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1 - Introduction 
The City of Portland is divided into five different regions with each area presenting a unique 

picture of Portland life.  Lifestyle preferences, cultural diversity, variances in physical space, commuting 
patterns and topography all play a role in shaping Portland’s neighborhoods. SW Portland is noted for its 
hills, forested slopes and streams.  This topography has played a big role in shaping the primarily 
residential neighborhoods of SW Portland which is mostly composed of rectilinear blocks and curvilinear 
streets that follow the area’s hilly topography. 

Hillsdale, a neighborhood in SW Portland, is bordered by Barbur Boulevard to the south and 
southeast.  Its main business district is located along SW Beaverton Hillsdale Hwy and SW Capitol Hwy 
(Highway 10).  This is an auto-oriented commercial area of single-level retail buildings and parking lots. 
In addition to businesses in the town center, Wilson High School and Rieke Elementary occupy a large 
portion of the center’s core. Hillsdale only contains a few large sites of low-rise multifamily buildings in 
its center.  The neighborhood shares a border with Terwilliger Boulevard green space to the Northeast and 
has smaller parks within its boundary.  Fanno Creek and other streams run through the town center. 

In 2009, a survey collected by the City of Portland Bureau of Planning and Sustainability (BPS) 
captured business owners’ optimism about the future Hillsdale’s business district. One hundred percent of 
business owners surveyed reported satisfaction with their location in Hillsdale Town Center and 73% 
envisioned increased business within the next 10 years.  Yet, the original 1997 Hillsdale Town Center 1

Plan also acknowledged the potential for outside disruptions to the local business ecosystem. The 
prescient document even cited “reduc[ing] disruption and displacement of existing businesses when 
transportation changes occur” as one of ten key Business Growth and Development actions.  2

With the Southwest Rail Corridor’s alignment now falling within a mile of Hillsdale Town 
Center, BPS must now measure itself against its original action plan. What do we know about Hillsdale 
Town Center’s businesses that might guide BPS’s work and build toward the prosperous future that local 
business owners envisioned? 

2 - Introducing an Equity Lens 

Step 1 What is your proposal and the desired results and outcomes? 

Portland’s Bureau of Planning and Sustainability (BPS) and Prosper Portland (PP) have asked 
PSU’s first-year MURP students to study the needs of businesses near the proposed Southwest (SW) 
Light Rail Corridor. BPS and PP hope to use that research to develop an equitable economic development 
strategy in support of those businesses, especially those owned by, employing, or serving historically 
marginalized communities. BPS and PP hope such a strategy would help local businesses both survive the 
construction phase and thrive afterward, creating additional living-wage jobs for community members 
with varying skill sets. Community members likely share these hopes and may also envision improved 
amenities, mobility, and quality of life in Southwest Portland following construction. The proposed study 

1 Bureau of Planning and Sustainability. (2009). Pages 65-66. 
2 Bureau of Planning. (1997). Page 51.  
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has the potential to guide BPS and PP’s economic-development framework toward an equity focus. If 
used considerately, the information gathered in preparation for the SW Light Rail Corridor project can 
positively impact all members of the surrounding community through increased focus on equity, housing 
needs, education and living environments, and more-informed government practices. 

Step 2 What is the data? What does the data tell us? 

Residents in the five census tracts abutting Hillsdale Town Center near the proposed SW Corridor 
are predominantly white (85%) and low poverty (97% live above the poverty line).  By comparison, other 3

areas along the SW Corridor tend to be less white (80%) and higher poverty (92% live above the poverty 
line).  The tract with the fewest white residents--67.02--is also the lowest income in the region, 4

illustrating the connections between race, income, and employment, all implicated in BPS and PP’s 
forthcoming economic-development strategy.  Although a small sample, decennial and ACS data at the 5

Census Tract level is fairly comprehensive. To increase the efficacy of our data, it is important that we 
aggregate what we have already collected in order to see its intersectionality and paint a more robust 
picture of diversity and social-economic status on Hillsdale. In order to collect more data, we need to 
increase our community engagement efforts. 

BPS supplied estimates of total employees by business for all study areas except Hillsdale Town 
Center. Estimates for Hillsdale businesses would serve as a useful performance baseline for monitoring 
job growth over time. Likewise, baseline performance indicators (generated through field observations) 
regarding the count, sector, and names of businesses currently operating will enable tracking of business 
tenure and closures during and after SW Corridor implementation. Unfortunately, various data gaps limit 
visibility on performance. Data on profitability, duration in business, wages, and necessary credentials by 
job type--all potential performance indicators--seem absent. Students also lack fine-grained demographic 
information regarding those that own, work, and shop at Hillsdale businesses, though they may be able to 
collect anecdotal samples of that information during field observations and interviews.  

Step 3 How have communities been engaged? Are there opportunities for expansion? 

To date, the business stakeholders--owners, employees, and even customers--implicated in the 
study and subsequent economic-development strategy haven’t been engaged. They did not request to be 
studied, either. Thus, the study represents the first opportunity to substantively involve this community in 
shaping the economic-development strategy set to impact their operations. The SW Housing Equity 
Strategy also identifies the need for better engagement with stakeholders around equity, including the idea 
of supporting the development of a working group to illuminate racially diverse and low-income concerns 
in the community  especially without an existing business association or organizations for communities of 6

color in the area.  
The fact that BPS, PP, and other governmental organizations haven’t yet engaged the community 

on this topic (yet have on others) suggests that it remains a relatively low priority. One can see how, given 
the city’s limited time and resources to engage, it would be easy for slapdash engagement to primarily 

3 U.S. Census Bureau. (2017). Social Explorer Tables: ACS 2017 (5-Year Estimates) 
4 Portland Bureau of Planning and Sustainability. (2018). “SW Corridor Equity and Housing Needs Assessment.” 
5 U.S. Census Bureau. (2017). 
6 SW Corridor Equitable Housing Strategy 2018  
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attend to and benefit historically included, easily reached businesses while ignoring and burdening those 
owned by and employing marginalized populations. This illustrates how funding for this study might 
factor significantly into whether or not the economic-development strategy ultimately adopted by the city 
will have thoughtfully engaged localized questions of equity. Currently, PSU’s MURP students appear 
primarily responsible for ensuring that the study’s scope prioritizes equity and offers clear actions for 
combatting an inequitable future among SW Corridor businesses. 

Step 4 What are your strategies for advancing racial equity? 

PSU students aim for the study to promote equitable outcomes by simply informing policymakers 
regarding the equity dimension of their economic development strategy. Students will thus need to 
vigorously seek interviews with stakeholders that can inform the study’s equity angle, despite the 
possibility that such stakeholders might be the most difficult to reach and interview. One intended 
consequence is that our findings are overstated, and we misrepresent both the comprehensiveness of our 
research and/or the racial diversity of the community. We are doing targeted information gathering so we 
want to make sure we do not present our findings as being holistic. We will want to make sure we 
highlight information gaps and recommendations for additional research and engagement. We also need 
to make sure that we communicate with our interviewees that this is preliminary research and that we 
cannot make any promises about how the data will be used. One method to strengthen stakeholder 
involvement may be to look for informal organizations that the city can help build capacity for to 
strengthen racially diverse engagement. 

The research conducted in preparation for the light rail project has the power to increase racial 
equity throughout the corridor. As decision-makers become aware of the situations and needs of 
businesses, business owners, and their customers, they can make better-informed, more-equitable steps to 
aid the area as it continues to develop and evolve. 

Step 5 What is your plan for implementation? 

Our plan for implementation as students involved with assessing impacts and needs in proximity 
to the intended SW Light Rail corridor is to first gather and compile as much information about the 
existing conditions as possible. This primarily quantitative data will then be supplemented by qualitative 
input gathered through conducting windshield surveys and performing project-related interviews with 
businesses along Highway 10 and near Hillsdale to garner community and business input on the SW Rail 
Corridor and assess business health. Our plan to be as cross-cultural as possible may not be as realistic, 
however, as we do not have access to community liaisons or translators. 

Since this process is being executed by students, minimal funding is necessary. This mutually 
beneficial arrangement provides the interested organizations with the information they need and the 
students with the positive learning experiences they need. If confidence is low, however, students should 
uniformly call for further, professional study by the city.  

Step 6 How will you ensure accountability, communicate, and evaluate results? 

Students can assess the impact of the study by reviewing the economic-development strategy 
ultimately adopted by BPS and PP. If the strategy doesn’t reflect the study’s perspective and equity focus, 
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the students will not have achieved their goal of influencing BPS and PP to attend to equity. Clearly, this 
could lead to worse outcomes for the community. We can prevent the worst possible outcomes by 
requesting that BPS and PP at the very least continue to engage the businesses we study, especially those 
owned by, employing, or serving historically marginalized racial groups. For example, by recommending 
a schedule for ongoing engagement, students might be able to create a new feedback channel for BPS and 
PP to draw on, ensuring long-term positive, equitable outcomes.  

Having conducted similar outreach before, researchers should be able to better prepare for and 
accommodate individuals with different needs including language, culture, or ability barriers. PP and BPS 
will continue their relationship with businesses and individuals within the community and by doing so 
will hopefully cultivate greater community engagement and awareness moving forward. 

3 - Existing Conditions 
Hillsdale is located approximately three miles southwest of downtown Portland, five miles from 

downtown Beaverton, and five miles from downtown Tigard. The purpose of this chapter is to compile, 
review, and analyze the existing conditions of this area in order to understand how to best address the 
needs of residents and businesses generally and especially as regional planning organizations prepare for 
the potential addition of a light rail line along nearby Barbur Boulevard. 

It is important to note that each of the following existing conditions sections has gathered data 
from varying geographies as per availability of information.  

3.1 History 

Overview 
Hillsdale has a diverse history shaped by implicit and explicit racism. Single-family zoning in 

combination with the hilly topography has strongly impacted the makeup of the community. In 
considering any economic development policies or investments into the area it is important to conduct this 
historical analysis to: 1, understand how to address historical inequities in the unique context of Hillsdale 
and 2, ensure that we do not repeat historical mistakes or apply a one size fits all approach. 

Historical Development Patterns of Hillsdale and the SW Corridor 
Multnomah county rests on traditional village sites of the Multnomah, Kathlamet, Clackamas, 

bands of Chinook, Tualatin Kalapuya and Molalla. These Native Americans suffered throughout the late 
18th and early 19th centuries from disease, genocide, military conflicts, and dislocation leaving only 1 in 
10 Native Americans alive.  Termination of tribal status in 1954 and relocation policies further decimated 7

Native American populations in the name of integration into Western society, displacing over 4,000 
Native Americans, many of whom moved to Portland. Those who migrated suffered discrimination and 
social isolation. While through the 1970s and 1980s many tribes were reinstated, the damage done to the 

7 Curry-Stevens, A., Cross-Hemmer, A., & Coalition of Communities of Color (2011). The Native American 
Community in Multnomah County: an Unsettling Profile. Portland, OR: Portland State University. Retrieved from 
https://www.google.com/search?client=firefox-b-1-d&q=The+Native+American+Community+in+Multnomah+Cou
nty%3AAn+Unsettling+Profile  
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indigenous populations can be seen in the disparities seen across diverse measures including health 
outcomes, income, and education attainment.  8

 SW Portland was further shaped in the early 1900s by the passenger trains bringing urban 
families to Hillsdale. This area started with dairy and vegetable farms but with the transition to the 
automobile became more urban as farmland was sold off to fund the town’s expanding infrastructure. As 
development continued, Hillsdale was not immune to Portland’s history of redlining and racially 
restrictive covenants. These covenants prevented racial diversity and condemned many of the poorer 
residents to lower income housing on the SW corridor. In the 1950s Interstate 5 cut a block wide swath 
next to highway 99W adding to the division of the neighborhoods of Hillsdale, Multnomah and 
Burlingame. Road improvements including the widening of Barbur Boulevard and Naito Parkway as well 
as the expansion of the Ross Island Bridge, caused the poorest residents along the corridor to bear a 
disproportionate amount of the costs, while gaining little benefit from the expanding infrastructure 
themselves. Communities were split, home values diminished, and regional traffic and pollution 
contaminated local neighborhoods. While Hillsdale, like all of Portland, faces many issues related to 
equity and social justice, the unique history of disinvestment in the SW corridor has impacted Hillsdale’s 
poorest residents the most.  

Today, despite the depressing of residents along the corridor, investments in schools and business 
infrastructure have made many SW neighborhoods highly desirable. Single home zoning is common in 
the Hillsdale-Multnomah-Barbur area with 74% of the land dedicated to single family residential zoning.  9

Attempts to change zoning laws in the area have met with strong neighborhood opposition which could 
further exacerbate the disparities of low-income families living along the less desirable corridor. Much 
like other areas of Portland the history of racial oppression stands out in Hillsdale where there is very low 
racial diversity with 86.5 percent of residents white compared to the Portland MSA of 76.3% white as of 
2010.  10

Urban Form Impact on Residents 
Hillsdale and other nearby neighborhoods experience many multimodal transportation access 

issues. There is poor street connectivity and pedestrian and bicycling infrastructure is, in many instances, 
non-existent or incomplete. A significant number of residents live beyond reasonable walking distance to 
transit or commercial services, furthering the area’s reliance on cars. The general topography further 
limits pedestrian and bicycle accessibility in the area. Hillsdale and the Multnomah-Barbur area with their 
auto-oriented design fails to meet the Parks Bureau service standards for proximity to community services 

8 Curry-Stevens, A., Cross-Hemmer, A., & Coalition of Communities of Color (2011). The Native American 
Community in Multnomah County: an Unsettling Profile. Portland, OR: Portland State University. Retrieved from 
https://www.google.com/search?client=firefox-b-1-d&q=The+Native+American+Community+in+Multnomah+Cou
nty%3AAn+Unsettling+Profile  
9 City of Portland Bureau of Planning and Sustainability. (June 2012). 20-Minute Neighborhoods Analysis: 
Background Report and Analysis Area Summaries. Retrieved from 
https://www.portlandonline.com/portlandplan/index.cfm?c=51427 
10 Hillsdale Neighborhood Statistics. Retrieved on October 10, 2019. 
https://neighborhoodpulse.imspdx.org/hillsdale/ 
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and amenities and consequently has been designated a 40 on a scale of 100 for walkability. Most notably 
only 5% of the population lives within ¼ mile of a frequent service transit stop.  11

Additionally, the Hillsdale area has a fairly low population density compared to the rest of 
Portland. However, the neighborhood hosts a variety of different jobs with education and healthcare being 
the highest forms of employment. Despite this, the Hillsdale town center is marked as one of the lowest 
for market draw in the Portland area, meaning it does not draw people from around the region for 
commercial purposes. Since 2008, Hillsdale and much of SW Portland has experienced stable or declining 
employment.. This is in stark contrast to other urban centers which have experienced strong gains such as 
Hollywood, Gateway and Lents. Research has shown neighborhood commercial district corridors have 
experienced a decline in jobs while dispersed commercial areas have seen an increase in employment. 
Hillsdale’s business corridor has not escaped this trend.  12

Conclusion 
Hillsdale businesses have been impacted by many criteria. Historical racism, single-family 

zoning, NIMBYism and highways have served to shape Hillsdale. An auto-oriented design has further 
shaped the business district that caters to cars over pedestrians. Topography has made addressing some 
infrastructure needs particularly challenging. Drawing awareness to these key contributors that have 
shaped the local economy will help us understand the context of the businesses we research and the type 
of investments that will benefit the neighborhood. 

3.2 Demographics 

Overview 
Demographically, the area in Hillsdale along Highway 10 has a largely white, wealthy, and 

educated populace, even higher than the Southwest Corridor as a whole. However, among census 
tracts analyzed there are differences between race, income, poverty level, and education. The “study area” 
referenced throughout this section is made up of five census tracts that either border or intersect the 
Hillsdale portion of the SW Corridor Project - Census Tracts 60.01, 60.02, 61, 67.02, and 68.02 (shown in 
figure 3.2.1). Data for these census tracts and larger related geographies was gathered using the Census 
Bureau’s American Factfinder as well as Social Explorer. References throughout this section include both 
decennial census data and American Community Survey data wherever relevant. For context and 
comparison, subsequent sections will contain data specific to the existing demographic conditions within 
the study area and its larger related geographies on the topics of age and sex, race, educational attainment, 
and income levels. 

11 City of Portland Bureau of Planning and Sustainability. (June 2012). 20-Minute Neighborhoods Analysis: 
Background Report and Analysis Area Summaries. Retrieved from 
https://www.portlandonline.com/portlandplan/index.cfm?c=51427 
12 E.D. Hovee & Company, LLC for City of Portland. (October 2012). Economic Opportunities Analysis Task 1: 
Trends, Opportunities and Market Factors. Retrieved from  
https://www.portlandonline.com/portlandplan/index.cfm?c=51427 

 

https://www.portlandonline.com/portlandplan/index.cfm?c=51427&a=392784
https://www.portlandonline.com/portlandplan/index.cfm?c=51427&a=392784
https://www.portlandonline.com/portlandplan/index.cfm?c=51427&a=392784
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Current Population and Growth Trends 
According to the US Census Bureau, from 2000 to 2010, the population within the Hillsdale 

study area grew by 2.7 percent. Portland, in the same interval of time saw a population increase of 41,272 
(8.46 percent), and Multnomah County an increase of 74,486 (12.71 percent). In recent years, Hillsdale 
has been growing much more slowly than its neighbors. 

Assuming current growth trends continue, the Portland Metropolitan area will require even more 
efficient infrastructural and economic investments. As currently prescribed, the study area is posed to take 
on much less of the expected regional growth than neighboring areas. However, with careful attention, 
investment, and followthrough, Hillsdale will better thrive, contribute, and serve the greater area. For 
those in positions to make plans and decisions to impact the area, it is important to consider the 
population carefully and specifically to best understand and address their current and future needs.  

Age and Sex 
According to the 2017 American Community Survey, the median age within the Hillsdale study 

area is 43.5 years. Depicted in the figure below are population pyramids drawn from decennial census 
data. These graphics breakdown the population by age cohort according to gender for easier analysis of 
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these broad demographics. The largest of the pyramids shows Portland’s age and sex breakdown, and 
each of the smaller depict the five census tracts that make up the study area. All of the “pyramids” show 
females on the left and males on the right, and ages zero to 90+ in 5-year intervals from the bottom 
(youngest) to the top (oldest). 

Compared to Portland as a whole, the Hillsdale study area has proportionately more middle and 
upper-aged people. This is important to remember and consider in planning decisions because this cohort 
may have different needs, expectations, and living habits than other younger groups. This is also 
important when compared to the income and race demographics; Hillsdale is largely made up of 
upper-class, relatively wealthy caucasians - discussed in subsequent sections. 

Race 
Consistent with the larger geographies, the Hillsdale study area appears on paper to be fairly 

racially homogenous. According to the most recent Census data, roughly 84.5% of people within the 
Hillsdale study area identified as non-Hispanic white. For comparison, the EHNA, using American 
Community Survey data from 2015, determined that roughly 80% of the population in the SW corridor 
identified as non-hispanic white.  

From 2000 to 2010, the US decennial census reported a 1.11% decrease in those identifying as 
“white alone,” with only minute shifts in the proportions of other races identified within the area. Other 
shifts in general racial demographics are denoted in the table below. 

 

Race 
Percent of total population 

2000 2010 

White alone 91.22 90.11 

Black or African American alone 1.13 1.13 

American Indian and Alaska Native alone 0.50 0.51 

Asian alone 3.21 3.77 

Native Hawaiian and Other Pacific Islander 
alone 0.12 0.17 

Some other race alone 1.39 0.81 

Population of two or more races: 2.45 3.50 

 
Most of the census tracts in the study area are above 85 percent white along with Census tract 61 

having 92 percent of the population identifying as white alone - the highest among any group. Census 
tract 67.02 has a lower white population with 76.2 percent identifying as non-Hispanic white alone. 
Census tract 67.02 also has the highest percentages of Hispanic or Latino population and Black or African 
American population compared to other tracts in the study area. 

It is important to note that race is not synonymous with nationality or ethnicity and can offer 
incomplete insight into the culture and demography of any given population or the minority challenges of 
the area. In order to begin to round out the racial demographics of the study area and the implications, 
race should be analyzed intersectionality with other data points and population characteristics. 
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Income and Poverty Level 
The median income in the study area adjusted for 2017 inflation is $90,898 which is much higher 

than the SW region as identified by the EHNA. This means the Hillsdale study area is wealthier than the 
SW Corridor as a whole. Conversely, the poverty rate is quite low with only 3.5 percent living below the 
poverty level. The poverty rate throughout the entirety of the SW corridor is reported in the EHNA to be 8 
percent.  

Many of the individual census tracts in the study area have a median income over $100,000. The 
tract with the lowest median income, $67,589, is tract 67.02. This is notable when compared with the 
racial demographics of the area, since tract 67.02 is also the tract with the most racial diversity. Poverty 
status is also significantly higher for tract 67.02 than the other census tracts in the study area with 10.1 
percent living below the poverty level. For perspective, the next highest poverty level in the study area is 
Census tract 68.02 with 2.6 percent of the population living below the poverty level.  

Education 
Overall the study area is fairly well-educated. Census data determined 69.4 percent of the 

population over 25 years old has a bachelor’s degree, master’s degree, doctorate or professional degree. 
Only 3.2 percent of the area has less than a high school diploma. This is higher than the SW corridor as a 
whole, which reports educational attainment of a bachelor’s degree or higher at 56 percent. The relatively 
high educational attainment of the population within the study area is likely a contributor to the high 
median income characteristic of these Census tracts. 

Again, Census tract 67.02 at 56.1 percent had the lowest level of bachelor’s degree, master’s 
degree, doctorate or professional degree attainment among its neighboring tracts. However, a good 
number of the population within this tract has finished high school with only 5.1 percent having less than 
a high school education.  

Conclusion 
On average, the Hillsdale area is very white, wealthy and well-educated. However, there are 

differences, especially among Census Tract 67.02. Census Tract 67.02 has the highest population density 
of all the tracts in the study area and contains 26 percent of the population analyzed. This tract had the 
most racial diversity, the lowest median income, the highest poverty rate, and the least education of all of 
the tracts within the Hillsdale study area. 

3.3 Economics 

Overview 
The Hillsdale Business District offers a “mix of retail, service, and office uses that serve both 

local and regional consumers.”  “Thousands of commuters… pass through each day between downtown 13

13 Bureau of Planning. (1997). “Adopted Hillsdale Town Center Plan.” City of Portland. Page 4.  
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Portland and Beaverton,”  and well over 15,000 people live in the surrounding zip code.  Portland 14 15

Bureau of Planning and Sustainability (BPS) summarize the area nicely, writing: “Discovering that most 
of the establishments are one-of-a-kind and not part of a national chain, and for the most part 
locally-owned, reinforces... that this is a special place with something different to offer.”  16

Local Business Context  
The Hillsdale Business District’s zip code (97239) hosts 760 employers.   That number falls into 17

Portland’s middle quintile, meaning at least 40% of zip codes have more employers and at least 40% of 
zip codes have fewer. As shown in the mosaic chart below, the majority of the zip code’s 760 employers 
operate in office, retail, and institutional settings. Industry employers appear relatively uncommon.   18

 

 
Source: Census Business Builder: Bureau of Labor Statistics Quarterly Census of Employment and 
Wages, 2018.  

14 Bureau of Planning and Sustainability. (2009). “Hillsdale Town Center: Phased Development Strategy.” City of 
Portland. Page 6.  
15 Census Business Builder (CBB). (2019, August). “Population in zip code 97239.” 
https://www.census.gov/data/data-tools/cbb.html.  
16 Bureau of Planning and Sustainability. (2009). Page 6.  
17 Census Business Builder (CBB). (2019, August). “Total employers in zip code 97239.” 
https://www.census.gov/data/data-tools/cbb.html.  
18 Census Business Builder (CBB). (2019, August). “Employers by sector in zip code 97239.” 
https://www.census.gov/data/data-tools/cbb.html.  

 

https://www.census.gov/data/data-tools/cbb.html
https://www.census.gov/data/data-tools/cbb.html
https://www.census.gov/data/data-tools/cbb.html
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Hillsdale’s Business District comprises only a small portion of the total activity in the zip code. 

Employment data from a 2016 dataset maintained by Venture Portland and BPS suggests the Hillsdale 
Business District hosts 47 companies, or 6.2% of employers in zip code 97239. These companies employ 

an estimated 385 people with 
an average annual salary of 
$27,300. The count of the 
areas employers and 
employees by sector is 
visualized in the bar chart to 
the left. Food-and-Drink 
sector and Retail-sector firms 
employ disproportionately 
large number of workers, 
relative to their proportion of 
total firms.  19

             Portland’s 2035 
Comprehensive Plan added 
few, if any, lots to commercial 
and mixed use zones in the 

Hillsdale Business District (see maps in Appendix). ,  What’s more, at our December 9th presentation, 20 21

an employee from Prosper Portland suggested that a prominent Hillsdale Business District property 
owner, the Braidwood’s, have not sought to increase the intensity of their developments, despite having 
zoned capacity to do so. BPS did not zone for new commercial space to accommodate horizontal growth, 
post light rail.  

Stated Business Needs 
BPS’s 2009 survey of Hillsdale Town Center business owners gauged stakeholders’ interest in 

receiving help with a variety of potential business needs. Many expressed interest in help from the local 
business association or government with “financing energy projects“ (“more than two thirds of business 
owners” expressed interest), “waste reduction efforts” (“more than two thirds”), “joint marketing” (35%), 
“town center branding” (18%), and “information on sustainable business practices” (15%).   22

Local Consumer Context 
Though the Hillsdale Business District may be small, its businesses serve a local community with 

many well-resourced consumers. On average, households in the 97239 zip code make $105,800 in 
consumer expenditures per year, 50% more than the average household in Multnomah County ($70,300).

19 Bureau of Planning and Sustainability. (2017). “Portland Business District Profiles: Commercial Space Data by 
Business District, 2006-2017.” Full dataset accessed by contacting Jacob Falkinberg at Venture Portland. 
https://public.tableau.com/profile/portland.bps#!/vizhome/BPS_Business_District_Data_2017/CommercialDB 
20 Bureau of Planning and Sustainability. (2009). Page 5.  
21 Oregon Metro. (2019). “Metro Map.” https://gis.oregonmetro.gov/metromap/.  
22 Bureau of Planning and Sustainability. (2009). Page 66.  

 

https://public.tableau.com/profile/portland.bps#!/vizhome/BPS_Business_District_Data_2017/CommercialDB
https://gis.oregonmetro.gov/metromap/
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 This creates a strong environment for brick-and-mortar retail and service sector businesses that 23

otherwise face stiff competition from online retailers and longstanding rival retailers like those at 
Washington Square Mall.  24

3.4 Land Use and Transportation 

Overview 
This section explores the current land uses in the Hillsdale neighborhood relative (about a half 

mile radius) to the proposed Southwest Corridor Light Rail system. The analysis will focus on the 
businesses in the area and their associated zoning as well as existing transportation systems including 
transit, automobile, pedestrian, and bicycle infrastructure. 

Zoning and Businesses 
Analysis of current land uses and zoning in the Hillsdale study area was conducted using 

information from the Portland Zoning app, a product of the City of Portland Bureau of Planning and 
Sustainability (BPS). A snapshot of the Hillsdale area of this map is shown below. 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 

Hillsdale Zoning map Retrieved from Portland Bureau of Planning 
 
 
 
 
 
 

 
Figure 1.  
 

23 Census Business Builder (CBB). (2019, August). “Consumer expenditures in zip code 97239.” 
https://www.census.gov/data/data-tools/cbb.html.  
24 Bureau of Planning. (1997). Page 13.  

 

https://www.census.gov/data/data-tools/cbb.html
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Within and around the Hillsdale Town Center is a mixture of different residential densities, open 
space, and commercial mixed-use. East of the town center along the Beaverton-Hillsdale Highway is 
mostly zoned residential 2,000, residential 7,000, and open space. To the West of the town center, along 
Capitol Highway, is lower density residential zoning (7,000-10,000) and open space.The Hillsdale Town 
Center itself is primarily zoned for Commercial Mixed Use 2. Allowable uses in this zone include retail 
sales and services, office space, household living, vehicle repair, institutional uses, and limited 
manufacturing uses. From SW Nebraska Street to SW Burlingame Avenue there are approximately 45 
businesses. This includes multiple restaurants, banks, health/fitness facilities, groceries, and real estate 
offices. 

Transit and Vehicle Infrastructure 
Hillsdale is connected to the Portland Metro Area via the 54/56 Beaverton Town Center bus line, 

The Trimet number 54 Beaverton Town Center bus line connects “Beaverton Transit Center, Raleigh 
Hills, Hillsdale, and Portland City Center, via Beaverton-Hillsdale Highway, Capitol Highway, Barbur, 
and 5th/6th. On weekdays, buses run about 15 minutes or better most of the day between Raleigh Hills 
and City Center.”  Using the 54 or 56 from the Hillsdale area, one can efficiently access Downtown 25

Portland, Portland State University, Marquam Hill, Northeast Portland, Lewis and Clark College, and 
Multnomah Village, Beaverton, Tigard, and Sherwood/King City.  

In terms of highway and car infrastructure, Hillsdale is well connected both locally and 
regionally. The I-5 freeway corridor stretches through the entirety of Oregon and into the bordering states. 
Locally, it runs through the central corridor along the Willamette River. Barbur Boulevard throughway 
(the focus area for the Southwest Corridor Lightrail) connects the Southwest corridor along the Western 
side.  

Pedestrian Infrastructure 
A recent report from TriMet identified Hillsdale as a strong focus area. Due to the mix of land 

uses, TriMet believes it to be a good location for potential infrastructure investments related to 
walkability in relation to transit stops and local retail and service providers.  Examples of businesses, 26

local facilities, and green spaces within walking distance of the focus area include grocery stores (like 
Fred Meyer), multiple multi-family and single-family housing options, the local pool, the county library, 
and several schools, parks, and trails. The report also notes the ‘Walkscore’ provided by walkscore.com, 
as 84 out of 100, meaning that in this area, most errands can be accomplished on foot. Walkability is 
further separated into multiple sections of categories of what amenities are walkable to. Below, we can 
see that the Hillsdale area fares very well in the categories of groceries, restaurants, coffee, schools, parks, 
and books. 

25 Trimet. Retrieved from https://trimet.org/schedules/r054.htm 
26 Portland Hillsdale. Retrieved from https://trimet.org/pdfs/pednetwork/area8-portland-hillsdale.pdf 

 

https://trimet.org/schedules/r054.htm
https://trimet.org/pdfs/pednetwork/area8-portland-hillsdale.pdf
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Figure 2. Walkability of Hillsdale retrieved from walkscore.com 
 
The aforementioned TriMet report also contains data on specific intersection pedestrian counts 

during an average week related to people getting on and off the bus, as seen in the table below. Capitol & 
Sunset and Capitol & Bertha Ct are both significant transit stops near the Hillsdale study area. By 
knowing approximately how many people are at or around these transit stops on a given day, public 
agencies can better assess infrastructure needs. The data also includes ramp deployment frequency which 
may be a valuable indicator of the need for accessible walking infrastructure. The study also includes data 
concerning the use of bicycle lanes by those with mobility devices where there are no sidewalks present. 
This poses a significant safety risk for users of mobility devices. 

These findings clearly illustrate several necessary improvements to increase Hillsdale’s 
walkability and most importantly, pedestrian safety. 

 
 
 
 
 
 
 
 
 
 
 
 

Figure 3. Transit line connectivity in Hillsdale retrieved from Trimet 

Bicycling Infrastructure 
 The Portland Bureau of Transportation’s Southwest Portland Bike/Walk Map shows dedicated 

bike lanes along Capitol Highway through the Hillsdale area. The bike lanes connect people to and from 
local places like the library, a couple of schools, and the Hillsdale Park. Due to the limited existing 
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bicycle infrastructure, safer and more reliable bicycle infrastructure is needed to complete the existing 
network, increasing Hillsdale’s overall connectivity.  

Conclusion 
Hillsdale lies outside of the proposed SW Corridor Light rail project zone, but should still expect 

to see changes from the transit investment. With new transit investment there is typically noticeable 
changes in land availability and increases in both commercial and residential rent. The light rail has 
potential to increase commercial rent for businesses in this area. However, displacement for businesses in 
Hillsdale is less of a risk than for those businesses physically on the proposed transit line route. Access to 
the proposed light rail should be available through existing bus routes in Hillsdale. 

3.5 Community Assets 

Overview 
Although Southwest Portland is generally an affluent region, Hillsdale contains several “pockets 

of poverty” that illuminate the wealth and social disparities that exist in the southwest region, especially 
when looking at isolated communities such the community members living in the Hillsdale Terrace 
apartments, (see subsequent table).  While projects such as Hillsdale Terrace work to address affordable 27

housing within Hillsdale, there is little additional information present on other community-based 
organizations based in and working with the population of Hillsdale. This section, however, will serve as 
a guide to further explore the organizations and public spaces available for community members in 
Hillsdale. 

27 Home Forward, 2011. Hillsdale Terrace Redevelopment Environmental Assessment. Prepared by Home Forward, 
Portland, Oregon. December 2011 
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Public Spaces 

Hillsdale Town Center 

 Subject to multiple bouts of development, the 100-acre Hillsdale Town Center has been the 
commercial center of Hillsdale since the 1950s. In addition to commercial space, the Town Center is also 
composed of residential space, Rieke Elementary and Wilson High, and a public library.  Hillsdale Town 28

Center Plan, established in 2009, aims to actively improve the functionality and aesthetics of Hillsdale 
town center for short-term and long-term productivity.  29

Hillsdale City Park 

Hillsdale City Park is currently a 5-acre park west of the Hillsdale Town Center. Acquired in 
1952, Hillsdale City Park has ongoingly submitted approvals for development, none of which have been 
implemented. Hillsdale City Park has a variety of landscapes including wooded areas and open meadows, 
displaying a number of native trees.  Other parks near the Hillsdale study area are Dewitt Park, George 30

Himes Park, Albert Kelly Park and Gabriel Park. 

Community-Based Organizations 

Everything Jewish: community space located on SW Vermont Street 

Opened in 2005, Everything Jewish is Portland’s Jewish resource and welcome center and Judaic 
items retailer. All are encouraged to visit as an opportunity to learn more about Judaism with Everything 
Jewish’s onsite Rabbi, ask questions, and discuss Jewish perspectives.   31

Neighborhood House 

In continued response to community members in need in Hillsdale, Neighborhood House offers a 
variety of services to the community. Neighborhood house was founded in 1905 by the National Council 
of Jewish Women Portland Section in order to address the poverty and social disintegration connected to 
continuous immigration. At this time, Neighborhood house provided vocational training, English lessons, 
and citizenship classes.  Neighborhood house still addresses Hillsdale and Southwest Portland’s above 32

mentioned “pockets of poverty” through rehousing, food assistance, early childhood education, and senior 
programs, each of which is briefly described below. 

Working with Multnomah County Coordinated Homeless Team and Multnomah County 
Domestic Violence Coordinated Team, Neighborhood House works to supply housing to homeless 
families with children. The program also supplies participants, including many immigrants and refugees 

28 City of Portland Bureau of Planning and Sustainability. (2009). Hillsdale Town Center Phased Development 
Strategy February/March 2009 (pp. 1–9). 
29 Hillsdale Town Center Plan and Development Strategy. (n.d.). Retrieved from 
https://swni.org/hillsdale/hillsdale-town-center-plan. 
30 Portland Parks and Recreation. (2006). Hillsdale Park Master Plan (pp. 1–5). 
31 Everything Jewish. (n.d.). Retrieved from https://www.jewishportland.org/community-directory/everything-jewish 
32 Neighborhood House: About Us. (n.d.). Retrieved from https://nhpdx.org/about/ 

 

https://swni.org/hillsdale/hillsdale-town-center-plan
https://www.jewishportland.org/community-directory/everything-jewish
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with case management, education, and employment training to gain skills to find jobs and maintain 
permanent housing.  33

The organization’s food pantry serves over 1,400 individuals monthly as the largest food pantry 
on Portland’s west side. Families receiving TANF, LIEAP, food stamps, or other types of government 
assistance are eligible to collect two boxes per month, each with enough food for 3-5 days.  34

Neighborhood House also helps with early childhood education and school readiness by 
permitting eligible children from disadvantaged homes to participate in multiple different head-start 
programs to prepare for future education. Neighborhood House pairs these programs with training for new 
parents in addition to their Child Care Improvement Project that strives to improve the quality of 
childcare providers.  These Head Start programs work with young children to ensure they receive quality 35

one-on-one teaching time involving their parent(s) and adequate nutrition. Neighborhood House also 
works alongside the Hillsdale Community Church, Portland Habitat for Humanity, and Home Forward to 
offer after-school and summer programs for youth. 

Neighborhood House offers an array of services for seniors that range from social events to 
transportation and outreach to isolated seniors, including those from immigrant communities, in order to 
keep them connected to needed services in the community and increase their overall mental and physical 
health.  36

Conclusion 
The SW Rail Corridor has the opportunity to bring more people and organizations into the 

Hillsdale Business District and further development prospects throughout the southwest region. This 
growth can contribute to the growing population of Southwest Portland, so it is imperative that regions of 
southwest Portland like Hillsdale continue to increase the availability of community resources and 
programming. 

With the light rail extension, Prosper Portland can broadly assist multiple residents with various 
community needs such as advancing opportunities for prosperity. Collaborating with community partners 
will create an opportunity for an equitable city to create a vibrant neighborhood in Hillsdale. (this is an 
outside organization but is serving Hillsdale) 

4 - Field Observations 

4.1 Overview and Data Links 
We visited Hillsdale on October 22, 2019 and completed field observations in two sessions, one in the 
morning and one in the afternoon. Access the Field Observation Spreadsheet Data here and businesses’ 
contact information here. Photos from our observation visit, as well as the interview questions template 
may be found in the appendix.  

33 Neighborhood House: Family Housing Services. (n.d.). Retrieved from https://nhpdx.org/family-housing-services/ 
34 Neighborhood House: Food Services. (n.d.). Retrieved from https://nhpdx.org/food-services/ 
35 Neighborhood House: Early Childhood. (n.d.). Retrieved from https://nhpdx.org/early-childhood/ 
36 Neighborhood House: Senior Services. (n.d.). Retrieved from https://nhpdx.org/senior-services-2/ 

 

https://docs.google.com/spreadsheets/d/e/2PACX-1vSrDkeIciR0tI5_dEFkV5uGEzFNRuwBE8iOyBNPYdp6WjfeIYz_rHS_Tgu6PHpjaAaqNyLvkRmlh7RF/pubhtml?gid=739079200&single=true
https://docs.google.com/spreadsheets/d/e/2PACX-1vQhaIs2er36pvG8qrqq0lXLAvoq5NqnKd8d9k2PC2-wfPoQDkvqGpZExf4z68LBADd_F_1wtijC0Ry6/pubhtml?gid=184473366&single=true
https://nhpdx.org/senior-services-2/
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4.2 Capitol Highway Corridor  
The Hillsdale Study Area is largely composed of strip malls with chain retail/offices and location 

retail and restaurants including the Hillsdale Food Cart Park.  These businesses are served by TriMet bus 
lines, however, each strip mall is built around medium-to-large-sized parking lots and mostly seem to 
cater to vehicles. It was hard to comment on the quality of the buildings because of discrepancies 
between the interior and exterior.  One strip mall appeared to have an addition built some time after the 
building was originally constructed. We found that it was difficult to obtain information on each business 
in the strip malls on PortlandMaps since the available information is for the building as a whole. The 
Northside of the highway had several multicultural businesses, including two mexican restaurants, a 
chinese restaurant, and a thai restaurant. ADA accessibility is lacking for a lot of strip malls. One example 
is the Hilldale Veterinary Hospital which had painted over the marked walkway leading to a curb cut for 
additional parking.  

During the morning, we observed the high school students in the area disperse along the Capitol 
Highway business district with a large group congregating at the Einstein Bagels establishment, among 
other food and beverage-related businesses. Gas stations and convenience stores were also a popular 
hangout spot for teenagers. 

The Welcome to Hillsdale shopping strip, one of the main shopping arteries, contains Food Front 
Food Cooperative, Starbucks, Baker & Spice, The Nail Palace, and Einstein Bagels. It is well maintained, 
and several of the businesses have recently been renovated. The parking lot was largely full of new and 
luxury vehicles suggesting an upper-middle-class clientele. To the front of the shopping center is a large 
parking lot. From an ADA perspective, there is limited mobility. There are a few ADA parking spots 
available between the stores, but the sidewalks are narrow and connected by stairs, requiring someone in a 
wheelchair to use the parking lot to navigate the shopping center.  

4.3 “Triangle” Encompassed by SW Capitol, SW Vermont, and SW Bertha 
We visited this site in the early afternoon on a sunny day. We encountered only a few pedestrians 

in the area, mostly near the restaurants on SW Capitol Highway, and we saw no cyclists. Car traffic 
appeared to move around 30 mph. Bus stops served by three lines, bike lanes, and sidewalks are available 
on SW Capitol Highway and SW Vermont St. However, walking infrastructure is absent on SW 24th Ave 
and SW Idaho St. Parking lots are ubiquitous.  

A mix of community uses characterize the area. Offices shared by multiple businesses stand at 
key intersections (Vermont and Capitol Highway, and Vermont and Bertha), while multifamily housing of 
the leafy, campus variety are tucked off main streets. Vermont Street housed two Christian organizations 
as well as a cluster of buildings belonging to the Hasidic Jewish community.  

4.4 Beaverton-Hillsdale Highway 
This arterial permits 40-mph driving and hosts a cycle track. We saw one cyclist and plenty of 

cars. Side streets split off the highway and serve single and multifamily residential zones. Businesses 
along the street are car-oriented, including a drive-thru, a gas station, and an auto body shop. There are 
quite a few underutilized and oversized parking lots at churches, auto shops, commercial buildings. We 
only observed a few bicycle parking spots. Two businesses, Joe’s Taproom and Quarterback Grill, asked 
us what we were doing, and one person from StoreQuest asked us to move our car from the parking lot to 
the street (zero cars/customers were using the parking lot spaces). Cars did not stop for us at a midblock 
crossing at first but eventually yielded. The intersection of 45th and Beaverton-Hillsdale Highway has a 
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trailhead for SW trails which we found interesting considering its orientation near a busy intersection. We 
also witnessed a man who appeared to be test driving a loud, smelly dune buggy up and down the 
highway and its slip lanes.  

5 - Business Interviews 

5.1 Overview 

Themes 
We conducted interviews of six businesses across the Hillsdale business district, with a focus on 

interviewing business owners from diverse backgrounds and fields.  However with only six interviews 
conducted these are not meant to provide a representative sample but rather an insight into some of the 
similarities and differences found in the businesses.  Key themes identified in the interviews were: 

1. Business Relationships 
2. Transportation  
3. Business Health and Success  
4. Stakeholder Identities 

Interview Methods and Approach 

Before our interviews took place we developed an interview guide that was organized 
thematically to guide our conversations and note-taking. We had already completed some background 
research through our existing conditions analysis and field survey, so we used a deductive analysis 
technique to identify businesses to be interviewed.  By applying an equity lens we chose businesses that 
we thought were either minority owned or likely to serve or employ vulnerable populations.  We also 
tried to choose businesses that represented a variety of industries.  Our interview respondents were 
reluctant to be recorded so we took notes but do not have complete transcripts.  

Interviews were conducted as follows: 
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We asked a variety of questions regarding business demographics, business relationships, business health 
and future considerations.  Four key questions that generated the most insight and pertain the most to the 
purpose of this report were:  
 

1. What are your business’s transportation considerations? 
2. What relationships with other businesses in the area do you have? 

a. Are there any existing business associations, whether formal or informal? 
3. 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? 

4. What resources might help you improve your business/expand/stay on the corridor/survive and 
thrive in a new light rail area? 

5.2 Analysis of Interviews with Business Owners by Theme 

Business Relationships 
We found that the businesses we interviewed seemed to have good business relationships with 

nearby businesses and Hillsdale as a whole. Different stakeholders seemed to tap into different networks: 
the Hillsdale Business Association, collectives of neighboring businesses, or the local religious and public 
institutions. There is a formal Hillsdale Business Association but there was a varying degree of 
engagement with it.  Casa Colima’s manager was highly engaged with the association even hosting 
meetings once a month while Fanno Creek Clinic associated more with local school and local religious 
organizations as well as Multnomah Neighborhood Association.  However while the business association 
had varying degrees of engagement the businesses seemed to get along with neighbors.  As noted by the 
owner of the pharmacy, the businesses in Hillsdale are “quite a community” and we all know each other. 
Some of the businesses have devised informal beneficial relationships such as shared parking lot 
agreements, referral programs and utilization of local resources.  All of the businesses interviewed have 
been in the area for 10+ years.  These long-term businesses displayed strong relationships with other local 
businesses and had a strong customer base.  Relationships with customers were highly individualized in 
these businesses. 

Transportation  
The Hillsdale business district is auto-oriented.  Most of the businesses interviewed described 

cars as the primary way that their customers and employees accessed their businesses.  However Fanno 
Creek Clinic stated that most of their physicians live nearby and walk to work, but not their hourly 
employees who live much further away and drive.  This makes sense based on the cost of housing in the 
area which is “too expensive” as noted by the administrator.   Some patients also arrive by paratransit. 
There is a lack of sidewalks and bike lanes in the area.  Fanno Creek Clinic noted that local students 
sometimes have to walk in the street because areas lack adequate sidewalks.  Current fixes such as paint 
are not sufficient.  While buses do run through Hillsdale, the location of stops are not necessarily adequate 
for users especially due to the hilly terrain.  
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Parking was a concern for most of the businesses interviewed except for Fanno Creek Clinic 
which has an adequate parking lot and is near a church that welcomes spillover parking.  Most of the 
businesses noted limited parking and concerns that parking would only get worse, especially if people use 
the area as a park-and-ride for the incoming light rail.  The owner of Hillsdale Shoe Repair also noted that 
parking is limited and poorly designed stating that drivers “back into each other” and “are very angry 
compared to 35 years ago.”  The owner of Paloma Clothing noted the “delicate equilibrium” of customer 
parking, that there is just enough parking for customers most of the time.  While he has an agreement with 
the bank across the street for parking on the weekends the area in general could benefit from 
inter-business parking agreements.  

Light Rail was viewed positively by four of the six businesses although there seemed to be a lack 
of information around it (City Thai didn’t know about it).  The main concerns for the light rail were that 
Hillsdale would be used as a park-and-ride, that Hillsdale would be bypassed especially if bus routes get 
reconfigured, and that Hillsdale would be disconnected from the light rail without intentional 
infrastructure to connect it.  

Business Health and Success  
All of the interviewed businesses stated that their businesses were fairly healthy.  This has not 

always been the case.  All have been around for 10+ years.  Casa Colima, which already has a sister 
location in Vancouver, WA  is looking to expand.  Five of six businesses reported difficulty in hiring 
qualified staff with several specifically referencing the difficulty of hiring lower wage workers.  Fanno 
Creek Clinic thought that this was likely due to housing costs in the area being too high.  Many low wage 
workers have to commute from further afield and have high transportation costs because of this.  Three of 
the businesses referenced that there was one landlord (the Braidwood family) who owns most of the 
property in the area.  Those that referenced this family as their landlord described their relationship as 
very good.  Paloma Clothing’s owner described the landlord as someone who tries to partner with you and 
is invested in the success of their tenants.  There was some concern of what would happen when the 
properties are inherited by the children.  Some recommendations the businesses suggested to improve 
business health included: marketing campaigns such as “buy local” campaigns or art and sustainability 
projects to attract attention.  Fanno Creek Clinic also mentioned that it would be helpful if more young 
and middle aged people lived in Hillsdale.  

Stakeholder Identities 
Most of the businesses identified their clientele as predominantly white and affluent while staff 

were more diverse.  Hillsdale Shoe Repair, which is owned and operated solely by an Asian woman said 
she had very few ethnic clients.  She identified “two regular black customers from up in the hills” who 
were a “lawyer and doctor.”  This is important to note as her customers have to be able to “afford to get 
their shoes fixed.”  Casa Colima was an outlier and identified both its staff and clientele as a mix of 
English and Hispanic.  Most of the businesses hired a variety of both part-time and full-time staff. 
However low-wage employees often lived further away.  Thai City identified their employees as a mix of 
Thai, Mexican and American.  Fanno Creek Clinic identified many of its non-physician staff as Hispanic 
and doctors as Jewish. 
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5.3 Summary  
The businesses interviewed were generally healthy and not concerned with displacement. 

Business concerns generally focused around finding and maintaining qualified staff especially 
lower-wage staff.  Adequate and quality parking was also a recurring concern.  Most of the businesses 
assume customers will drive and require parking.  Lack of sidewalks also came up as a concern from two 
businesses.  Businesses did not express a need for additional or new formalized networks however all 
businesses interviewed had been in Hillsdale for 10+ years and reported strong business health.  This may 
not be the case for newer or struggling businesses.  One landlord (the Braidwood family) was identified 
by three of the businesses as owning many of the properties in the Hillsdale Business District and at least 
two businesses expressed concern of what would happen when this landlord passed her properties down 
to her children. Four of the six businesses responded favorably to LRT, but there was definitely a lack of 
information around the project.  Some of the concerns around LRT were that Hillsdale parking lots would 
become a place to park-and-ride,  that Hillsdale would be bypassed especially if bus routes get 
reconfigured due to the rail, and that Hillsdale would be disconnected from the light rail without 
intentional infrastructure to connect it.  Businesses also suggested that more frequent transit would be 
helpful to the area as well as marketing campaigns that highlight the benefits of local businesses or 
highlight the uniqueness of businesses in the area.  These campaigns could likely be done at the local 
business association level 

5.4 Equity, Reflection and Recommendations 
We made an effort to obtain interviews from a diverse group of businesses.  We tried to get a 

sample across industries of businesses that were owned by people of color and from businesses that 
served vulnerable populations. Diversity exists in the stores themselves, but was not emphasized.  In 
applying an equity lens we tried to focus on minority-owned business and businesses that either served or 
employed minorities.  Two businesses were minority owned and four identified employing a diverse 
workforce.  One business identified their customer base as diverse while the others said that their 
customers were mostly locals that represented the largely white demographic.  The six businesses that we 
interviewed had been around for over ten years.  This means that we did not get opinions from businesses 
who were newer to the area.  Newer businesses might have provided more insight into the business 
support that the area might need.  As businesses interviewed were strongly established they didn’t see the 
need for new or additional formalized business networks.  Newer businesses might feel differently if they 
lack weaker informal networks.  Only one of the businesses interviewed owned the property.  The other 
five rented.  Three rented from the same landlord (Braidwood family).  

Due to time and resource limitations, we were only able to interview 6 businesses out of about 60. 
As students in our first semester we were also in a learning phase and were limited by our undeveloped 
interviewing skills and unfamiliarity with qualitative data gathering.  Our positionality as graduate 
students may have further impacted our results.  While most of our interviewees seemed more inclined to 
speak with us since we were students, our status as Urban and Regional Planning graduate students may 
have inadvertently tailored their answers positively towards transit.  In addition the individual identities 
that each of the students carry may have further impacted their interviews and  interpretation of interview 
results.  
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Future researchers may benefit from targeting newer businesses i.e. businesses that have been in 
the area for less than ten years, for interviews.  Future studies in the area may also benefit from 
researching businesses which either failed in the area or relocated for some other reason.  It may also be 
beneficial to interview someone from the Braidwood family since the family is a highly invested and 
involved landlord in the area.  Since the Braidwoods control such a large portion of the commercial rental 
properties, they will likely hold strong sway over businesses in the area.  

6 - Case Studies and Interesting Practices  

6.1 Overview 
The bulk of displacement research concerning the effects of transit investments on local economic 

activity is focused along the routes in question. Hillsdale however is roughly 3,000 feet removed from the 
proposed alignment, and will likely not face many of the challenges that businesses along the corridor 
will, like construction impacts. This distance does not shield the community from the transit-oriented 
gentrification and displacement. Our case studies looked at several different strategies around gathering 
information on displacement, business empowerment, and policy changes to mitigate local and small 
business displacement. Some of our case studies such as Minneapolis/St. Paul’s Green Line Light Rail 
and Austin and Denver’s displacement toolkit, were transit focused while others took a more holistic 
approach to business displacement and small business empowerment. Some of the cases were able to 
provide evidence of success including such as the local buying efforts in St. Paul and the business leader 
capacity building effort in Wheaton, while others like commercial rent regulations are harder to assess 
due to the limited data.  

6.2 Applying an Equity Lens 

From an equity perspective, only a few cases in the subsequent sections specifically discuss 
strategies for mitigating the displacement of businesses owned by people of color: the Wheaton, Maryland 
case and the Austin/Denver case. However, all of our case studies focus on limiting the displacement of 
small businesses generally, which are likely more economically vulnerable. In Hillsdale all of the 
businesses we interviewed were locally-owned small businesses, and some of those were owned by 
people of color. Many of these tools could be adjusted to focus specifically on businesses of color. One 
central theme is that any tools implemented need to consider empowerment and be done in partnership 
with businesses owned by people of color. 

6.3 A Summary of Actions for Prosper Portland and BPS to consider 
Some of the options that Prosper Portland and TriMet could consider based on our analyses include: 

● Gather information about displacement risks to better understand who is vulnerable and what the 
community needs. Two strategies include: 

o Conduct a formal survey of all businesses in Hillsdale, with a focus on getting responses 
from businesses owned by people of color to better understand their needs and concerns. 
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o Use a tool similar to the one used in the Austin/Denver case study to assess transit 
corridor conditions and prioritize the preservation of affordable housing and mixed-use 
redevelopment. 

● Develop small businesses empowerment tools to help them acclimate to changes from 
transit-development and maintain competitiveness, including: 

o Develop a toolkit for businesses to project their profitability. 
o Develop a “small business” marketing toolkit which allows them to easily map out their 

marketing efforts.  
● Build capacity for third-party working or advocacy groups to act as a bridge between community 

members and policymakers. This includes ensuring that leadership in the area are local to that 
community, this could involve: 

o Training for local leaders to advocate for their community, similar to the actions in 
Wheaton. 

o A focus on empowering groups of minority-owned businesses.  
o Providing funding to support these groups similar St. Paul.  

● Research the hiring and buying patterns of local anchors, like education and healthcare facilities, 
and encourage local buying through the contracting processes multiplying the dollars spent in the 
Southwest Corridor.  

● Consider rent regulations that cap increases and pass-throughs, require mediations and arbitration 
and/or provide eviction protection.  

6.4 Individual Analyses 

Washington D.C.: Developing Profitability Strategies  

Analysis by Aubrey Carlsen 

A small community whose economic center is split along a short stretch of Beaverton-Hillsdale 
highway, Hillsdale is in a unique position to be affected by the proposed SW corridor light rail project. 
According to our own fieldwork, Hillsdale’s close-knit neighborhood business district consists of roughly 
60 businesses. A majority of these businesses are locally owned and operated, some having been passed 
down through several generations. Ethnic and culturally diverse restaurants are speckled throughout, and 
several more service-oriented shops are run by first-generation Americans and migrants. It is therefore 
imperative that moving forward, the city carefully contemplate how best to protect the existing economic 
diversity of Hillsdale as the surrounding area continues to grow and evolve - especially in light of the new 
transit line. 

In October of 2018, a conference paper researching and evaluating a London Metro Line’s causal 
impacts on growth and displacement concluded that “areas within walking distance to stations experience 
a significant positive effect (3.6% more business units and 2.5% more employment), whereas areas 
further out but still within 2000 meters experience a significant negative impact (-1.3% for business units 
and -3% for employment).”  Based on this information, it can be presumed that the Hillsdale study area 37

37 Pogonyi, Csaba G. and Graham, Daniel J. and M. Carbo, Jose. Growth or Displacement? A Metro Line's Causal 
Impact on the Spatial Distribution of Business Units and Employment: Evidence from London (October 24, 2018). 
Available at SSRN: https://ssrn.com/abstract=3272152 or http://dx.doi.org/10.2139/ssrn.3272152 
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is situated to experience increased competition with businesses along the Barbur Boulevard corridor and 
may lose economic activity as their competitors’ accessibility and exposure improves. 

JaLysa Smith’s Doctoral Dissertation  titled “Small Business Profitability Strategies During 38

Retail Gentrification,” explores methods for maintaining resilience in areas undergoing change. For the 
purposes of her case studies, retail gentrification is characterized by “the entry of big box stores in a 
previously distressed area, [taking] the customer base away from local small business owners.” While in 
the case of Hillsdale, big box retail takeover is not highly likely, retail gentrification is still a valid 
concern as popular franchise-operated businesses encroach on increasingly desirable and heavily 
trafficked areas.  

Since the City places such high value on increasing equity, it is vitally important that the City 
engage with these small local and minority-owned businesses to strengthen them and address their needs 
throughout the planning process - especially should the SW corridor project come to fruition. By studying 
different neighborhoods throughout Washington DC, Smith eventually identified seven small businesses 
upon which to focus the research. Each of the selected businesses had demonstrated resilience and 
longevity through years of economic gentrification and social change at their respective locations. 
Through both quantitative and qualitative research methods, Smith identified what each of the 
time-proven businesses had in common with one another. Across the board, the most important and 
successful profitability strategies that emerged were pricing, advertising, and customer acquisition.  

One overarching goal of the research was to create a toolkit to help small local businesses 
develop their own sustainable profitability strategies and “promote a stable local economic climate, 
ensure the continued employment of local residents, and maintain the neighborhood authenticity.” 
Regardless of whether or not the light rail is implemented, Hillsdale and other areas consisting 
significantly of locally owned businesses stand to benefit from strategies to increase resiliency and 
profitability given the current trends of growth and development throughout Portland. 

While the purpose of our research has been to find out what Prosper Portland and the city can do 
for these small and minority-owned businesses, Smith’s dissertation shows most clearly what the 
businesses can and must do for themselves if they expect to thrive through the inevitable market changes 
that will come in the future. However, it may prove mutually beneficial for the city and local businesses 
alike to focus on these grassroots-type resilience strategies. Educating local business owners is a relatively 
inexpensive investment that can empower and equip them to withstand the changes that may result from 
shifting economics and demographics in the region, including the potential ramifications (good or bad) 
resulting from the light rail project along Barbur Blvd. 

Simply educating local businesses about the coming changes and sharing ideas about how to take 
them in stride does not guarantee action. Giving business owners an intellectual toolkit is only effective if 
they have the time, means, and motivation to use it. Consequently, sharing successful resilience strategies 
alone will not necessarily prevent the displacement of small, local, culturally oriented businesses in 
Hillsdale or other areas near and along the proposed alignment. 

Equity focused recommendations 

In order to make best use of the successful strategies for enduring through the economics of an 
area undergoing change, Prosper Portland and other city entities may develop committees and 

38 Smith, J. “Small Business Profitability Strategies During Retail Gentrification,” Walden, 2017.  
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organizations devoted to reaching out to local and/or minority-owned businesses. The purpose of these 
committees will be to educate small business owners on possible and upcoming changes, share proven 
strategies for maintaining and increasing profitability, and provide guidance and assistance (procedural 
and financial) to those who pursue the implementation of the strategies to their respective businesses. 

A large part of the reason it is so difficult for small, locally or minority-owned businesses to 
outcompete or even thrive amongst large companies is the disparate access to resources and discretionary 
income. Hiring someone to manage marketing efforts may be out of the question, and for small businesses 
the owner may not have the time available to execute advertising campaigns themselves. By simplifying 
the processes by which store owners can implement strategies such as this, the city will significantly help 
to eliminate barriers that could, over time, price such businesses out of the market. 

Minneapolis/St. Paul’s Green Line Light Rail: Local Buying and Collaborative Working Groups 

Analysis by Rob Hemphill, Phil Longenecker, Paul Runge 
The Green Line light rail, built between 2010 and 2014, runs from downtown Minneapolis to 

downtown St. Paul along the University Avenue corridor. The area includes a diversity of neighborhoods 
and land uses, including the University of Minnesota, major manufacturing and brownfield sites, and a 
series of diverse neighborhoods home to Somali, Hmong, and African American residents. Much of the 
corridor runs parallel to Interstate 94, though generally several blocks to the north. During planning, 
significant consideration was given to the financial sustainability of businesses along the corridor, though 
that was mostly the result of a lawsuit by local businesses in which the Metropolitan Council (the 
metropolitan-area government and project sponsor, referred to as the Met Council) was found to have 
insufficiently analyzed the impact on businesses when they completed the Environmental Impact 
Statement (EIS) in 2006 . As a result, the court mandated an additional set of analysis and reporting, and 39

the Met Council issued funding to support businesses before, during, and after construction. 
Local businesses formed a working group under the Central Corridor Funders Collaborative 

(CCFC) to advocate for business interests related to the light rail. This case study will examine three 
actions the CCFC undertook.  

Central Corridor Funding Collaborative 
Beginning in 2008, the CCFC began issuing grants related to the Green Line project. Comprised 

of fourteen local and national foundations, the Collaborative’s first working group became the Business 
Resources Collaborative which, in 2009, filed the lawsuit that found the Met Council inadequately 
planned for business impacts. As a result, the Met Council announced that it would provide $1 million to 
the CCFC to protect businesses along the corridor, and the CCFC pledged a match of another $500,000 to 
the cause.  The foundations’ funding increased during the duration of the project, eventually totaling $12 40

million. This collaborative operated before and during construction and concluded its work two years 
after the Green Line opened. In total, the foundations pooled the $12 million in grants into a “Catalyst 
Fund” that supplied over 160 grants focused on four categories of programs:  

39  “Business Impacts - Metropolitan Council.” Accessed November 17, 2019. 
https://metrocouncil.org/Transportation/Projects/Current-Projects/Central-Corridor/Environmental/Business-Impacts
.aspx. 
40 “Help for Small Businesses On Central Corridor | Saint Paul, Minnesota.” Accessed November 17, 2019. 
https://www.stpaul.gov/news/help-small-businesses-central-corridor. 

 

https://metrocouncil.org/Transportation/Projects/Current-Projects/Central-Corridor/Environmental/Business-Impacts.aspx
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https://metrocouncil.org/Transportation/Projects/Current-Projects/Central-Corridor/Environmental/Business-Impacts.aspx
https://www.stpaul.gov/news/help-small-businesses-central-corridor
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30 

1. Access to Affordable Housing 
2. Strong Local Economy 
3. Vibrant, Transit-Orient Places 
4. Effective Communication and Collaboration 

The Central Corridor Funders Collaborative sought to bridge the divide between community 
members and government decision makers by acting as a mediating third party that helped to build new 
relationships and align goals. The group attributes the successful completion of the Green Line to this 
collaborative leadership model.  

Case Study #1: The Joint Committee on Equal Opportunity 
One of the working groups that emerged from the Central Corridor Funders Collaborative sought 

to maximize the participation of people of color and minority and women-owned contracting firms in the 
construction of the light rail. The goal of this project was to ensure the public investment dollars benefited 
firms and workers of all backgrounds but especially the communities where the light rail would impact, 
supporting residents with good-paying jobs to prevent displacement. The Joint Committee on Equal 
Opportunity pursued this goal in a three-step process.  First, the Met Council, local non-profits and 41

construction companies held dozens of information sessions to recruit minority and women workers. 
Second, they built a website called LRT Works (www.lrtworks.org) that helped to match workers to jobs 
with unions and construction companies. Finally, they set up monthly oversight meetings between 
contractors, government officials and advocacy groups to evaluate their progress. Those involved, saw 
this effort as largely successful, with the green line ultimately exceeding its hiring goals. 

 
Figure: Measuring the participation of people of color and women-owned contracting firms in the construction of the light rail.  42

41  Central Corridor Funders Collaborative. About Community, Not A Commute: Investing beyond the rail. (2016, 
June). Retrieved from 
https://www.spmcf.org/sites/default/files/Resources/CCFC2016-LegacyReport-Final-Web.pdf. 
42 Central Corridor Funders Collaborative. Investments (2008-2016). (2016, March 31). Retrieved from 
https://www.spmcf.org/sites/default/files/Resources/PDF/Mar-31-2016-INVESTMENTS-TO-DATE.pdf. 

 

http://www.lrtworks.org/
https://www.spmcf.org/sites/default/files/Resources/CCFC2016-LegacyReport-Final-Web.pdf
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The strength of this approach was that the collaborative process resulted in greater rapport 
between contractors, government officials and advocacy groups - so much so that the approach was 
replicated in the construction of the U.S. Bank Stadium two years later. A weakness that emerged, 
however, was that prime contractors were slow to make payments to their subcontractors, which created 
cash-flow shortages. Leaders quickly learned from this experience though, and so during the construction 
of the U.S. Bank Stadium they established a working capital fund for minority contractors to borrow from 
in order to mitigate these sporadic payments that are endemic to large scale public projects. Both of these 
strategies to increase the participation of people of color in construction could be readily applied to the 
SW Corridor project. Since these strategies are primarily a function of relationship building and 
opportunity creation, Prosper Portland would be well positioned to implement a similar strategy, 
especially given that the light rail’s projected construction is still 5-6 years away.  

Case Study #2: The Central Corridor Anchor Partnership 
Another working group within the CCFC was the Central Corridor Anchor Partnership. This 

group consisted of 13 member organizations, each a prominent medical or education organization along 
the Green Line corridor.  Together, group members resolved to adjust their operations in ways that 43

enhanced business and community health along the corridor.  The goal was to support local businesses 
during and after construction in order to ensure spending supported the local economy and local workers, 
hopefully to prevent business and resident displacement. 

For example, during and after rail construction, members began buying a greater proportion of 
their $300 million in annual purchases from businesses along the corridor. They estimate that this action 
alone added over $4 million in annual sales for local, transit-oriented businesses. In coming years, they 
believe they can expand their local buying initiative by shifting an additional $16 million in out-of-state 
purchases to corridor- and other locally-based businesses.   44

Anchor members also sought to strengthen the local economy by participating in a new, 
equity-focused hiring and training initiative called the Central Corridor College Fellows Program. 
Through the program, members hired local community-college students preparing for careers in health 
care into part-time positions at corridor-based medical institutions. 72% of students were low income, 
68% were people of color, and 34% were first-generation college attendees. By hiring such students, 
anchor members contributed to the equitable development of the local community’s workforce and added 
purchasing power to individuals studying and (subsequently) working near the corridor.   45

A key strength of local buying and hiring programs is that they come at relatively low cost. 
Assuming roughly equivalent prices for local and non-local goods and labor, the decision to shift 
spending to local businesses and employees is budget neutral for members, yet beneficial for the local 
economy. Both actions also improve community ties between anchor institutions, local businesses, and 
nearby disadvantaged communities. A key weakness is that local buying and hiring may already represent 
the status quo. If anchor institutions already leverage their hiring and buying power to maximize the 
returns for the local economy, there may be little room for incremental improvement.   

Still, Prosper Portland and the Bureau of Planning and Sustainability could research the hiring 
and buying patterns of local anchors, then convene a working group to promote improvements in support 

43 Central Corridor Funders Collaborative. (2016, June). Page 9 
44 Central Corridor Funders Collaborative. (2016, June). Page 15. 
45 Central Corridor Funders Collaborative. (2016, June). Page 15. 
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of SW Corridor businesses and communities. “Eds and Meds” institutions along the corridor, such as 
PSU, OHSU, PCC Sylvania, National University of Natural Medicine, and Lewis and Clark, represent 
excellent initial members. Prosper and BPS should consider expanding that pool to other types of anchors, 
too. Low-hanging fruit like the Portland, Tigard, and Tualatin city governments might have willingness 
and capacity to expand equitable buying and hiring initiatives related to the corridor.  

Case Study #3: Access to Capital for Business Improvements 
The first working group to emerge from the CCFC was the Business Resources Collaborative. 

Motivation for this working group came after “official predictions that construction would have little 
effect on business activity along University Avenue [the Central Corridor]. Those hard-to-believe 
assumptions enraged business owners and created an increasingly tense environment. But some 
community leaders faced the inevitable and adopted a strategy of preparing to survive the approaching 
disruption.”  After winning the lawsuit forcing the Met Council to better take business disruption into 46

account, significant resources were dedicated between the Met Council and the CCFC to support local 
businesses. The working group then used a model called “Plan, Survive, Thrive” to organize their efforts 
and take advantage of the project.  The results are detailed in the CCFC report and replicated include: 47

● 450 businesses made preparations and improvements prior to and during construction, receiving 
$3,135,430 in loans, $260,000 in façade grants, thousands of hours of training and technical 
assistance. 

● 128 street-level businesses opened fronting the Green Line during the four-year construction 
period, 13 more than closed or relocated. Of businesses receiving the most intensive assistance, 
only 1% of businesses closed during the construction period. 

● 212 businesses were aided by $3.9 million in Ready for Rail forgivable loans. 
● In 2015-2016, nine businesses in a one mile area along the green line are working with NDC and 

historic Saint Paul to make façade improvements. A $160,000 matching grant program has 
leveraged additional investments of $1,197,000 in these properties.  48

These results show the scale of funding leveraged to support businesses along the corridor. In 
addition, the various partners provided marketing for businesses along the corridor during construction to 
drive foot traffic and customers to the area to mitigate foot traffic decreases due  to the disruption from 
construction. While businesses still reported a decrease in customers during construction, without these 
marketing efforts, likely businesses would have closed. Instead, more businesses opened than closed 
during the construction period and 80% of businesses believe they will survive and grow in the first five 
years after the Green Line opened. 

This case study does highlight some significant differences between Minneapolis-St. Paul and 
Portland and provide a sense for a gap that BPS and Prosper Portland can fill. The existence of the capital 
and marketing support came from an organized business association that was willing to push the Met 
Council. In advocating for their needs, businesses were able to make the improvements they believed they 
needed to thrive. 

46 Central Corridor Funders Collaborative. (2016, June). Page 12. 
47 Central Corridor Funders Collaborative. (2016, June). Page 13. 
48 Central Corridor Funders Collaborative. (2016, June). Page 13 
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Applicability to the Southwest Corridor Light Rail 
 

Table: Applicability of these case studies to Tri-Met’s Southwest Corridor Light Rail (SWLRT) project 
is significant 

 Similarities Differences 

Overall: Metro 
Area 

● Size 
● Demographics 
● History of racist zoning and 

disproportionate burden on racial 
minorities from transportation 
projects 

● MSP slightly larger 
● Polycentricity in MSP - multiple 

CBDs to connect 
● Portland has more experience building 

light rail projects 

Overall: Corridor ● Close proximity to interstate 
● Route through commercial and 

residential areas 
● Route includes major 

educational institution 

● MSP route includes 
industrial/post-industrial areas 

● Green Line connects two CBDs and 
generally is in urban areas 

● SWLRT connects downtown Portland 
and Bridgeport Village and runs 
through more suburban areas 

Case Study #1: 
Hiring Goals 

● Ability to set hiring standards 
● Similar regional demographics 

to draw from 
 

● Green Line route more diverse than 
metro area as a whole 

● SWLRT less diverse than metro area, 
but with specific vulnerable 
populations 

Case Study #2: 
Anchor 
Partnerships 

● Major institutions in the corridor 
● Existing businesses along 

corridor to patronize 

● Unknown if Portland anchor 
institutions would support such an 
initiative or whether any existing 
initiatives have room for expansion 

Case Study #3: 
Access to Capital 

● Significant business need to see 
sustained foot traffic during 
construction 

● Business concerns around 
changing traffic patterns and 
removal of parking 

● Existing business associations and 
emerging business working group in 
MSP pushed for funding. No known 
organizing happening in Portland. 

● Existence of a funding collaborative in 
MSP. No known collaborative - and 
fewer funding bodies in general - in 
Portland. 

● Capital for fronting businesses may 
not be as necessary. Most buildings 
along Barbur are already fronted 
toward the street. 

 

Equity focused recommendations  
Prosper Portland and the Bureau of Planning and Sustainability are clearly being thoughtful about 

the impact of light rail on businesses during the planning stages of the SWLRT in a way that the Metro 
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Council was not. Given the two bureaus’ emphasis on being collaborative and equity-oriented, it seems 
very possible for them to replicate these three case studies with locally-relevant adjustments. 
Additionally, Prosper Portland could consider adjusting these tools to focus on businesses owned by 
people of color or other equity considerations. By having these discussions now before the EIS is 
accepted, the SWLRT project can work ahead on these issues and build upon the success of the MSP 
Green Line that generally succeeded in making the project a success for local businesses and residents. 

Wheaton, Maryland: Latino Economic Development Corporation 

Analysis by Nicole Underwood 

“Surviving Suburban redevelopment: resisting the displacement of immigrant-owned small businesses in 
Wheaton, Maryland”  49

This case study took place in Wheaton, Maryland, a suburb of Washington DC.  It explores the 
strategies that the town undertook to prevent business displacement during redevelopment.  The local 
government recognized that they were not getting much engagement from local small business owners, 
particularly Latino business owners, regarding the future redevelopment of Wheaton.  In order to ensure 
an equitable outcome, the local government took action and hired a non-profit organization, the Latino 
Economic Development Corporation (LEDC) to engage in outreach to small local business owners. This 
nonprofit ended up establishing the Coalition of Fair Redevelopment in Wheaton.  The coalition consisted 
of 50 businesses and 7 nonprofits though only one of these nonprofits was local to Wheaton. The coalition 
organized the business owners and residents and empowered them to voice their concerns and advocate 
for themselves.  This coalition proposed/advocated different ways to protect local businesses including a 
Community Benefits Agreement (which fell through) and a Small Business Assistance (SBA) program 
(which was successful).  The SBA is a government program that provided technical assistance, training, 
and financial assistance to small businesses adversely impacted by county redevelopment initiatives.  

Redevelopment is a long process and the coalition did not last through the process due to internal 
staffing issues at the LEDC.  The coalition had been built around the active efforts of a few leaders.  The 
coalition comprising of outside nonprofits struggled to establish a strong foothold in the community and a 
strong working relationship with the county.  When the key leaders left the coalition it failed, and small 
business engagement in the redevelopment process waned.  While another coalition was founded, it was 
not as successful in rallying the business community.   Some business owners and organizers reported that 
the long process of redevelopment and the many battles lost frustrated participation.  Others did not see 
redevelopment as an immediate crisis anymore.  

This coalition was very successful initially in its goal to organize Latino-owned local businesses 
and advocate for fair redevelopment practices.  While it failed later on in the development process, it still 
provides an interesting case study with useful information that could be applicable to Barbur Boulevard.  

The Coalition of Fair Redevelopment of Wheaton, when it was first established, was a strong 
force and played a key role in organizing the local business community.  It successfully advocated for 

49 Willow S. Lung-Amam (2019) Surviving suburban redevelopment: Resisting the displacement of 
immigrant-owned small businesses in Wheaton, Maryland, Journal of Urban Affairs, DOI: 
10.1080/07352166.2018.1555439 
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policies that would protect local small businesses through redevelopment.  However, its initial strength 
waned as it lacked local leadership - leaders that were established in the community and could carry on 
the work as external participants left. This case study also demonstrated the need to have affordable 
housing initiatives in conjunction with business anti-displacement initiatives.  If the population that the 
small businesses serve fail, so do the businesses.  This case study also highlights the need to continue to 
engage the local businesses throughout the planning process.  As redevelopment was negotiated and 
renegotiated, local business engagement decreased.  Wins such as the SBA early in the planning process 
led to little assistance when redevelopment actually started.  Since the LEDC was no longer leading the 
coalition, businesses lost their voice in the redevelopment process, and government efforts to engage them 
were unsuccessful.  While the SBA could have helped businesses survive redevelopment, when the 
county conducted a small-business financial assessment to determine SBA funding needs and qualify 
businesses for the program only about a fourth of eligible businesses participated.  This can likely be 
attributed to lack of an organization of businesses at the ground level sharing a local vision and resources.  

This case study could apply to Barbur Boulevard.  While Wheaton’s case was not directly related 
to an impending transit line it had many of the same concerns namely that investment in redevelopment 
would lead to resident and business displacement.  Wheaton was different than Barbur Boulevard in that it 
was a suburb of Washington D.C. and not a part of the city.  Wheaton demonstrated the need for suburban 
municipalities to develop more sophisticated planning and policy toolkits to address issues of 
gentrification, particularly for small businesses.  However, Portland already has some strong toolkits for 
addressing inequity and gentrification.  Barbur Boulevard, like Wheaton, has no strong established 
business associations that can organize and advocate for the local business’s needs.  

Equity focused recommendations 

The strategy of establishing a business coalition was twofold in this example: First the local 
government played a role in establishing advocates for underrepresented populations.  Local authorities 
realized that a sector of the population was being underrepresented and they took the initiative to hire a 
non-profit to provide community engagement to reach out to these populations.  Direct government 
financing can go a long way in establishing advocates for these populations.  Second this non-profit 
helped the area establish a business coalition that engaged local business owners and helped them 
advocate for their needs.  This coalition helped organize local business owners and residents as well as 
provided them with much needed leadership.  However, Wheaton could have done a better job mentoring 
local leaders that could carry on the coalition when the external advocates left.  

Portland could hire a non-profit organization like Wheaton did to help businesses organize and 
articulate their needs.  This government-initiated outreach would be funded by the government and should 
include the goal that a business coalition be formed for the purpose of advocating for small, local 
businesses.  This outreach should also include training so that leaders could be developed within the 
community that could continue this coalition.  This training could be culturally sensitive, run by, and 
focused on businesses owned by people of color. This would address the areas where Wheaton failed, by 
establishing local leadership that could carry on the coalition when external parties leave, ensuring local 
business advocacy throughout the whole planning process.  
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The Twin Cities: Surveying Local Businesses  
Analysis by Natalie Knowles  

The Twin Cities region in Minnesota is undertaking transit improvements, these improvements 
can have profound effects on the surrounding area. Increased land value, premiums in rent, and physical 
neighborhood changes to name a few. Yingling Fan and Andrew Guthrie from the Hubert H. Humphrey 
School of Public Affairs at the University of Minnesota published in the Journal of the Transportation 
Research Board collected data on the existing and planned transit corridors, and how those improvements 
would affect local businesses. The goal of this research was to provide insights into what kinds of 
businesses should be targeted for outreach efforts and strategies to mitigate the negative effects and/or 
maximize the positive effects of station area businesses. The research makes a specific note to recognize 
that “Minority-owned businesses along a planned light rail corridor in the Twin Cities have also expressed 
concerns about how transit-oriented redevelopment plans will affect them, including lost business during 
transit construction and being priced out of the neighborhood after construction is complete if 
neighborhood revitalization indeed occurs.”1 To conduct this research, the University of Minnesota 
surveyed 160 businesses along four existing and planned transit corridors in the Twin Cities Region. Each 
corridor was observed at different points along the individual timelines of implementation. These 
different perspectives created more holistic data, in terms of how businesses felt about an upcoming 
transit addition, how the construction of transit is currently affecting their business, or how completed 
projects have been affecting businesses. It’s also important to note that two projects were primarily urban, 
while two serve mainly suburban areas. Using four main questions, survey the researchers asked the 160 
randomly sampled businesses the following:  

● “Overall, has the neighborhood become a better or worse place for your business over the 
PAST five years or since you’ve been in business here, or has it stayed about the same?” 

● “Overall, what is your opinion of any effects the [transit corridor] may have had on your 
business over the PAST five years or since you’ve been in business in the neighborhood?” 

● “Overall, do you think the neighborhood will become a better or worse place for your 
business over the long term—in the NEXT five years, or will it stay about the same?” 

● “Overall, what is your opinion of any effects you think the [transit corridor] will have on your 
business over the long term—in the NEXT five years?”1 

Surveys can provide researchers with a community sample’s opinion on the question at hand, 
though surveys also suffer from issues of clarity, representativeness, and equity. In their findings, there 
was an overrepresented sample of accommodation and food services. In using a random sample method, 
the bias of types of businesses surveyed is likely in most scenarios. In their findings, the following was set 
in action to help businesses that may be/are most affected by transit improvements.  

● Around 40% of businesses surveyed along the central corridor expect negative effects from light 
rail. 

o Outreach and mitigation of those businesses surveyed that expect negative effects during 
the construction phase. 

● Automobile sales and service businesses, smaller-volume sales, and older businesses are less 
likely to expect positive effects of transitways. 
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o Because historically we see higher commercial rents and property values near transit 
stations, these businesses need to be especially targeted for mitigation efforts around rent 
protection. 

● Businesses with many employees/customers that are people of color/immigrants have 
significantly fewer positive perceptions of proposed transitways versus that of their white 
counterparts. 

o The necessary mitigation efforts require culturally sensitive community outreach and 
dialogue events, as well as the research of what the underlying factors are that lead to 
racial and ethnic differences around attitudes towards transit projects. 

● Businesses believe transit corridors may be beneficial to them if there is a prospect of customer 
ridership. 

o Increasing businesses’ visibility from station sites, research on transit users’ trip behavior, 
including design features like wayfinding for businesses, and pedestrian connections 
around transit stations.  

Equity focused recommendations 
Overall, this research sets a strong stage for understanding and implementing strategies for 

mitigation of businesses susceptible to displacement from transit, with a focus on businesses owned by 
people of color. The biggest strength of this practice was the inclusion of equity by recognizing the 
unequal distribution of displacement concerns on immigrants or people of color owned businesses. 
Recognizing the need for targeted mitigation, as well as further research into why these businesses are 
more likely to have negative attitudes towards transit and research of the institutions in place that are 
causing those issues. The weaknesses of the study fall under the lack of specificity around what types of 
mitigation efforts would serve the communities well. In order for a plan to be implemented well, there 
needs to be specific goals and actions to be taken in mitigation strategies. In looking at the SW corridor of 
our region, the suburban setting of two of the transit projects, the focus on ethnically owned businesses, 
and the importance of helping small businesses, transfers well to our study. Moving forward in assisting 
the SW corridor towards the potential transition to being a transitway, requires the focus on the most 
vulnerable businesses as mentioned in this case study. Specifically, recognizing that as a partially 
suburban area, residents need to be well-informed of the ongoing efforts of those involved in the project.  

For the ethnically owned businesses in the area, taking the time to create and provide 
language-appropriate materials and communications helps to maintain an equity lens over the project. For 
the smaller businesses at risk of rent issues, the focus on maintaining/acquiring local landlords who 
understand the economics of the area is crucial. As Prosper Portland and the city of Portland continue to 
go down the timeline of this transit project, the necessity of strong mitigation efforts for businesses most 
at risk of displacement is a key to a successful inclusive transitway project. By mitigating language 
barriers, socioeconomic barriers and overall transit related confusion, the area will hopefully see less 
business displacement.  

Berkeley and New York: Commercial Rent Regulations  
Analysis by Elizabeth Cox 
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Residential rent regulation laws are found throughout the United States, however, very few 
municipalities have introduced legislation aimed at regulating rent for commercial businesses. That does 
not mean that this is a new concept; in the 1980s Berkeley, California experimented with rent regulation 
laws and recently New York City has renewed an interest in its historic rent regulation. In the Berkeley 
and New York cases commercial rent regulations take three policy approaches: 

● Rent ceilings; restriction on future rent increases 
● Mandatory mediation and arbitration to determine commercial rent levels 
● A set of eviction protections 
In the 1980s  Berkeley’s Telegraph Avenue and other nearby neighborhoods made attractive 

locations for chain stores due to their proximity to U.C. Berkeley and the increasing affluence of the 
community. As a result, rents were raised, and local businesses were often served eviction notices at the 
end of their lease-term . The concern among local advocacy groups was that many businesses with low 
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rent-paying capability would disappear or relocate.  To protect local businesses between 1982 and 1987 
neighborhoods passed varied rent control ordinances, with the support of local community groups, local 
merchants, and city officials including the planning department and mayor. In 1982 the Elmwood 
neighborhood would introduce a local ballot measure that imposed rent ceilings. These rent ceilings 
included an allowable base rent and increased costs for maintenance, operating expenses, property taxes, 
fees, and improvements. This legislation was approved overwhelmingly by Berkeley voters. Several years 
later Telegraph Avenue ordinance and the West Berkeley ordinance instituted a program of rent 
arbitration and mediation, without the rent ceiling ordinance. The mediation and arbitration allow tenants 
and landlords a process to establish what a fair rent is and contain specific criteria about which these 
decisions can be made.  

All three neighborhoods-imposed eviction controls which were viewed as the cornerstone for 
preventing displacement (Rosenburg). These eviction controls included needing "Good cause" for 
eviction or for failure to renew a lease including not making rent payments, substantial lease violation, or 
refusal to renew or extend an expired lease. One clause became particularly controversial and was debated 
among the planning department which prohibited owners from not renewing a lease to take possession. 
This would ultimately be the clause that took the ordinance to court, and this section was overturned, 
however mediation and arbitration requirements remained. As one would expect none of these 
commercial rent regulations were supported by real estate interests and some landlords, and in 1988 the 
California State Legislature preempted local governments from establishing commercial rent control laws 
killing the ordinances. 

In New York in 1945, out of an emergency response from WWII, a rent regulation statute was 
developed that applied to residential and commercial tenants, requiring mediation and arbitration before a 
lease could not be renewed . The law had built in de-controls and slowly expired by 1960, after which 
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commercial rent control disappeared. However, attempts would be made in the 1980s and recent decades 
to revive the discussion as retail vacancies have become a concern in the City, and as a result some in the 
City Council are advocating for a renewal of commercial rent control laws. This includes reintroduced of 
the 1985 Small Business Jobs Survival Act, which give tenants occupying commercial properties a 

50 Rosenberg, M. “Commercial Rent Regulation: Preserving the Diversity of Neighborhood Commercial Districts” 
Ecology Law Quarterly 15:281 (1988) 
51 Keating, W. D. “The Elmwood Experiment: the Use of Commercial Rent Stabilization to Preserve a Diverse 
Neighborhood Shopping District” 28 Wash. U. J. Urb. & Contemp. L. 107 (1985) 
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statutory right to renew their leases for an additional 10-year term . If the landlord is unwilling to renew 
52

the lease the tenant may request that they enter arbitration.  Other attempts include limits on the amount 
that rent may be increased as a percentage of the existing lease’s rent. In some legislation rent increases 
are capped at 15% in total for the length of the lease or they implement a maximum percentage for annual 
increases.  
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Because commercial rent regulations are rare in a U.S. context there is little research about their 
effectiveness. Most of the case studies I found were conducted in the late 1980s and the effects of the 
ordinances were observational. One case found that following that after the overturning of the Berkeley 
laws there were increases and evictions and from "going out of business" appearing in the three Berkeley 
commercial areas (Rosenburg).  In the Elmwood neighborhood rents for local businesses tripled. Artist 
lofts present in West Berkeley were closed for large commercial development. Proponents of such 
legislation may argue that conventional planning techniques, including zoning controls and historic 
preservation are inadequate to save small businesses (Keating). Commercial rent regulations may be a 
better public policy if this is a city's goal is truly to prevent displacement through rising rent costs. 

The mediation and arbitration provision of the Telegraph Avenue and West Berkeley ordinances 
and in the modern New York case will need to be approached with care. While they are more popular 
than ceiling, because they are viewed as providing a more balanced approach to regulating the 
landlord-tenant relationship, in a modern context arbitration can favor those with more resources, likely 
the landlords. That is why in New York the legislation is opposed by  Urban Justice Center and the 
Association for Neighborhood and Housing Development. 

The current rent regulation legislation being proposed in New York has drawn heavy opposition 
from real estate interests. Trying to implement these types of laws will likely be intensely political in any 
jurisdiction. In New York similar arguments against the rent regulation has resurfaced from the 1980s. 
The real estate interests argue that there may be a deterrent to investment and potentially deferred 
maintenance. These laws could also create increased competition for space for new small businesses and 
depending how crafted can subsidize chains (Tacklinggentrification.com).  The real estate industry and its 
supporters argue that it will not protect small businesses that pay month-to-month and in cash, largely 
immigrant-owned shops or smaller independent eateries. Philosophically from a pro-market perspective, 
the concern is whether we should try to save failing businesses. Another challenge that has emerged is 
that local businesses are not just facing displacement because of rising rent and corporate chains, but the 
rise of large e-commerce giants like Amazon.  

 
Table: Comparison of Rent Regulation Policies, Benefits and Challenges  
 Rent Ceiling Mediation/Arbitration Evictions 
Common 
Policies  

Restrictions on the maximum 
percentage of increase; maximum 
rent usually not based on set dollar 
amounts; restrictions on 
pass-throughs.  

The landlord makes an offer 
and the tenant makes a 
counteroffer. Sent to a 
third-party arbitrator if no 
agreement is made.  

Mandatory renewals unless 
good cause; protections 
against immediate eviction: 
advanced noticing.  

52 Suciro, J. “Empty Stores Are Killing New York City. Is This the Fix?” City Lab (October 26, 2018) 
https://www.citylab.com/equity/2018/10/vacant-storefronts-nyc-commercial-rent-control/574069/ 
53 Tacklinggentrification.com “Commercial Rent Control” (Accesses November 17, 2019) 
https://tacklingcommercialgentrification.wordpress.com/business-assistance-2/commercial-rent-control/ 
 

 

https://www.citylab.com/equity/2018/10/vacant-storefronts-nyc-commercial-rent-control/574069/
https://tacklingcommercialgentrification.wordpress.com/business-assistance-2/commercial-rent-control/
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Benefits  Insulates small businesses from 
market speculation.  

Seeking a middle ground; 
more responsive to the free 
market; seen as more 
modest approach. 

Seen as modest;  
provides time for 
businesses to relocate.  

Challenges  May deter investment and defer 
maintenance. Need to insure it is a 
good deal for landlord. 

Could still be unaffordable; 
may sway toward monied 
interests. 

Cannot prevent 
displacement; may keep 
failing businesses in place 
too long; concerns about 
property rights (legality). 

 

Equity focused recommendation 
In the context of a new transit, rising commercial rents are identified as a displacement pressure. 

New transit often brings with it higher market value and greater risk of displacement among renters. In 
this context, if the goal is to protect local businesses with lower-incomes, commercial rent regulation may 
be one of the few tools that directly impact the rising cost of rent. Without rent regulations, higher rents 
can pass onto the customer and increase the likelihood of both business and neighborhood displacement 
(Tacklinggentrification.com). However, rent regulation laws need to be developed very carefully and the 
nuances of the different policy approaches thought-out. In the case of recent ceiling in Berkeley’s 
legislation has promised a  “fair return on investment” as part of its language needs but failed to define 
what that would look like. If a mediation and arbitration approach is pursued a concern for the power 
dynamics of the arbitration process should be incorporated into the legislation. If eviction preventions are 
considered considerations of property rights and the extent to which we should prevent a business from 
failing need to be weighed. In all these cases the city should be prepared for intense backlash from the 
real estate industry. The city should also be willing to engage businesses owned by people of color to 
better understand how rent regulations would impact them.  

Denver and Austin: Developing a Tool to Assess Displacement Risk 
Analysis by Max Nonnamaker and Kenny Werth 

In an effort to mitigate the loss of affordability while increasing access to transit, authors Mueller, 
Hilde, and Torrado’s, “Methods for countering spatial inequality: Incorporating strategic opportunities for 
housing preservation into transit-oriented development planning”  created a tool to assess transit corridor 
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conditions and prioritize the preservation of affordable housing and mixed use redevelopment. While not 
a direct study of how transit projects can affect local businesses in the area of interest, the tools used in 
this study can be applied to residential housing as well as facilities rented by local businesses in the path 
of the intended SW Rail Corridor.  

The study conducted by Mueller et al. addresses the social and environmental goals of 
transit-oriented development (TOD) through its anti-displacement focus and ensuring that low-income 
renters are able to maintain transit ridership and keep access to places of employment. Metropolitan 
growth for low-income residents often can lead to social exclusion and have coinciding environmental 
consequences, leading to increased vulnerability, especially when faced with high development pressure. 
As a result, displacement occurs, and at such a rate that “between 1999 and 2009, nearly one in three 

54 Mueller et al. (2018). Methods for countering spatial inequality: Incorporating strategic       opportunities for 
housing preservation into transit-oriented development planning. Landscape and Urban Planning, 177. 
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rental units affordable to full-time minimum wage earners was lost,” (Mueller et al., 2018, p. 318). 
Mueller et al. addresses displacement and the decline of affordable housing through reviewing the 
existing literature and creating a tool that provides information on the scale of potential displacement of 
low-income residents living in affordable housing units in targeted areas of redevelopment, makes a 
connection between access to transit and quality of life for low-income residents in these targeted areas, 
and allow for comparison of places in terms of the urgency of acting to preserve access for low-income 
renters (Mueller et al., 2018, p. 319). 

After establishing the tool, Mueller et al. applied the tool to corridors in Denver, CO and Austin, 
TX - both of which are among the fastest growing metropolitan areas in the US. Both of these cities were 
selected since both Austin and Denver have developed tools and resources for preserving individual 
properties but have yet to apply these resources at a city level, leading to spatial patterns of inequity 
(Mueller et al., 2018, p. 320 - 321). Each corridor of interest was selected by looking where transit or 
economic development could potentially encourage redevelopment of existing rental properties .The tool 
was then used to assess transit access to job opportunities, vulnerable affordable rental housing 
(vulnerable to loss due to redevelopment, expiration of subsidies, or relocation due to market pressure), 
and redevelopment pressure and timing. When analyzing the results, Mueller et al. (2018) found that: 

● Corridors where the combination of a substantial stock of affordable units, great transit access 
to jobs, and relatively low development pressure suggest that acquiring and preserving 
buildings could be cost-effective in these areas; 

●  Corridors where the combination of relatively high development pressure, good job access, 
but the dwindling stock of affordable units suggests that action is urgent to prevent a total loss 
of beneficial affordability; and  

● Corridors where low wage job access via transit is currently relatively poor, and thus the 
value of preservation is questionable (p. 323). 

Equity focused recommendations 

These results suggest that in moving forward with TOD, we need to shift our focus from the 
financial benefits of TOD to the central benefit of living near transit for low-income renters. Mueller et 
al., also stated that when implementing TOD, it is necessary to have predictive measures on vulnerability 
to displacement in order to work towards prevention.  

The strength of this tool is its adaptability to any city, including Portland.  Its database comes 
from a national dataset called the Smart Location Database (SLD) which looks at employment access.  
Using the SLD, planners can summarize employment at the Census Block level and allow for the 
quantification of relative job accessibility.  Another strength of the tool is its redevelopment pressure and 
timing measurement.  This part of the tool uses construction permits and parcel-level appraisal data to 
assess relative pressures on transit corridors. 

The weakness of this tool stems from questions of validity.  As more case studies are carried out 
with this specific tool, validity will increase.  Questionable validity is an inherent weakness of any new 
tool until it is put into practice in different places under different circumstances.  Another weakness is 
possible funding sources.  The tool was funded through a grant from the U.S. Department of Housing and 
Urban Development but there are no specific instructions as to how other cities might acquire funding to 
do their own study.   
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In the Southwest Corridor, the affordable housing vulnerability metric could be replaced with a 
small business vulnerability metric.  The Austin, Texas results are easy to interpret and would work well 
for the assessment of a business corridor. 
 
Figure: Austin, TX Housing Preservation Index Results Map  

 
Source: Mueller et. al., 324 

Figure: Austin, TX Housing Preservation Index Results Table 

  
Source: Mueller et. al., 324 

Bellevue: A Programmatic Displacement Approach 
Analysis by Blair Vallie and Laura Shumway 

The East Link Extension project (Blue Light) is our focused case study to research best practices 
to draw up recommendations for the SW Corridor proposed light rail. The East Link project is a 14-mile 
extension of the Link light rail system running from Seattle extending through Lake Washington, stopping 
in Mercer Island, expanding east to areas of South Bellevue, Downtown Bellevue and ending at the 
Overlake station in Redmond. There are ten stations with service every six minutes during peak hours 
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with anticipation to open in 2023. The light rail will be an elevated route traveling over the floating bridge 
(I-90) and once approaching downtown Bellevue will be connecting through a tunnel.   555657

 
Figure: East Link Alignment and 
Stations Source: East Corridor 
Implementation Support “Business 
Retention and Attraction: Analysis and 
Recommendations” 
 
The goal of the East Link is to 
build a high capacity transit 
(HCT) to connect east urban 
centers to the international 
district in Seattle in aims to 
achieve a goal of alleviating 
traffic congestion on the I-90 
corridor in both directions. The 
Sound Transit is the 
transportation agency serving 

the Seattle, Washington Metropolitan area. Along with alleviating traffic congestion, the East Link will 
provide local economies within the new station areas. There are necessary considerations to account for 
when implementing station areas in order for the surrounding areas to be equitable.  

Key actors include three different task forces, one for each major corridor (specifically East 
Corridor Task Force in the literature we focused on ; Puget Sound Regional Council; Growing Transit 
Communities Partnership; OTAC; Cities of Bellevue, Redmond, and Mercer Island. Funding has 
generally come from taxpayer dollars through city, regional, and state transportation funding. 
Additionally, the project has received a grant from HUD for the Growing Transit Communities 
Partnership, which aims to “grow and strengthen communities” that surround the transit stations.  

Business Retention Strategies 

1. Intensify activity with transformative plans for mixed-use infill and redevelopment 
2. Invest in basic infrastructure and public realm to support phased growth 
3. Full range of tools for new affordable housing production 
4. Targeted small business support. 

 
Planners involved with the effort took a programmatic approach to mitigating displacement by 

developing a comprehensive Business Retention and Attraction strategy. This acknowledges that one 
strategy will not be enough to mitigate transit-oriented displacement and any city will have to deploy a 

55 East Link Extension: Connecting the Eastside with reliable light rail. 
https://www.soundtransit.org/system-expansion/east-link-extension 
56 Growing Transit Communities – East Corridor Implementation Support Project. 
https://www.psrc.org/growing-transit-communities-%E2%80%93-east-corridor-implementation-support-project 
57 Business Retention and Attraction: East Corridor Implementation Support: Phase 2 Report. 
https://www.psrc.org/sites/default/files/final_busines_retention_and_attraction_report_east_corridor_phase_2.pdf 
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toolkit. Specifically, the strategies aim to retain ethnic and culturally diverse food and business services at 
stations like the Overlake Village Station (however, they explicitly state that Microsoft Headquarters is 
near there; because it is an international company, their motives are in creating a consumer community 
that is inviting to those international employees, rather than for the survival of vulnerable businesses for 
its own sake). They did this in Phase 2 of the project via a Small Business Incentive Overlay Zone, which 
required inclusion of smaller increments of commercial space in mixed-use zoning. Central to these 
strategies is creating an approach where resources and goals are specific to smaller areas, as seen in the 
map below from the project’s Business Retention plan.  

 
East Corridor Context Map 

 
East Corridor Implementation Support “Business Retention and Attraction: Analysis and 
Recommendations” (3) 

Applicability 
As with the proposed light rail project along Barbur, the Eastlink Extension is also a transit 

corridor extending from a central city to smaller suburbs. The Overlake Village Station Area focus within 
the larger strategy plan is also closely applicable; it is an area with office retail and food and businesses 
services, including many that culturally diverse. The strategies are oriented at protecting those vulnerable 
businesses, just as Prosper Portland and City of Portland would like to do with our own project.  

Strengths 

Area Context specific. As discussed within the East Corridor Context Map, one of the strengths of 
this programmatic approach is that it takes area context seriously, just as our class’s approach to the 
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corridor’s needs has been to each take an assigned station area and try to best understand the businesses 
and needs specific to that small area.  

Equity focused recommendation 

When creating area-specific task force, Bellevue and Redmond were included,  but Mercer Island 
was excluded (for what reason is unclear). This is an inherent flaw of an otherwise valuable approach. If 
this were to be implemented for the transit project in the Southwest Corridor, Prosper Portland and the 
City of Portland would want to ensure that there are representatives from all stakeholder cities (Portland, 
Tigard, Bridgeport, etc.). Another recommendation would be for station areas to adopt visions for urban 
centers. In 2015 Bellevue conducted an area plan of the East Main Station area that was approved by the 
Bellevue City Council. If the other station areas were to provide guiding principles for implementation 
strategies early during the project, this could enhance the economic health of already vulnerable local 
businesses.  

7 - Conclusion and Recommendations 
Most of our interview respondents noted that their business was currently in good health and that 

they didn't have needs from the city. However that does not mean there are not obstacles with running a 
business in the area. Four of six businesses referenced employees being hard to find. Several businesses 
indicated their employees commute from nearby or far-flung suburbs. One business pointed to Hillsdale’s 
housing unaffordability as a problem. Three of the businesses referenced that there was one landlord (the 
Braidwood/Wardin family) who owns most of the property in the area and one was concerned what any 
changes to that arrangement would mean for local, long-term stability.  While a neighborhood association 
does exist, Hillsdale businesses accessed a variety of formal and informal networks and did not express a 
need for additional or new formalized networks. Perhaps it is easy to feel this way as a business owner 
when business is good.  

As for light rail, four out of six businesses supported light rail on Barbur. Braidwood/Wardin 
family representative opposed LRT tunnel under Hillsdale, years ago, to avoid construction disruption. 
During our interviews, we observed concerns that Hillsdale would become more of a park and ride than 
businesses already perceived it to be. There were also concerns that Hillsdale would be bypassed or not 
visited due to the convenience of other neighborhoods on the LRT. Other transportation concerns focused 
on lack of adequate parking. Businesses mostly assumed customers would drive and require parking. Two 
of six businesses mentioned lack of sidewalks as an issue, too.  
 
Practical Recommendations 
Respond to businesses’ LRT concerns:  

● Articulate to businesses how Hillsdale will be connected to LRT, and educate them about impacts 
from the project. 

● Consider pushing for sidewalk improvements or other initiatives to support the Hillsdale-LRT 
connection and allow employees and customers to access both LRT from Hillsdale and Hillsdale 
from LRT. 

● Articulate to businesses how Hillsdale can avoid becoming a park-and-ride.  

 

https://pamplinmedia.com/scc/103-news/262060-133018-community-eyes-sw-corridor-tunnel-options
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Establish contact with Braidwood family  

● The Braidwood family is beloved by the Hillsdale business community. Keep abreast of any 
changes in the management or goals of the family’s company, Wardin Properties.  

● Braidwood family may be willing to help with efforts to connect Hillsdale to LRT.  
 
Better understand displacement risk in the SW Area by developing and applying a tool as in 
Denver/Austin  

● The businesses we spoke to reported that they were doing well, however this is a small sample 
and we may be missing some risk that could be identified with additional analysis. 

 
Consider outreach and equity-focused empowerment strategies 

● Most of our case studies show that one of the strongest tools to prevent displacement is to build 
capacity for communities to advocate for what they need. 

● This can be particularly help when the organizations are focused towards culturally specific 
businesses. 

● While the businesses we interviewed mostly said they did not need resources from the city, this 
may change when the reality of transit-oriented changes to the business climate take place. 
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Appendix 

Observation Photos 

Interview Questions Template 
Hello. We are XX and XX (names). Can we talk to the business and/or property owner? 
 
We are students from Portland State University Masters of Urban and Regional Planning 
program and are trying to understand business owner’s perspectives on the proposed Southwest 
Light Rail project and the City’s planning for the West Portland Town Center at the Crossroads. 
(Give card/paper with information about interviews and contact information).  We are working 
with the City of Portland and Prosper Portland. 
 
If there is a language interpretation need- note it now, get their name/contact info/business 
information and promise to follow up with an interpreter. 
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Do you have a few minutes to talk about the future of your business? We are talking to both 
business and commercial property owners to understand your perspectives on (1) running a 
business in the area currently, (2) understanding the potential impacts to businesses as a result of 
the SW Corridor Light Rail investment, and (3) identify opportunities where Prosper Portland, 
the City of Portland, TriMet, and others might focus investments to help businesses like yours 
stay and thrive. 
 
We have some questions. It will take about XX minutes (be flexible and responsive to the 
willingness of interviewee- shorten interview to key questions if they are impatient, or do a full 
interview if they have the willingness). There are four categories (XX) You participate in some 
or all of the questions. If you don’t want to answer something, we can skip it.  
 
We will share highlights from these interviews with folks at City of Portland/Bureau of Planning 
& Sustainability, Prosper Portland & Trimet, to inform their community engagement.  These will 
be public and we can make sure to send them to you. 
 
You can choose for this interview to be confidential. You can tell me at the end. 
 
My partner XX will be taking notes as we go. (If you feel it is appropriate, you can ask for their 
permission to record the interview.) 
 
The questions are organized in XX categories.  
 
Husband/wife owned, really invested in the community.  What does that look like?  All jewelry 
sourced locally 
 
Tell us about you/your business (try to keep this brief) 
 

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? 

a. Do you own the property? 
i. Yes- how long? Reflect on your loan costs. 

ii. No- Tell us about property owner, lease  
1. Who is the property owner? (big company v individual, local or 

not, etc) 
2. Length of lease 
3. Cost per sq foot - does the rent seem affordable to you? 
4. Relationship with landlord 
5. Vulnerability/status 

6. How many employees are there? 
a. Full-time and part-time 
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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 
a. Where they come from (neighborhood) 
b. Who- e.g. cultural identities, languages 
c. How they get here 

8. Assess your overall business health (+/-), explain. 
a. What resources might help you improve your business/expand/stay on the 

corridor/survive and thrive in a new light rail area? 
9. What are your business’s transportation considerations? 

a. Freight and delivery 
b. Customer- car, parking, walking, transit, bicycle, other 

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 the area? 
4. Are you interested in having positive relationships with other businesses in the area? 

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? 
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? 

a. Is displacement a concern? 
5. If you are the landlord- reflect on your Willingness to Sell, Relocate, Redevelop. 

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? 
Thank you so much for your time! Reiterate goals, how they can get in touch, etc. 

 


