parking 
system management. 

The fiscal challenges of parking, transportation, and economic development in a 
downtown are common to many communities across the country. Rapid changes in 
development patterns over the past thirty years have resulted in significant changes to the 
urban landscape, and many downtowns have had to re-examine services they provide and 
the revenue sources used to fund them. In most instances, communities use a combination 
of funding sources to cover transportation capacity needs. It is believed that some 
combination of revenue sources will be necessary to assure the feasibility of future 
structured parking in the downtown, particularly funding associated with a publicly 
owned facility. A single revenue source is unlikely to cover the cost of parking 
development. 



Similarly, many of the recommendations for improvement outlined in strategies below 
will require revenue sources beyond those generated exclusively from the parking system 
(see Section B., Strategies 1 ., 2., 7., 12., 13., 15., 20., 23., and 24., below). 

It is recommended that the Parking Manager and Parking Adv~sory Committee evaluate a 
range of public and business based fees to supplement public funding for the 
development of new parking supply and other access improvements within the parking 
system. 

B. IMPLEMENTATION STRATEGIES 

Based on the recently completed capacity and usage survey of the parking inventory, a 
number of parking strategies are recommended for near-term implementation. These 
strategies will assist the City to optimize the use and accessibility of existing parking in 
downtown Beaverton. 

A number of mid and longer-tern recommendations have been developed as well, some of 
which target the development of new parking supply. The consultant team believes all of the 
recommendations presented in the report are consistent with the Guiding Principles and 
Operating Principles for parking in Beaverton. Nonetheless, the mid- and long-term 
recommendations should be reviewed and forwarded for implementation through the Parking 
Manager and Parking Advisory Committee process recommended above. 

Near-Term Implementation - (by January 2008) 

The following strategies are recommended for near-term implementation. 

1. Appoint a Downtown Parking Manager. 

Upon approval of a budget and service package by the City Council, the City should 
move forward with the appointment or hiring of a downtown parking manager. This 
could be done as a new hire or through restructuring of an existing City position. In the 
early going, the position could very well be par-time (therefore, restructuring of an 
existing FTE). 

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

2. Initiate Parking Advisory process. 

Once the Parking Manager 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. 

3. Eliminate all 1-hour, Chour and No Limit on street parking in Zone A and create a 
uniform on-street time stay of 2 hours within this zone. 

Currently, on-street parking in Zone A is comprised of a mix of I-hour, 2-hour, 4-hour 
and No Limit parking. For pulposes of convenience, it will be important to establish 
Zone A as a "customer first" parking zone. This will be best be accomplished by 
standardizing all on-street parking within the zone. A uniform on street time stay 



allowance of 2 hours will accommodate customer demand and better communicate and 
encourage the use of Zone B or off-street parking to visitors/customers and employees in 
need of a longer duration stay. 

4. Standardize on-street parking in Zone B to 3-hour parking "or by permit" to create 
longer-term stay options for customers and an all day option for employees andlor 
residents in need of all day parking. 

Standardizing time stays in Zone B will create a more simplified and understandable 
environment for customers visiting downtown. However, allowing on-street permit 
parking in this zone recognizes the very low demand for parking that currently exists 
within the 2006 study zone (i.e., peak occupancies of less than 45%). 

5. Transition all employee on-street parking permits now issued in Zone A to on-street 
locations in Zone B or  off-street locations in Zone A or  B. 

To assure that on-street parking in the Core Zone is available to customers and patrons, 
employee on-street permit parking in the Core Zone will be prohibited. 

6. Eliminate all time restrictions in existingcity-owned off-street facilities to 
encourage greater use of public parking lots. The City should also treat these sites 
as future parking garage development sites. 

Given that occupancies in City-owned parking lots are less than 30%, there is no need at 
this time to control time stays. It is recommended that these lots be (a) better identified 
through signage andlor "branding" and (b) offered as a convenient long-term, all day or 
monthly parking option. As demand for on-street parking grows, this would render these 
facilities more attractive to users requiring longer term stay options. The City should also 
look at these sites as potential parking garage opportunity sites in the future. Given city 
ownership and control, the ability to build future structured parking on these sites may be 
more feasible than other options and/or privately controlled sites. 

7. Initiate a new and comprehensive outreach program to all businesses within the 
study zone that communicates the parameters of the City's permit program and 
access to publicly owned off-street lots. 

A survey of businesses conducted as a part of the 2006 parking study indicated that 65% 
of downtown businesses were not aware of the City's parking permit program. Given the 
changes recommended in B. 3. - 6. above, a new outreach strategy and communications 
plan would facilitate more understanding of the options available to businesses and their 
employees as well as provide a means to educate businesses on changes to the parking 
program. 

8. Develop incentives that encourage private sector-led strategies to reduce demand 
for long-term parking, and make available private parking resources for short-term 
public customer and other desired uses. 

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 and the limited land available for development, it 
will be important and useful for the City to encourage the development of publicly 
available parking and transportation demand management (TDM) programs and 
infrastructure 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. 

Given the overall priority of customerlpatron parking in City-owned 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 customerivisitor demand are minimized. 

The first step to creating a "toolbox" of incentives 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. 
Initiation of those incentives would occur as a mid-term implementation strategy as 
described in recommendation 13. below. 

9. Establish commuter mode split targets for employee access in Zones A and B. 

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). The Guiding Principles for parking management in Beaverton call for a 
greater percentage of downtown employees to move into alternative modes of 
transportation. Quantifying the desired transition of commuters from an established 
status quo baseline to a desired target will (a) give policy support to the Guiding 
Principles, (b) inform and facilitate parking strategies, and (c) provide a standard of 
measurement that can be evaluated in the future.44 

Currently, about 80% of all commuter trips to the Beaverton Regional Center are by 
single occupant vehicle ( s o v ) , ~  with 20% of commuter trips amving by either transit, 
hikeiwalk or carpoolirideshare modes. Metro's 2002 Regional Transportation Demand 
Management Program Evaluation Report (April 10, 2003) targets a non-SOV mode split 
of about 40% by 2020. This would reduce SOV commute trips from 80% to 60% over 
the next 13 years. 

It is recommended that the City of Beaverton, through discussions and review with the 
Parking Advisory Committee, formally incorporate mode split targets for all modes (i.e., 
SOV, transit, bike, walk, and rideshare) into its parking management policy. This would 
require: 

M This recommendation is directed at the area boundary covered by the 2006 Parking Solutions Study. 
The discussion of commuter mode split targets for areas outside the study zone may be useful as 
parking management in Beaverton expands over tlme. 

"As per the 2002 Regional Transportation Demand Management Program Evaluation Report: Volume 
1 (Metro: April 10, 2003), businesses required to complete the State of Oregon's Employee Commute 
Opt~ons survey reported a commuter single occupant vehicle (SOV) trip rate of 77.5% (see page 39 of 
the Metro report). Rick Williams Consulting conducted a survey of all businesses within the 
Beaverton Parking Study zone and derived a commuter SOV rate of 82% (Rick Williams Consulting: 
Tech Memo A, August 22,2006). 



a. A reaffirnation/revision of the Metro targets already established. 

b. Establishment of more specific non-SOV targets by mode. In other words, current 
targets are simply SOV versus non-SOV. The PAC may want to set specific targets 
for transit, bike, walk and rideshare. 

The purpose of this strategy would be to clearly establish a logical link between mode 
split targets and actual parking maximums as discussed in mid-tern recommendation 14., 
below. Over time, Beaverton's maximum parking ratios should be logically correlated to 
the mode split targets established for the regional center. 

10. Conduct a capacity study during the Saturday Farmers Market. 

During the public involvement process, stakeholders identified a need to better 
understand the parking conditions and their impacts on Saturdays. Using a similar 
methodology to that of this project, the City should complete a capacity analysis. On- 
street and off-street occupancies should be assessed as well as stakeholder interviews 
with small business owners in the affected area. The City should look to Metro for 
possible assistance in conducting and funding this analysis. 

11. Develop and install a signage package of uniform design, logo, and color at publicly 
available off-street locations. 

Creating a uniform signage package that incorporates a unique logo and color scheme for 
public 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. 

c. "Brand" each off-street public facility open to public access with the established 
"logo" package. 

d. Investigate the purchase and installation of such signage for private owners as part of 
shared use parking agreements (see recommendation 16., below). 

12. Strategically place new and unique wayfinding 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 direct customers to 
specific facilities. This will be of greatest importance at primary portals into the 
downtown, at major traffic intersections, and at primaly 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. 

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. 

Mid-Term Implementation - (by October 2009) 

The following strategies are recommended for mid-term implementation 



13. Examine and develop a strategy plan that would improve bicycle and pedestrian 
connections between transit and light rail stations and downtown destinations. 

The SAC recommends that a strategic action be developed that assesses and recommends 
improvements to make connections between transit stops and major downtown 
destinations more convenient, safe, and recognizable. This could include a range of 
improvements, from pathway infrastructure to attractive and informative signage. 

14. Implement a package of incentives for the private development of publicly available 
parking supply and TDM options in the downtown. 

It is recommended that the City create and implement a package of incentives that would 
be made available to private developers that allow for or add publicly available parking 
into downtown development projects. Similar incentives would be created for privately 
initiated Transportation Demand Management programs. The package of incentives 
would follow adoption of a parking incentive policy described in B.8., above. 

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 

Property tax abatements 

15. Recommend to the City Council the commuter modes split targets developed in 9., 
above, for adoption as a policy element of the Beaverton transportation and parking 
management plan. 

The City would adopt as policy goals commuter mode split targets for access in the 
downtown. These goals should be incorporated into Chapter 6 of the Comprehensive 
Plan. These targets are intended to create a direct link between actual parking 
management strategies (particularly parking maximums) and adopted targets for access to 
the Beaverton Regional Center. These targets also support the overall Guiding Principles 
for multi-modal access into downtown and support the parking management goal of 
transitioning greater percentages of downtown employees into alternative modes of 
access as a means to more efficiently and cost-effectively manage the parking supply. 
The City would have developed these goals with the Parking Advisory Committee as 
described in B.9., above. 

16. Initiate discussions with downtown businesses to develop a "Customer First" 
partnership among downtown businesses. 

"Customer First" partnerships are in place in other cities, whereby downtown businesses 
develop and sign a downtown partnership agreement that pledges that their business will 
actively promote short-term parking priorities in the downtown and aggressively work 

46 Revenue agreements are lease agreements whereby the City agrees to a guaranteed lease for spaces 
at a negotiated rate per stall. 

Apnl2007 1 277-2395-053 



Beo>,rrton ihuntonn forking Sohrllonr 
rrty of Beaverton 

with their employees to either park off-street or take alternative transportation modes to 
work. "Customer First" prob~ams are generally initiated in response to the adoption of a 
parking management plan and monitored through a downtown business association. 
Discussions with business community stakeholders can begin with the Parking Advisory 
Comm~ttee. 

17. Partner with the business community to develop a marketing and communication 
system for access in Beaverton. The marketing/commuuication system could 
include (but not be limited to): branding, maps, validation program(s), TDM 
alternatives, and valet parking. 

A successful parking system will require on-going marketing and communication. The 
foundation for a marketing and communication program is the signage and wayfinding 
package recommended in this report. Support of this system can be facilitated through 
informational maps and brochures about Beaverton and its parking system distributed 
through Business Association, 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 Beaverton. The marketingicommunication system would include 
(but not be limited to): 

1. Branding. As discussed in Section IL, B., 7. and 1 I., above, all marketing and 
communications related to the City parking system would occur under a unique 
and distinct brand that identifies the City facilities and communicates value, 
convenience, and affordability. 

2. Maps. Develop maps that visually represent the parking zones (i.e., blue zone 
Core - is customer parking, green zone is long-term parking), and identify the 
location of visitor versus employee facilities. 

3. Validation program. Evaluate the feasibility of retail validation systems if, and 
when, the City moves to pricing parking. 

4. TDM alternatives. Incorporate alternative mode options (i.e., shuttles, transit, and 
bicycle) into parking communications materials. 

18. Negotiate shared use and/or lease agreements with owners of strategically placed 
private surface lots and parking structures to provide for an interim supply of 
parking where needed. 

One hundred twenty six private parking facilities were inventoried during the data 
survey. These lots are located throughout the study zone and are significantly 
undemtilized, even during peak times (i.e., less than 45 percent occupied). These lots 
comprise approximately 2,000 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 of these stalls as are available in the peak hour for more active 
management will provide a relatively low cost and effective near- to mid-term strategy 
for mitigating existing access constraints during peak demand periods. 

It is recommended that the City: 



a. Initlate an effort to work with owners of private lots to enter into shared use 
agreements to allow underutilized parking to be made available to customerivisitor or 
employee uses (as appropriate). 

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

19. Evaluate a reduction in current maximum parking ratios for new development in 
the downtown, to assure that access impacts of new development are meaningfully 
addressed. Also, parking maximums should be more directly correlated to 
commuter mode split targets developedladopted in B. 9. and 15., above. 

Data from the parking study indicates that current demand generated by land uses in the 
downtown is in the range of 1.85 stalls per 1,000 SF of commercial floor area. Maximum 
ratios in place at this time range from 3.4 to 10 stalls per 1,000 SF for many uses. Per 
strategies B. 9. and 15. above, the Parking Manager and Parking Advisory Committee 
will evaluate and recommend new parking maximums for development downtown. 
These new maximums will be presented to City Council for adoption based on the need 
to directly correlate parking maximums to actual mode split goals for all modes of access 
(i.e., SOV, transit, bike, walk, and rideshare). The purpose of this strategy is to assure 
that parking development allowances (i.e., maximums) support investment and 
development of alternative mode infrastructure. 

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

Coupled with B. 14. and 16., above, private sector businesses should be encouraged to 
provide incentives and subsidies to their employees that result in meaningful changes in 
employee commute choices. Transit pass subsidies, bike and carpool incentives, and 
employee trip planning services should all be evaluated by businesses as a contribution 
toward maximizing the overall supply of parking for customer access. The Parking 
Manager and Parking Advisory Committee can assist in facilitating development of such 
programs and partnerships with downtown businesses. 

21. Identify and complete planning for possible development of new public visitor 
parking supply in Zone A. 

A strategically located public parking facility in Zone A would assure continued access 
opportunities for customers and visitors in the future, particularly as on-street parking 
supply is maximized. To assure continued short-term parking access that supports vital 
retail growth, the City may need to develop a centralized facility to support customer 
access. 

The purpose of this effort would be to have all components necessary to support initiation 
of development of a centralized public parking facility in place so that construction could 
begin in the event that customer demand exceeds available supply. This would likely 
involve identification of a potential opportunity site(s) [see Chapter 6 of this study] and 
acquisition of such site(s). 

It is recommended that the City, with the Parking Manager and Parking Advisory 
Committee, initiate an evaluation (both financial and feasibility) of the location and costs 
necessary to support a City-owned short-term visitor parking facility. 

Long-Term Implementation - (three years and beyond) 

The following strategies are recommended for long-term implementation. 



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

The recently completed analysis of Beaverton's parking inventory provides excellent 
information on parking utilization, turnover, duration of stay, and peak hour capacity. 

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 Beaverton 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 andlor more 
aggressive levels of parking management as called for in the Operating Principles for 
parking management zones. 

It is recommended that: 

a. A parking inventory analysis is conducted at least every three years. Information 
from these updates would be forwarded to the Parking Manager and the Parking 
Stakeholders Advisory Committee for review, evaluation and strategy 
implementation. 

b. The City explore technology options that are available that would allow enforcement 
personnel to gather inventory data on a more frequent and/or targeted basis. 

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 Zone A andlor B based on the 
85% Rule. 

The strategies outlined in Section B. above will create changes in access dynamics 
downtown. If, after nearly three years of growth, parking occupancies in Zone A and/or 
B continue to exceed 85% in the peak hour, move to meter the Zone(s). If metering is 
pursued, it is recommended that on-street pay stations be considered rather than single 
head meters. 

The operating principles developed for each parking zone contain options for the 
implementation of parking pricing. 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 Manager 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 of major 
decision and management guidelines should pricing become necessary as a means to 
maximize and facilitate access capacity. 

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

As the 85% Rule triggers additional and more aggressive management of the supply, 
Beaverton 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 management 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 pric~ng, Beaverton 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 Beaverton'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 attractisewe appropriate uses 

3. Long-term, dailylmonthly rates balanced by the 85% Rule 

4. Rate manipulation triggered by the 85% Rule 

5.  Rate manipulation generally at the long-term end to facilitate transition of long- 
term parkers to appropriate parking locations within the downtown 

24. Implement Parking Revenue Strategies 

Given Beaverton's size and its estimated growth, it is not anticipated or suggested that 
the City of Beaverton move to parking pricing for customer access in the near-term. 
Nonetheless, as new capacity for parking and transportation access (i.e., garages, transit 
programs, etc.) are considered in the context of a 3 to 7 year plan, the issue of pricing and 
new revenue sources needs to be incorporated into the City's parking management plan. 
The decision to move to parking pricing and new revenue sources would be facilitated by 
the parking pricing and funding strategies developed by the City (see B. 23., above), with 
input from the Parking Manager and Parking Advisory Committee. 

25. Leaselacquire strategically located land parcels for use as future public off-street 
parking locations. This strategy would only be implemented if "strategic" parcels 
are not already in public ownership/control. 

The City would lease or acquire strategically located land parcels in Zone A for future 
parking use. Strategically locating future parking sites allows the City to use such sites as 
(a) interim surface parking locations (until desired development would transition the sites 
to commercial/retail) andlor (b) future parking structure locations. 

26. Complete development and open new supply in Zone A. 

Completion of site identification, planning, outreach and funding efforts described in 21. 
and 25. ,  above, would be finalized and the project completed and opened to the public. 

27. Consider street improvement projects incorporating new andlor angle parking. 

There are opportunities in the downtown for angle parking to increase the number of on- 
street stalls. Where other reasons trigger street improvement projects, or when the on- 
street occupancies exceed 85%, the City should complete preliminary designs based upon 
the angle-parking recommendations in Chapter 4 andlor seek to add parallel parking as 
appropriate. 



Ill. SUMMARY 

The City of Beaverton is striving to promote growth that fits into the future vision of 
downtown. A strong parking management plan is one tool that can assist the City in attaining 
its vision. 

A strong parking management plan: 

Defines the intended use and purpose of the parking system 

Manages the supply. 

Enforces parking policies 

Monitors use and responds to changes in demand 

Maintains the intended function of and priorities for the overall system 

This plan has been developed to support the guiding principles and operating principles for 
parking and access in the downtown. As such, the plan and its strategies reflect the 
fundamental values and objectives stakeholders have for downtown Beaverton. 

The parking management strategies were developed to optimize the use of existing parking 
resources in downtown Beaverton and to realistically prepare for future new supply. These 
strategies include policy recommendations, near-term management recommendations, and 
on-going (mid- and long-term) management recommendations. 

The strategies are presented in a logical sequence of activities and decision-making that build 
upon each other. The parking management plan presented in this report will support on- 
going and sustainable economic vitality for Beaverton by assuring access for customers and 
visitors to downtown and strategies that effectively respond to changes in demand over time. 

As with any parking management program, the success of the plan is dependent upon its 
adoption into City policy. Parking management is an on-going process that requires the 
commitment of time, resources and publiciprivate effort. The plan and its associated policies 
and strategies need formal endorsement by the City Council to assure implementation and on- 
going management of the parking system. 
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Downtown Beaverton Parking Inventory Analysis 

Data Collection - Results 

Methodology 

The City of Beaverton recently collected parking utilization data in order to evaluate parking 
conditions within a specific study area of the downtown. On Tuesday, September 19, 2006, from 
9:00 a.m. to 6:00 p.m., all on-street parking spaces were surveyed hourly to determine its 
utilization. Every public off-street facility (4 lots) was surveyed, along with all private off-street 
parking lots within the study area (1 26 total).' A total of 3.1 07 on- and off-street parking stalls 
were surveyed. 

Results - Highlights 

On-Street 990 on-street spaces were surveyed. 

Noon - 1:00 PM: Peak hour for on-street parking 

Average duration of stay throughout entire study area: 
2-hours/24 minutes. 

Turnover is below optimum. Turnover rate i s  4.1 6 turns 
per day. Minimum desired rate would be 5.0. 

Peak hour occupancy: 40.7% 

One-hour stalls are ineffective, with average duration of 
stay of 1.5 hours. 

Employees are allowed to park in 2-hour stalls with 
permits, which will create conflicts between customers 
and employees as parking demand grows over time. 

There i s  abundant on-street parking availability 
throughout the study zone (587 empty stalls at the peak 
hour). 

Occupancies do not vary significantly in more 
concentrated "nodes" within the study area. 

Violations of time stay average 14.8%, which is a high 
percentage for a downtown area. However, violations 
of time stay are not adversely impacting access to 
parking stalls. 

1 The Library parklng lots were not considered public parking for this study because the parking was built 
as a requirement of the bullding of the library As a result these stalls were evaluated in the contert of the 
overall supply of private parking in the downtown 
Downtown Beaverton Parking Inventory Analysis -1- Rick Williams Consulting 
Data Collection - Results Parametrix 



Off-Street 2,l 17 off-street spaces were surveyed on 4 public and 
126 private lots. 

l:00 - 2:00 PM: Peak hour for off-street parking 

Peak hour occupancy: 44.4% 

There i s  substantial unused capacity in the off-street 
parking system (1,176 empty stalls at the peak hour). 

The mojority of available off-street parking is  in private 
facilities. 

Demand The ratio of total parking to total commerciol land uses i s  
4.01 stalls per 1,000 SF 

The actual demand for parking based on peak 
occupancies and occupied building area is 1.85 stalls 
per 1,000 SF 

Parking i s  being provided at a rate that significantly 
exceeds demand. 

Possible Management Strategies 

On-Street Replace I -hour on-street parking stalls with 2-hour stalls. 

Transfer existing employee permit parking that is now in 
2-hour stalls to No-Limit stalls on-street or into off-street 
facilities. 

Replace existing No-Limit stalls that are adiacent to off- 
street facilities with 2-hour parking. 

Transition No-Limit stalls to 2-hour stalls when on-street 
occupancies approach 85%. 

Off-Street 

Demand 

Implement programs to raise awareness of the City's off- 
street permit parking program. 

"Customers First" policy adopted by downtown 
employers as a means to move employees to targeted 
parking locations. 

Develop "shared use" agreements with private owners of 
parking to capture underutilized off-street supply. 

Consider reducing/eliminating current minimum parking 
requirements for new development 

Consider reducing parking maximums 

Begin evaluation of programs, strategies, incentives and 
funding resources necessary to transition future supply 
from surface to structured parking. 

Downtown Beaverton Parking Inventory Analysis -2- Rick Williams Consulting 
Data Collection - Results Parametrix 
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Rick Williams Consulting 
Parking & Transportation Demand Management Consulting 
610 SW Alder, Suite 1221 
Portland. OR 97205 
Phone (503) 546-4551 Fax- (503) 236-6164 
E-mail rw~lltams@bpmdev w m  

MEMORANDUM 

TO: Jennifer Polley, City of Beaverton 
FROM: Rick Wtlliams 

Owen Ronchelli 
Derek Chisholm, Parametrix 

DATE: August 22,2006 

RE: Technical Memorandum A: Results of Beaverton Business Suwey 
on Parking Demand 

I. BACKGROUND 

The City of Beaverton initiated a survey of area businesses as a precursor to a larger 
parking study being conducted for the City through a State of Oregon TGM Parking 
Solutions Grant. The City developed the survey with input from the Parking Solutions 
Grant consultant team as a means to establish a baseline understanding of current 
employee parking and access behavior. The survey was distributed to a total of 178 
businesses; 159 were returned for a response rate of 89%. 

The results of the survey are summarized below. The summary is formatted to follow 
the actual sequence of questions from the survey. 

II. SURVEY RESULTS 

1 Number of businesses participating in survey: 159 (89% response rate) 

2. How many employees (full-time and part-time) do you have? 

Businesses completing the survey employ 1 ,I 12 employees. The average 
number of employees per business is just over 7.0. The largest business 
surveyed had 160 employees. Many businesses indicated 1 - 2 employees. 

3. Approximately how many o f  your employees drive to work in a single 
occupant vehicle? 

Respondents indicate that 917 of 1 , I  12 employees drive alone to work. That 
represents a single occupant vehicle (SOV) rate of 82%. 

4. Does your business have on-site parking? 

Number of Respondents 1 YES NO 

159 131 (82%) 28 (18%) 



The majority of businesses responding to the survey (82%) matntaln on-site 
parking to serve their business. 

4a. If yes (on-site parking), how many parking spaces do you have? 

116 businesses responded to this question, collectively maintaining 1,432 
parking stalls at their business sites. Businesses average 12 parking stalls per 
site. The largest single parking site was 78 parking stalls, serving a business of 
70 employees. 

Number of 
Respondentdparking 

sites 

116 

4b. If yes, do you allow your employees to use your on-site parking? 

Total Parking Stalk 
on sites 

1,432 

The majority of businesses (82%) that maintain on-site parking allow their 
employees to use that parking. 

Number of Respondents I YES 

5. Are you aware of the City's current parking permit program? 

Average stalk per 
site 

12 

NO 

Largest parking 
site (#of stalls) 

78 

Most businesses (65%) are not aware of the City's parking permit program. Just 
over a third (35%) are aware of the program. 

116 

Number of Respondents 1 YES 

5a8b. If yes, do you purchase permits for yourself or your employees? And, how 
many permits do you purchase quarterly? 

NO 

95 (82%) 

Nine businesses (15%) indicate that they purchase City parking permits. These 
businesses purchase a total of 17 permits each quarter. 

21 (18%) 

Number of Respondent. 

59 

Total number of permit. 
purchased 

6. Where do your emplovees park during business hours? (check all that 
apply) 

YES 

9 (15%) 

17 
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1 1 4  

NO 

50 (85%) 

Total selections 

186 

Onarite parking 

103 

Off-site private 
parking loqs) 

19 

City parking lot 

8 

City street 

56 



The majority of businesses say that employee use on-site parking. A number of 
businesses have employees parking on street as well. Fewer employees appear 
to use off-site private lots or the City parking lot. 

7. Where do your customers park during business hours? (check all that 
apply) 

Businesses indicate that customers primarily use on-site parking and the City 
street system. The survey indicates little use of off-site lots (City or private). 

Total selections 

21 1 

8. How far from your business do you think your customers are willing to 
park? 

On-site parking 

113 

A large majority of businesses (76.5%) indicate that their customers are not 
willing to walk further than a block to patronize a business. 

9. Approximately how many of your employees regularly utilize public 
transportation (bus or MAX) to get tdfrom work? 

Off-site private 
parking lot@) 

6 

114 

2 Blocks 

19 (17%) 

Total Responses 

c 1 Block I 1 Block 3 Blocks 1 4 Blocks 1 > 4  Blocks 

Most businesses (82%) indicate that their employees do not use transit as a 
means to get tolfrom work. Twenty-seven businesses indicated that 59 of their 
employees use transit. Based on the total number of employees covered by the 
survey (1,112), this would indicate that approximately 5.3% of employees use 
transit as a commute mode. 

City parking lot 

7 

4 (3 5%) 4 (3 5%) 

Total Responses 

Employers wl no 
transit use 

10. Does your business subsidize transit passes for employees? 

City street 

85 

83 (73%) I ( < ? % )  I 3 (2%) 

153 

Employers wl 
employees 

using transit 

Only four (4) businesses (less than 3%) subsidize employee transit passes for 
their employees. 

Number of Respondents I YES 
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Total employees 
using transit 

NO 

Total 
employees of 

surveyed 

149 

Estimated 
tramit mode 

spln 

4 (2 7%) 145 (97 3%) 



IOa. If yes, how much do you subsidize per employee/per month? 

I Total Responses I R 1 

I Amount of I bus~ness I busmess I business 
Subsidy 

$50.75/mo $40/mo $30/mo 

Few employers offer a transit subsidy to employees. Only three of the four 
businesses indicating they provide subsidies responded to this survey question. 
Within those businesses, actual subsidies range from $30 to $50.75 per month. 
In total, only 17 employees receive subsidies. This represents 1.5% of the total 
number of employees covered in this survey (i.e., 1.1 12). 

2 employees 

I I .  How many of your employees regularly walk or bicycle to work? 

14 employees 

12. How many of your employees car pool to work? 

I employee 

Total employees affected by subsidy program(s) 17 (1 5% of total) 

Total Responses 

Employers wl 
employees who 

bikelwalk 

29 (18%) 

Ill. SUMMARY 

159 

Total 
employees that 

bikelwalk 

46 

Total employees 
of survayed 
businesses 

1,112 

Employers wl 
employees who 

CarpWl 

19 (12%) 

Overall, the survey findings indicate: 

Estimated 
bikekalk mode 

split 

4 1% 

J The majority of businesses have on-site parking that is used by both employees and 
customers. 

J The most commonly used parking location is on-site parking, followed by use of on- 
street parking. 

J Businesses are of the strong opinion that customers will not walk more than a block 
for their visit to Beaverton. 

J The majority of employees (82%) drive alone to work. 
J Few employees use transit (5.3%) and few businesses (2.7%) subsidize transit. 

Bikelwalk (4.1%) and carpooling (3.3%) make up small portions of commute access. 
J About 113 of businesses are aware of the City's parking permit program and only 

nine businesses use the program (totaling 17 permits). 

Total 
employees that 

carpool 

37 
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Total employees 
of surveyed 
busi- 

1.112 

Estimated 
carpool mode 

sprn 

3.3% 



ADDENDUM 
Written Comments Included in Surveys 

There is nowhere for customers to park (2). 
Need more handicap spaces . Permits are not valid in the area of thls store. Has used permlts but would get t~ckets 
because the street used was not included (service business). . Have issues with clients staying over four hours for services, and then store has to pick up 
the tab when client gets a ticket (salon). 
Doesn't like it when people using Farmer's Market using business lot. 
City ordinances are not allowing development in Beaverton. Tried to get 10 spots for 
customer parking and only got four (restaurant). 
Need longer than 2 hour parking (service business). 
Individual cars are required for work (service business) 
Always get a ticket on 2-hour limit. The parking lot in front of building is only for clients, so 
employee has nowhere to park (service business) 
People are parking ~llegally in business lot. Saturday Market is terrible, it doesn't feel like the 
c~ty supports businesses during that time, only care about people coming in from out of town 
to the market to buy things! (retail) . Farmer's Market creates a problem with parking, however parking by my office is not a 
problem (service) 
Need a parking spot for me in front of my store (restaurant) 
I am concerned that the post oftice employees may park on the street in front of my office so 
clients can't. (oftice) 
Would be nlce to have a public parking lot close to downtown Beaverton (service) . We would have made more on site parking, but City ordinance would not allow it. A real 
shame. (retail) 
Who is paying for this survey? (retail) 
One hour parking is great but needs to be more regularly enforced! Would be great to have a 
free parking arealstructure for customers close to Broadway (restaurant). 
It's unfortunate in a City the size of Beaverton that planners didn't factor parking into the 
equation - we are certainly paying enough in taxes. (service) 
I am the owner of (lefl out for confidentiality) here in Beaverton and I would like the City to do 
something for those stores that don't have parking My parking lot is being misused for some 
store such as Jlefl out for confident~alitv). All the time vandalism, garbage in the parking lot, 
broken sign. It is really a problem to do business here in Beaverton, especially with people 
with such behav~or (retall) 
We are a tree service, so we go to the customer's site. I pick up my workers at their 
residence; so parking is not an issue (office). 
It is extremely difficult for our customers to find parking on our buslest days (i.e., Saturday) 
especially because our neighbors tow at such fast rates, they cannot simply drop off thelr 
child for class easily. We are very concerned this Issue IS affecting our business1 (service) 
High school need a parklng structure (service) 
We are near the Farmer's Market so we just need to be sure we have street parklng available 
at that time too (mostly for the Wednesday Market) (service). 
Please recognize that the numbers on this questionnaire may not fit the questions as 
measured. My buslness (with two employees) shares parking w~th two other businesses that 
have a total of 9 more employees Also, if employees park In customer spaces - they will be 
told to move them and vlse versa (office) 
We need more than 1 hour parking on street between Watson and Angel on First1 (office) 
Please remove 2-hour signs and replace with metered parking, or reduce cost of permit 
parking! (restaurant). . The cobblestone intersect~ons are a waste of money. (service) 
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I thlnk Broadway Street from Canyon, all the way through downtown, should be a one way - 
due to the car dealership and the fact there is not back loading space on Broadway The 
large trucks create a jam much of the time at peak business hours (service) 
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M E M O R A N D U M  

Date December 15,2006 

To: Jennifer Polley - City of Beaverton 
John Southgate -City of Hillsboro 

From: Derek Chisholm and Lauren Golden - Parametrix 

Subject Stakeholder Interviews Summary 

cc Rick Williams and Owen Ronchelli - RW Consulting 

Project Number. 277-2395-053 

Project Name: Beaverton and Hillsboro Parking Solutions Study 

The purpose of thcs memo is to summarize the stakeholder interviews conducted as part of the Beaverton 
and Hillsboro Parking Solutions Study. The stakeholders included developers, real estate brokers, and 
property owners in the downtown areas. Parametrix asked the stakeholders fifteen questions, which 
addressed current and future parking requirements, parking facilities, how to increase higher density 
development in the downtowns, and lending requirements in the downtowns. Parametrix conducted the 
stakeholder interv~ews in November and December 2006. Among the eight stakeholders who were 
contacted for an interview, six stakeholders were available for an interview. 

This memo will begin w~th a summary of the most common themes heard during the stakeholder 
interviews. The memo will then summarize the comments by each question. 

COMMON THEMES 
A few common themes emerged from the interviews Common themes ~ncluded: 

The respondents generally agreed that the primary users of public parklng in the downtowns 
should be retail and office users. 

If the cltles do charge for parklng, the rates should be competitive w~th other cities of comparable 
size. If the rates are too high, Hillsboro and Beaverton will be at a competitive disadvantage. 

Responses varied on whether the clties require too much on-site parklng, the right amount, or not 
enough on-site parking 

The interviewees agreed w~th the results of the preliminary analys~s, which suggested that there 
is a relatively ample supply of parking in the downtowns. 

A few respondents commented that a change in the parkcng minimum and maxcmum parking 
requirements alone would not change development patterns in the downtowns. Instead, the 
respondents said that there are other development constraints that hinder high density 
development. 
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The intew~ewees agreed that the development of a structured parking facllity in the downtowns is 
a good idea. 

The respondents generally agreed that bankers would still loan money to businesses in the 
downtowns if the minimum and maximum parking standards were reduced, although it would be 
more difficult. 

Subsid~zed office parking would be an incentive for office uses to locate in the downtowns. 

RESPONSES TO COMMENTS 

Question 1 
Is parking a problem for your employees, customers, etc? How did you come to that conclusion? 

Two interviewees responded to this question. A property manager for a large office development in 
downtown Beaverton said that the development's employees and customers do not have trouble finding 
parking spaces. She said that the parking management report she prepares for the investors proves that 
there is ample parking. As part of this report, parking counts are taken four times a day and five times a 
week in the development's parking lots and structures. 

She also added that valet parking and additional surface parking in the development ensure that there is 
ample parking. The property in downtown Beaverton is part of a phased development, and a portion of 
the site, which is reserved for a future building, is currently used as surface parking. Additionally, several 
businesses in the development offer valet parking. 

Another business in downtown Beaverton also sald that parking is not a problem for her employees or 
customers, as there is an ample supply of on-site parking at the business. However, she did comment 
that parking on-site is some times a problem during the Saturday Market operating hours. She said that 
Saturday Market customers are able to use her parking because she does not rope it off. 

Question 2 
Is parking a problem for others in the downtown area? Who and Where? How did you come to 
that conclusion? 

One business manager answered this question. She said that parking is a problem for others in the 
downtown area. She said that the maln reason for this problem is because there are not a lot of private 
lots for drivers to use, and drivers must use on-street parking. She also commented that parking is a 
problem on Main Ave.. Angel Ave., and Watson Ave. in Beaverton. 

Question 3 
In your opinion, who should be the primary users of public parking in the downtown? 
How much should oarkina cost downtown? Should there be inexoensive meters. exoensive , , 
meters, inexpensi;e expensive garages, etc? 

The intewiewees agreed that retail and office uses should be the primary users of public parking In the 
downtowns. 

Three lntervlewees sa~d that suburban users do not expect to pay for parking, and the city would need to 
consider this when determining structured parking costs. They added that $35 00 to $50.00 was the 
maximum that the city could charge for monthly space rentals in a parking structure. If the c~ty priced the 
spaces any higher, downtown Hillsboro and Beaverton would be at a competitive disadvantage compared 
to other areas in the metro region. 
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Two interviewees specifically said that meters should be located in the downtowns. One interviewee 
commented that meters would help deter transit r~ders from using downtown Beaverton public parklng 
spaces as a park-and-ride Another interviewee said that meters should be located where the clty wants 
the most turnover. However, one interviewee stated that meters should not be located in the downtowns, 
as suburban users do not expect to pay for parklng. 

One interviewee commented that the cost of parking in the downtowns should be informed by a 
comparison study of small cities that are beginning to charge for parking. She gave the City of Eugene as 
an example 

Question 4 
Do you have any experience with the City's parking requirements? If so, do you feel that the City 
requires too much on-site parking, not enough on-site parking, or just the right amount? 

Answers to thls qbestlon var~ed Of rhe fo,r sralteholoers who responded to th s quest~on, one sala that 
me cotv reauires too much on-site oarkina, one saio that tne citv rea-ires rne naht amount, ana w o  safd , . 
that ciiy rehuires less than enough on-sic parking 

- 
One of the two lntervlewees who responded that the city requires not enough on-slte park~ng commented 
that the maxlmum parking requirements are unrealistic for businesses without access to transit. 
Addit~onally, the interviewee said that the maximum parking requirements place those businesses in the 
downtown areas at a competitive disadvantage because of the lack of transit access. The interviewee 
also suggested that the city should allow developers a variance to the maximum parking requirements, 
and poss~bly charge developers a higher impact fee if a developer creates more than the maximum 
allowed parking. 

Question 5 
Preliminary analysis suggests that there is a relatively ample supply of parking, and that the City 
of Hillsboro (Beaverton) could reduce its minimum off street parking requirements. Do you share 
our conclusions about parking demand in downtown ~illsboro (~eavertonj? If the 
minimum parking requirements were indeed reduced, do you think you or other developers might 
develop accordingly, or would you still feel compelled to maximize the supply of off street 
parking? 

The interviewees agreed with the results of the preliminary analysis, which suggested that there IS a 
relatively ample supply of parking in the downtowns. 

One interviewee commented that the type of project would dictate whether or not developers would feel 
COmDelled to maxlmize the suo~lv of off-street Darkin0 For exam~le. the interviewee sald that a 
developer would not provide thk inaximum allowed parking if the development was near a light rail transit 
stop or if it was proven that the employees would use transit. 

Question 6 
What impact do the City's current parking requirements have on development in the downtown? 

Two interviewees answered this question. One person commented that she is not sure if park~ng 
requirements have an impact on development in the downtown. The other interviewee said that although 
park~ng requirements will not make or break development decisions, the current maximum is restrlctlve for 
certain uses. He suggested that the city revise its parking maximums for uses that it would like to attract 
to the downtowns. He also commented that the cities need to have a variable maxlmum requirement that 
should be based on proximity to transit. 
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Question 7 
In the long term the City contemplates development of one or more structuredparking facilities. 
Please offer your perspective on this prospect. Where should such a structure be located? How 
might such a structure help make new higher density development more IikelyBeasible? 

The interviewees agreed that the development of a structured parklng facllity in the downtowns IS a good 
idea. A few lntervlewees suggested that the structure parking facility should be centrally located with easy 
access, located near an anchor, and visually attractive (e g.. parking garages in Bend with retail on the 
bottom floor). One person said that a structured parking facility should be located near the Health 
Professions Campus. Another said that structured parking should be located near the light ra~l transit 
stops to accommodate park-and-ride users. Another sald that structured parking should not be located on 
Main Street in Hillsboro, as that land should be saved for office development 

The intervlewees agreed, with one exception, that a parking structure would help make hlgher denslty 
development more feasible. 

One interviewee commented that structured parklng with dedicated office parking would be an incentive 
for office uses to locate in the downtowns. 

Question 8 
Are there other measures that the City could take with respect to parking, either from an 
investmentperspective andlor policy/code changes (i.e. modifications to the regulation of on- 
street parking, reduced minimums etc.) that would assist you or other developers in moving 
forward with higher density development projects? 

The interviewees had several ideas for measures that the city could take with respect to parking that 
would assist developers in moving forward with hlgher density development projects. The cities could: 

Include dedicated office parking in the structured parking facillty as a means to attract ofice uses 
to the area 

Use shadow platting, whereby the city provides surface parking on city owned land until it is ready 
to build a structured parking fac~lity 

Require some covered parking or attached garages In the residential zones downtown - covered 
parking is an amenity that could help attract people to relocate downtown 

Create urban renewal areas in the downtowns 

Use fee waivers to lower project costs 

. Engage in publidprivate partnerships 

Allow variances to the maximum parking requirements if the development project meets certain 
criteria, such as develops a LEED certified building or helps the jurisdiction manage the additional 
traffic associated with additional parking spaces 

Question 9 
What are your perceptions of the development constraints to new higher density "regional center" 
type development in downtown Hillsboro (Beaverton), both in general and then in particular 
related to parking and access. 

Responaents commentea more on general deve opment constratnts rather than constra~nts relate0 to 
parklng ana access General deve opment constratnts include 
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Need for a crossing at light rail tracks in Hillsboro 

Land prices 

Small lots 

Lack of sense of space 

Need for a catalyst site 

Lack of publiclprivate partnerships 

Beaverton is known for its high level of congestion 

In relation to parkinq and access, one interviewee commented that the lack of parking lots or structures 
for large oftic'e space IS a development constraint to new higher density type of development Another 
interviewee commented that if the citles requlre more parking, development costs will rise and higher 
density will become less attractive. 

Question 10 
Development is not  proceeding as quickly as planned in downtown Beaverton/ Hillsboro. N we 
changed the parking requirements, would it make a difference? 

lnterviewees did not indicate that a change in the parking requirements alone would help development 
Or0ceed auicker. Rather. two reS~0ndentS commented that a chanae in the oarkina reauirements was iust " 
bne in a series of policy changesthat would help development proceed quicker. ~iditidnally, one 
interviewee commented that shortening the penittrng process timeframe would help development 
proceed more quickly than if the city changed its parking requirements. 

Question 11 
If we reduce ourparking minimums and maximums, would bankers still loan money to businesses 
in our downtowns? 

The respondents generally agreed that bankers would still loan money to businesses in the downtowns if 
the minimum and maximum parking standards were reduced, although it would be more difficult. Some 
lnterviewees commented that banks would be apprehensive about reduced parking requirements 
because they want to ensure that there w~ll be enough parking if and when uses change. One interviewee 
suggested that if the city does reduce the minimum and maximum parking requ~rements, the c~ty should 
outreach to the banks and let them know that reduced minimums and maximums are acceptable in the 
downtowns 

Despite the above comments, one representative of a lending institution commented that banks do not 
base loan decisions on a proposed parking amounts. She said that her lending institution has loaned 
money to several businesses in downtown Beaverton, and parking was never an issue when determining 
the terms of the loan. 

Question 12 
Lenders on Portlandprojects do not  seem to require the same amount o f  parking per  sq ft orper  
unit as they do for projects in Hillsboro o r  Beaverton. Is this perception correct? How could the 
cities work with the lender andlor developer community to get a more "reasonable" parking 
requirement from a lender standpoint? 

Among the lnterviewees who answered this question, most agreed with the perception that lenders on 
Portland projects do not requlre the same amount of parking as they do for projects in Hlllsboro or 
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Beaverton The interviewees suggested that the city conduct outreach to the lender and developer 
community about realistic park~ng requirements. 

Question 13 
How should parking be provided in the future (i.e., continue on surface lots, transition to garages). 

Suggestions for future parking included: 

Adequate street parking with a mix of long-term and short-term parking 

Surface lots for short-term and daily parking. 

Garages 

One lntervlewee commented that an interim solution could be for the city, Metro, or Tri-Met to build the 
structure and subsidize some of the spaces by allocating spaces for new office development Over a 
period of time, the office development would return unused parking spaces to the city. Alternatively, the 
city could offer financial incentives to return unused parking spaces to the city. The city could then market 
those unused spaces to potential new developers. 

Question 14 
Are there particularproblems that you would like this study to address? 

Two interviewees commented that they would like the study to address how to provide parking for MAX 
users and creating pedestrian friendly paths in between stops. 

Question 15 
Are there particular solutions that you would like this study to explore? 

One interviewee suggested that the study explore commuter rail. Another interviewee suggested that the 
study explore how to allocate structured park~ng to new development. A third interviewee commented that 
the study should evaluate successful downtown redevelopment tools used by comparable cities Finally, a 
fourth interviewee encouraged the study to continue exploring parking garages 
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DOWNTOWN BEAVERTON, OREGON 
EXECUTIVE SUMMARY 

FINAL STRATEGY RECOMMENDATIONS CHECKLIST 

PARKING MANAGEMENT STRATEGIES 

As a result of the data inventory process and continuing discussions with the City and 
stakeholders, specific parking management strategies have been identified and are 
recommended for implementation. Recommendations for changes in current policylcode and 
several near-term strategies will optimize the efficiency of the existing parking inventory in 
Downtown Beaverton. Additional mid- and longer-term strategies are also recommended for 
consideration. 

A. POLICY LEVEL ACTIONS (Immediate Implementation) 

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. 

1. Assign the responsibilities of a "Parking ManagerlCoordinator" for the City of 
Beaverton. 

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 parking program associated with 
Zones A and B. This person will also be responsible for transitioning strategies 
developed as a part of the 2006 study for downtown to other emerging commercial areas 
adjacent to the downtown. 

2. Establish an advisory role for 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 Park~ng Manager in the review and on-going 
implementation of the Parking Management Plan. If the Traffic Commission were 
provided new members who represented the downtown, this could be a subcommittee 
there of. 

3. Adopt policies and rules to guide parking management 

a. Codify Guiding Principles for Parking Management as elements of City 
Code. 

"Codifying" the Guiding Principles by incorporating them into the Comprehensive 
Plan wtll serve to inform future management decision-making as well as 
development of future public facilities. 

b. Establish "Parking Management Zones" based on desired economic uses 
and user types. 

Different segments of the downtown have d~fferent economic uses and 
represent different points of access into the downtown. It is recommended 
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that Beaverton establish two separate parking management zones (within 
the study zone), each having specific operat~onal priorities. 

c. Adopt "Operating Principles" and an implementation framework that 
defines the priority purposeluse for parking in each parking management 
zone. Adopt the principles and framework as City Code elements. 

Operating principles are established to describe the primary purposes for parking 
within each parking management zone and to complement and reinforce the 
Guiding Principles established for the downtown. 

d. Adopt the 85% Rule to facilitateldirect parking management strategies. 

Within the parking industry, it has been demonstrated that when an inventory of 
parking exceeds 85 percent 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 percent occupancy in the peak 
hour, the 85% Rule would require that parking management strategies be 
evaluated andlor implemented to bring peak hour occupancies to a level below 
85 percent to assure intended uses are conveniently accommodated. 

4. Eliminate minimum parking requirements for all commercial parking development 
within Zones A and B. 

Data from the 2006 parking inventory indicated that parking is currently being supplied at 
a rate far greater than actual demand. Elimination of minimum parking requirements 
should result in (a) less parking being built over time, allowing the market to determine 
an appropriate level of parking for new development, (b) more efficient use of existing 
supplies of parking and (c) better coordination and synergy with alternative modes of 
access. 

5. Require a .75 stalls per unit minimum parking standard for residential 
development within Zones A 8 B. 

As the City moves to encourage more residential development within what is now the 
commercial zone, competition for on-street parking will create conflicts between 
customers and residents. Residential units without parking located within commercial 
zones increase pressure for implementation of on-street residential permit programs. 
Per the operating principles for Zones A and B, on-street parking is ultimately prioritized 
for short-term stays. 

6. Where parking is required establish a parking Fee-in-Lieu program to 
accommodate developments that cannot incorporate parking into development 
sites (i.e., for reasons of site size, geometries, etc.). 

Fees-in-lieu provide developers an option should site constraints make parking 
prohibitive to a project or if a developer chooses not to build the minimum level of 
required parking. 
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7. Establish a Downtown Parking and Transportation Enterprise Fund as a 
mechanism to  direct funds derived from parking over time 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 future parking-related revenue, or 
with net new revenues generated as a result of implementation of this plan. 

8. Evaluate additional funding sources for future parking development and parking 
system management. 

Some combination of revenue sources will be necessary to assure the feasibility of 
future structured parking in the downtown, particularly funding associated with a publicly 
owned facility. A single revenue source is unlikely to cover the cost of parking 
development. 

B. PARKING MANAGEMENT STRATEGIES 

Based on the recently completed capacity and usage survey of the parking inventory a number 
of parking strategies are recommended for near-term implementation. These strategies will 
assist the City to optimize the use and accessibility of existinR parking in Downtown Beaverton. 

Near-Term Implementation - (by January 2008) 

The following strategies are recommended for near-term implementation. 

1. Appoint a Downtown Parking Manager 

Upon approval of a budget and service package by the City Council, the City should 
move folward with the appointment or hiring of a downtown parking manager. This 
position would be charged with the implementation of the overall parking management 
plan. 

2. Initiate Parking Advisory process. 

Once the Parking Manager is appointed and established, the process of review, 
evaluation and decision-making with representative stakeholder input for parking 
management in downtown should be initiated. 

3. Eliminate all l-hour, 4-hour and No Limit on street parking in Zone A and create a 
uniform on-street time stay of 2 hours within this zone. 

Currently, on-street parking in Zone A is comprised of a mix of l-hour, 2-hour, 4-hour 
and No Limit parking. For purposes of convenience, it will be important to establish 
Zone A as a "customer first" parking zone. A uniform on street time stay allowance of 2 
hours will accommodate customer demand and better communicate and encourage the 
use of Zone B or off-street parking to visitorslcustomers and employees in need of a 
longer duration stay. 
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4. Standardize on-street parking in Zone B to 3-Hour parking "or by permit" t o  create 
longer-term stay options for customers and an all day option for employees 
andlor residents in  need of all day parking. 

Standardizing time stays in Zone B will create a more simplified and understandable 
environment for customers visiting downtown. However, allowing on-street permit 
parking in this zone recognizes the very low demand for parking that currently exists 
within the 2006 study zone (i.e., peak occupancies of less than 45%). 

5. Transition all employee on-street parking permits now issued in Zone A, to on- 
street locations in Zone B or off-street locations in Zone A or B. 

To assure that on-street parking in the Core Zone is available to customers and patrons, 
employee on-street permit parking in the Core Zone will be prohibited. 

6. Eliminate all time restrictions in existing City owned off-street facilities to 
encourage greater use of public parking lots. The City should also treat these 
sites as future parking garage development sites. 

Given that occupancies in City owned parking lots are less than 30%, there is no need at 
this time to control time stays. It is recommended that these lots be (a) better identified 
through signage andlor "branding" and (b) offered as a convenient long-term, all day or 
monthly parking option. The City should also look at these sites as potential parking 
garage opportunity sites in the future. Given city ownership and control, the ability to 
build future structured parking on these sites may be more feasible than other options 
andlor privately controlled sites. 

7. Initiate a new and comprehensive outreach program to all businesses within the 
study zone that communicates the parameters of the City's permit program and 
access to publicly owned off-street lots. 

A survey of businesses conducted as a part of the 2006 parking study indicated that 
65% of downtown businesses were not aware of the City's parking permit program. 
Given the changes recommended in B. 3 - 6 above, a new outreach strategy and 
communications plan would facilitate more understanding of the options available to 
businesses and their employees. 

8. Develop incentives that encourage private sector-led strategies to reduce demand 
for long-term parking, and make available private parking resources for short-term 
public customer and other desired uses. 

Given the cost of parking development and the limited land available to development, it 
will be important and useful for the City to encourage the development of publicly 
available parking and transportation demand management (TDM) programs and 
infrastructure in future private development projects. The opportunity to incent either 
more flexible management of pr~vate 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. 
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9. Establish commuter mode split targets for employee access in Zones A 8 B. 

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). Quantifying the desired transition of commuters from an established status 
quo baseline to a desired target will (a) give policy support to the Guiding Principles and 
(b) inform, facilitate parking strategies and (c) provide a standard of measurement that 
can be evaluated in the future.' 

10. Conduct a Capacity Study during the Saturday Farmers Market 

During the public involvement process, stakeholders identified a need to better 
understand the parking conditions and their impacts on Saturdays. Using a similar 
methodology to that of this project, the City should complete a capacity analysis. On- 
street and off-street occupancies should be assessed as well as stakeholder interviews 
with small business owners in the affected area. The City should look to Metro for 
possible assistance in conducting and funding this analysis. 

11. Develop and install a signage package of uniform design, logo and color at 
publicly available off-street locations. 

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

12. Strategically place new and unique wayfinding signage in the right of way at 
locations chosen carefully t o  direct visitors to off-street locations. 

The City should develop directional signage on the roadways that direct 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. 

Mid-Term implementation - (by October 2009) 

The following strategies are recommended for mid-term implementation 

13. Examine and develop a strategy plan that would improve bicycle and pedestrian 
connections between transit and light rail stations and downtown destinations. 

The SAC recommends that a strategic action be developed that assesses and 
recommends improvements that make connections between transit stops and major 
downtown destinations more convenient, safe and recognizable. This could include a 
range of improvements that include pathway infrastructure to attractive and informative 
signage. 

' Trios leCOmmendatlon .s o reclea a1 the area boundan, covered by the 2006 ParKong So LI ons St-oy Tne d o s ~ s s  on of cornmuref 
mooe sp I targels for areas 0.1s oe the s1.d) zone may be usef. as parrong management in Beavenon expanos over lame 
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14. Implement a package of incentives for the private development of publicly 
available parking supply and TDM options in the downtown. 

It is recommended that the City creates and implements a package of incentives that 
would be made available to private developers that allow for or add publicly available 
parking into downtown development projects. Similar incentives would be created for 
privately initiated Transportation Demand Management programs. The package of 
incentives would follow adoption of a parking incentive policy described in B, 8 above. 

15. Recommend to the City Council the commuter modes split targets developed in 9, 
above for adoption as a policy element of the Beaverton transportation and 
parking management plan. 

The City would adopt as policy goals commuter mode split targets for access in the 
downtown. These goals should be incorporated into Chapter 6 of the Comprehensive 
Plan. These targets are intended to create a direct link between actual parking 
management strategies (particularly parking maximums) and adopted targets for access 
to the Beaverton Regional Center. 

16. Initiate discussions with downtown businesses to develop a "Customer First" 
partnership among downtown businesses. 

"Customer First" partnerships are in place in other cities, whereby downtown businesses 
develop and sign a downtown partnership agreement that pledges that their business 
will actively promote short-term parking priorities in the downtown and aggressively work 
with their employees to either park off-street or take alternative transportation modes to 
work. 

17. Partner with the business community to develop a marketing and communication 
system for access in Beaverton. The marketinglcommunication system could 
include (but not be limited to): branding; maps; validation program(s); TDM 
alternatives and valet parking. 

A successful parking system will require on-going marketing and communication. The 
foundation for a marketing and communication program is the signage and wayfinding 
package recommended in this report. Support of this system can be facilitated through 
informational maps and brochures about Beaverton and its parking system distributed 
through Business Association, Visitor Services, Retail and Lodging networks. 

18. Negotiate shared use andlor lease agreements with owners of strategically placed 
private surface lots and parking structures to provide for an interim supply of 
parking where needed. 

One hundred twenty six private parking facilities were inventoried during the data survey. 
These lots are significantly underutilized, even during peak times (iie., less than 45 
percent occupied). The ability of the City to "capture" as many of these stalls as are 
available in the peak hour for more active management will provide a relatively low cost 
and effective near to mid-term strategy for mitigating existing access constraints during 
peak demand periods. 
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19. Evaluate a reduction in current maximum parking ratios for new development in  
the downtown, to assure that access impacts of new development are 
meaningfully addressed. Also, parking maximums should be more directly 
correlated to  commuter mode split targets developedladopted in B. 9 8 15, above 

Data from the parking study indicates that current demand generated by land uses in the 
downtown is in the range of 1.85 stalls per 1,000 SF of commercial floor area. Maximum 
ratios in place at this time range from 3.4 to 10 stalls per 1,000 SF for many uses. Per 
strategies B. 9 & 15 above, the Parking Manager and Parking Advisory Committee will 
evaluate and recommend new parking maximums for development downtown. 

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

Coupled with B. 14 and 16, above, private sector businesses should be encouraged to 
provide incentives and subsidies to their employees that result in meaningful changes in 
employee commute choices. The Parking Manager and Parking Advisory Committee 
can assist in facilitating development of such programs and partnerships with downtown 
businesses. 

21. Identify and complete planning for possible development of new public visitor 
parking supply in  Zone A. 

A strategically located public parking facility in Zone A would assure continued access 
opportunities for customers and visitors in the future, particularly as on-street parking 
supply is maximized. To assure continued short-term parking access that supports vital 
retail growth, the City may need to develop a centralized facility to support customer 
access. 

Long-Term Implementation - (three years and beyond) 

The following strategies are recommended for long-term implementation 

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

The recently completed analysis of Beaverton's parking inventory provides excellent 
information on parking utilizat~on, turnover, duration of stay and peak hour capacity. 
Periodic monitoring of parking activity will allow Beaverton 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 andlor more aggressive levels of parking 
management as called for in the Operating Principles for parking management zones. 

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 Zone A andlor B based on the 
85% Rule. 

The strategies outlined in Section B above will create changes in access dynamics 
downtown If, after nearly three years of growth, parking occupancies in Zone A andlor 
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continue to exceed 85% in the peak hour, move to meter the Zone(s). If metering is 
pursued, it is recommended that on-street pay stations be considered rather than single 
head meters. 

24. Implement Parking Revenue Strategies 

Given Beaverton's size and its estimated growth, it is not ant~cipated or suqqested that 
the City of Beaverton move to parking pricing for customer access in the near-term. 
Nonetheless, as new capacity for parking and transportation access (i.e., garages, 
transit programs, etc.) are considered in the context of a 3 - 7 year plan, the issue of 
pricing and new revenue sources needs to be incorporated into the City's parking 
management plan. The decision to move to parking pricing and new revenue sources 
would be facilitated by the parking pricing and funding strategies developed by the City 
(see B. 23, above), with input from the Parking Manager and Parking Advisory 
Committee. 

25. Leaselacquire strategically located land parcels for use as future public off-street 
parking locations. This strategy would only be implemented if "strategic" parcels 
on not already in public ownershiplcontrol. 

The City would lease or acquire strategically located land parcels in Zone A for future 
parking use. Strategically locat~ng future parking sites allows the City to use such sites 
as (a) interim surface parking locations (until desired development would transition the 
sites to commerciallretail) andlor (b) future parking structure locations. 

26. Complete development and open new supply in  Zone A. 

Completion of site identification, planning, outreach and funding efforts described in 21 & 
25, above, would be finalized and the project completed and opened to the public. 

27. Consider street improvement projects incorporating new andlor angle parking. 

There are opportunities in the downtown for angle parking (on-street diagonal) to 
increase the number of on-street stalls. Where other reasons trigger street improvement 
projects, or when the on-street occupancies exceed 85%, the City should complete 
preliminary designs based upon the angle-parking recommendations in Technical 
Memorandum #3 andlor seek to add parallel parking as appropriate. 

Ill. SUMMARY 

The City of Beaverton is striving to promote growth that fits into the future vision of downtown. 
A strong parking management plan is one tool that can assist the City in attaining its vision. 

A strong parking management plan: 

= Defines the intended use and purpose of the parking system. 
Manages the supply 
Enforces parking policies 
Monitors use and responds to changes in demand 
Maintains the intended function of and priorities for the overall system 
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This plan has been developed to support the guid~ng principles and operating principles for 
parking and access in the downtown. As such, the plan and its strategies reflect the 
fundamental values and objectives stakeholders have for Downtown Beaverton. 
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1.458 1.458 1 ,49  

218 218 211 

1.429 1.429 142! 

2.515 2.515 2,511 

600 800 801 

180 180 161 



PROJECT DESCRIPTION Mlount 

Tofa1 Land Area (square fee,) 30.000 
120,050 

Parklng Levels 

I 
Grass Square Feat 15.000 

Bilslc Pro~e~ tAssump t#ons  
30,000 Square fool slle pad 

120050 total noor area 
343 parklng spacer 

$36.313 base developmenl cost per parking stall 
$48.701 fully loaded cost per parking rtalllw~th rela11 

$0 cost of land 
$0 per stall cost for land 

0.00 sales tax on construction costs at 0 0% 
$25.45 per month revenue per rtall (~ndudlng retall rents) - Year: 

$0.00 Rate per hour lor cuslomerlvlsltar burlnesr 
$0.00 Dally Maximum Rate (aU day stay) 

Demand indlcaton 
(11 a paid parhlng schedule is implemented) 

4 Average duratlon of rtay (hours) weekend a r t  
3 Average duratlon of stay (hours) for evenlng 

2.5 ~ve rage  duration of rtay (hours) far retall 
2.9 ~ve rags  tumr per rtall per weekday (8 a.m. - 6 p.m.) 
2.0 Average turns per rtall per evening (6 p.m.. - 11 00 p.m..) 
2.8 Average lurns perweekend ( I  1 00 a.m. - 10 00 p.m.) 

0 Monthw passer sold 
o Weekday '"dally max" rate stays @ 15% of all stalls 





Proformas Supporting Doeurnentallon Zone 6, Sssnrrlo 2 

343 stall* 
REVENUES 

~ - DAILY (M - F1 U l a g s  
Hourly Rate 

Dally Mar 
Monthly Pars  A 

Sub-Total: - Dally 1M.F) 

EYEiWKND 

Evening 

Wknd 1 (Sat) 
Wknd 2 IS"") - 

Sub-Total E v s m l n d  

TOTAL REVENUE: ALL USES 

EXPENSES 

Operator cortr 
Valet Expenre 
Protecllve Service 

sweepng Servlcsr 
Adm,n,rtrat,o" 

Elecfr,clly 

MlnDr MalntsnanceiJantol 
water & sewer 
Elevator Malnlenance 

Total Expenses 

NET OPERATING INCOME 

&gp. 

1 4 5 6  

2 1 8  
1 , 4 2 9  

2 , 5 1 5  
BOO 
1 6 0  
2 5 7  

o c t  - 

1 . 4 5 6  

2 1 8  
1 . 4 2 9  

2 , 5 1 5  
800 

1 6 0  
2 5 7  



- .  
$36,313 baee development cant per parkmg stall 
$49,494 fully loaded coot per pahlng rtallimlh retall 

$0 cost of land 
$0 per atall cost far land 

0.00 =ale. tax on conatructlon costs at O.OOh 
$29.69 per month revenue per stall (Including retall rents) - Year 2 
$0.00 Rate per hour for customerivlrtor bu~lnese 
$0.00 oaily Maxlmum Rate (aY day rtay) 

Demand lndlcatorr 
(mi a p a d  parking schedule IS implemented) 

4 Average duratlon of day (hours) weekend as11 
3 Average duration of rtay (hours) far evenng 

2.5 Averalre duration of Slav (hours) far relal 
i Y A . c ~ ~ Y c  I . III)  VCI PC, . A ~ P L Q ~ ,  R a rr - 6 1. r 
2 0 A.erape!.mr per rln., per e.cn nq 6 p m - 11 ?C p rr 
: 8 ~.eraoe ~ r n r  onr r m r n a  11  0% am - IU :l I rn 

o ~onth iy  parser sold 
0 Weekday "dally max" rate stays @ 15% of all stalls 
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AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: An Ordinance Annexing a Parcel Located at FOR AGENDA OF: 05/14/07 BlLL NO: 07105 
4980 SW Laurelwood Avenue to the City of 
Beaverton and Adding the Property to the Mayor's Approval: 
Raleigh West Neighborhood Assoc~ation 
Committee: Expedited Annexation 2007- DEPARTMENT OF ORIGIN: CDD 
0001 

DATE SUBMITTED: 05/07/07 

CLEARANCES: City Attorney & 
Planning Services #& 

PROCEEDING: First Reading EXHIBITS: 1. Ordinance 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 
In 2005 the City received a petition to annex four parcels located adjacent to the subject property. The 
petition was submitted as a condition in order for the City to extend sanitary and storm facilities onto a 
proposed new development planned to occur on the p;operties. ~ l though the owner of the subject 
parcel was approached by the developer in 2005 with an offer to purchase the property, he opted 
instead to retain ownership of the property and thereby not be involved in the redevelopment. Plans for 
development of the adjacent properties have since been prepared and submitted to the City for 
development review. 

The developer and property owner have since come to an agreement on a purchase of the property. 
Subsequently, the developer has requested that initial plans for development of the adjacent properties 
be updated to include development of the subject parcel. 

INFORMATION FOR CONSIDERATION: 
For the City to review the application involving the development of the property, the owner must petition 
to annex the subject parcel, which is currently unincorporated. This annexation proposal is being 
initiated in order to fulfill that requirement. Subsequent to annexation, the developer intends to divide 
the subject parcel into four taxlots fronting a new street that is accessed off Laurelwood Avenue and 
extends eastward to a cul-de-sac. This ordinance and the staff report address the approval criteria for 
annexation in Metro Code Chapter 3.09. 

Beaverton Code Section 9.06.035A provides City Council the option of adding property to an 
appropriate Neighborhood Association Committee (NAC) area at the time of annexation. This parcel is 
not currently in a NAC. The Neighborhood Office is recommending that this property be added to the 
Raleigh West NAC boundary. 

RECOMMENDED ACTION: 
First Reading 

Agenda Bill No: 07105 



ORDINANCE NO. 4437 

AN ORDINANCE ANNEXING ONE PARCEL LOCATED AT 4980 
SW LAURELWOOD AVENUE TO THE ClTY OF BEAVERTON 
AND ADDING THE PROPERTY TO THE RALEIGH WEST 
NEIGHBORHOOD ASSOCIATION COMMITTEE: EXPEDITED 
ANNEXATION 2007-0001 

WHEREAS, ORS 222.125 grants the City authority to initiate an expedited annexation 
process with the consent of all land owners and at least 50 percent of the 
electors of the territory to be annexed; and 

WHEREAS, The owner and sole elector residing at 4980 SW Laurelwood Avenue has signed 
and submitted a petition to annex the property into the City; and 

WHEREAS, This property is in Beaverton's Assumed Urban Services Area, and Policy 5.3.1 .d 
of the City's acknowledged Comprehensive Plan states: "The City shall seek to 
eventually incorporate its entire Urban Services Area."; and 

WHEREAS, This property is in area " A  as set forth in the "Beaverton-Washington County 
Intergovernmental Agreement Interim Urban Service Plan" and, as prescribed by 
the agreement, the Washington County Board of Commissioners has agreed not 
to oppose annexations in area " A ;  and 

WHEREAS, Council Resolution No. 3785 sets forth annexation policies for the City, and this 
action implements those policies; now, therefore, 

THE ClTY OF BEAVERTON ORDAINS AS FOLLOWS: 

Section 1. The property shown on Exhibit A, and more particularly described in Exhibit B, is 
hereby annexed to the City of Beaverton, effective 30 days after the signing of 
this Ordinance or the date the ordinance is filed with the Secretary of State as 
specified by ORS 222.180, whichever is later. 

Section 2. Pursuant to Beaverton Code Section 9.06.035A, thls property shall be added to 
the Raleigh West Neighborhood Association Committee Boundary 

Section 3. The Council accepts the findings in the staff report attached hereto as Exhibit C 
as adequate demonstration of compliance with all applicable approval criteria. 

Section 4. The City Recorder shall place a certified copy of this Ordinance in the City's 
permanent records, and the Community Development Department shall forward 
a certified copy of this Ordinance to Metro and all necessary parties within five 
working days of adoption. 

Section 5. The Community Development Department shall transmit copies of this 
Ordinance and all other required materials to all public utilities and 

Ordinance No. 4437 - Page 1 of 2 Agenda Bill No. 07105 



telecommunications utilities affected by this Ordinance in accordance with ORS 
222.005. 

First Reading 
Date 

Second Reading and Passed 
Date 

Approved by the Mayor 
Date 

ATTEST: APPROVED: 

SUE NELSON, City Recorder ROB DRAKE, Mayor 

Ordinance No. 4437 - Page 2 of 2 



VICINITY MAP EXHIBIT 1 1 ~ 1 1  

City of Beaverton 

ANX2007-0001 
COMMUNITY DEVELOPMENT DEPARTMENT 

Planning Services Division 

3/28/07 
Tax Lot #'s 

lS113BC0401 

N 

Application # 
ANX2007-0001 



EXHIBIT "B" 

ANNEXATION 

FOR 

CITY OF BEAVERTON, OREGON 

ANX 2007-0001 

LEGAL DESCRIPTION 

A tract of land situated in the southwest quarter of the northwest quarter of Section 13, 
Township 1 South, Range 1 West, Willamette Meridian, City of Beaverton, Washington 
County Oregon. Said tract of being described as follows: 

A portion of a tract of land as described in Book 186, Page 299, Washington County, 
Oregon Deed Records, and being more particularly described as follows: 

BEGINNING at an iron rod on the east line of Southwest Laurelwood Drive (Southwest 
82" Avenue), which iron rod bears South 88O5530" East, 893.56 feet from the west 
one-quarter corner of Section 13, Township 1 South, Range 1 West, Willamette 
Meridian, Washington County, Oregon; 

Thence, along said east line of Southwest Laurelwood Drive North 00°12'30" East, 99.85 
feet to an iron rod; 

Thence, South 88O5530" East, 155.00 feet to an iron rod; 

Thence, South 00°12'30" West, 99.85 feet to an iron rod on the south line of said tract 
described in Book 186, Page 299; 

Thence, along said south line North 88O55'30" West, 155.00 feet to the point of 
beginning. 



EXHIBIT "C" 

CITY of BEAVERTON 
4755  S.W. Grtf f i th  Drive, P.O. Box 4 7 5 5 ,  Beaverton,  OR 97076  General Information 1503) 526-2222 V/TDD 

STAFF REPORT 
TO: City Council 

AGENDA DATE: May 14,2007 REPORT DATE: 4/27/07 

FROM: Jeff Salvon, AICP, Associate Planner 
Community Development Department 

SUBJECT: Expedited Annexation (ANX2007-0001) 

ACTIONS: Annexation to the City of Beaverton of one parcel located at  
4980 SW Laurelwood Avenue. The property proposed for 
annexation is identified as  parcel lS113BC00401 as shown on the 
attached map, and more particularly described by the attached 
legal description (Attachment A). Annexation of the property is 
owner initiated and is being processed as an expedited 
annexation under ORS 222.125 and Metro Code 3.09.045. 

NAC: This property is adjacent to the boundary of the Raleigh West 
Beaverton Neighborhood Association Committee (NAC). The 
Neighborhood Office is recommending that staff include an 
ordinance to amend the Central Beaverton NAC boundary to 
include the subject parcel. 

AREA: The parcel totals approximately 0.36 acres 

TAXABLE BM 50 ASSESSED VALUE: $193,120 

ASSESSOR'S REAL MARKET VALUE: $334,000 

NUMBER O F  LOTS: 1 

EXISTING COUNTY ZONE: The subject parcel is designated Residential- 9 units 
to the acre by Washington County. 

RECOMMENDATION 
Staff recommends t h e  City Council adopt a n  ordinance annexing t h e  
referenced property, effective 30 days  after  t h e  Mayor's s ignature or  t h e  
da te  t he  ordinance is  filed with t h e  Secretary of Sta te  a s  specified by ORS 
222.180, whichever is later.  

ANX 2007-0001 
5/14/07 Agenda Date 



BACKGROUND 

The property owner has petitioned for annexation so that the property can be 
included as part of a subdivision proposal for the adjacent parcels which are in the 
city. The area to be subdivided was annexed into the City in 2005. If approved, the 
developer intends to divide the subject parcel into four tax lots fronting a new street 
that is accessed off Laurelwood Avenue extending eastward and ending in a cul-de- 
sac. The City is currently reviewing the materials for that project. In order for the 
City to review and permit redevelopment of the subject property it must annex so 
that the City can have authority to review and approve the plans. Given the time 
constraints involved, the developer has requested that development of the property 
be subject to the Washington County's zoning standards currently assigned to the 
property rather than undergo a city initiated plan and zone change that usually 
follows annexation. 

Consent on the part of the landowner allows this proposal to be processed as an 
expedited annexation under ORS 222.125 and Metro Code 3.09.045 so no public 
hearing is required. In addition, in December 2004, the City and Washington 
County entered into an Intergovernmental Agreement for an Interim Urban 
Services Plan that established an area " A ,  in which the City could proceed with 
annexations without County approval, versus annexations in an area " B ,  in which 
the City would need to obtain County consent to proceed with annexation. The 
proposed annexation is in area "A" thus allowing the proposal to proceed without 
further approval on the County's part. Finally, it is understood that changing the 
property from County R-9 to City Neighborhood Residential Standard Density plan 
and R-5 zoning designations will occur through a separate non-discretionary process 
requiring adoption of an ordinance by the City Council. 

EXISTING CONDITIONS 

SERVICE PROVISION: 

The following analysis details the various services available to the property 
to be annexed. Cooperative, urban service and intergovernmental agreements 
affecting provision of service to the subject property are: 

The City has entered into ORS Chapter 195 cooperative agreements with 
Washington County, Tualatin Valley Fire and Rescue District, Tualatin Hills 
Parks and Recreation District, and Clean Water Services. 
The City has entered into an ORS Chapter 190 intergovernmental agreement 
with Clean Water Services. 

ANX 2007-0001 
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The City has been a party to a series of ORS Chapter 190 intergovernmental 
agreements "for Mutual Aid, Mutual Assistance, and Interagency 
Cooperation Among Law Enforcement Agencies Located in Washington 
County, Oregon", the last of which was signed by Beaverton Mayor Rob 
Drake on August 9, 2004. This agreement specifies the terms under which a 
law enforcement agency may provide assistance in response to an emergency 
situation outside its jurisdiction when requested by another law enforcement 
agency. 
On December 22, 2004, the City entered into an intergovernmental 
agreement with Washington County defining areas that the City may annex 
with and without County approval. The property proposed for annexation by 
this application is included in the area the City may annex without County 
approval. 

This action is consistent with those agreements. 

POLICE: The property to be annexed currently receives police protection 
from the Washington County Enhanced Sheriffs Patrol District 
(ESPD). The property will be withdrawn from the ESPD, and 
the City will provide police service upon annexation. In 
practice, whichever law enforcement agency is able to respond 
first, to an emergency, does so in accordance with the mutual 
aid agreement described above. 

FIRE: 

SEWER: 

WATER: 

Tualatin Valley Fire & Rescue (TVF&R) provides fire and 
ambulance service to the property. The City annexed its own 
fire services to TVF&R in 1995. TVF&R is designated as  the 
long-term service provider to this area. 

An 8 inch City of Beaverton line runs underneath Laurelwood 
Avenue in front of the property but no lateral connection 
currently serves the property. The sanitary sewage facility on 
site consists of a septic system maintained by the property 
owner. Plans to redevelop the property call for an extension of 
the Laurelwood line to serve a future street from which a 
lateral may be extended to serve the property. Development of 
this extension will be reviewed as part of the development 
review process and the City will maintain the lines and bill the 
residents for service. 

Raleigh Water District currently provides service to the 
property via a line situated within the Laurelwood right-of- 
way. Subsequent to annexation Raleigh Water will continue to 
provide service and bill for services rendered. 

ANX 2007-000 1 
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STORM WATER 
DRAINAGE: 

STREETS and 
ROADS: 

PARKS and 
SCHOOLS: 

PLANNING, 
ZONING and 
BUILDING: 

The property has a five percent grade running from the 
northwest corner to the southeast corner of the parcel. No 
lateral connection to the existing storm line within the 
Laurelwood Avenue right-of-way exists. When the property 
redevelops as part of a larger subdivision, plans call for a 12 
inch storm line to be extended underneath a new proposed 
street and laterals will be extended off this segment to serve 
the property. Storm drainage will be reviewed as part of the 
development review process and the City will ma intain the 
storm lines. The city will set up billing accounts to recover the 
cost of maintenance. 

Access to this property is from SW Laurelwood Avenue (a City 
maintained Neighborhood Route). Maintenance 
responsibilities will remain in the City subsequent to 
annexation. 

The proposed annexation is in the Beaverton School District 
and the Tualatin Hills Parks and Recreation District. 
Boundaries of these districts will not be affected by the 
proposed annexation. 

Washington County currently provides long-range planning, 
development review, and building inspection for the property. 
Upon annexation, the City will provide those services. City 
Comprehensive Plan and Zoning Designations will be applied 
to this parcel in a separate process. 

CRITERIA FOR APPROVAL 

REGIONAL ANNEXATION CRITERIA 

In December 1998 the Metro Council adopted Metro Code Chapter 3.09 (Local 
Government Boundary Changes). Pursuant to Metro Code Section 3.09.045, Metro 
Code Sections 3.09.050(d) and ( g )  include the following minimum criteria for 
expedited annexation decisions: 

3.09.050 (d) An approving entity's final decision on a boundary change shall 
include findings and conclusions addressing the following criteria: 

ANX 2007-0001 
5/14/07 Agenda Date 



(I) Consistency with directly applicable provisions in an urban 
services provider agreement or annexation plan adopted pursuant to 
ORS 195.065; 

This staff report addresses the provision of services in detail and the provision of 
these services is consistent with cooperative agreements between Beaverton and the 
service providers. Although discussion with other urban services providers on the 
content of an agreement have occurred sporadically over the last several years, and 
the City has proposed an agreement that is acceptable to most of the parties, the 
City has not yet entered into an urban services provider agreement under ORS 
195.065 that relates to all potential urban service providers in and around the City. 
Because a comprehensive urban service agreement has not been completed, it is not 
possible to consider adoption of an annexation plan. 

As previously noted, on December 22, 2004 the City entered into an 
intergovernmental agreement with Washington County, titled the "Beaverton- 
Washington County Intergovernmental Agreement Interim Urban Services Plan". 
This agreement defines areas that the City may annex for ten years &om the date of 
the agreement without opposition by the County, and references ORS 195.065(1) 
among its recitals. The property proposed for annexation by this application is 
within the ten year annexation area. No other ORS Chapter 195 Urban Service 
Agreements have been executed that would affect this proposed annexation. 

FINDING: Staff finds that where applicable, the proposed annexation is 
consistent with urban service agreements in place as demonstrated in the 
staff report and as such the proposal satisfies Metro Code Criterion 3.09.050 
(4 (1). 

(2) Consistency with directly applicable provisions of urban planning 
or other agreements, other than agreements adopted pursuant to ORS 
195.065, between the affected entity and a necessaryparty; 

The City has entered into an ORS Chapter 190 intergovernmental agreement (IGA) 
with Clean Water Services, which was updated as of July 1, 2004. Exhibit 'A' to the 
new agreement defines areas within the "Beaverton Area of Assigned Service 
Responsibility" where, subsequent to annexation, specified maintenance 
responsibilities for sanitary sewer lines under 24 inches in diameter and for certain 
storm drainage facilities and surface water management functions would transfer to 
the City as of July 1 of the year if so requested by the City by January 1 of that 
year. The subject property is on a septic system. No sanitary or storm sewer lines 
are included as part of this annexation. However, because the property is located 
within Exhibit A's "Beaverton Area of Future Maintenance Responsibility" the City 

ANX 2007-0001 
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will assume maintenance responsibilities for any new lines that are installed as  a 
result of planned redevelopment of the property. 

The acknowledged Washington County - Beaverton Urban Planning Area 
Agreement (UPAA) does not contain provisions directly applicable to City decisions 
regarding annexation. The UPAA does address actions to be taken by the City after 
annexation, including annexation related Comprehensive Plan Land Use Map 
amendments and rezones. These actions will be taken in a separate process. 

FINDING: Staff finds that the proposed annexation falls within the 
"Beaverton Area of  Assigned Service Responsibility" as defined in the City's 
ZGA with Clean Water Services and that the UPAA does not contain 
provisions directly applicable to annexations. Therefore, the proposed 
amendment satisfies Metro Code Criterion 3.09.050 (d)(2). 

(3) Consistency with specific directly applicable standards or criteria 
for boundary changes contained in comprehensive land use plans and 
public facilities plans; 

Comvrehensive Plans: The only relevant policy of the City of Beaverton's 
Comprehensive Plan is Policy 5.3.l.d, which states "The City shall seek to 
eventually incorporate its entire Urban Services Area." The subject territory is 
within Beaverton's Assumed Urban Services Area, which is Figure V-1 of the City of 
Beaverton's Acknowledged Comprehensive Plan. 

After reviewing the Washington County Comprehensive Framework Plan for the 
Urban Area on the County's web site (reflecting changes through County Ordinance 
No. 662) as well as ordinances adopted subsequently up to the date of this staff 
report that amended the Comprehensive Framework Plan, staff finds that the 
following provisions may be applicable to this proposed annexation: 

A paragraph in the "County-Wide Development Concept" at  the beginning of the 
Comprehensive Framework Plan which states: 

As development occurs in accordance with this development concept, issues of 
annexation or incorporation may arise. Annexation or incorporation issues will 
necessarily relate to various other planning issues such as community identity, 
fiscal impacts of growth and service provision, coordination between service 
providers to achieve efficiencies and ensure availability, etc. As such issues 
arise; the County should evaluate community identity as an issue of equal 
importance with public service provision issues when developing policy positions 
on specific annexation or incorporation proposals. 

ANX 2007-000 1 
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Staff views this statement as  direction to the County itself in how to evaluate 
annexation proposals, and not guidance to the City regarding this specific proposal. 
As a necessary party, the County has an opportunity to comment on and appeal this 
proposed boundary change if they believe the boundary change is inconsistent with 
the approval criteria (see Metro Code Section 3.09). 

Policy 15 of the Comprehensive Framework Plan, relating to Roles and 
Responsibilities for Serving Growth, says: 

It  is the policy of Washington County to work with service providers, including 
cities and special service districts, and Metro, to ensure that facilities and 
services required for growth will be provided when needed by the agency or 
agencies best able to do so in a cost effective and efficient manner. 

Two implementing strategies under Policy 15 that relate to annexation state: 

The County will: 
f. If appropriate in the future, enter into agreements with service providers 

which address one or more of the following: 
3. Service district or city annexation 

g. Not oppose proposed annexations to a city that are consistent with an urban 
service agreement or a voter approved annexation plan. 

The City of Beaverton, Washington County and the other urban service providers 
for the subject area have been working off and on for several years to arrive a t  an 
urban service area agreement for the Beaverton area pursuant to ORS 195.065 that 
would be consistent with Policy 15 and the cited implementing strategies. 
Unfortunately, although most issues have been resolved, a few issues remain 
between the County and the City that have prevented completion of the agreement. 
These issues do not relate to who provides services or whether they can be provided 
when needed in an efficient and cost effective manner so much as how the transfer 
of service provision responsibility occurs, particularly the potential transfer of 
employees and equipment from the County to the City. As previously noted the 
County and the City have entered into an intergovernmental agreement that sets 
an interim urban services plan area in which the County commits to not oppose 
annexations by the City. 

Finally, staff has reviewed other elements of the County Comprehensive Plan, 
particularly the Raleigh Hills - Garden Home Community Plan that includes the 
subject property, and was unable to identify any provision relating to this proposed 
annexation. 

ANX 2007-0001 
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Public Facilities Plans: The City's public facilities plan consists of the Public 
Facilities and Services Element of the Comprehensive Plan, the Transportation 
Element of the Comprehensive Plan, the City's Capital Improvements Plan, and the 
most recent versions of master plans adopted by providers of the following facilities 
and services in the City: storm water drainage, potable water, sewerage conveyance 
and processing, parks and recreation, schools and transportation. Where a service 
is provided by a jurisdiction other than the City, by adopting the master plan for 
that jurisdiction as part of its public facilities plan, the City has essentially agreed 
to abide by any provisions of that master plan. The proposed annexation does not 
involve changes to facilities that that would significantly affect the public facilities 
plans of applicable service districts for the area. No relevant urban services as 
defined by Metro Code Section 3.09.020(m) will change subsequent to this 
annexation. 

Staff could not identify any provisions in the Washington County Public Facilities 
Plan relevant to this proposed annexation. 

FINDING: Staff finds that the proposed annexation is consistent with 
specific directly applicable standards or criteria for boundary changes 
contained in comprehensive land use plans and public facilities plans. 
Therefore, the proposed amendment satisfies Metro Code Criterion 3.09.050 
( 4  (3). 

(4) Consistency with specific directly applicable standards or criteria 
for boundary changes contained in the Regional Framework Plan or 
any functional plan; 

The Regional Framework Plan (which includes the RUGGOs and the Urban Growth 
Management Functional Plan) and Metro functional plans do not contain policies or 
criteria directly applicable to annexation decisions of this type. 

FINDING: The Regional Framework Plan and functional plans do not 
contain policies applicable to this proposal. Criterion 3.09.050 (d)(4) has 
been met 

(5) Whether t he  proposed change will promote or  not  interfere with 
t he  timely, orderly a n d  economic provisions of public facilities 
a n d  services; 

The Existing Conditions section of this staff report contains information addressing 
this criterion in detail. The proposed annexation will not interfere with the 
provision of public facilities and services. The provision of public facilities and 
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services is prescribed by urban services provider agreements and the City's capital 
budget. 

FINDING: The proposed annexation will not interfere with the timely, 
orderly and economic provisions of  public facilities and services. Criterion 
3.09.050 (d)(5) has  been met. 

(6) The terr i tory  lies within t he  Urban Growth Boundary; 

The property lies within the Urban Growth Boundary. 

FINDING: Criterion 3.09.050 (d)(6) has been met. 

(7) Consistency with o ther  applicable cri teria for t h e  boundary 
change i n  question under  s ta te  a n d  local law. 

OAR 660-001-0310 states "A city annexation made in compliance with a 
comprehensive plan acknowledged pursuant to ORS 197.251(1) shall be considered 
by Land Conservation and Development Commission to have been made in 
accordance with the goals ..." Compliance with the Comprehensive Plan was 
addressed in number 3 above. The applicable Comprehensive Plan policy cited 
under number 3 above was acknowledged pursuant to Department of Land 
Conservation and Development Order 001581 on December 31, 2003, meaning it 
became unnecessary for the City to address the Statewide Planning Goals after that 
date in considering proposed annexations. There are no other criteria applicable to 
this boundary change in State Law or local ordinances. The City of Beaverton does 
have Annexation Policies (Attachment B) adopted by resolution and this proposed 
annexation is consistent with those policies. 

FINDING: S ta f f  finds this voluntary annexation is consistent with State 
and local laws for the reasons stated above. Criterion 3.09.050 (d)(7) has 
been met 

3.09.050 (g) Only territory already within the defined Metro Urban Growth 
Boundary at  the time a petition is complete may be annexed to a city or 
included in territory proposed for incorporation into a new city. However, 
cities may annex individual tax  lots partially within and without the 
Urban Growth Boundary. 

The territory in question was inside of the Portland Metro Urban Growth Boundary 
at  the time the petition is complete and has been since its adoption. 
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FINDING: The proposed annexation satisfies criterion 3. 09.050 (g). 

PROCESS 

Consistent with Metro Code Section 3.09.045, the City sent notice of the 
proposed annexation on or before April 24, 2007 (20 days prior to the agenda 
date) to all necessary parties including Washington County, Metro, affected 
special districts and County service districts. 

The notice and a copy of this staff report will be posted on the City's web page. 

CONCLUSION 

Based on the findings in this report, staff concludes that approval of an 
owner initiated annexation of  parcel # lS113BC00401 satisfies all pertinent 
criteria as illustrated in the findings above. 

Attachments: A) Legal Description 
B) City Annexation Policies 

ANX 2007-0001 
5/14/07 Agenda Date 



Attachment "A" 

ANNEXATION 

FOR 

CITY OF BEAVERTON, OREGON 

ANX 2007-0001 

LEGAL DESCRIPTION 

A tract of land situated in the southwest quarter of the northwest quarter of Section 13, 
Township 1 South, Range 1 West, Willamette Meridian, City of Beaverton, Washington 
County Oregon. Said tract of being described as follows: 

A portion of a tract of land as described in Book 186, Page 299, Washington County, 
Oregon Deed Records, and being more particularly described as follows: 

BEGINNING at an iron rod on the east line of Southwest Laurelwood Drive (Southwest 
82nd Avenue), which iron rod bears South 88O55'30" East, 893.56 feet from the west 
one-quarter corner of Section 13, Township 1 South, Range 1 West, Willamette 
Meridian, Washington County, Oregon; 

Thence, along said east line of Southwest Laurelwood Drive North 00°12'30" East, 99.85 
feet to an iron rod; 

Thence, South 88O55'30" East, 155.00 feet to an iron rod; 

Thence, South 00°12'30" West, 99.85 feet to an iron rod on the south line of said tract 
described in Book 186, Page 299; 

Thence, along said south line North 88O5530" West, 155.00 feet to the point of 
beginning. 



Attachment "B" 

Resolution No. 3785 

City of Beaverton Urban Service Area and Corporate Limits 
Annexation Policies 

A. City of Beaverton Urban Service Area Policy 
The City remains committed to annexing its urban services area over time, but the City 
will be selective regarding the methods of annexation it chooses to use. The City of 
Beaverton prefers to avoid use of annexation methods that may force annexation against 
the will of a maiority of voters in larger unincorporated residential neighborhoods. The 

- 7  - 
City is, however, open to annexation of these arkas by other means where support for 
annexation is expressed, pursuant to aprocess specified by State law, by a majority of 
area voters andlor property owners. The City is open to pursuing infrastructurdsewice 
planning for the purposes of determining the current and future needs of such areas and 
how such areas might best fit into the City of Beaverton provided such unincorporated 
residents pursue an interest of annexing into the City. 

B. Citv of Beaverton Corporate Limits Policy 
The Citv of Beaverton is committed to annexing those unincorporated areas that - 
generally exist inside the City's corporate limits. Most of these areas, known as "islands", 
generally receive either direct or indirect benefit from City services. The Washington 
County 2000 Policy, adopted in the mid-1980s, recognizes that the County should not be 
a long-term provider of municipal services and that urban unincorporated areas including 
unincorporated islands should eventually be annexed to cities. As such, primarily through 
the use of the 'island annexation method', the City's objectives in annexing such areas 
are to: 

Minimize the confusion about the location of City boundaries for the provision of 
services: 
Improve the efficiency of city service provision, particularly police patrols; 
Control the development/redevelopment of properties that will eventually be within - - 
the City's boundaries; 
Create complete neighborhoods and thereby eliminate small pockets of 
unincorporated land; and 
Increase the City's tax base and minimize increasing the City's mill rate. 

In order to achieve these stated objectives, the City chooses to generally pursue the 
following areas for 'island annexation' into the City of Beaverton: 

Undeveloped proverty zoned for industrial, commercial uses or mixed uses: . . *  - 
Developed or redevelopable property zoned for industrial, commercial or mixed uses; 
Undeveloped or redevelopable property zoned for residential use; 
Smaller developed property zoned residential (within a neighborhood that is largely 
incorporated within the City of Beaverton). 



AGENDA BlLL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: An Ordinance Amending Ordinance 
No. 4187, Figure 111-1, the 
Comprehensive Plan Land Use Map 
and Ordinance No. 2050, the Zonlng 
Map for a Property Located in North 
Beaverton; CPA 2007-0008/ZMA 
2007-0007 (12020 SW Barnes Road) 

PROCEEDING: First Reading 

FOR AGENDA OF: 05/14/07 BlLL NO: 07106 

Mayor's Approval: 

DEPARTMENT OF ORIGIN: CDD 

DATE SUBMITTED: 05/07/07 

CLEARANCES: City Attorney A& 
Planning h'l3 

EXHIBITS: 1. Proposed Ord~nance and 
Exhibit A - Map depicting 
subject site 

2. Staff Report 
3. Email communication of record 

between the property owner 
and staff 

4. Planning Commission Final 
Order No. 1949 

BUDGET IMPACT 
EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 

This ordinance is before the City Council to assign City Comprehensive Plan Land Use Map and 
Zoning Map designations to one property, replacing the Washington County land use designation. 
The property was annexed in 2005. It is a .37 acre lot located on the southwest corner of West 
Stark Street and SW Corby Road, west of Barnes Road, with a site address of 12020 SW Barnes 
Road. The lot is not within the boundaries of a Beaverton Neighborhood Association Committee. 

The property is within a town center as identified on the County's "Town Center Boundaries'' map 
under Policy 40, Regional Planning Implementation of the County's Comprehensive Framework 
Plan for the Urban Area, and is designated County Transit Oriented Business (T0:BUS) on the 
County's Cedar Hills - Cedar Mill Community Plan. 

INFORMATION FOR CONSIDERATION: 

This ordinance changes Ordinance No. 4187, Figure 111-1, the Comprehensive Plan Land Use Map and 
Ordinance No. 2050, the Zoning Map, consistent with the Planning Commission's recommendation as 
memorialized in their Order No. 1949. The City Land Use Map and Zoning Map designations will take 
effect 30 days after Council adoption and the Mayor's approval of this ordinance. 

RECOMMENDED ACTION: 

First Reading 

07106 
Agenda Bill No: 



EXHIBIT 1 

ORDINANCE NO. 4438 

AN ORDINANCE AMENDING ORDINANCE NO. 4187, FIGURE 
111-1, THE COMPREHENSIVE PLAN LAND USE MAP AND 
ORDINANCE NO. 2050, THE ZONING MAP FOR ONE 
PROPERTY LOCATED ON THE SOUTHWEST CORNER OF 
WEST STARK STREET AND SW CORBY DRIVE, WEST OF 
BARNES ROAD (12020 SW BARNES ROAD); CPA2007- 
0008lZMA2007-0007 

WHEREAS, The subject property was annexed in 2005 and is being redesignated in this 
ordinance from Washington County's land use designation to City of Beaverton 
designations; and 

WHEREAS, Since the Beaverton -Washington County Urban Planning Area Agreement is 
not specific on the appropriate City designations for these parcels, this is a 
discretionary land use decision and, therefore, a public hearing was held by the 
Planning Commission March 28, 2007. The Planning Commission voted to 
recommend approval of the Town Center (TC) Comprehensive Plan Land Use 
Map designation and the Town Center Multiple Use (TC-MU) Zoning Map 
designation, as memorialized in their Order No. 1949; and 

WHEREAS, The Council incorporates by reference the Community Development Department 
staff report dated March 21, 2007 by Contract Planner Lisa Edwards and 
Planning Services Manager Hal Bergsma as to criteria applicable to this request 
and findings thereon; now, therefore, 

THE CITY OF BEAVERTON ORDAINS AS FOLLOWS: 

Section 1. Ordinance No. 4187, the Comprehensive Plan Land Use Map, is amended to 
designate the subject property, Map and Tax Lot 1S1003BB00200 as shown on 
Exhibit "A", Town Center (TC). 

Section 2. Ordinance No. 2050, the Zoning Map, is amended to designate the subject 
property, Map and Tax Lot 1S1003BB00200 as shown on Exhibit "A", Town 
Center - Multiple Use (TC-MU). 

First reading this day of , 2007. 

Passed by the Council this day of ,2007. 

Approved by the Mayor this day of ,2007. 

ATTEST: APPROVED: 

SUE NELSON, City Recorder ROB DRAKE, Mayor 
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EXHIBIT 2 

CITY of BEAVERTON 
4 7 5 5  S.W. Gri f f i th  Drive,  P .O .  Box 4 7 5 5 ,  Beavertan, OR 9 7 0 7 6  Gcncral Information (503) 526.2222 V/TDD 

STAFF REPORT 
TO: Planning Commission 

AGENDA DATE: March 28,2007 REPORT DATE: 3/21/2007 

FROM: Lisa C. Edwards, Contract Planner 
Hal Bergsma, Planning Services Manager 

APPLICATION: CPA2007-0008 
(12020 Barnes Road Annexation Land Use Map Amendment) 
ZMA2007-0007 
(12020 Barnes Road Annexation Zoning Map Amendment) 

LOCATION: The property is a 0.37-acre lot located on the southwest 
corner of West Stark Street and SW Corby Drive, west of 
Barnes Road. The parcel is identified on Tax Map 1S103BB 
as Tax Lot 00200. Currently, the property address is 12020 
SW Barnes Road. 

NEIGHBORHOOD Washington County CPO 1 
ASSOCIATION: No City Neighborhood Association Committee 

REQUEST: Amend the City's Comprehensive Plan Land Use Map to 
show Town Center, and the City's Zoning Map to Town 
Center Multiple Use (TC-MU) zoning designation in place of 
the current Washington County designation of Transit 
Oriented Business (T0:BUS). 

APPLICANT: City of Beaverton Community Development Director 

APPROVAL Comprehensive Plan Section 1.5.1 and the Development 
CRITERIA: Code Section 40.97.1 5.4.C 

RECOMMENDAT~ON: Adopt a final order recommending that City Council 
adopt an ordinance applying the Town Center (TC) land 
use designation and the Town Center Multiple Use (TC- 
MU) zoning designation for the subject parcel. 

CPA2007-0008 1 ZMA2007-0007 
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BACKGROUND 

CPA2007-0008 proposes amendment of the Land Use Map and ZMA2007-0007 
proposes amendment of the Zoning Map. Both amendments are requested in 
order to apply City land use and zoning for one parcel annexed in January 2005. 
The subject property has continued to carry the Washington County Transit 
Oriented Business (T0:BUS) designation, as depicted on the County's Cedar 
Hills - Cedar Mill Community Plan map, since the time of annexation. The 
subject parcel is also designated Town Center as identified on the County's 
"Town Center Boundaries" map. 

EXISTING CONDITIONS 

Uses. Staff performed a field survey of uses that occupy the subject parcel. The 
field survey was followed by internet research to determine the exact nature of 
the business located upon the parcel. The identified use is noted in the following 
table. Generally, use of the property was for office space with landscaping and 
associated parking area. 

The following table includes the address, existing use, and lot size for the subject 
property: 

I OFFICE. Farmer's Insurance (Keith Massingill) 

Character. The subject parcel is developed with an approximately 1,500 square 
foot, one-story structure that is occupied by employees during daytime weekday 
hours. The existing residential-style structure is constructed of wood, stucco, 
and asphalt shingle. The property provides surface parking for visitors and 
employees. Landscaping is provided along the driveway leading to the below- 
grade surface parking area and adjacent to the building. Since the property is 
surrounded by numerous vacant lots, various trees and vegetation exist along its 
boundaries. Access is provided by Stark Street via Barnes Road. Barnes Road 
runs in an east-west direction and is a two-lane, two-way road with a middle turn 
lane. Presently, access into this property is via Stark Street, which also provides 
access to several other residential properties. 

Natural Resources. City staff has reviewed the Cedar Hills-Cedar Mill 
Community Plan Significant Natural and Cultural Resources (SNCR) map to 
determine if any for relevant site-specific policies. The map shows Johnson 
Creek, which flows south of the subject property, as a Water Area & Wetland. 
Land along the creek is not identified as Wildlife Habitat. 



ANALYSIS 

COMPATIBILITY OF DESIGNATIONS 

Washington County Town Center design type. The subject parcel is within a 
Town Center design type as identified in the County's "Town Center Boundaries" 
map under Policy 40, Regional Planning Implementation of the Washington 
County Comprehensive Framework Plan for the Urban Area. Policy 40 states 
that, "It is the policy of Washington County to help formulate and locally 
implement Metro's regional growth management requirements in a manner that 
best serves existing and future residents and businesses." As part of the 
implementing strategies of Policy 40 it is further stated that, "The County will: e. 
Require applicants proposing plan amendments to demonstrate that their 
proposal is consistent with the applicable 2040 Growth Concept Design Type." 
Metro's 2040 Regional Urban Growth Concept Map depicts the subject parcel as 
near a Town Center designation, although it is actually shown as being along a 
Corridor. The following is the Washington County Policy 40 description of the 
Town Center design type: 

"Town Centers generally are areas designed to function as the heart of 
surrounding neighborhoods. The objective is to shape future growth in 
such a way that each town center becomes, over time, a more compact 
node of multiple activities. Primary uses permitted in the Town Centers are 
local retail commercial, services, and office uses. Also, mixed-use 
developments (residential above retail stores or commercial services or 
offices), multi-family housing, condominiums, rowhouses and some 
institutional uses will be components of Town Centers. This mixing of land 
uses and activities will allow residents, employees, and business 
customers to move between uses. Therefore, Town Centers will be 
"pedestrian-friendly" with wide sidewalks, and amenities such as street 
trees and benches. The scale of retail commercial, services and offices 
uses in Town Centers will primarily be multiple story buildings placed 
close to public sidewalks. Town Centers will be well served by public 
transit that serve these centers of more intensive development." 

City o f  Beaverton Town Center Development land use designation. Section 
3.7 of the Land Use Element of the Comprehensive Plan for the City of 
Beaverton details the City's Town Center land use designation. The goal for the 
Town Center designation is as follows: 

"3.7.1 Goal: Town Centers that develop in accordance with community 
vision and consistent with the 2040 Regional Growth 
Concept Map." 

CPA2007-0008 1 ZMA2007-0007 
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The policies of Section 3.7.1 state that the City, shortly after annexation, shall 
adopt Community Plans identifying Comprehensive Plan Policies applicable to 
town center areas to provide community vision and to incorporate any 
established County community plan. 

The Washington County - Beaverton Urban Planning Area Agreement (UPAA) 
calls for the City to assign the most similar Land Use Map designations to those 
of the County's. The subject property is designated Transit Oriented Business by 
Washington County on the Cedar Hills - Cedar Mill Community Plan. The UPAA 
does not specify a Comprehensive Plan designation because Transit Oriented 
designations did not exist when the UPAA was adopted. 

The Town Center designation was adopted by the County to comply with Metro 
requirements. Therefore, the City Land Use Map designation most similar to the 
County's Town Center design type and Transit Oriented designation is the City's 
Town Center designation. For these reasons staff recommends the 
Comprehensive Plan Land Use Map be amended to show these parcels as Town 
Center. 

APPLICABLE ZONING DISTRICTS 

The Washington County - Beaverton Urban Planning Area Agreement (UPAA) 
calls for the City to assign the most similar zoning designations to those of the 
County's. The.. subject property is designated Transit Oriented Business 
(T0:BUS) by Washington County on the Cedar Hills - Cedar Mill Community 
Plan. The implementing zoning districts for the City's Town Center land use 
designation are: Town Center Medium Density Residential (TC-MDR), Town 
Center High Density High Density Residential (TC-HDR), and Town Center 
Multiple Use (TC-MU). 

Of these designations, the City zone specifically defined to allow for a mix of 
transit oriented style commercial, office, and residential, similar to the County's 
T0:BUS designation, is the TC-MU Zone. It should be noted, however, that 
variation does exist between the two. 
Of the more obvious disparities that exist between Washington County's T0:BUS 
designation and the City's TC-MU Zone, staff found the following: 

While service stations are permitted in the County's T0:BUS District, they 
are not permitted in the City's TC-MU Zone. 

Maximum building height permitted in Washington County's T0:BUS 
District is 80'. The maximum building height in Beaverton's SC-MU Zone 
is 60' by right and 100' with a variance. 



The minimum FAR allowance in Washington County's T0:BUS District 
outside a Town Center Core is 0.35. The City's minimum FAR is 0.5, 
although 0.35 is allowed for the initial phase of a multi-phased project. 

Washington County does not have a maximum FAR allowance in T0:BUS 
District while the City of Beaverton has a maximum FAR allowance of 1.0 
or 2.0 through a planned unit development process. 

Properties within the City of Beaverton near the subject parcel implement TC 
zoning as follows: TC-HDR is predominant south of Stark Street and TC-MU is 
predominant north and east of Barnes Road. An adjacent property on the north 
side of Stark Street is also designated TC-MU. 

PROCESS 

THRESHOLD 

Because the County and City designations under consideration in the application 
were not in effect at the time the UPAA was adopted in 1989, there is no 
specified conversion in the UPAA from the existing County designation of 
TC:BUS to a City plan designation and zone. Therefore the City will need to use 
discretion in determining the appropriate City plan designation and zone for the 
subject property, qualifying this application for the discretionary quasi-judicial 
CPAIZMA processes. 

Comprehensive Plan Process. Review and approval of this proposed 
Comprehensive Plan Map Amendment qualifies as a Quasi-Judicial Amendment 
per ~om~rehens ive flan'section 1.3. ' 

Development Code Process. Review and approval of this proposed Zoning 
Map Amendment qualifies as a Discretionary Annexation Related Zoning Map 
Amendment per Development Code Section 40.97.15.4.A that states, "An 
application for Discretionary Annexation Related Zoning Map Amendment shall 
be required when the following threshold applies: 

"1. The change of zoning to a City zoning designation as a result of 
annexation of land into the City and the Urban Planning Area Agreement 
(UPAA) does not specify a particular corresponding City zoning 
designation and discretion is required to determine the most similar City 
zoning designation." 
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PROCEDURE TYPE 

The Type 3 procedure and process applies to Quasi-Judicial Amendment 
applications as described in Section 1.3 of the Comprehensive Plan and 
Discretionary Annexation Related Zoning Map Amendment applications per 
Section 50.45 of the Development Code. 

SUBMISSION REQUIREMENTS 

According to Development Code Section 40.97.15.4.D. an application for a 
Discretionary Annexation Related Zoning Map Amendment shall be made by the 
submittal of a valid annexation petition or an executed annexation agreement. 
Because the annexations of the subject properties occurred as a result of an 
"island" annexation process under ORS 222.750, neither an annexation petition 
nor an annexation agreement was submitted. Instead, the City Council 
authorized initiation of the annexation by approval of a resolution. This City- 
initiated annexation was approved under Ordinance 4334. 

PUBLIC NOTICE 

Section 1.4.2 of the Comprehensive Plan prescribes the notice requirements for 
Quasi-Judicial Amendment applications. Notice must be mailed to the State 
Department of Land Conservation and Development (DLCD), Metro, Washington 
County, the appropriate Beaverton Neighborhood Association Committee Chair 
or County-recognized Citizen Participation Organization and the Chair of the 
Committee for Citizen Involvement at least 45 days prior to the initial hearing. At 
least 20 and not greater than 40 days from the hearing, notice must be mailed to 
the affected property owners and surrounding property owners within 500 feet, 
posted in City Hall, posted in the City Library, posted on the City's Web site, and 
published in a local newspaper. 

Additionally, the City Charter requires mailing notice of the public hearing by 
certified mail to all owners of record of the subject parcels at least 30 days in 
advance for a Zoning Map Amendment. 

In response to these requirements: 

1. On February 8, 2006 notice was mailed to DLCD, Metro, Washington County 
Land Use and Transportation, the Washington County Extension Office for 
CPO 1, the Chair of the Beaverton Committee for Citizen Involvement (CCI), 
and the City of Beaverton Neighborhood Office. 

2. On February 26, 2007 a notice was mailed to the owner of the subject 
property by certified mail. On March 5, 2007 notice was mailed to owners of 
surrounding properties within 500 feet of the subject parcels. 

~p 
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3. On March 8, 2007 legal notice was published in the Oregonian. 
4. Notice was posted in City Hall, in the City Library, and on the City's Web site 

on March 8, 2007 

Neither the City Council nor the Planning Commission has directed staff to 
provide additional notice for this amendment beyond the notices described 
above. 

CRITERIA FOR APPROVAL 

COMPREHENSIVE PLAN AMENDMENT CRITERIA 

Section 1.5.1 of the Comprehensive Plan outlines the minimum criteria for 
amendment decisions, as follows: 

1.5.1.A. The proposed amendment is consistent and compatible with 
relevant Statewide Planning Goals and related Administrative Rules; 

Of the 19 Statewide Planning Goals, One, Two, and Five are applicable to the 
proposed map amendment. 

GOAL ONE: PUBLIC INVOLVEMENT 
To develop a citizen involvement program that insures the opportunity for 
citizens to be involved in all phases of the planning process. 

This proposed amendment is subject to the public notice requirements of the City 
Chafter and Comprehensive Plan Section as described in the previous section of 
this report on process 

At the hearing, the Planning Commission considers written comments and oral 
testimony before they make a decision. The notice requirements outlined in 
Comprehensive Plan Section 1.4.2 allow for proper notice and public comment 
opportunities on the proposed Comprehensive Plan amendment as required by 
this Statewide Planning Goal. As noted above, these procedures have been 
followed. 

Finding: Staff finds that the City, through its Charter, Comprehensive Plan, 
and Development Code together with Metro through applicable 
requirements of the Urban Growth Management Functional Plan, 
and adherence to State statutes, has created proper procedures 
to insure citizens the opportunity to provide input into the 
proposed Comprehensive Plan Land Use Map amendment and 
that the City has complied with those procedures. 
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GOAL TWO: LAND USE PLANNING 
To establish a land use planning process and policy framework as a basis for 
all decisions and actions related to use of land and to assure an adequate 
factual base for such decisions and actions. 

The City of Beaverton adopted a Comprehensive Plan, which includes text and 
maps in a three-part report (Ordinance 1800) along with implementation 
measures, including implementation of the Development Code (Ordinance 2050) 
in the late 1980's. The City adopted a new Comprehensive Plan (Ordinance 
4187) in January of 2002 that was prepared pursuant to a periodic review work 
program approved by the State Department of Land Conservation and 
Development (DLCD). The proposed Plan, including a new Land Use Map, was 
the subject of numerous public hearings and considerable analysis before 
adoption. The adopted Plan and findings supporting adoption were deemed 
acknowledged pursuant to a series of Approval Orders from the Department of 
Land Conservation and Development, the last of which was issued on December 
31, 2003. In 1989, the City and Washington County adopted the Urban Planning 
Area Agreement (UPAA), which is now section 3.15 of the Comprehensive Plan. 
The land use planning processes and policy framework described in the UPAA, 
Development Code and Comprehensive Plan form the basis for decisions and 
actions, such as the subject amendments. 

This property is currently designated T0:BUS. The Washington County 
Comprehensive Framework Plan places the property within a Town Center 
design type, consistent with the Metro 2040 Growth Concept. The UPAA does 
not reference any of the Transit Oriented designations because they did exist 
when it was written. Since the County has designated this property Town Center 
in their Comprehensive Framework Plan staff recommends the Comprehensive 
Plan Land Use Map be amended to show this parcel as Town Center. 

Washington County's Comprehensive Framework Plan is implemented by ten 
Community Plans. County Community Plan documents consist of a Land Use 
District Map, a Significant Natural and Cultural Resources Map and Plan text. 
Each Community Plan Map shows the adopted land use designation for each 
parcel within the planning area. The Significant Natural and Cultural Resources 
Map shows the general location of: three categories of natural resources - water 
areas and wetlands, wildlife habitat, and areas with a combination of water areas 
and wetlands and fish and wildlife habitat; properties subject to the County's 
Historic and Cultural Resource Overlay District; the location of scenic views and 
features; park deficient areas; and potential parklopen spacelrecreation areas. 
The Community Plan text provides a written description of the Community Plan 
Map, Community Design Elements and Areas of Special Concern. Individual, 
site-specific policy design elements are sometimes included in the Community 
Plan text. 

Finding: Staff finds that the City and Washington County have established 



a land use planning process and policy framework as basis for 
assigning land use and zoning designations for recently annexed 
land. These amendments comply with Goal Two. 

GOAL FIVE: NATURAL RESOURCES, SCENIC AND HISTORIC AREAS. 
AND OPEN SPACES 
To protect natural resources and conserve scenic and historic areas and 
open spaces. 

As noted in the discussion under Statewide Planning Goal Two, Washington 
County's Community Plan documents include a Significant Natural and Cultural 
Resources (SCNR) Map and related text. The SCNR Map shows the general 
location of water areas and wetlands. City staff has reviewed the Cedar Hills- 
Cedar Mill Community Plan SNCR map. The map shows Johnson Creek, which 
flows just south of the subject property, as a water area arealwetland. Land along 
the creek is not identified as wildlife habitat. 

In August 2002, the Metro Council approved a regional inventory of riparian 
areas and wildlife habitat with quality rankings. Metro's flood, slope, vegetation 
and forest data, were used to develop the inventory and determine values. Metro 
staff mapped specific landscape features, such as the location of trees, shrubs, 
wetlands, flood areas and steep slopes, and then applied scientific criteria to 
identify and rank habitat areas. Staff examined maps of inventoried riparian 
areas and habitat near the property on Metro's web site and determined the 
property is adjacent to lower value riparian areas and habitat but is not within the 
areas. However, the impact of development on the property may affect 
inventoried areas if not well designed. 

Metro's Nature in the Neighborhoods Program became effective in May 2006. 
The Metro program requires local governments to implement a program to: 

Conserve, protect, and resource a continuous ecologically viable streamside 
corridor system, from the stream's headwaters to their confluence with other 
streams and rivers, and with their floodplains in a manner that is integrated 
with upland wildlife habitat and with the surrounding urban landscape; and 

Control and prevent water pollution for the protection of the public health and 
safety, and to maintain and improve water quality throughout the region. 

The local governments in the Tualatin River Basin collaborated to develop a voluntary, 
incentive-based program to achieve the goals of the Metro Program. Ordinances 
adopting the City's program became effective in January. Voluntary, incentive-based 
tools are available for complying with the City's water quality, water quantity and 
landscape standards. This proposed amendment will not affect the City's 
implementation of this program. 
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Existing regulations within the City's Development Code and Clean Water Services 
Design and Construction Standards for Sanitary Sewer and Surface Water 
Management (CWS D&C Standards) will apply to development proposals on the subject 
property. These regulations will limit the impacts of development on the adjacent 
resources. 

Finding: Staff finds that the regionally significant natural resources in  the area 
will be adequately protected through CWS and City regulations. 

Remainina Goals 

GOAL 3: AGRICULTURAL LANDS 
GOAL 4: FOREST LANDS 

These goals apply to rural unincorporated areas. The City of Beaverton is urban 
incorporated, therefore, the goals are not applicable. 

GOAL 6: AIR, WATER AND LAND RESOURCES QUALITY 
GOAL 7: AREAS SUBJECT TO NATURAL DISASTERS AND HAZARDS 

The natural resources located within the subject area, Johnson Creek and associated 
corridor, have been protected through approval of prior developments. Any 
redevelopment will be subject to a higher level of protection than previously required. 
Therefore, these goals are not applicable to this proposal. 

GOAL 8: RECREATION NEEDS 
The subject parcels do not include areas planned to serve the recreational needs of the 
citizens. Generally, the recreational needs of the citizens are provided through Tualatin 
Hills Park and Recreation District (THPRD), which provides park facilities within the 
larger area. 

GOAL 9: ECONOMY OF THE STATE 
Staff finds that the proposed amendment does not affect the City's ability to implement 
this goal, therefore this goal is not applicable. 

GOAL 10: HOUSING 
The subject parcel does not currently provide housing. However, the Town Center land 
use designation does allow for housing in the multiple use implementing zoning districts. 
Since the permitted uses in the City's TC-MU zone are substantially similar to the uses 
permitted in the County's T0:BUS zone, the proposal would not affect the City's ability 
to implement the Metropolitan Housing Rule or other implementing procedures for Goal 
10. Therefore, this Statewide Planning Goal does not apply to this amendment request. 

GOAL 11: PUBLIC FACILITIES AND SERVICES 
Staff finds that the proposed amendment does not affect compliance with Goal 11, 
therefore this goal is not applicable. 
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GOAL 12: TRANSPORTATION 
Staff finds that the proposed amendment does not substantially change the allowed 
density or uses on the property so as to cause a significant impact on a transportation 
facility pursuant to Oregon Administrative Rules (OAR) Section 660-010-0060 of the 
Transportation Planning Rule so, therefore, this goal is not applicable. 

GOAL 13: ENERGY CONSERVATION 
Staff finds that the proposed amendment does not affect the City's ability to implement 
the Comprehensive Plan related to energy resources, therefore this goal is not 
applicable. 

GOAL 14: URBANIZATION 
The proposal does not include a request to establish or change the Urban Growth 
Boundary. Additionally, the Metro, Washington County, and the City have appropriate 
mechanisms in place to provide for the orderly and efficiently transition from rural to 
urban land. Therefore, this goal is not applicable. 

GOAL 15: WILLAMETTE GREENWAY 
This goal applies to lands along the Willamette River. The Willamette River is not 
within, or adjacent to, the City of Beaverton (approximately 10 miles outside the city 
limits). Therefore, this goal is not applicable to the proposal. 

GOAL 16: ESTUARINE RESOURCES, 
GOAL 17: COASTAL SHORELANDS, 
GOAL 18: BEACHES AND DUNES, 
GOAL 19: OCEAN RESOURCES 

Apply to oceanic or coastal resources. The City of Beaverton is over 80 miles from 
coastal resources; therefore, these goals do not apply in the City of Beaverton. 

Finding: Staff finds that Goals Three, Four, and Six through Nineteen are not 
applicable to this application. 

Summary Finding: 
Staff finds the amendment request is consistent with applicable Statewide 
Planning goals and therefore meets the requirements of Criterion 1.5.1.A. of the 
City's Comprehensive Plan. 

1.5.1.6. The proposed amendment is consistent and compatible with the 
applicable Titles of the Metro Urban Growth Management Functional 
Plan and the Regional Transportation Plan; 

Section 3.07.830 of the Urban Growth Management Functional Plan (UGMFP) (Title 8) 
requires that any Comprehensive Plan change must be consistent with the 
requirements of the Functional Plan. Section 3.07.130 of the UGMFP (Title 1) states: 
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"For each of the following 2040 Growth Concept design types, city and county 
comprehensive plans shall be amended to include the boundaries of each area, 
determined by the city or county consistent with the general locations shown on 
the 2040 Growth Concept Map. .." 

As previously explained, the 2040 Growth Concept Plan map depicts the subject parcel 
as near a Town Center designation, although it is actually shown as being along a 
Corridor. In compliance with the above quoted provision, in 2000 Washington County 
amended its Comprehensive Framework Plan for the Urban Area to describe the 
boundaries of all Metro design types in the urban unincorporated area, including the 
subject property, which they chose to include within the Cedar Mill Town Center Area. 
Previously that year the County had adopted a plan for the Cedar Mill Town Center 
which included the subject property. Section 3.07.130 of the UGMFP describes Town 
Center, "Local retail and services will be provided in town centers with compact 
development and transit service." The subject parcel is intended to be occupied by retail 
and/or service uses with transit access, which is consistent with the intent of the 
UGMFP. 

The City adopted a Town Center land use map designation within the City's 
Comprehensive Plan (Ordinance 4187). Applying the Town Center designation to the 
subject property will achieve compliance with Title 1 of the UGMFP. 

As noted in addressing consistency and compatibility with the Statewide Planning 
Goals, the proposed amendment does not substantially change the allowed density or 
uses on the property so as to cause a significant impact on a transportation facility. 
Therefore, the proposed amendment will be consistent and compatible with the 
Regional Transportation Plan (RTP). 

Finding: The Town Center land use map designation is compatible with Metro's 
Town Center design type and applicable UGMFP and RTP provisions. 
Therefore Criterion 1.5.1.B. has been met. 

1.5.1.C. The proposed amendment is consistent and compatible with the 
Comprehensive Plan and other applicable local plans; 

The following Comprehensive Plan Chapters are addressed below: 1, 2, 3, 4, 5, 6, 7, 8, 
and 9. 

Chapfers I and 2, Procedures and Public lnvolvemenf Elemenfs, respectively 
The procedures for amending the Comprehensive Plan found within Chapter 1 have 
been complied with, including appropriate noticing. The Planning Commission will hold 
an initial hearing where public testimony and evidence will be entered into the record 
and used for the Planning Commission's deliberations. The Planning Commission will 
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make a recommendation to City Council, who will follow appropriate procedures for 
holding a hearing or adopting the appropriate Planning Commission findings. 

Finding: Staff finds that the proposal is a quasi-judicial map amendment. Staff 
finds that the appropriate procedures in Chapter 1 and summarized in 
Chapter 2 of the Comprehensive Plan have been met. Thus, this 
proposal is in compliance with Chapters 1 and 2. 

Chapter 3 Land Use Element. 
This section explains the various land use designations used by the City and how land 
within each designation should be designated and developed. As noted previously, the 
County has defined this property in its Comprehensive Framework Plan as being a 
Town Center Area which matches our Town Center Land Use Map designation. Goal 
3.7.1 calls for "Town Centers that develop in accordance with community vision and 
consistent with the 2040 Regional Growth Concept Map.". Policies a-d under the goal 
further prescribe how town center areas should be designated and developed. The 
Town Center Land Use designation allows for TC-MU zoning designations pursuant to 
Section 3.14. Staff is unaware of any other relevant plans affecting this decision. 

Finding: Staff finds that the policies found in Chapter 3 are met. 

Chapter 4 Housing Element. 
Chapter 4 contains goals and policies addressing issues of housing supply and density, 
housing type and housing affordability. The proposed TC-MU zone allows for, but does 
not require residential development ranging from a minimum of 24 units per acre to a 
maximum of 40 dwelling units per acre. 

Finding: Staff finds that the policies found in Chapter 4 are inapplicable to the 
proposed amendment. 

Chapter 5 Public Facilities and Services Element. 
This element contains goals and policies addressing the provision of various public 
facilities and services in the city, including storm water and drainage, potable water, 
sanitary sewers, schools, parks and recreation, police protection, and fire and 
emergency services. As noted in the Goal 11 discussion, the proposal does not 
physically affect the landscape, or affect corporate boundaries, or the City's public 
facility plans. The permitted uses in the TC-MU zone are substantially similar to the 
uses permitted in the T0:BUS district. The proposal would not affect the City's ability to 
implement the various elements of the Public Facilities Plan. Thus, the policies, plans 
and actions found in this chapter are inapplicable to the proposed amendment. 

Finding: Staff finds that the policies found in Chapter 5 are inapplicable to the 
proposed amendment. 

Chapter 6 Transportation Element. 

CPA2007-0008 1 ZMA2007-0007 
Report Date March 21, 2007 



This chapter contains numerous goals and policies related to the city's transportations 
system. Previous discussion in this report explains the inapplicability of Goal 12 to this 
proposal because it would not substantially change the allowed density or uses on the 
property so as to cause a significant impact on a transportation facility. For the same 
reason, proposed and existing transportation facilities in the City's Transportation 
System Plan would be unaffected by this amendment. 

Finding: Staff finds that the policies found in  Chapter 6 are inapplicable to the 
proposed amendment. 

Chapter 7 Natural, Cultural, Historic, Scenic, Energy and Groundwater Resources 
Element. 

Chapter 7 contains goals and policies addressing natural, cultural, historic, scenic, 
energy and groundwater resources within the context of Statewide Planning Goal 5. As 
noted previously in this report, in addressing Statewide Planning Goal 5,  the subject 
property is near Johnson Creek and its riparian area. Regulations adopted by Clean 
Water Services and applied by the City will control any impacts to the riparian area from 
future development on the property, consistent with Goal 7.3.2.1 which states: "Promote 
a healthy environment and.naturailandscape in riparian corridors, and manage 
conflicting uses through education, and adoption and enforcement of regulations." 

Finding: Staff finds that the proposed amendment does not affect the City's 
ability to implement this Chapter. 

Chapter 8 Environmental Quality and Safety Element. 
Chapter 8 includes Sections 8.2 Water Quality, 8.3 Air Quality, 8.4 Noise, 8.5 Seismic 
Hazards, 8.6 Geologic Hazards, 8.7 Flood Hazards, and 8.8 Solid and Hazardous 
Wastes. Since the proposed amendment will essentially continue to allow for uses 
previously allowed by Washington County, there will be no significant change in existing 
or potential impacts of development on the resources addressed by this chapter. 

Finding: Staff finds that the policies found in Chapter 8 are inapplicable to the 
proposed amendment. 

Chapter 9 Economy Element. 
Chapter 9 reflects the City's Economic Development Strategic Plan. Findings in the 
element (Section 9.1.2) address the fact that there is limited land for business related 
development in the city. Therefore, retention for business use of even a small parcel 
such as this is a factor in the City's economic development efforts. 

Finding: Staff finds that the proposed amendments are consistent with the 
findings and goals and policies o f  Chapter 9. 

Summary Finding: 
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Staff finds that the proposed Comprehensive Plan amendment is generally 
consistent and compatible with the goals and policies of the Comprehensive Plan 
and that there are no other applicable local plans. 

1.5.1.0. If the proposed amendment is to the Land Use Map, there is a 
demonstrated public need, which cannot be satisfied by other 
properties that now have the same designation as proposed by the 
amendment. 

This amendment does not request the replacement of one City land use designation for 
another City land use designation. This amendment requests the replacement of a 
County land use designation for a City land use designation as the result of an 
annexation that added the subject parcel to the City. Annexation amendments are 
governed by the UPAA, which stipulates that the City designation most similar to the 
County designation, at the time of annexation, will be applied. 

Finding: Criterion 1.5.1.D. does not apply to annexation related Comprehensive 
Plan Map or Zoning Map amendments. 

ZONING MAP AMENDMENT CRITERIA 

Development Code Section 40.97.15.4.C., which contains Discretionary Annexation 
Related Zoning Map Amendment Approval Criteria, states: 

"In order to approve a Discretionary Annexation Related Zoning Map Amendment 
application, the decision making authority shall make findings of fact based on evidence 
provided by the applicant demonstrating that all the following criteria are satisfied:" 

1. The proposal satisfies the threshold requirements for a Discretionary 
Annexation Related Zoning Map Amendment application. 

Section 40.97.15.4.A. Threshold, states, "The change in zoning to a city zoning 
designation as a result of annexation of land into the City and the Urban Planning Area 
Agreement (UPAA) does not specify a particular corresponding City zoning designation 
and discretion is required to determine the most similar City zoning designation." As 
noted in the Process section of this report, the UPAA does not specify Town Center 
designations for either the County or the City. Therefore, discretion is required in 
determining the appropriate zoning designation. 

Finding: Staff finds that the request satisfies the threshold requirements for a 
Discretionary Annexation Related Zoning Map Amendment application. 

2. All City application fees related to the application under consideration by 
the decision making authority have been submitted. 
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The City is assuming the role of the applicant in this proposed zoning map amendment. 
Fees have not been submitted for review of the application as the City does not require 
collection of fees from itself. 

Finding: Staff finds that this criterion is not applicable. 

3. The proposed zoning designation most closely approximates the density, 
use provisions, and development standards of the Washington County 
designation which applied to the subject property prior to annexation. 

The County does not outline development standards for Town Center in their 
Development Code, but rather relies on Transit Oriented Districts for implementation of 
the Town Center design type. The County applied their Transit Oriented Business 
(T0:BUS) district to the subject property. In the Analysis section of this report, staff 
determined that the Town Center - Multiple Use (TC-MU) zoning district is the most 
appropriate TC zone for the subject parcel, as it most conforms to the County T0:BUS 
district and the existing use of the parcel. 

Finding: Staff finds that after detailed analysis and for the reasons provided in 
the Analysis section of this report, the Town Center - Multiple Use (TC- 
MU) zoning designation is most the appropriate zone for the subject 
property. 

4. The proposed zoning designation is consistent with any guidance 
contained within the UPAA concerning the application of non-specified 
zoning district designations. 

The UPAA does not specify how the County's transit oriented districts should convert to 
City zoning districts. Section 1I.D. of the UPAA states in part that: "Upon annexation, the 
City agrees to convert County plan and zoning designations to City plan and zoning 
designations which most closely approximate the density, use provisions and standards 
of the County designations." Staff examined possible impacts that might be incurred 
upon the subject parcel from restrictions associated with the three implementing zones 
for the Town Center land use designation, particularly the City's Town Center - Multiple 
Use (TC-MU) district. Based on this examination staff has concluded the TC-MU zone 
most closely approximates the density, use provisions and standards of the County 
T0:BUS district. 

Finding: The Town Center - Multiple Use (TC-MU) zoning designation is the 
implementing zone that is most consistent with the County land use 
district that presently is applied to the subject property. 



5. Applications and documents related to the request, which will require 
further City approval, shall be submitted to the City in propersequence. 

No further applications and documents are required of this request. 

Finding: Staff find that this criterion is not applicable. 

CONCLUSION 

Based on the facts and findings in this report, staff concludes that amending the 
Comprehensive Plan Land Use Map to depict the City's Town Center land use 
designation and amending the City's Zoning Map to depict the City's Town Center 
- Multiple Use (TC-MU) zoning district is appropriate for the subject parcel. 
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EXHIBIT 3 
Hal Bergsma 

From: Hal Bergsma 

Sent: Thursday, March 08,2007 5 1 5  PM 

To: 'keithmlOO@aol.com' 

Subject: RE: cpa2007-0008 & zma2007-0007 

Hi Keith. 

Your property was rezoned to Transit Oriented Busmess (T0:BUS) by Washington County in 2000, so under an 
agreement we have with them we have to apply our most similar plan designation and zone, which is Town Center 
Multiple Use (TC-MU). Both the County and the City zones allow offices, financial institutions, medical clinics, etc. as well 
as residential and retail commercial development and even limited manufacturing. Both zones have limitations on the size 
of office and retail developments andlor the percentage of floor area of some types of development. For example, the City 
zone says new off~ces can occupy no more than 50% of any one property until a commitment is made to develop a 
different class of use (e.g retail or residential) equal to at least 20% of the floor area of the primary use. The general idea 
IS to have a mix of uses in a development, although that could be difficult when dealing with a small property such as 
yours 

Both zones also set minimum dens~ties for new development in terms of floor area ratio (FAR), with the County zone 
calling for a minimum of .35 FAR (i.e., the square footage of the building has to equal at least 35% of the buildable square 
footage of the site) while the City zone calls for a minimum FAR of .50, with allowance for a first phase achieving .35. Of 
course, given the tenure of your ownership you could choose to file a Measure 37 claim to apply whatever use provisions 
and development standards were in effect at the time you acquired the property. 

The City is in the process of reexamining its zoning districts, and over the next couple of years changes may be made to 
the TC-MU zone If anything is proposed to change, there will be a public hearing and you will receive notice of it. 

Please contact me if you have other questions or concerns. 

Hal 

From: keithmlOO@aol.com [mailto:keithm100@aol.com] 
Sent: Thursday, March 08,2007 4:16 PM 
To: Hal Bergsma 
Subject: Fwd: cpa2007-0008 & zma2007-0007 

Hal .  

In laymans terms h o w  does the 12020 Barnes Rd Annexation comprehensive p lan land use map and Zoning 
map amendments affect my property? 

Changing f rom Washington county O C  designation to  Beaverton TC-MU does roughly what? 

Thank you, 
K e i t h  Massingi l l  
Owner  of 12020 Barnes Rd 

AOL n o w  offers free email t o  everyone. Find out more about what's free f r o m  AOL at AOL.com. 



EXHIBIT 4 

BEFORE THE PLANNING COMMISSION FOR 

THE CITY OF BEAVERTON, OREGON 

I N  THE MATTER OF CPA2007-0008 AND 1 
ZMA2007-0007 REQUESTS TO AMEND THE J 
COMPREHENSIVE PLAN LAND USE MAP 1 
AND THE ZONING MAP APPLICABLE TO A ) ORDER NO. 1949 

PROPERTY LOCATED ON THE SOUTHWEST ? APPROVING REQUESTS 

CORNER OF WEST STARK STREET AND SW ) 
CORBY DRIVE, WEST OF BARNES ROAD 
(12020 SW BARNES ROAD) CITY OF 1 
BEAVERTON, APPLICANT. ) 

The matter came before the Planning Commission on March 28, 2007, 

on requests for amendments to the City's Comprehensive Plan Land Use Map 

to show Town Center and the City's Zoning Map to show the Town Center 

Multiple Use (TC-MU) zoning designation in place of the current Washington 

County designation of Transit Oriented Business (T0:BUS). The property is 

located on the southwest corner of West Stark Street and SW Corby Drive, 

west of Barnes Road and is more specifically identified as Tax Lot 00200 on 

Washington County's Tax Assessor's Map 1S103BB. 

Pursuant to Ordinance 4187 (Comprehensive Plan), Section 1.6, and 

Ordinance 2050 (Development Code), Section 50.55, the Planning 

Commission conducted a public hearing and considered testimony and 

exhibits 

The Planning Commission adopts the Staff Report dated March 21, 

2007, as to the applicable criteria contained in Section 1.5.1 of the 

ORDER NO. 1949 

0 2 2  



Comprehensive Plan and Section 40.97.15.4.C of the Development Code and 

findings thereon; now, therefore: 

IT IS HEREBY ORDERED that CPA2007-0008 is APPROVED 

based on the facts and findings of the Planning Commission on March 28, 

Motion CARRIED by the following vote: 

AYES: Platten, Stephens, San Soucie, and Winter. 
NAYS: None. 
ABSTAIN: None. 
ABSENT: Bobadilla, Johansen, and Maks. 

IT IS HEREBY ORDERED that ZMA2007-0007 is APPROVED 

based on the facts and findings of the Planning Commission on March 28, 

Motion CARRIED by the following vote: 

AYES: Platten, Stephens, San Soucie, and Winter. 
NAYS: None. 
ABSTAIN: None. 
ABSENT: Bobadilla, Johansen, and Maks. 

Dated this 5J" day of 

To appeal ~ ~ the decision of the Planning Commission, as articulated in 

Land Use Order No. 1949, an appeal must be filed on an Appeal form 

provided by the Director a t  the City of Beaverton Community Development 

Department's office by no later than 4:30 p.m. on 

ORDER NO. 1949 



V 
Planning Services Manager 

ORDER NO. 1949 

PLANNING COMMISSION 
FOR BEAVERTON, OREGON 

Scott Winter 
Vice-Chairman 



AGENDA BILL 

Beaverton City Council 
Beaverton, Oregon 

SUBJECT: ZMA 2006-001 5, Progress Ridge Split FOR AGENDA OF: 
Zoning Map Amendment 

Mayor's Approval: 

DEPARTMENT OF ORIGIN: CDD 58s 
DATE SUBMITTED: 04-25-07 

CLEARANCES: Devel Serv 

City Attorney 

PROCEEDING: F i n g  EXHIBITS: Ordinance 
Second Reading and Passage Land Use Order No. 1952 

Staff Report dated April 4, 2007 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 
On A ~ r i l  11. 2007. the Plannina Commission held a Dublic hearina to consider an a ~ ~ l i c a t i o n  to amend - 
~rdin'ance 'NO. 2050, the z&ing Map, redesignating certain parcels within the Progress Ridge 
development so that the existing zoning districts would match established parcel lines. The affected 
zoning designations include R4 (Urban Medium Density Residential), TC-MU (Town Center - Multiple 
Use), TC-HDR (Town Center - High Density Residential), and TC-MDR (Town Center - Medium 
Density Residential). The Planning Commission has recommended approval of the request to rezone 
the subject parcels within the Progress Ridge development. 

INFORMATION FOR CONSIDERATION: 
The properties affected by this ordinance are depicted in the attached map marked Exhibit "A", and the 
properties are more specifically described on the records of the Washington County Department of 
Assessment and Taxation as identified in Exhibit " B .  The subject parcels are located in the area 
known as Progress Ridge, generally north of old Barrows Road, west of the powerline corridor, east of 
Harlequin Drive and south of Bunting Street. 

Since no City Council hearing is required and no appeal was filed from the Planning Commission's 
decision, this ordinance making the appropriate change to the Zoning Map is being presented for first 
reading at this time. 

RECOMMENDED ACTION: 
Flr~t~eadnrg 
Second Reading and Passage 

Agenda Bill No: 07093 



ORDINANCE NO. 4435 

AN ORDINANCE AMENDING ORDINANCE NO. 2050, THE ZONING MAP. 
REZONING PARCELS WITHIN THE PROGRESS RIDGE DEVELOPMENT; 
ZMA 2006-0015, PROGRESS RIDGE SPLIT ZONING MAP AMENDMENT 

WHEREAS, on April 11, 2007, the Planning Commission conducted a public hearing to 
consider a City-initiated application to amend Ordinance No. 2050, the Zoning Map, 
redesignating certain parcels within the Progress Ridge development so that existing zoning 
districts would match established parcel lines; and 

WHEREAS, the affected zoning designations include: R4 (Urban Medium Density 
Residential), TC-MU (Town Center - Multiple Use), TC-HDR (Town Center - High Density 
Residential), and TC-MDR (Town Center - Medium Density Residential); and 

WHEREAS, the Planning Commission received no public testimony and considered the 
submitted staff report, exhibits, and staff recommended approval of this zoning map 
amendment; and 

WHEREAS, no appeals were filed with the City; and 

WHEREAS, the Council adopts as to criteria applicable to this request and findings 
thereon the Development Services Division Staff Report dated April 4, 2007 and Planning 
Commission Land Use Order No. 1952. Now, therefore, 

THE CITY OF BEAVERTON ORDAINS AS FOLLOWS: 

Section 1. Ordinance No. 2050, the Zoning Map, is amended to redesignate the 
parcels identified in "Exhibit A" to the zoning designations also identified in "Exhibit A". 

Section 2. The properties affected by this ordinance are depicted in the attached 
map, marked Exhibit "A" and incorporated herein. The properties are more specifically 
described on the records of the Washington County Department of Assessment and Taxation 
as identified in Exhibit "B". Beaverton, Washington County, Oregon. 

First reading this _zrh day of MS? , 2007 

Passed by the Council this - day of ,2007. 

Approved by the Mayor this day of , 2007. 

ATTEST: APPROVED: 

SUE NELSON, City Recorder ROB DRAKE. Mayor 

ORDINANCE NO. 4435 - Agenda B i l l  No. 07093 



AGENDA BILL 

Beaverton City Council 
Beaverton, Oregon 

5/14/07 
SUBJECT: ZMA 2006-0025, Tri-Met Elmonica FOR AGENDA OF: 

Maintenance and Storage Area Expansion 
Zoning Map Amendment Mayor's Approval: 

DEPARTMENT OF ORIGIN: CDD 4 5  
DATE SUBMITTED: 04-25-07 

CLEARANCES: Devel Serv 45% 
City Attorney fl4a- 

PROCEEDING: FlFst-FSm&!+g EXHIBITS: Ordinance 
Second Reading and Passage Exhibit A Zoning Map 

Land Use Order No. 1956 
Staff Report dated April 4, 2007 

BUDGET IMPACT 

EXPENDITURE AMOUNT APPROPRIATION 
REQUIRED $0 BUDGETED $0 REQUIRED $0 

HISTORICAL PERSPECTIVE: 
On April 11, 2007, the Planning Commission held a public hearing to consider an application to amend 
Ordinance No. 2050, the Zoning Map, by redesignating approximately 20 acres of the existing site 
located at 16250 SW Jenkins Road from Station Community - Mixed Use (SC-MU) to Station 
Community - Employment (SC-E Subarea 3). 

The Planning Commission has recommended approval of the request to rezone the property from 
Station Community - Mixed Use (SC-MU) to Station Community - Employment (SC-E Subarea 3) on 
the Zoning Map. 

INFORMATION FOR CONSIDERATION: 
The site of the zonlna mao amendment 1s soec~f~callv ~dent~f~ed as Tax Lot 300 on Washmaton Countv 
Tax Assessor's M~~-ISI:O~DA, Tax Lot 405 on washington County Tax Assessor's ~ap-ISI-O~CC, 
and Tax Lot 5101 on Washington County Tax Assessor's Map 1S1-05CB, which are generally located 
on the southeast corner of SW Jenkins Road and SW 170 '~  Avenue. The area of the zoning map 
amendment is approximately 20 acres in size. 

Since no City Council hearing is required and no appeal was filed from the Planning Commission's 
decision, this ordinance making the appropriate change to the Zoning Map is being presented for first 
reading at this time. 

RECOMMENDED ACTION: 
First-reading 
Second Reading and Passage 

Agenda Bill No: 07094 



ORDINANCE NO. 4436 

AN ORDINANCE AMENDING ORDINANCE NO. 2050, 
THE ZONING MAP, REZONING THE PARCEL AT 16250 SW JENKINS ROAD 

FROM STATION COMMUNITY - MIXED USE (SC-MU) TO STATION COMMUNITY - 
EMPLOYMENT (SC-E SUBAREA 3); ZMA 2006-0025, TRI-MET ELMONICA MAINTENANCE 

AND STORAGE AREA EXPANSION ZONING MAP AMENDMENT 

WHEREAS, on April 11, 2007, the Planning Commission conducted a public hearing to 
consider an application to amend Ordinance No. 2050, the Zoning Map, redesignating the site 
located at 16250 SW Jenkins Road from Station Community - Mixed Use (SC-MU) to Station 
Community - Employment (SC-E Subarea 3); and 

WHEREAS, the Planning Commission received testimony and exhibits and 
recommended approval of this zone change; and 

WHEREAS, no appeals were filed with the City; and 

WHEREAS, the Council adopts as to criteria applicable to this request and findings 
thereon the Development Services Division Staff Report dated April 4, 2007 and Planning 
Commission Land Use Order No. 1956. Now, therefore, 

THE CITY OF BEAVERTON ORDAINS AS FOLLOWS: 

Section 1. Ordinance No. 2050, the Zoning Map, is amended to redesignate 
approximately 20 acres, located at 16250 SW Jenkins Road, from Station Community - Mixed 
Use (SC-MU) to Station Community - Employment (SC-E Subarea 3). 

Section 2. The property affected by this ordinance is depicted in the attached map, 
marked Exhibit "A" and incorporated herein. The properties are more specifically described on 
the records of the Washington County Department of Assessment and Taxation as Tax Lot 300 
on Washington County Tax Assessor's Map 1S1-OGDA, Tax Lot 405 on Washington County 
Tax Assessor's Map 1S1-05CC, and Tax Lot 5101 on Washington County Tax Assessor's Map 
1S1-05CB, Beaverton, Washington County. Oregon. 

First reading this 7th day of May ,2007. 

Passed by the Council this - day of ,2007. 

Approved by the Mayor this day of ,2007. 

ATTEST: APPROVED: 

SUE NELSON, City Recorder ROB DRAKE, Mayor 
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