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Introduction 
 

The Southwest Corridor light rail project’s 19th Avenue Station is currently planned at the 
intersection of Capitol Hill Road and Barbur Boulevard. The businesses assessed in this study 
area are primarily located adjacent to Barbur Boulevard from 17th Dr to 26th Avenue (Figure 1). 

 
Figure 1.  19th Avenue Station Area (highlighted in light blue). 

 
The 19th Avenue Station area is a comparatively smaller business district than other regions 
along the Southwest Corridor, numbering approximately forty in total. Many of these 
businesses occupy older building stock and don’t appear to rely on pedestrian volume for their 
client base. While the business community is diverse in the services it provides, the majority of 
businesses are related to the production, distribution and repair of goods. The business 
community is surrounded by residential zones that are largely composed of white, relatively 
affluent people with high car ownership rates, a finding similar to that of other Southwest 
Corridor station areas.  
 
This study attempts to assess the needs of the business community in the 19th Avenue Station 
Area. Here we examine the existing business conditions and provide an equity lens for our 
work. Additionally, we present conclusions from interviews with six businesses, and case 
studies.  
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Existing Conditions 
 

History 
  

The Southwest Corridor has always been a major transportation link between points north and 
south. Even before European settlers came to the area, it served as a critical pinch point where 
the Willamette River meets the Columbia River. This analysis gives a historical context for the 
current conditions along the boulevard. The events that happened in the past help to shape the 
future of a new transit corridor.  
  
Pre-European  
  
The area beyond what is now known as South Waterfront is geographically separated from 
downtown by the Tualatin Mountains rising up from the Willamette River. According to 
Stephen Leflar:  

  
Natives had used this waterway for generations and…a major Indian trail from Mount 
Hood crossed the Willamette River near to present SW Gibbs Street from where it 
branched…south to Diamond Head…this route served as the main Indian trail that went 
to Willamette Falls and California. (Leflar, 2007)  

  
The land on what is now Barbur Boulevard Corridor is believed to have historically been the 
ancestral homelands of four Native American Tribes: The Chinook Tribe, Atfalati Tribe, Cowlitz 
Tribe, and Kalapuya Tribe (Temprano, 2015). These tribes lived off of plentiful fish and game in 
the area. If the lands couldn’t provide, trade would happen between tribes (Confederated 
Tribes of Grand Ronde, n.d.). Western American expansion and subsequent “ratified and 
unratified treaties between the Tribes and the United States Government from 1853 through 
1855 resulted in the forced removal of tribal members from their ancestral homelands” 
(Confederated Tribes of Grand Ronder, n.d.).  
  
Pre-Highway  
  
The physical separation led to slower development southwest of downtown. Southwest 
Portland mostly grew through the formation of dairies and farms. The City of Portland did not 
annex most of Southwest Portland until the 1950s (City of Portland, 2013). Before Barbur 
Boulevard, the railroad and streetcar connected the early residents of Southwest to the 
city. The construction of Barbur Boulevard in the 1920s (City of Portland, 2013) converted an 
old railroad and electric streetcar route into the auto corridor that still connects the 
neighborhoods of Southwest to downtown. Most of the early commercial development catered 
to the automobile and travelers because of Barbur’s state highway designation.    
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Highway  
  
In the 1950s, construction of I-5 directly east of Barbur led to disinvestment along the old 
highway corridor (City of Portland, 2013) and increased physical separation of neighborhoods 
and communities. The “widening of Barbur Boulevard and Naito Parkway, Interstate-5, and the 
expansion of the Ross Island Bridge were located where lower-income households and 
immigrants lived” (City of Portland, 2018) according to the Portland Bureau of Planning and 
Sustainability (BPS). The city acknowledges that governmental investments negatively impacted 
many aspects of the corridor.    
  
Racial Housing Policies  
  
There is also a history of redlining and racially restrictive covenants in Southwest Portland (City 
of Portland, 2018). This led to fewer people of color living in Southwest. If people of color did 
move to Southwest, they more frequently lived along the Barbur Boulevard corridor. Today, the 
history of depressed home values and zoning has led to relatively low housing costs and 
increased supplies of multi-family housing along Barbur (City of Portland, 2018). However, this 
does not mean that the whole of Southwest is multi-family and relatively inexpensive.    
  
Southwest Community Plan & Zoning Issues  
  
The Southwest Community Plan (City of Portland, 2000), resulted in zoning changes along the 
corridor. But the zoning changes were limited due to opposition from community members. 
This led to changes to locations mostly on or directly adjacent to Barbur Boulevard, instead of a 
more comprehensive, large-scale change in the area’s zoning. Portland BPS does acknowledge 
that their community plans in Albina and Outer Southeast that predate Southwest’s plan led to 
significant zoning changes in those neighborhoods. “Additional analysis is needed to determine 
what effects… resulted from the unequal land use treatment between these three areas” (City 
of Portland, 2018). The City of Portland acknowledges that zoning changes are unequal in 
Southwest compared to other parts of the city that were rezoned in anticipation of light rail.    
  
The Southwest Community Plan from 2000 has future objectives for corridors such as Barbur 
Boulevard. It calls for concentrations of housing and employment density at transit-supportive 
locations. The plan also calls for corridor connections to schools and parks. There is a request 
for emphasis on pedestrian and bicycle access to public transit and transit corridor nodes that 
have employment, commercial, and housing opportunities (City of Portland, 2000).  
  
Barbur Concept Plan  
  
The Barbur Concept Plan from 2013 addresses the fact that the Barbur corridor was actually 
removed from the Southwest Community Plan which led to “unfinished business in the 
corridor” (City of Portland, 2013).  This is an interesting admission about the continued 
struggles of the exclusionary practices and unequitable behavior that the neighborhoods in 
Southwest exhibit. The Barbur Concept Plan is intended as a response to Metro’s Southwest 
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Corridor Plan. The goal is to “leverage regional investment in high capacity transit” (City of 
Portland, 2013) to complete pedestrian and bicycle infrastructure, streetscape improvement, 
and increased traffic safety. Some of the visions for Barbur from 2013 relate to affordable 
housing, new landscaping and street trees, and the transformation of the boulevard into a place 
where people want to live (City of Portland, 2013). This plan is in anticipation of the current 
identification of a light rail route. It is meant to make specific changes to Barbur after light rail 
plans are finalized.   
 

Land Use and Transportation 

Portland 
 
Portland is geographically divided by the Willamette River. On the west side of the river is 
Northwest Industrial, Northwest District, downtown Portland, South Waterfront, South 
Portland, and Southwest Portland. On the east side of the river is North Portland, Northeast 
Portland, and Southeast Portland. This section will provide context on the existing conditions in 
the Portland region, the Southwest Corridor, and the surrounding area of the proposed light rail 
station on 19th Avenue on Barbur Boulevard.  
 
Rapid Growth and Current Issues 
 
According to the 2010 Census, Portland had a total population size of 583,776. The 2017 ACS 5-
year population estimate puts Portland at 630,331 residents. The Portland 2035 Comprehensive 
Plan is prepared for the population size to increase to 863,776 by 2035. As a region, the 
Portland metro area is facing rapid population growth and challenges in managing the growth. 
The population growth has led to an affordable housing shortage, equity issues, increasingly 
congested streets, and worsened air quality. 
 
Land Use 
 
The zoning map published by BPS shows how land is currently zoned in Portland. The 
commercial center is centralized in downtown Portland and part of Northeast Portland next to 
the river. Portland’s industrial zone is limited to the Northwest and North Portland along the 
Willamette River and the Portland International Airport. About 42% of Portland is zoned for 
single-family dwelling units, and about 10% is zoned for multi-family dwelling units. (SWNI 
report) Limited space for increased density in housing development has contributed to the 
affordable housing issue.  
 
Transportation 
 
The Portland region is served by highways, interstate freeways, and local streets. TriMet and its 
network of light rail, commuter rail, and buses provide public transportation options to 
residents in the Portland metro area. There are buses for many of the major streets, five MAX 
lines, the WES Commuter Rail, and three Streetcar options that connect the different areas of 
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Portland. Portland is recognized as having one of the best public transit systems in the nation. 
However, there are transportation issues that have not been solved, and the previously 
mentioned rapid growth has worsened many of the existing issues. Access to public transit is 
not equal throughout Portland. A quick glance at the TriMet service map will show that the 
focus for service has been downtown Portland and the eastside. Most of SW Portland has 
limited public transit options.  
 
The 2035 Transportation System Plan (TSP) outlines goals and strategies to mitigate the issues 
caused by rapid population growth. The TSP provides a graphic that shows 58.2% of commuters 
drive alone, 6.3% bike to work, 5.8% walk, 12.9% take public transit, 8.1% carpool, and 7.8% 
work from home. One of the goals outlined in the TSP is to increase the mode share of daily 
non-drive alone trips to 70% citywide. This would be a significant shift from the majority of 
commuters driving alone to using alternation options. The TSP also intends to prioritize active 
transportation. In order of most priority: walking, bicycling, transit, fleets of electric fully 
automated multi-passenger vehicles, other shared vehicles, and low or no occupancy vehicles.  
 
SW Portland 
 
Land Use 
 
The Southwest Corridor encompasses the area around and between Interstate 5 and Highway 
99. It includes Sherwood, Tualatin, Tigard, Southwest Portland, and a part of downtown 
Portland. Barbur Boulevard contains most of the commercial development with some areas of 
the street zoned for mixed use. About 70% of the land is zoned for residential (SWNI Report). 
The Southwest Corridor is home to 64,100 residents, about 11% of Portland’s total population. 
(Southwest Neighborhoods, Inc. report). The median home value and median household 
income is much higher than the citywide average. About 64% of the Southwest Corridor is 
zoned for single-family dwelling units, and only 6% is zoned for multi-family dwelling units. This 
is very different from the citywide average of 42% zoned for single-family dwelling units, and 
10% zoned for multi-family housing units.  
 
Transportation 
 
SW Portland has unique geographical challenges compared to other parts of Portland. Hilly 
terrain and natural geographic features create barriers for people who choose alternative 
transit options to driving (SWIM). Development of Southwest Portland was initially centered 
near station areas of the Oregon Electric Railway. The rise of automobiles and suburbs created 
a community dependent on driving as the main mode of transportation. Much of current SW 
Portland was unincorporated land annexed from Multnomah County which did not require 
sidewalks and bike facilities to be constructed with new development (SWIM). The Southwest 
in Motion Plan states that over 65% of arterial and collector streets lack sidewalk coverage. The 
SW Corridor has lower than citywide numbers for active transportation. A 2009 resident survey 
showed that 76% drove alone to work. Only 3% of those surveyed reported bicycling as their 
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main mode of commuting. The low number can be attributed to Southwest Portland’s lacking 
bicycling infrastructure. 
 
TriMet only offers bus service in most of the Southwest area. The Southwest Corridor has no 
immediate access to light rail. The proposed new light rail line will go through the Southwest 
Corridor and offer better connectivity between Bridgeport (Tualatin), Tigard, Southwest 
Portland, and downtown Portland. The proposed line would provide a quick and reliable 
commute and also expanded connecting bus service. There is also a Southwest in Motion Plan 
almost ready to be presented to City Council. The plan is a realistic short-term plan that will 
provide direction on improving walking and biking connectivity. If the SW Corridor Plan and 
Southwest in Motion Plan are approved, the plans will provide needed investment in SW 
transportation infrastructure and support the goals in the 2035 TSP and PedPDX. 
 

Population and Demographics 

In order to best understand the population and demographics of the 19th Avenue Station area 
and the Southwest Corridor as a whole, three levels of geographic data were analyzed, as each 
provides a slightly different: census tracts, zip codes, and the corridor as a whole with a 
comparison to the Yellow Line Corridor in 2010.  

Census Block Level 

The goal of this analysis is to focus on the one-quarter to one-half mile radius of the proposed 
19th Avenue station. The proposed 19th Avenue station lies on the nexus of four census tracts, 
all of which stretch past the one-half mile radius of the study area. Since this wasn’t ideal, the 
research was shifted to census block groups. Census block groups contain the same data as 
census tracts; however, their geographic area is smaller.  

The proposed 19th Avenue station does not have a high amount of race/ethnic diversity with 88 
percent of the total population being white (Table 1). The most common age in the area is 35 to 
64 years, the second most common age is 18-34. This is typically viewed as the two prime age 
groups. The median household income for the area (four block groups combined), is above 
average at $73,565. According to the U.S. Census Bureau, the median household income in the 
U.S. is $61,937. Oregon as a state was in the $60,000 to $69,999 range (Guzman, 2019). 
However, viewing the median income of the area as the average of the four block groups is not 
ideal. The Census block groups had varying median incomes, some being below and others 
being above the national and state averages. Block group 1 census tract 65.02 (North West of 
Interstate-5 and 19th Avenue) has a median household income of $55,714. Block group 3 census 
tract 62 (South West of Interstate 5 and 19th avenue) has a median income of $95,465. The 
proposed station does have economic diversity with roughly two fifths of the population living 
below the national and state median incomes. The other three fifths of the population live at, 
or above the state median and above the national median, with some areas being well above.  
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19th Avenue Station Census Blocks 

Average Median Household Income (inflation adjusted) 73,565 

Total Population 5,748 

Avg. Population Density (per sq. mi) 5,346 

White 5,078 

Black or African American 147 

Asian 182 

Two or more Races 291 

Under 18 Years 986 

18 to 34 Years 1,763 

35 to 64 Years 2,416 

65 and Over 583 

Housing Units 2,735 

Occupied Housing Units 2,660 
Table 1: This table displays median household income, total population, population by race, population density, 
age, and housing units in four census block groups. The four block groups included in the analysis were, Block 
Group 1 Census Tract 66.02, Block Group 1 Census Tract 65.02, Block Group 3 Census Tract 62, Block Group 2 
Census Tract 62, all of Multnomah County. Source: U.S. Census Bureau, 2016 American Community Survey 
 

Comparing these census blocks to others along the corridor revealed interesting trends. Racial 
and ethnic diversity remained low. The most prevalent race remained white, as the smallest 
concentration was in block group 3 census tract 64.03 with 69 percent white residents. Many of 
the census block groups had white resident concentrations in the 80 to 95 percent range. Block 
group 3 census tract 64.03 was also the lowest median income in the corridor at $41,103. The 
area around the proposed 19th Avenue station appears to be mostly consistent with the other 
block groups in the corridor. The area isn’t home to the highest or lowest amounts of income or 
racial and ethnic diversity.  

To gain a more city/metro wide view, we compared the block groups of the study area to 
others around Portland Metro. Many areas of the Portland Metro had similar median incomes; 
however, the SW corridor and the proposed 19th Avenue station are far from the lowest median 
incomes in the city. Block group 1 census tract 106 (Burnside street to Taylor street and SW 4th 
avenue to SW 12th avenue) has a median income of $11,902. Many other block groups 
surrounding group 1 census tract 106, have very similar incomes. While the study area is 
comparatively wealthy when looking at the lowest income areas in the region, the study area 
can also be viewed as having more low-income areas than the highest income regions. 
However, the study area’s financial character is mostly consistent with the majority of Portland 
Metro. As for racial and ethnic diversity, the study area appears similar to many other block 
groups in Portland Metro. Most block groups in Portland Metro are in the 80-95 percent white 
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range. However, there are many block groups throughout the city with white resident 
concentrations of 50 to 70 percent. So, while there is diversity in the Portland Metro, it does 
not appear to be in the study area.  

Zip Code Level 

Similarly to census tracts, the 97219 zip code reaches far outside the 19th Avenue Station area. 
However, it still provides quality data for the larger area surrounding the focus site.  

Zip code data was used to compare households lived in by owners and households lived in by 
renters. Zip code 97239 was the first up for comparison. which is to the immediate north of the 
study area. 97239 has a total of 8,046 housing units with renters residing in 3,483 of them. The 
percentage of renter occupied housing units is higher in 97239 than the study area. 97239 sees 
nearly half of their housing units occupied by renters, while the study area sees roughly one 
third of their housing units lived in by renters. Zip code 97201 was also used for comparison 
and is to the immediate north of 97239. 97201 has 9,393 total housing units with renters living 
in 5,664 of them. Both zip codes are closer to downtown Portland which may affect the number 
of renters. However, when looking at zip code 97005, in Beaverton, the number of renters to 
housing units was still above 50 percent. Thus, it appears the Southwest corridor is in a zip code 
with a higher homeowner occupancy rate than nearby and surrounding areas.  

Overall, the study area seems to be relatively average when compared to surrounding 
areas (Table 2). The income for the area is mixed but falls largely on the high side of average. 
The racial and ethnic diversity is low and similar to many other areas in Portland Metro. The 
amount of homeowner occupied homes is relatively higher than surrounding areas. This data 
does carry many uncertainties as census block groups and zip codes outreached the exact study 
area.   

Zip Code of 19th Avenue Station Area, 97219 

Total Population 38,709 

Male 18,831 

Female 19,878 

Hispanic or Latino (of any race) 38,709 

Total Households 16,173 

Total Housing Units 17,086 

Owner-occupied housing units 11,074 

Average household size of owner-occupied units 2.4 

Renter-occupied housing units 5,099 

Average household size of owner-occupied units 2.1 
Table 2: This data represents the 97219 zip code (the study area). This table has a focus on household information 
such as renter vs owner occupied households. Source: 2010 census  
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Corridor Comparison 

Analyzing the population and demographic characteristics of the area surrounding the 19th 
Avenue station as it compares to the Southwest Corridor as a whole is an important step 
towards understanding how this particular station imposes unique needs and challenges on the 
community, and crucially, the equity policies needed to meet them. Equally important, 
however, is understanding how the population and demographic characteristics of the 
Southwest Corridor as a whole compared to other similar corridors with a light rail line. Given 
the similarities of the urban typologies between the Yellow Line Corridor and the Southwest 
Corridor, we felt our existing conditions report would be more robust with an analysis of 1) the 
19th Avenue Station area in the context of the SW Corridor as a whole and 2) an analysis of the 
SW Corridor in the context of similar projects. Ultimately, the purpose of this level of analysis is 
to compare the Yellow Line corridor to the Southwest corridor in order to gauge the degree of 
similarity between the two projects, and thus draw insight as to how past mistakes might be 
avoided. 
 
After identifying the census tracts that intersect with both the Yellow Line and the proposed 
SW alignment (19th Avenue Station included), key population and demographic variables were 

pulled from the American Community Survey 
database, including race, language ability, educational 
attainment, income, and housing data (see Figure 2). 
Second, these same demographic variables were 
pulled from the 2010 American Community Survey 
database, the earliest records available of such data, in 
order to understand how demographics changed 
around the Yellow Line Corridor from 2010-2017. By 
understanding the changes that occurred after the 
Yellow Line was fully completed in 2009 and 
understanding the degree of similarity between it and 
the current Southwest Corridor, planners might gain an 
appreciation for the degree of demographic change 
poised to come to the proposed light rail corridor. 

 

 

 

 

 

 

 

 

Figure 2. Census tracts that intersect with 

both the Yellow Line and the proposed SW 
alignment (19th Avenue Station included). 
Source: Social Explorer, 2019. 
www.socialexplorer.com 

http://www.socialexplorer.com/
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In this first example, we show the racial composition of the Yellow Line Corridor in 2017 and 
how it has changed since 2010. Then we compare the racial composition of the Southwest 
Corridor in 2017 to both, in order to appreciate any similarities or dissimilarities (Table 3).  

 

Percent Composition 

Census Tracts 
Analyzed Year White 

Black or 
African 

American 

American Indian 
and Alaskan 

Native 
Asian Hawaiian/ 

Pacific Islander Other 
Two or 
more 
races 

YELLOW LINE 2010 
AVERAGE 2010 71.6 11.4 1.2 5.0 0.9 2.9 6.9 

YELLOW LINE 2017 
AVERAGE 2017 78.8 8.1 0.7 4.0 0.9 2.1 5.5 

Change 2010-2017   7.2 -3.3 -0.6 -1.0 0.0 -0.8 -1.4 
SW LINE 2010 

AVERAGE 2010 87.4 2.2 0.5 3.8 0.7 1.4 3.9 

SW LINE 2017 
AVERAGE 2017 84.9 3.8 0.3 4.0 0.0 1.3 5.7 

Change 2010-2017   -2.5 1.5 -0.2 0.2 -0.7 -0.1 1.8 
19th AVE STATION 

AREA 2010 
AVERAGE 

2010 90.9 1.7 1.0 2.6 0.0 0.9 3.0 

19th AVE STATION 
AREA 2017 

AVERAGE 
2017 87.9 2.9 0.5 2.8 0.1 1.0 4.8 

Change 2010-2017   -3.0 1.2 -0.4 0.2 0.1 0.2 1.8 
Table 3. Racial Composition Change 2010-2017 around the Yellow Line and SW corridors. Source: U.S. Census 
Bureau, 2013-2017 American Community Survey 5-Year Estimates, 2006-2010 American Community Survey 

One immediate takeaway from Table 3 is that the Yellow Line Corridor in 2010 was a much 
more racially diverse place than both the 19th Avenue Station Area and the Southwest Corridor 
are today. As demonstrated in the table, the Yellow Line Corridor saw a 7.2% increase in its 
share of white people from 2010-2017; meanwhile, over the same time period the 19th Avenue 
Station Area and the SW Corridor saw a 3% and 2.5% decrease in their share of white people 
respectively. Overall, it appears the racial composition of the 19th Avenue Station area and the 
Southwest Corridor has not changed dramatically over the last decade when compared to the 
Yellow Line corridor. While this sort of analysis can’t predict the impact of light rail on the 
future racial composition of the SW Corridor, it suggests that people of color are particularly 
vulnerable to displacement effects of light rail.  
 
While this initial demographic analysis is by no means exhaustive, it presents one example 
where demographic trends from past projects can add to planner’s understanding of the 
existing demographic conditions preceding a future project. By considering these indicators of 
change, decision makers can hone policy to address equity in a more nuanced and targeted 
manner. 
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Jobs and Business Context 
 
There are four key industries that provide jobs in the city of Portland, which is listed in the 
following order: Office (29%), Industrial (26%), Retail and Service (24%) and Hospital and 
Education (21%). There is a total of 3,720 businesses and 72,516 workers in Southwest 
Neighborhoods, compared to 24,300 businesses and 372,940 employees citywide (Table 4). 

Number of businesses in SW 3,720 

Number of businesses (19th Ave station) 43 

% share of businesses 1.2% 

Number of employees in SW 72,516 

Number of employees (19th Ave station) 387-885 

Table 4. Southwest and 19th Ave station’s number of  businesses and employees  

 

Education/Healthcare 8 

Retail  5 

Production/Distribution/Repair 14 

Office 8 

Entertainment 2 

Other 6 

Table 5. 19th Ave Station’s number of businesses by sector  

 
 

 

 

 

 

 

 

 

           Figure 3. 19th Ave Station’s % share of sector 



 14 

Business Types  

The 19th Avenue station is located between several neighborhoods in Southwest Portland, 
including two of the affluent neighborhoods, which are Multnomah Village and West Portland 
Park. The area surrounding this station offers a rich and diverse pool of firms and businesses. 
These businesses are divided into five separate categories: Education/Medical, 
Production/Distribution/Repair, Retail, Entertainment and Others. This reflects the reality that 
this area hosts some of the most important sectors in relations to the business categories 
within the city of Portland. These sectors provide some of the highest paying jobs in the city 
and are described in the following order: Office based-$85,700, Production/Distribution-
$70,000, Medical/Education-$60,300, Others-$43,500 and Retail-$30,400.  

After researching and calculating the number of firms and businesses in the studied area, we 
found that there is a total of 43 firms and businesses, which includes five individual businesses 
and makes up 1.2% of the total number of Southwest’s businesses. These businesses are 
believed to hire a maximum number of 885 employees, which makes up 1.2% of the area’s 
total. The yearly combined sale of all businesses ranges from $34.5-65 million dollars. There are 
eight firms/businesses in the Education/Medical category, compared to 14 in 
Production/Distribution/Repair, eight in Office, five in Retail, two in Entertainment and six in 
Others. About half of the businesses (21) have a total sale of $500,000 and up. Seven 
businesses have a yearly sale of $500,000 to 1 million dollars, which is the most common 
number of sales in the area. Additionally, there are 13 businesses that make a yearly sale of $1 
million dollars and up, with the exception of Kurt Mariels, a local tobacco store that has a sale 
between $5-10 million dollars a year. It is interesting to acknowledge small businesses and firms 
with a high number of sales in this area. 

Businesses and firms in the areas are considered to be individual to small size. Individual and 
smaller businesses hire from one to four employees, which is the most common size. There are 
16 businesses that have between five to twenty employees and about six businesses with 20 to 
99 employees. West Hills Christian School is the largest employer with 99 employees including 
teachers and school employees.  

Job Sectors 

Based on information collected and the comparison of the studied area’s businesses to 
Southwest neighborhoods and the city of Portland, the characteristics of jobs and businesses 
can be evaluated in several ways. First, this area is home to three of the key sectors that also 
offer some of the highest paying occupations in the city. An important number to be noticed is 
the median household income (MHI) of Southwest neighborhoods is $70,700 and citywide 
median is $54,100. Of all of the business categories, two of them offer employees a salary 
higher than the entire Southwest neighborhood’s MHI while three of them pay a salary higher 
than citywide MHI. Production/Distribution/Repair businesses are located along SW Barbur 
Blvd offers 202 well paid jobs. Education/Medical sector offers 188 well paid jobs. The office-
based category provides 62 high paying jobs. Second, there are several elementary and middle 
schools as well as medical offices, which not only provide great jobs but also a necessary urban 
amenity to local residents.  
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Statistical data shows that there are 9,200 jobs lost in the industrial sector and 9,600 jobs 
gained from service sector in the city. In this typical area, the business categories fall into the 
industry that has a high employment growth of the city and it should be paid attention to 
evaluate the potential risks and impacts in the regional economy, especially in the Southwest 
neighborhood and the city. The number of jobs, employees, average salary and business 
categories obviously place this area in one of the highest rankings of the city and region’s 
economy but there is another essential component provided, which is the language offered. 
While English is the main language in every business, the diversity of languages and cultures 
among these businesses are extremely helpful in addition to their services. There are German, 
Romanian, Norwegian, Jewish, Welsh, Scottish, Dutch, Spanish, Danish and so on. Although 
such businesses are not language and interpretation services, the fact that they have the ability 
to offer multiple languages service and cultural interpretation, make the area a more 
sustainable and attractive business hub for local and regional residents and customers. People 
are likely to be interested in doing business where they can receive additional and free 
services.  

While data and information provided in Prosper Portland’s mapping tool, Portland Plan’s 
documents and other useful sources, there is some missing important information that needs 
to be collected and incorporated into the existing conditions of jobs’ and businesses’ 
characteristic of 19th Avenue station such as women, minority and immigrant owned 
businesses. From initial research, we found out there are a few minority owned businesses on 
Barbur Boulevard, including Barbier International. This is a minority owned business that 
provides event planning, translation and interpretation services for immigrants and businesses. 
The lack of sufficient information about what minority population lives in the area and what 
type of employment, business, organization and cultures associated with them will potentially 
create a common challenge in the planning field, which is the exclusion and disenfranchisement 
of some groups of community members.  

Community Organizational Landscape and Asset Inventory 
 
The study area lacks organizations and assets that serve businesses. There were two large 
organizations found that serve the broader area of SW Portland: Southwest Neighborhoods, 
Inc. (SWNI) and Unite Oregon. The remainder of the listed organizations work in Portland and 
have the capacity to serve businesses but had no explicit connections to the study area or SW 
Portland. Many of these organizations specialize in culturally specific business development. 
They have potential to be assets to this community.    
 
Southwest Neighborhoods, Inc. (SWNI) 
 
SWNI is a non-profit neighborhood association that supports Southwest Portland in advancing 
their communities. They empower citizens to participate in improvements in their 
neighborhoods as well as strengthen communication amongst its community members. They 
aim to improve livability in southwest neighborhoods. The study area of 19th Avenue and 
Barbur Boulevard is in the cross section of Hillsdale, Multnomah, South Burlingame, and 
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Markham Neighborhood Association districts (see Figure 4). Each seems to have active 
committees in transportation and land use. These committees, along with SWNI’s equity and 
inclusion committee, will continue to be assets in advocating in the interest of the 
neighborhood’s local businesses. 
 
UniteOregon 
 
UniteOregon is an organization building an intercultural movement for justice. Their values 
include inclusivity, racial justice, social justice, empowerment, stewardship, respect, equity, and 
more. They have partnered with Metro to ensure communities of color are integral in the 
planning process of the SW Corridor.  
 
Organizations with the Capacity to Serve Businesses in the Study Area: 
 
The Hispanic Metropolitan Chamber (HMC) 
 
The HMC’s mission is to strengthen the Latino community through business development, 
leadership education, and scholarships. The HMC has Business Development Coordinators 
servicing Hispanic-owned businesses at no charge. All assistance can be provided in both 
English and Spanish. Some of the services they offer include business start-up, business 
expansion, accounting/bookkeeping systems, development of loan and bond proposals, 
software training, marketing material, website development, financing/insurance issues, and 
management operations. They also offer small business loans and guidance with procurement.  
 
In 2018 HMC served 261 metro-area businesses in Portland. The names of businesses are not 
disclosed, so it is unclear if businesses in the Southwest Corridor (particularly in the study area) 
were served. However, this organization could certainly be an asset for this community. The 
study area is home to Latino-owned businesses. One example is Barbier International, which 
provides translations, language training, transcription, and proofreading services.  
 
Portland Business Alliance 
  
The Alliance works to improve the small business community in Portland through business 
education programs, networking, and access to resources. Additionally, they advocate for small 
businesses through the government on policy issues. One program of potential use to the study 
area is the Alliance and Portland Community College’s Small Business Development Center 
(SBDC) free advising sessions with professional business advisors. No membership is required to 
take advantage of this service. The SBDC also offers a business management scholarship 
program, including a one-year training course to help established small businesses grow.  
 
The Alliance’s Small Business Council (SBC) has a seat at the table on policy issues that impact 
small businesses in Portland. If the SW Corridor Plan were approved, it could be beneficial for 
local businesses to join and raise their voice on issues that they will face in the upcoming years 
with the impacts of new development.  
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Mercy Corps Northwest (MCNW) 
 
MCNW is a community development financial institution that has many resources for starting 
or growing a business. They offer education and training, loans and grants, and mentorships. 
Their Women’s Business Center alone is the largest provider of microenterprise Matched 
Savings Grants in Oregon. If the businesses in the study area are not already using this resource, 
it would be a great asset to take advantage of as the Southwest Corridor continues to develop.  

 
SCORE 
 
Portland SCORE is a non-profit 
organization devoted to helping 
small businesses grow. They are 
equipped with 70 counseling 
volunteers who advise 1,100 
clients a year. No membership 
or appointments required. 
Mentoring and workshops are 
available at no cost. Businesses 
in the study area can have free 
counseling or volunteer to be a 
counselor to others through 
their programs.  
 
The Urban League of Portland 
 
The Urban League works for 
the empowerment of African 
American groups. They work 
with faith-based communities, 
minority run businesses, and 
civil rights organizations. One 
of their goals is developing 
communities’ ability to achieve 

and create a more equitable place 
to live and work. They are 
currently working with East 

Portland to identify the needs of the changing population. The Diversity and Civic Leadership 
V.O.I.C.E (Voice Our Importance through Community Engagement) Project is a community 
engagement program focused on giving communities a voice in the decision-making process of 
issues in their area. It is unclear what other neighborhoods they are working with, but the 
Southwest Corridor neighborhoods could benefit from this program as their communities are 
potentially going to undergo a lot of changes that they should be at the bargaining table for.  
 

Figure 4: The circle represents the area of study radius around 
19th Ave Station. Source: “Maps.” Southwest Neighborhoods, 
Inc. Accessed October 14, 2019. https://www.swni.org/maps. 

https://www.swni.org/maps
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Equity Lens 
 
Equity Analysis 
To think of what appropriate approaches are needed to evaluate and address equity and 
equality issues, we understand that we must carefully analyze the data of existing conditions at 
19th Avenue Station. The historical analysis proved that there had been restrictions targeted at 
people of color such as “Redlining” and “Racially Restrictive Covenants” that prevented African 
Americans from purchasing properties and obtaining financial and economic assistance to reach 
their fullest potential. While these racist practices have ceased, they continue to negatively 
impact communities of color today. We completed a demographics analysis, which revealed 
population trends in 2010-2017. During this period, the white population in the 19th Avenue 
station decreased slightly while the population of people of color increased overall, especially 
African Americans, Latinos, and multi-ethnic people. 
 
We saw a trend of growth for people of color and focused some of our efforts into learning how 
strong the community organizational capacity was in the region. We learned that there were 
only a few organizations that supported this growing population of color, which are United 
Oregon and the Hispanic Metropolitan Chamber (HMC). These organizations have done their 
best to organize local communities of color and support them by giving them useful updates 
about the city’s planning process and projects, giving them a platform to share concerns and 
opinions, and providing community support.  
 
Approaches to Address Equity Concerns 
 
Based on our existing conditions analysis, we understood that we needed to redirect our focus 
on groups that have historically faced barriers to opportunities and growth. While whites make 
up a majority of the population, we specifically focused on obtaining more information about 
how individuals and business owners of color were doing in terms of household income, 
employment opportunity and stability, minority-owned business vitality and stability, as well as 
the risk of displacement.  
 
While drafting our interview process and identifying businesses to conduct the interviews, our 
group members agreed that we needed to make our best efforts to identify minority-owned 
businesses, and if we couldn’t find enough for interviews, we would try to move on to small-
scale and low-income businesses, who we identified was the next most vulnerable group. We 
were aware that our positionality would play a very important part in who we picked to ask for 
interviews, potential barriers in conducting the interviews, and how we might influence or 
interpret interview answer. Positionality was something we learned in class and continued to 
practice throughout the quarter. We acknowledge that our backgrounds such as race, 
education, gender, sexuality, religion, ethnicity, and age should be taken into consideration so 
we could plan more sensitive approaches before, during, and after our interviews. We divided 
group members into three different teams, which comprised of team members who could 
complement each other to show to business owners that we were genuine, inclusive, friendly, 
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trustworthy and approachable. That meant one white male student should pair with another 
female or student of color. Although we tried our best to plan the most appropriate approach 
to interact with business owners, we couldn’t avoid situations where minority-owned business 
owners refused or hesitated to talk to us. They seemed apprehensive or distrusting of our 
intentions and purpose in requesting interviews. Despite our best efforts in explaining and 
trying to convince them that we didn’t work for the city, that the interviews were part of a class 
project on identifying issues and concerns from minority businesses with the hope of 
influencing the southwest light rail project in a positive way, we were not successful in getting 
interviews with some minority-owned businesses that might help shed some critical issues with 
the proposed project. This showed that there needs to be a lot of work done to help 
communities of color in the 19th Avenue station feel comfortable interacting with city agencies. 
 
Recommendations for Equity Lens 

Evidently, addressing equity issues needs intensive research to understand how to incorporate 
an Equity Lens into the planning process. That means building and maintaining meaningful 
relationships with local minority-owned businesses, who are more vulnerable to new 
developments because gentrification and displacement are more likely impact them. There 
should be more interaction and communication with existing community-based organizations 
that service communities of color. For instance, there should be a business alliance of POC that 
can provide a platform for minority-business owners to gather and support each other by 
networking and building community capacity. Or there can be an initiative that is funded by the 
city government and local agencies to provide on-going support for workers of color. These 
examples are not necessarily the only options for the Bureau and the city government to have 
effective and meaningful relationships with local communities of color but relevant suggestions 
to think about.  

Observations 
 
Field Observations Spreadsheet 
 
Field Observations Photos 
 
Field observations were conducted on Thursday, October 24th, starting at 2:00 pm. The study 
area mainly consisted of Barbur Boulevard between SW 19th Avenue and SW 26th Way. A small 
section of Multnomah Boulevard between SW 19th Avenue and SW 24th Avenue was also 
observed. The team learned how difficult it is to gather data when out in the field and more 
importantly, how difficult it is to not make assumptions when doing so. The amount of 
pedestrian and cyclist activity was low, making field observers easily noticeable. This could be 
beneficial, as it shows the community we are getting involved.     
 
The study area has decent public transportation options with several bus stops located on 
Barbur. TriMet line 12 serves the area and connects it to downtown Portland. The bus line was 
well used during the observation period. Pedestrian infrastructure was lacking and not 

https://docs.google.com/spreadsheets/d/1KMkNWm47cNfkIKZkiNXyvQ2ovdADRUyhaAWjuigRMSY/edit?usp=sharing
https://drive.google.com/drive/folders/1qGyIgtoFZwPw72KcykJLDtJvNgZESzM0?usp=sharing
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homogeneous. Sidewalks were obstructed by infrastructure such as power line poles and 
signage posts, making two-way pedestrian traffic very difficult. ADA access on sidewalks was 
not consistent. Many curb cuts had been poorly retrofitted or were in need of serious 
attention. The Barbur bridge over Multnomah Boulevard had dangerous/narrow sidewalk 
ramps with no safety railing and overlooked a steep downslope to Multnomah Boulevard. Cross 
streets of Barbur were not always given crosswalks, making for unsafe continuous travel. 
Sidewalks would abruptly end, leaving pedestrians in the situation of sharing the bike lane with 
cyclists. Bike lanes did not cover the entire length of the study area, leaving some sections 
without a bike lane and sidewalk. The non-consistent bike lane along Barbur did not provide a 
safe feeling for cyclists. The high-speed limit on Barbur is also concerning for non-vehicle 
traffic.  
 
The buildings in the study area were almost all occupied. Most buildings were in “okay” 
condition and built during the mid to late 1900’s. Many of the building lots were in haphazard 
urban form making for difficult vehicular access with odd entrances and exits. Businesses in the 
area ranged from automotive repair to restaurants and accounting firms. Determining cultural 
identity was very difficult, very few businesses had any clear cultural distinguishers. All 
businesses had small parking lots and primarily catered to customers visiting via vehicle. 
Parking lots were equipped with ADA spaces; however, many building entrances did not have 
access ramps. Additionally, we gave many businesses the rating of non-ADA compliance as they 
were not accessible from the sidewalk, bike lane, or street. Significant ADA improvements will 
be needed from a public transportation lens for the light rail project to be equitable.  
 
The topography of the area is a significant factor. The area feels constrained by Interstate 5 to 
the east of Barbur. The rolling hills throughout the area could also make ADA compliance 
difficult. The area is designed to accommodate vehicles and has a vehicle dominant culture. 
Changing it to accommodate light rail, pedestrian, and cyclist flow will take significant work and 
cultural shifts.  

Interviews 
 
Interviews were the most important and most challenging part of the research process.  Listed 
below is a list of themes that summarize our findings from interviews.     
  

Key Themes 
• Positive expectations about light rail 
• Community-minded business owners 
• Commitment to Barbur 
• Positive business outlook 
• Potential construction concerns 
• Skepticism of local government 
• Desires for infrastructure improvement 
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Interview Approach 
 
Our team split up into three pairs.  We took turns conducting the interviews and note-
taking.  We asked the business owners about their business health, hopes and concerns with 
the proposed light rail project, and about what would help their business thrive and continue to 
grow.  They were mostly generous with their time and accommodated us during open hours. 
We are grateful to them and all the other businesses who spared a few minutes of their time to 
talk to us about their future business expectations and challenges. 
 

Business Owner Name of Business 

Christa Louise* North American Board of Naturopathic 
Examiners* 

Jerri Kangrga Revolution Hair and Body Salon 

Tara & Rachel Seeking Space Yoga 

Jim Titus Titus Financial 

Ian Brandt Vertical Diner 

Confidential (referred to as ‘A’ in the 
report) 

Confidential 

Table 6. Business owners interviewed  
 

*Due to very limited time with the interviewee, this interview does not have any quotes and is 
best summarized here: This is a small organization that prefers to keep a low profile. They do 
not release their address online and use a P.O. Box. They have no customers come to the office. 
They do not affiliate with other businesses or with political issues. There are 6 employees and 
almost all live nearby. They rent the office, but their landlord is looking to sell the building. If 
they can stay, they will, but they don’t mind moving either. 
 

Summary 
 

• Positive Expectations about Light Rail 
 
Rachel and Tara at Seeking Space Yoga seemed excited in general that Southwest was changing 
and attracting new businesses.  They acknowledged that the potential light rail could lead to 
more people coming to their yoga studio. 

In its current configuration, Jerri at Revolution Hair and Body Salon does not feel that light rail 
construction will be good for her business.  She is afraid of how it could affect her parking and 
access and thinks that alternate routes should be considered. Jerri is quick to point out that 
there is a future and even a present without high car ownership. It could even affect her 
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business as she struggles to find a new stylist after the last stylist she hired was not able to 
continue working at the salon because public transportation did not service the area well 
enough.  This is important to reflect on because it shows just how disconnected business 
owners can be with a project right outside their door.  One of the biggest takeaways from this 
interview is that even auto-oriented business owners understand that Portland is different.  

Jim at Titus Financial appeared to see the experience of the Yellow Line as a highly positive one. 
It became clear throughout the interview that to him, gentrification was something to be 
desired; it was a key component to the revitalization of a neighborhood. This view probably had 
some connection to the fact that Jim would stand to benefit from gentrification.  While he was 
not thinking about equity implications, he said, “Well I live in the area, and perhaps it’s selfish 
of me to say, but I am looking forward to the property value increases.” He would unlikely be 
displaced involuntarily due to his financial situation. In fact, Jim was doing so well that he 
wanted to expand, in order to capitalize on what he hoped would be increased land values, 
“We’re probably looking to double in size in the next couple years. I’d like to expand to another 
space, like that one building across the street.”  He is unhappy with neighbors who “do not 
participate in the community” which he affiliated with low-income, drugs, and run-down 
apartment complexes. With gentrification he hopes to see his property values increase. 
 
Ian Brandt at Vertical Diner did feel the light rail might bring more employees to the area and 
thought that could be a benefit. He also talked about the potential benefit of creating a 
localized population around the light rail. A lot of construction or redevelopment of the 
neighborhood would take place if the project goes through. He talked about the potential 
apartment complexes that might be built along the rail and how the residents would potentially 
use the businesses along the corridor. However, being a vegan restaurant and classifying his 
business as a destination restaurant, he wasn’t sure if it would help his business specifically. He 
did feel the addition of light rail would increase congestion of the already busy area. He 
believed, “…obviously if it goes down Barbur it’s going to slow down traffic, it’s already a 
parking lot”. 

‘A’ was quite a positive and supportive person when it came to the potential light rail system 
that would be built in the following years. We asked them some questions about what they 
might want to see along the light rail system and how they thought about the system overall. 
Noticeably, ‘A’ responded with a really enthusiastic attitude “I think it’d be great! Um, I just 
think maybe it’s easier for people to get around and doing less of it by cars. Sounds great to 
me.” It seemed that they were very supportive of the idea of a high-capacity transit system that 
could carry many people at the same time.  
 

• Community-minded business owners 
 
The word community came up a lot. Rachel and Tara described the neighborhood/yoga 
community as supportive of their business when it first opened. But there was an 
acknowledged lack of sense of community between Seeking Space Yoga and nearby local 
business owners. Rachel mentions that their business is technically eligible to be included in the 
Multnomah Village business association, but neither she nor Tara have felt any real connection 
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with Multnomah Village. They expressed interest in a ‘Barbur Business Association’ should one 
be created in the future. 

Jerri at Revolution Salon has a healthy skepticism on the utility of a business association as she 
says here, “Okay, yeah so I’m not a big association person but I believe in supporting other 
people. I never put down other businesses. I always wish the best for everybody.” A business 
association is hard for business owners to fit into their busy schedule. She wants to see more 
investment but not at the cost of displacement of current businesses. When asked to reflect on 
area businesses, she said, “We all support each other and, you know, I would just hate to see 
anybody hurt by that.” With this comment, it’s clear that she sees the business community as 
an organic place that doesn’t need any more meetings or obligations. 
 
At Titus Financial, Jim reflected on his desire to know about and cultivate relationships with 
other businesses, “No, I don’t know of any [business association] but I would be interested in 
knowing if there were one, I think that could be helpful. I do know a couple of other business 
owners in the area - like the haircutter down the road is my wife’s cousin, the guy next to us 
brews gluten free beer and the shop next to them is owned by an Ethiopian couple.” 
 
One of the smaller themes of the interview was the business owner’s view of the area in terms 
of diversity. ‘A’ mentioned the area has very little diversity and census numbers largely back 
this statement. ‘A’ added… “this is like as white as it gets in Portland”. We did come across a 
very small amount of diversity among business owners, but it was not significant. Each minority 
business owner declined to speak. ‘A’ also said, "I think networking is great and I’d like to get to 
know other people better and also running a small business." 

 
• Commitment to Barbur 

 
Seeking Space Yoga’s initial business success was due to the fact that both of them had lived 
near the current studio location and had been students at another yoga studio before deciding 
to open their own studio. They felt that the community were supportive of their business from 
the start. Most of their employees are independent contractors who live in Southwest.  

The business owner, Jerri Kangrga, alluded to the idea of local business and community 
engagement.  She takes pride in the fact that Revolution Hair and Body has been in the same 
place for a long time.  Hair salons are an important community space where long-term 
relationships build good business, and Jerri reflected on that idea throughout the interview, “I 
told my landlord that I want this business to survive way past me because we serve the 
community.”  
 
Jim at Titus Financial does not have affiliations with other businesses along the corridor besides 
the hair salon a few blocks away, which is owned by a family member. He would like to be a 
part of a business association in the Southwest Corridor but does not believe there is one.  
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• Positive Business Outlook 
 
Seeking Space Yoga didn’t provide a detailed answer for business health. They described the 
business health as good. Tara and Rachel didn’t feel like there was any difficulty starting the 
business or growing it. They were able to secure a loan and set up a credit line with a bank 
without any issues. When asked about what city agencies could do to help with their business 
health, they replied,  

I don't know anything about the city resources. Does the city have any resources for us? 
That would be a good to, like, get more information on that, like even what you were 
talking about Prosper Portland. Like, I have no awareness because there hasn't been a 
need, but if there was a need, I wouldn't know where to turn to go so. I'm sure there's 
somewhere online if I was searching but... I think sometime in the beginning we were 
looking into something like grants or something like that but we didn't end up needing it. 
So... I don't know. 

When it came to discussing the rent she pays to her landlord, Jerri at Revolution was blunt 
about the amount she pays, “Yes, it’s manageable.”  She seems to understand that because of 
her good relationship with her landlord, the rent has stayed at a fair price. She did reflect on 
the fact that rent does continue to go up but justified the price with the importance of a good 
tenant-landlord relationship.  Here, she reflects on the value of small business owners and why 
it’s important to keep them around, “It’s hard for small businesses to stay when these big 
companies come in with all the bucks and they’re just throwing them around… That’s what 
people love about us is that we’re not corporate. We’re very personal. And, it’s a completely 
different vibe.”  Big companies could be in reference to rising rents and what kind of businesses 
can afford to stay in high rent areas. 
 
Jim at Titus Financial has owned his business and this property for five to six years now. He has 
two employees. He expects his business to double in the next few years, in which case he 
intends to expand by purchasing the building across the street from him. 
 
When asked specifically what would keep their business stay and thrive in this location, ‘A’ 
stated, “I think more concerns for a lot of business owners are about as far as space goes is cost 
you know. Rent’s kind of rising overall.” 
 

• Potential Construction Concerns 
 
Seeking Space Yoga’s main concern about the proposed light rail is parking during construction. 
They sublet the ground floor from Revolution Hair Salon. The limited parking in front of the 
building belongs to Revolution, and the parking on the side of the building is for Seeking Space. 
The property is right along Barbur Boulevard and would possibly be negatively impacted by 
construction. They mention most of their clients walk or drive to the studio. There is a small 
alley that leads to the parking for Seeking Space and connects to the street behind the 
property, but that alley is narrow. Clients would potentially have difficulty getting in and out of 
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that parking lot.  They would like to know ahead of time where and when construction is 
planned so they can let their clients know ahead of time to plan alternate routes there.  

Revolution Salon is an auto-oriented business and most of the salon’s clients drive and park out 
front or on adjacent streets.  If there were to be changes to local traffic patterns, it would 
greatly affect the health of business. Since this is an established business with an established 
client base, the effects could be less detrimental than on a new business.   
 
Jim, his employees, and his clients are happy commuting by car to Titus Financial. He does not 
foresee light rail impacting his business in terms of transportation services. He is not looking 
forward to more construction, as it is disruptive, but he would be understanding during that 
time.  
 

• Skepticism of Local Government 
 
There was an obvious sense of disconnect between the business and city agencies. Tara and 
Rachel weren’t aware of Prosper Portland or any city resources. When they started their 
business, they handled everything without direct assistance from the city. And while they were 
aware that light rail was being proposed (brief conversation when we first asked them for an 
interview), they didn’t know many details about it. Neither person mentioned involvement with 
any of the community engagement efforts around the light rail.  “[…] we did this basically by 
ourselves and from like firsthand friends or family. So, we didn't need any outsourcing to 
government or the city itself. Fortunately. We wouldn't even know where to go.” 

As a community member, Jerri really feels a disconnect between what government agencies are 
trying to accomplish along the Southwest Corridor and what local business owners actually 
want to see. The problem is that she doesn’t feel like she has any influence on what happens 
and this belief is prohibiting her from becoming further engaged in the project.  She says: 
  

Really, no matter what people say, they’re going to do whatever they’re going to do. 
Okay, I don’t really have this faith that because people are saying, “Oh, you need to do it 
this way!”, that’s the way they’re [public agencies] going to do it [proposed light rail]. 
They’re going to do it the way it works for them financially and what works best for 
them. I’m not really going to worry that much about the impact it has, honestly. Because 
it’s such a big project, it’s going to hurt somebody somewhere. I mean, you can’t please 
everybody in this situation. Like I said, my hope is that whatever they decide, the impact 
doesn’t mean destroying the building. 

 
If business owners like Jerri don’t feel like their voices can have an impact, lack of business 
involvement could lead to decisions being made that are not in the best interest of these 
businesses. 
 
Jim is a 4th generation Portlander but wishes to move far away when his kids are done with 
school and he retires. He does not favor the policies, politics or government officials in this city. 
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While he hopes to benefit financially from the growth, the growth also is what pushes him 
away. 
 
One of the primary themes of the interview with Vertical Diner was government distrust, “I 
mean, the state does whatever the hell they want in most states.” The business owner, Ian 
Brandt, didn’t think the state or local government had any interest in truly listening to small 
businesses or reflecting the small businesses concerns in the final plan. He feels, “It’s developer 
based, it’s all based on big money, big banking systems. It’s not based on small business, 
everyone tries to because small business is always such a contender in all of these decisions, 
they have to basically fluff the minds of the small business. But the reality is it’s intended to 
build big money”.  
 

• Desires for Infrastructure Improvement 
 
As problematic as some of his word choices may have been, the next theme that emerged was 
existing conditions, because how Jim at Titus Financial perceived the light rail impacts directly 
tied back to how he currently sees Barbur Boulevard. There were multiple instances where it 
became clear that Jim thinks the status quo of the corridor is not good, “I think this area could 
use some gentrification, as I’m sure you saw some of the buildings out here are...some of these, 
like these apartments behind us here are falling apart, filled with needles, low income you 
know, and the people are well, the ‘dregs of society’, or you know, just don’t participate in the 
community.” Perhaps more telling was that which wasn’t said. Jim had little to say about the 
transportation aspects of the project. To Jim, the existing conditions of the corridor (particularly 
about low income/dilapidated housing stock) were reason enough for the light rail, and it was 
the potential investment and land use changes that he saw as the main benefit. 
 
‘A’ seemed to acknowledge that in many parts of Portland, bike infrastructure was great, but it 
definitely needed improvement in many neighborhoods, especially some parts near Barbur. 
They said, “Yeah yeah that’d be nice. Yeah, I don’t know but biking in certain parts of Portland 
seems very conducive to that. Yeah, I mean there are parts of Barbur that are really nice that 
seem to be working well and then some parts of it seem, I don’t know, kind of in transitions or 
maybe haven’t… just kind of older areas.” It’s very interesting and it also made sense when they 
were very supportive of the light rail system but at the same time, they understood bike and 
pedestrian infrastructure wasn’t the best in Southwest Portland.   
 
Ian Brandt at Vertical Diner thought getting around most of the neighborhood was difficult. 
When asked about the inconsistency of bike lanes on Barbur he said, “Yeah, it’s sketchy”. He 
also mentioned that getting to and from Multnomah Village wasn’t bad, “…if you can just go 
from Multnomah Village and this area from here, that would be really effective.” Ian also 
mentioned how Barbur is the only good alternative to I-5 if there is an accident. During a 
natural disaster this could be an issue for Portland if the city needed to be evacuated. He added 
another potential issue for running the light rail down Barbur, that being the road’s high speed. 
He felt it wasn’t convenient for bicycles to deal with the high traffic speeds on Barbur. Running 
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the light rail down Barbur should include lowering the speed limit of the street to make it more 
pedestrian and cyclist friendly. 

 

Reflection 
 
We weren’t really aware of any personal biases going into the interview with Seeking Space 
Yoga. We thought it went well despite the somewhat guarded responses we got from Tara and 
Rachel. Maybe there was more we could have done to build rapport before the interview to get 
less guarded answers. We knew that we had different opinions than the business owner at 
Revolution Salon, but this interview was a time for us to hear a different perspective.  Our 
positionality was a central component for the success of the conversation with Jim at Titus 
Financial. After the interview, we reflected how us being “naïve” students gave Jim a 
permission structure to editorialize more (or differently) than if he had been speaking to a City 
employee. He asked us if the City was trying to force people out of their cars, and we 
responded with a diplomatic answer along the lines of “trying to create more options.” Because 
we declined to share our personal opinions and instead tried to be impartial investigators, our 
response kept the conversation going. If we had responded in a confrontational way, the 
interview would have been much, much shorter.  

When we introduced ourselves as grad students, who worked in a project that’s involved with 
the city agency, for a moment ‘A’ was hesitant to agree to give us an interview. They did ask 
some questions to find out what the project was about and why we conducted the interview. I 
believed our positionality did give them a little bit of a doubt. But because we were students, 
we posed less as an intimidating group to him than city staff. They seemed to slowly relax and 
finally agreed to spare us some of their free time. We understand Ian Brandt’s distrust of local 
government. Ultimately these decisions are left up to the government’s discretion. We still 
believe that people can affect change in local issues. 
 
Thinking about the whole project in general, we thought we would encounter more businesses 
owned by people of color or other traditionally underrepresented groups. It didn’t seem to play 
out that way in the 19th Avenue area.  We understand what we, as Portland State graduate 
students, might represent to a small business owner.  The business might be suspicious of our 
motives due to our privileged position in higher education. Also, since we are representing a 
public project, the business owner showed a level of frustration that would not have been 
directed at us if we were regular customers. The lesson here was positionality was important 
and interviewers (researchers) needed to thoroughly research before going around and asking 
people for interviews. The minority owned businesses in the area largely declined to speak and 
showed little interest. However, they should still be served and accounted for. 
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Case Studies 
 
As a group we decided to provide a review of two interesting case studies and offer 
recommendations based on our findings. These case studies were focused on the reduction of 
business displacement in areas undergoing redevelopment or rapid rent increases. We believe 
these case studies are relevant to the SW corridor project as the area is likely to undergo a 
significant amount of redevelopment which could lead to rising rent costs for new and pre- 
existing buildings. The selected case studies are from London and San Francisco. 
 

Preventing Displacement of Small Businesses Through Affordable Workspace 
Policies - Interesting Practice #1 

Ferm, J. (2016). “Preventing the displacement of small businesses through commercial 
gentrification: are affordable workspace policies the solution?” Planning Practice & 
Research, 31(4), 402-419. Retrieved from 
https://www.tandfonline.com/doi/pdf/10.1080/02697459.2016.1198546  

Summary of case study 
 
In the early 2000’s affordable workspace policies were introduced in the boroughs of London, 
England. These policies required newly developed mixed-use buildings to provide affordable 
workspaces. These affordable workspaces are offered to “workspace providers” at a discounted 
rate. Workspace providers are those who sign the initial lease and outfit the workspace with 
the required infrastructure. They can then manage and sub-lease the space to small businesses. 
Workspace providers can be commercial operators, social enterprises or charities. The key 
actors of this plan were not mentioned in an explicit way. However, they were mentioned in a 
more general way throughout the article. Local planning authorities and local planning offices in 
each of the London boroughs were key players in creating the policy, especially those in the 
borough of Hackney, who were identified as leaders of the policy. Local planning committees 
and policy teams were formed to oversee the process and get the policy implemented. 
Developers and workspace providers also appear to be key players in getting the policy to be 
successful.  
 
A difficulty of creating the policy was the funding mechanisms in place. The policy is not funded 
publicly. Thus, the redevelopment projects needed private lenders. Local authorities had to 
keep this in mind when creating the policy. If they created a policy that was too restricting, 
developers would not be able to gain funding or would not be interested in redeveloping the 
land in the first place.  
 
The goal of the policy is to provide more affordable workspace options to small businesses in 
areas of London undergoing redevelopment. More specifically the goal is to end or decrease 
the amount of displacement businesses experience. The policy stemmed from concerns of 
business displacement in renovated areas of the city. When research of the area was taking 

https://www.tandfonline.com/doi/pdf/10.1080/02697459.2016.1198546
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place, Hackney had strong economic health. When the policy was introduced in the early 2000’s 
their economic status was not as strong. Rising rent costs and decreasing availability was 
placing pressure on pre-existing “cultural bases” in the borough. London was building towards 
hosting the 2012 Olympics and was quickly redeveloping large sections of the city. London’s 
“revitalization” for the Olympics appears to be a major reason why this policy was created.  
 
The results of the policy are not ideal. Only 4 of the 10 sites in Hackney are operating as 
intended. If the developer cannot find a qualified workspace provider within 6 months of 
completing construction, the space reverts to market value and any business can rent the 
space. The spaces not being used as intended are being used/marketed as larger single space 
commercial units. Ideally the space would be split up into smaller sub-units and rented out to 
small businesses. Another issue local authorities are facing is the decline in total available 
workspace since 1998. Between 1998 and 2008 Hackney lost 456,000 square meters of 
workspace. Between 2004 and 2008 Hackney gained 11,000 square meters of affordable 
workspace (Ferm, 2016). Even with this gain of affordable workspace, the area has still lost a 
tremendous amount of space for businesses to operate. Gentrification of the area is still 
happening and the policies in place are doing very little to stop it.  
 
The policy appears to have more weaknesses than strengths. However, the policy does try to 
improve upon a difficult situation. Fighting displacement is a difficult task that requires more 
than policy intervention, help from community organizations, businesses, and developers is 
required. The primary strength of the policy would be its requirements to provide more 
affordable mixed-use space in neighborhoods undergoing heavy redevelopment. The policy also 
combated some of the redevelopment and displacement issues that took place leading up to 
the 2012 Olympics. The idea of encouraging mixed-use space was another strength of the 
policy. This allowed for multiple users on a lesser footprint, making it a more efficient use of 
space. A major weakness of the policy is its lack of stiff regulation. The legal loopholes make it 
difficult to see the results the policy was designed for. Developers not being required to seek 
qualified workspace providers after six months is likely the biggest weakness of the policy. 
According to Ferm, most developers tried to stay away from doing this as they wanted to 
remain in good standing with the various government councils. It would be difficult to impose a 
stricter regulation on this aspect of the policy; an argument could be made that six months is a 
long enough time to offer the space at a reduced cost. If no demand for reduced rent locations 
is present, it’s in the best interest of the economy to move forward and expand the list of 
possible suitors. Another weakness of the policy was the lack of pre-approved workspace 
providers. When the policy was first enacted the list of approved workspace providers was very 
small. During the early days of the policy, developers complained that the list of pre-approved 
workspace providers was limited to 1 or 2. Over time, the list grew and became less of an issue. 
However, many spaces are not being used for their intended purpose. The idea of having 
workspace providers seems to be an unnecessary step in the process of offering low rent 
commercial units. Allowing businesses to rent directly from the developers could be a far 
simpler option. However, the policy does show some promise in providing low rent locations. If 
the list of pre-approved workspace providers grew, and new development was immediately 
paired with a provider, most of the policy’s shortcomings would be reduced or eliminated.   
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Since this case study takes place in England, implementing the above policies in Portland would 
be challenging. England has much different regulations than the U.S. and the mindset of people 
in each country is different. However, the policy offers some good ideas to consider. The policy 
does not consider transportation but does consider redevelopment of large neighborhoods. 
The expansion of light rail into Southwest (SW) Portland would likely lead to redevelopment of 
the neighborhood. During an interview with a business owner on Barbur Boulevard, the owner 
mentioned how the entire area is planning a redevelopment if the light rail expansion takes 
place. Land around the light rail may become more valuable once the project is completed. An 
increase in the demand for housing along the rail is likely and redevelopment of the corridor 
may be inevitable. If demands along the corridor move towards residential units, a mixed-use 
approach may be the best-case scenario for business retention. Zoning for mixed-use along the 
corridor would allow for developers to increase the number of residential units while keeping 
or even expanding the number of commercial units. Policies could be created to ensure that 
current businesses on the corridor are given priority standing in leasing these new spaces.  
 
Recommendation  
 
We recommend the City of Portland and Prosper Portland consider reviewing the use of mixed-
use development along the proposed route of the Southwest corridor light rail project. The use 
of this development would serve new and existing users of the area. Redevelopment of the 
corridor is likely and mixed-use development allows residential and business units to occupy 
the same footprint. Mixed-use development is likely the best way to serve multiple interests of 
the corridor. Furthermore, the City and Prosper Portland can look to other nearby areas where 
mixed-use development has already been implemented. Having local case studies of mixed-use 
development will allow for better understanding of what is working well and what is working 
poorly. We also recommend they evaluate the potential of “workspace providers”. While the 
idea hasn’t worked perfectly in London, Portland could create a simpler version of the policy. A 
major issue of the policy was a lack of pre-approved workspace providers. Since the light rail 
project will take several years to implement the City and Prosper Portland could begin 
gathering qualified providers years in advance. Placing an emphasis on paring developers with 
workspace providers immediately after construction is essential. If the City and Prosper 
Portland can manage a large list of workspace providers and ensure they will be paired with 
developers, the policy could work better in Portland than it did in London.   
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Equitable Business Retention Strategy: Recognize Businesses as Cultural 
Landmarks - Interesting Practice #2 

Lavecchia, O. (2016, April 20). How Rising Commercial Rents Are Threatening Independent 
Businesses, and What Cities Are Doing About It. Retrieved from https://ilsr.org/affordable-
space/  

Summary of case study 
 
The Roxie Theater has shown films in the Mission District of San Francisco since 1909, but in 
2015 the landlord attempted to double the rent. Fortunately, a clause in the lease restricted 
rent prices to that of similar properties. This is just one example of the nation-wide issue long 
standing businesses face: being forced out by rising rents. Older businesses established, and 
now maintain, the character of their neighborhood, but are unable to keep up with the 
dramatic rent increases.  
 
San Francisco brought forth measures to combat this issue. In March 2015, the San Francisco 
Legacy Business Registry was established to track the city’s historic businesses. To be 
considered historic, the business must have been in the community for at least 30 years and 
still contribute to the cultural identity of the neighborhood. A provision was later included for 
businesses that are 20 years old who meet other criteria. To be on the registry, a business must 
be nominated by the mayor or a city supervisor (San Francisco’s version of a city council 
member). 
 
The Legacy Business Historic Preservation Fund works with the Legacy Registry to award grants 
of $500 per employee per year (up to $50,000 annually). Grants are available to 300 businesses 
each year. The funding comes from the city’s general fund. It also includes incentives for 
property owners that offer 10-year leases, for $4.50-per-square-foot, up to $22,500 annually. 
The subsidy’s aim is getting landlords to offer new, long-term leases.  
 
The Legacy Business Historic Preservation Fund launched in 2017. As this measure is still new, 
the city is not certain what its long-term viability looks like. An analysis from the city controller 
found that the cost will increase greatly over the next 25 years as all qualifying businesses 
become enrolled. Although, it is argued the increase is in line with the amount of financial 
support San Francisco provides to large companies. Next, San Francisco plans to propose a new 
measure to assist businesses in buying their own property. 
 
San Francisco is the only city in the U.S. with this focus on legacy business preservation. 
However, we can see the success of this type of intervention internationally in Paris, London, 
and Rome. These cities have measures in place for historic or culturally significant businesses. 
Paris’s approach has been buying the properties of the businesses or negotiating rent caps with 
their landlords. By 2016, the program spent $45 million, helping 650 businesses.  
 
 

https://ilsr.org/affordable-space/
https://ilsr.org/affordable-space/
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Recommendation 
 

We recommend the City of Portland considers 
implementing this strategy. It could be crucial 
to maintaining the character and diversity in 
the SW Corridor, especially with the light rail 
extension. Development creates the danger of 
Portland’s history being erased. However, new 
development and historical character of 
neighborhoods do not need to be mutually 
exclusive. New developments can neighbor 
historical businesses, if measures are taken to 
mitigate displacement. Portland boasts about 
their locally owned businesses’ vital role in the 
economy and culture of the city. If this is so, 
we can work harder to protect them. Bringing 
in the measures of recognizing, funding, and 
incentivizing legacy business retention would 
help reflect the diversity of Portland’s people 
and places. 

 
Currently, Portland recognizes Historic Landmarks and Historic Districts that are significant in 
these areas: 

1. The importance of its designer, previous owners, or builder in local, state, or 
national history 

2. The quality of its architecture or landscaping 
3.  A building type that is of significance in local, state, or national history 
4. Association with a significant cultural or ethnic group 
5. The role it has played in shaping local, state, or national history 

 
The next step in historic resource designations could be promoting legacy businesses. A 
provision to emphasize the protection of minority owned or culturally specific businesses could 
be implemented that reduces the years down from 30 (in the case of San Francisco) to 10 years 
needed to be registered and receive funds.  
 
The data (see figure 5 and 6) for Seattle indicates that small size, not age, is the largest risk 
factor for legacy businesses closing down. This suggests that challenges of legacy businesses are 
shared by other types of small businesses. Moreover, it is recognized that the proposed 
strategy for legacy businesses in this paper is not comprehensive to the needs of all businesses 
in the corridor. This is just one possible action to retain small, local and minority owned 
businesses in the Southwest Corridor. 
 
We recognize that this case study, if applicable, may be more applicable in other parts of the 
Southwest Corridor or Portland versus our half mile study area. However, in our study area we 

Figure 5: City of Seattle Business Closures 2006-
2015. Source: 
https://www.seattle.gov/Documents/Department
s/economicDevelopment/22820_Legacy_Report_
2017-09-25.pdf 

 

https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
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found a family owned and operated auto repair 
shop, Pacific Car Care, that has been serving the 
neighborhood for 25 years. They rent their 
property and could be at risk of displacement if 
rent rises after a light rail extension. Another 
business we found was Rosie’s Barber Shop. 
Rosie is a minority business owner who we 
were able to speak briefly with over the phone; 
although, there was a language barrier and she 
was unwilling to have an interview with us. We 
did discover she rents her property and has 
been in business close to 10 years. Reviews 
online describe both of these businesses as 
trusted neighborhood go-to spots.  
 

 
 
 
 

 

 

 

 

 

 

 

 

 

 

 
 

Figure 6:  City of Seattle Exit Rates for Established 
Firms by Size. Source: 
https://www.seattle.gov/Documents/Department
s/economicDevelopment/22820_Legacy_Report_2
017-09-25.pdf 

https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
https://www.seattle.gov/Documents/Departments/economicDevelopment/22820_Legacy_Report_2017-09-25.pdf
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Conclusion 
 
The 19th study area reflects the lasting impact of auto-oriented development. The businesses 
are clustered in small strips that are mainly accessible by car, and the area lacks infrastructure 
that supports usage of bikes and pedestrian-friendly amenities. Research shows that the area is 
predominantly white, middle-income families. This was reflected in the diversity of business 
owners around 19th Avenue. Despite our best efforts to target businesses owned by people of 
color or otherwise vulnerable groups, we were only able to conduct a single interview with a 
business owned by persons of color.  
 
The business owners we were able to interview expressed a general desire to see the 
Southwest region grow, attract new and diverse businesses, and are in favor of expansion of 
light rail in the region. They were all pleased with the success of their respective businesses and 
would like to remain in their current location if possible. The theme across the interviews that 
are particularly relevant to the project was a sense of disconnect with the city (government), 
lack of awareness of potential city resources for local business support, a desire for community 
building within the area, and uncertainty about construction impacts. While none of the 
business owners expressed concerns about becoming displaced as a result of the proposed light 
rail, many of the interviewees were apprehensive about construction impacts. Many of the 
businesses have limited parking and depend on adequate vehicle access for their businesses to 
survive.  
 
We would like to, again, honestly state the limitations of the project. Initial research, field 
observations, interviews, and report writing were completed over a period of less than 10 
weeks. While we did successfully complete interviews with six local businesses, we were not 
able to interview many of the minority business owners. We noted some of the minority 
business owners seemed wary about our intentions with the interviews and project. The 
information we have gathered so far paints an incomplete picture. Our interviewees expressed 
a positive outlook for the proposed light rail project, and in general, did not fear displacement. 
We do not know if this is representative of minority owned businesses in the area.  
 
The important key takeaways of our report findings are: a noted need for better bike and 
pedestrian infrastructure, an acknowledgement that more work needs to be done to support 
minority owned businesses, a need for the city to inform local business owners (or potential 
business owners) of available resources, and a need for the city to engage with local business 
owners to build a better relationship. While our interviewees did not express a fear of 
displacement, anticipating the unvoiced needs of local (especially minority-owned) businesses 
will be key to preventing displacement. We recommend Prosper Portland look into piloting a 
workspace provider program and to consider the establishment of a legacy business program to 
mitigate the potential displacement of local businesses. 
 
 
 



 35 

Works Cited 

Bureau of Planning and Sustainability. (2018).  Appendix 1: SW Corridor Equity and Housing 
Needs Assessment. Portland, OR: Bureau of Planning and Sustainability. 
 

Business. (2019). Retrieved from https://hmccoregon.com/business/ 

Business Development Services. (n.d). Mercy Corps Northwest. Retrieved from 
https://www.mercycorpsnw.org/business/ 

Confederated Tribes of Grand Ronde: Our Story. (n.d.). Retrieved from 
https://www.grandronde.org/history-culture/history/our-story/ 

Curren, R & Frederiksen, J. (n.d). Southwest Corridor Inclusive Communities project: Public 
Involvement Plan. Portland, OR: Bureau of Planning and Sustainability. 

Environment. (n.d). United Oregon. Retrieved from https://www.uniteoregon.org/environment 

Ferm, J. (2016). “Preventing the displacement of small businesses through commercial 
gentrification: are affordable workspace policies the solution?” Planning Practice & 
Research, 31(4), 402-419. Retrieved from 
https://www.tandfonline.com/doi/pdf/10.1080/02697459.2016.1198546  

Guzman, G. (2019, September 26). New Data Show Income Increased in 14 States and 10 of the 
Largest Metros. Retrieved from https://www.census.gov/library/stories/2019/09/us-
median-household-income-up-in-2018-from-2017.html 

Lavecchia, O. (2016, April 20). How Rising Commercial Rents Are Threatening Independent 
Businesses, and What Cities Are Doing About It. Retrieved from https://ilsr.org/affordable-
space/  

Leflar, S. (2007, January 24). The Pursuit of Happiness: A History of South Portland. PDF file. 

Organizing & Civic Engagement Program. (2017). Urban League of Portland. Retrieved from 
https://ulpdx.org/civic-engagement-program/ 

Portland. (n.d). Portland SCORE. Retrieved from https://portlandor.score.org/ 

Portland Bureau of Planning and Sustainability. (2013). Barbur Concept Plan. Retrieved from 
https://www.portlandoregon.gov/transportation/article/520786 

Small Business. (2019). Portland Business Alliance. Retrieved from 
https://portlandalliance.com/programs/small-business.html 

Southwest Neighborhoods and Portland Business. (n.d). Learn About Your City. Retrieved from 
https://www.portlandonline.com/portlandplan/index.cfm?c=51314 

https://hmccoregon.com/business/
https://www.mercycorpsnw.org/business/
https://www.mercycorpsnw.org/business/
https://www.grandronde.org/history-culture/history/our-story/
https://www.grandronde.org/history-culture/history/our-story/
https://www.uniteoregon.org/environment
https://www.tandfonline.com/doi/pdf/10.1080/02697459.2016.1198546
https://www.census.gov/library/stories/2019/09/us-median-household-income-up-in-2018-from-2017.html
https://www.census.gov/library/stories/2019/09/us-median-household-income-up-in-2018-from-2017.html
https://ilsr.org/affordable-space/
https://ilsr.org/affordable-space/
https://ulpdx.org/civic-engagement-program/
https://ulpdx.org/civic-engagement-program/
https://portlandor.score.org/
https://www.portlandoregon.gov/transportation/article/520786
https://www.portlandoregon.gov/transportation/article/520786
https://portlandalliance.com/programs/small-business.html
https://portlandalliance.com/programs/small-business.html
https://www.portlandonline.com/portlandplan/index.cfm?c=51314
https://www.portlandonline.com/portlandplan/index.cfm?c=51314


 36 

Southwest Neighborhoods, Inc. (n.d). Hillsdale Neighborhood Association. Retrieved 
from  https://www.swni.org/multnomah 

Social Explorer Maps. (2016). United State. Retrieved from 
https://www.socialexplorer.com/productmaps/us_demography 

Temprano, V.G. (2015). Native Land. Retrieved October 20, 2019 from https://native-land.ca/ 

U.S Census Bureau. (2010). Demographic Profile Data, Table Profile of Population and Housing 
Characteristics. Retrieved from 
https://factfinder.census.gov/faces/tableservices/jsf/pages/productview.xhtml?src=bkmk 

 

 

 

 

 

 

 

 

 

 

 

 

 
 

 

 
 

https://www.swni.org/multnomah
https://www.socialexplorer.com/productmaps/us_demography
https://www.socialexplorer.com/productmaps/us_demography
https://native-land.ca/
https://factfinder.census.gov/faces/tableservices/jsf/pages/productview.xhtml?src=bkmk
https://factfinder.census.gov/faces/tableservices/jsf/pages/productview.xhtml?src=bkmk


 37 

Appendix A: Interview Questions 
 

1. Your name 
2. Name of business (you likely already know this- just confirm) 
3. What does the business sell/offer/do? (you likely already know this- just confirm) 
4. Would you call this a locally-owned business? Or a franchise? Explain. 
5. What is the amount of time the business has been here? 
6. How many employees are there? 

a. Full-time and part-time 
b. Types of jobs 
c. Wages (Ballpark- don’t pry; be sensitive) 
d. Where do employees live? 
e. Cultural identities, languages 

7. Tell us about your customers/clients 
8. Assess your overall business health (+/-), explain. 
9. What are your business’s transportation considerations?  
10. Do you own the property? Yes- how long? Reflect on your loan costs and vulnerability 

implications. No- Tell us about property owner, lease  
i. Who is property owner? 

ii. Length of lease 
iii. Cost of mortgage/lease (generally, perhaps do they think it is cheap? expensive?) 
iv. Relationship with landlord 
v. Vulnerability/status 

Relationships 

1. What relationships with other businesses in the area do you have? 
2. Are there any existing business associations, whether formal or informal? 
3. Are you aware of any culturally specific businesses in area? 
4. Are you interested in having positive relationships with other businesses in the ara? 

a. Do you have an interest in a geographically specific, or culturally specific 
 business association along this corridor? Explain. 

5. What would help you have positive relationships with other businesses? Do you think 
Prosper Portland or similar agencies would play a helpful role in that? 

Future Plans 
1. Do you see yourself doing business here in 5 years, 10 years? 
2. What challenges do you experience? 

a.  Are you having a hard time finding qualified employees?   
b. What skills are needed that are hard to find? 

3. What would help you stay and grow here? (generally) 
4. How do you see the potential of light rail in the future affecting your business? Is 

displacement a concern? 
5. If you are the landlord- reflect on your Willingness to Sell, Relocate, Redevelop. 
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6. What resources might help you improve your business/expand/stay on the 
corridor/survive and thrive in a new light rail era? 

About the Business Owner 

1. Name (if not obtained earlier)  
2. Name of business  
3. Age range (e.g. 30-39 years) 
4. Live in the neighborhood? 
5. Racial/ethnic and other aspects of cultural identity? 
6. Languages, preferred language 
7. Email address and phone number for follow-up 

 
Finally- Do you prefer for this interview to be confidential? 

 
 


