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Foreward Thinking
Life In the Big City
It's Tuesday, 8:02 am and you're on your way to work.
Rushed 8!5 usual, you head out the front door, set your coffee down and move the bike
from the driveway (you've told them time and time again) and get Into your car. Pulling
out to your street, you tell yourselfyou've got to mow the lawn, if it'll ever dry out
enough. You eee traffic is moving slow on the main street so you cut down a side street
to save some time. You work your way into the flow and head for the on-ramp. You pass
by a strip mall which reminds you you've got to get to the mall this weekend to pick up a
birthday present for your sister-in~law.
You make it to the freeway and fall In line to wait for your green light. youtre finally
catapulted in to a sea of bumpers and exhaust. As you inch forward, you have time to
reflect on the other errands you have to do this weekend like pick up the cleaning, run out
to the food warehouse to get the large size of laundry detergent, drive your child to a
baseball game and you notice the windshield Wipers squeak on the intermittent setting,
(of course it's drizzling) 50 youtfl go by that new auto store to pick up new blades.
The coffee's gone; one cup is not enough for the drive so maybe you !5hould pick up one
of those coffee pots for the car as weIf. The woman in the car next:; to you is putting on
mascara. There's new graffiti on the wall at the freeway exit. The words don't make
sense. but you don't think its gang~related.
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Foreward Thinking
You circle your regular parking lot like those buzzsrd6 from an old western, hoping for a
place clo~e to the elevator so you don't have to walk as far. It'e only 8:26 am -you've
made good time this morning.
Tueeday, 4:52 pm and you're thinking about what to fix for dinner. You forgot to pull
something out of the freezer eo you'll have to stop at the store on the way home. You
repeat the drive in reveree, except tonight there's a long line to get out of the parking
garage. At least it's etopped raining. After another ride in the "bumper" care, you finally
get off the freeway and circle the grocery store lot for any open space. With the Jot full,
you realize there'll be a long fine at the check out stand. Maybe the family wi11 agree to go
out for dinner, but you remember you have to get your daughter back to school for play
practice tonight. Only a year and ehe'll get; her driver'e licenee snd then she can drive
hereelf.
You arrive home at 6:09 pm. You realize you have only 40 minutes to fix and eat dinner
before you head out again. You decide to leave the dishee until later.

That's life. But for a moment, experience imaginatively a
different lifestyle.
You still live in a single family neighborhood but your house is on a slightly smaller lot. A
hedge of roses separates you from your neighbor. They just completed a remodel project
where they added a granny flat. Maybe you could do that and move your teenager out
there.
It's Tuesday. 8:02 am and youtre on your way to work. Picture yourself walking out your
front door towards the main street. The irises planted in the patch between the street
and the sidewalk are in full bloom. On the corner, you notice the people who live directly
above your dry cleaners have planted wisteria that hangs over their balcony. You drop
the shirts off, because itts Tuesday.
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Foreward ThInking
Within a minute, you're back out on the street greeted by the smell of the gourmet
coffee. Coffee of the Day to go in hand, you hit the street Just In time to see the bus pull
away. No matter, the next one will be along in eight minutes. You sit down outside under
the awning because it's drizzling (once again - it's Portlal1d) and digest the front page of
the paper before the bus comes. You get through the sports section on your way to work
and are dropped off about a half a block away.
Tuesday, 4:52 pm and your stomach is growling. You catch the 5:03 bus and in fifteen
minutes you're back in your neighborhood. You get off a stop early so you can stop by the
corner market to pick up the milk and maybe that new flavor of Ben and Jerry's. It's not
raining and you'd like to get out in the yard tonight and your daughter has play practice
so you decide to pick up some fresh pasta and bread at Joe's deli. Joe's always got the
latest news but he's not there tonight. You find out from Linda behind the meat counter
that Joe's daughter has made him a new grandpa. In the shop next door, you see John
Grisham has a new book out but you decide to wait for the paperback. You pass by the
day care where one toddler has her nose right up against the glass. The shirts are ready.
and as you turn on to your street, you hear a heated game of hoop in the neighbor's
driveway.
It's 5:47 pm and if you hurry and get dinner ready, your daughter can do the dishes
before she catches the bus for play practice.
There really isn't that much difference between the two scenarios. The amount of travel
time is about the same, the cost associated with daily living remain constant. The basic
difference is whether we focus our liVing place around us or our machines.
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The Times, -rhey are at Changing.
"If we learn the art of
yielding what must "e
yeilded to the changing

present, we can save the
best of the past. II
- Dean

Vl

Acheson, 1937

Prior to 1940, moet of the City of Portland wae focu5ed
around tran5it. Trolley care connected nelghborhoode and
the emerging downtown. Need6 for daily living were met
within the community, through the corner grocery 6tore or
shoe repair. People knew their neighbore.
By the 1950'6, the automobile was commonplace and our
growth reflected it. Re5idential housing spread out, farm
to market roads grew into our main arterial6 and nothing
wae built without a parking epace.
A6 a result of this type of growth, a group of forward
thinkere in the 1970's created the Urban Growth Boundary. The state began requiring that urban areas establish
growth boundaries to prevent productive farm and forest
land from being consumed by what then Governor McCall
called the "ravenous rampage of suburbia." Growth was
encouraged inside the 362 square miles surrounding
Portland.
Even with it6 good Intent, the UGB ha5 not changed
growth patterns In the Portland region. Jobs, housing and
shopping have moved farther and farther apart from each
other, making it difficult, if not imposeible at times, to get
from one place to another without a car. It Is easy to
understand why, with only four percent population growth
over the last ten years-auto use is up 43 percent according the US Census Bureau.
Our auto-dominant society strongly influences the
design and character of our community: more roads connecting separate pockets of development and parking
spaces for cars at each de5tination. Sidewalks are not
constructed as much for comfortable walking as they are
for etreet erosion control. And bicycllets will tell you
motorists aren't very good about sharing the road. As
we've spread out. we make it difficult and costly to eerve
the region with mass transit.
At the heart of It all, we have to get around. Yet. the
idea of spending a lot of time stuck behind the wheel in
traffic Is one of the top issues on people's minds. In a
recent values and beliefs eurvey. residents of the Portland
metro region ranked traffic conge6tion as one of their
greatest fears. Itts apparent mobility has always and will
continue to playa primary role in our land use and development decisions.

GrOWing Better

Forewara Thinking

The Growth Challenge
Density or sprawl? To most Portland area re6ident5,
neither alternative sounds attractive. Yet. the re~ion 16
facing one of it5 most challenging times as it experiences
growing pains. As planners and public service providers
prepare for the influx of new residents, an estimated
500.00 over the next twenty years, citizens are faced with
tough environmental and quality of life choices directly
related to density versus sprawl.
Cities respond much like living organisms. If growth only
occurs in suburbs. as has happened in many North American metropolitan centers, the city declines. If unplanned
growth occurs within the city, it can cause severe mobility
problems t;1S we t;1re seeing in place5 like Seattle. On the
other hand, planned growth can prOVide revitalization
opportunities that enhance the city's livability. In either
case, growth or no-growth, the city keeps changing.
Most of us live in Portland by choice. As more people
elsewhere find their own city becoming uninhabitable,
Portland still offers a desirable sett;n~ to work. play and
raise a family. The natural beauty. the home-town feel, the
comfortable social pace, easy access to recreation and
work and affordable housing will continue to attract new
residents who are in search of the good life.
As the region gradually grows over the next couple of
decades. we are facing another choice. Do we grow up or do
we grow out? Recognizing a decision needs to be made will
allow us to make the choice rather than the choice being
made for U6. And, not to decide Is to decide. The lack of a
decision will contin ue exl6tln~ development pattern6.

"Letts make no mistake
about thIs: the Ameri..
can dream starts with
the neighborhoods. If we
wish to rebut/d our
cities, we must first
rebuild our neighborhoods. And, to do that,

The Crossroads

"If we are wIlling to face

Like it or not, the region's urban form will be going
through dramatic changes. Portland can consciously plan
and direct future urban form within the city. Oregonians
are at a crossroads. Several laws and mandates restricting auto use, protecting the airshed and reducing impervious surfaces are looming on the horizon demanding implementation in the next few years. Failure to respond will
seriously hamper our economic growth and Viability. limit
our federal resources and clearly compromise our quality of
life. Portland will no longer be an attractive pface to live for
new residents, but most importantly, for ourselves.

it, all of the ugly s/gl16
are there to see. It
seems that we have lost
hold of our communities.
It 6eem6 as though our
country 16 pulling apart

Growing Better

we

must understand

that the quality of life i5

more important than
the standard of JiVing.
r0 sit on the front 6teP6
- whether ;t'6 a veranda
in a small town or a
concrete stoop in a big
city - and talk to our
l1eighl1or6 is infinitely
more important than to
huddle on the living room
lounger and watch a

make..believe world in
not"'luite living color."
... Harvey Milk 1971

Into separate peoples
who do not know one

another.
.. Edward M. Kennedy
1972
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Many thin~e Influence the community, not the least of
which is land use and design. It is the character that
people are looking for, that provides that sense of community. Design and pUblic Infrastructure creates or eliminates
the opportunity to commune with each other and to move
in ways that do not keep us Isolated from each other and
the necessities of life.
Our next choice will determine whether we push out the
boundaries of the UGB to accommodate the projected
growth or use/reuse differently the land we have set aside
for urban development. As these decisions are being made
on a regional level. Portland can and is preparing to preserve its livability, mobility and vitality through a new
effort, the Livable City Project

Livable City
"Forget the da m ned
motorcar
and build the cities for
lovers and frisnd6"
.. Lewig Mumford
My Work and Days
1979

Over the last twenty years. most of the growth within
the city of Portland has been as a result of annexation. In
fact. there was a decline in population as the suburbs
attracted both existing residents and new development.
The tri-county area grew by 33 percent but the City's
urban services area decreased by 3.4 percent. During the
same time. housing units grew by 55 percent Indicating a
drop in the average household size. An even more forebodin~ statistic is the number of passenger automobiles
increased by 76 percent.
To prevent the continuation of these trends and urban
sprawl. the City of Portland is developing a strategy to
attract a portion of the expected growth to locate within
the city. By 51ightly increasing the density within existing
neighborhoods and, at the same time, prOVide alternatives
to auto use, these trends can be reven;ed.
In tandem with the regional decisions being made about
growth patterns, transit development and land use. the
City of Portland Is advancing the Livable City ProJect. After
public participation and discussion. four ~rowth principles
have emerged a6 viable ways to revitalize ana intensify
Portlandts nei~hborhoods while still maintaining. even
enhancing, livability.

Central City
The Central City contain6 the largest concentration of
jobs in the entire state. Itls only logical to prOVide housing
and supportive services near those jobs. A6 in many other
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cities, people are redi5covering the advanta~e6 of living In
or close to the downtown area. Efforts are being made by
the City through 6everal different strategies to preserve
existing housing 8S well as encourage new housln~ construction in the Central City. Proposals for the River
District. North Macadam and Lloyd District properties
could add 12,500 new housing units in Just those three
areas. These along with other initiatives must ensure the
living environment is safe and attractive and supports
daily living reqUirements.

Transit Stations
Encouraging higher density transit-oriented land uses
around existing and future light rail stations has great
public benefit. In addition to aS5uring greater transit use,
which will replay public investment in the transit system.
centralizing housing,jobs and services around transit
stations minimizes the impact on adjacent neighborhoods.
Development that prOVides transportation options with
new pedestrian walkways. bicycle convenience and easy
access to transit will reduce auto traffic and provide a
focal point for the community.

Main Streets
Major transportation corridors have similar potential to
transit stations. Mixed-use development encourages
higher bus ridership resulting in more frequent transit
service. This principle emphasizes continuous stretches of
medium rise, human ·scale buildings prOViding housing with
commercial development oriented toward the street.
Development would mirror the character of adjacent single~
family neighborhoods. Depending on the scale of the
project, Main Street development may combine a number of
strategies to create the community including street
furniture. art, pocket parks, landscaping, shared parking
lots, street trees, awnings. curb extensions and public
telephones. A strong emphasis on pedestrian movement
will enhance transit use along these main streets.

Neighborhood Infill
Abandoned buildings, vacant lots. unused garages all
provide opportunities to turn what can be an eyesore for a
neighborhood into an opportunity for the community.
Carefully designed infill can be used to improve vitality in

Growing Better
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commercial areaa, realdential neighborhooda and Industrial
areas.
These growth principles grew out of six growth concepts
that launched the Livable City Project. Over the last
eighteen months, much research and community involvement have refined the growth ideas into the principles
mentioned above.

The Citizens Speak
"True belonging 16 born
of relation6hip6 not only
to one another but to a
place of shared respon6ibifity and benefit6. We
love not 60 much what
we have acquired as
what we have made and
whom we have made it
with."
- Robert Finch
""Scratching"
Primal Place
1983

x

"It's Your Community. It's Your Choice." Citizens played
an Instrumental role in defining how Portland will grow
through many innovative outreach efforts. Citizen participation in dealing with growth management exceeded
project goals and surprised and delighted those working on
the project.
Portland realdents were first introduced to the Livable
City Project at the Second Annual Regional Rail Summit in
February, 1992. Attendees heard how light rail is a planning
tool for land uae development. The growth concepts were
transformed by citizen participants into architectural
charrettes. maps identifying opportunity sites for increased density and pages of analysis on how these concepts could be implemented. A citizen group was developed
to compile the data.
Citizens continued to participate throughout the following year through classes at Portland 5tate University;
organizing neighborhood walks to continue the discussion
of the growth concepts by applying them in a visual way in
their own community; pre6entatiot1s to various organization6 and associatiot16; a newsletter to interested citizens; and displaY6 at conferences and public events.
The primary public outreach wa6 the Vi6ual Preference
5 urvey TW that was presented at 34 locations throughout
the Portland metropolitan area during January and February 1993. Over 3,000 adults and 1,500 5tudents participated. 59 percent were residents of the City of Portland.
The Visual Preference Survey TM, a planning tool development
by A. Nele5sen A5sociates. prOVided valuable information
regarding the acceptable forms of development. Participants viewed 240 slides of development in three categories
(transit stations. main streets and re6idential neighborhoods) and were asked to give their "gut reaction·· to the
image.
The results were presented in March 1993. at the Third
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Annual Regional Rail Summit. Surpri5ingly, there wa5
remarkable con5enSUE; throughout the region. The result5
5howed a strong preference for pedestrian-oriented mixedU5e at transit 5tation5 and along main 5treet5. In residential neighborhoods. there was a strong preference for
narrow street5 with 5mall bungalow5 and. pede5trianoriented neighborhood commercial development.
In conjunction with the Implementation of the Visual
Preference Survey TW, Partners for a Livable Community, a
government-based outreach group intere5ted in transportation. air quality and land-u5e i55ues, launched a public
awareness campaign designed to generate intere5t in and
awareness of growth management issues. The campaign
encouraged interested citizens to get involved. The campaign generated over 4.000 phone calls and a high level of
participation in the Vi5ual Preference Survey T",
Citizen involvement is and will remain an e5sential element in the success of the Livable City project throughout
im plementation.

The Next Seven Generations
There is a belief among Native Americans that what we
do on this earth must be not for our5elves but for the next
seven generations to follow us. That is our responsibility.
It is the livability we enjoy that must be passed on to
future generations. Our children and their children will want
to walk through Forest Park. live in a 5afe and friendly
neighborhood. spend quality time with their family instead
of behind the wheel. work in the city they grew up in and
where their friends and family live. breathe clean air. and
enjoy the green natural environment that defines Portland.
Each and every one of us hord5 a piece of this responsibility. The Livable City Project is only a tool to guide our
actions. It 15 a tool that will remind UE; that we each make
choices on how we want to live and grow. It will prOVide
guidance as we make tran5portation choices and investments. It's success is directly dependent on our individual
commitment to a livable city.

Growing Better

"I look forwara to an
America which wIll not be
afraid of grace and
beauty. which will pro·
teet the beauty of our
natural environment.
which will preserve the
great old American
hou6e6 and 6'1uares and
parks of our national
past and which will build
handsome and balanced
cities for our future. If
• John F. Kennedy,

1963
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Introduction

"Manage regional growth to provide effective public services at the lowest responsible
cost, to improve environmental quality, and
to enhance the quality of life. "
HDiscount air faress a car
in every parking space and
the interstate highway
system have made every
place accessible•••and
every place alike. •
- Ronald Steele
Life In the Last Fifty Years
1983

Growing Better

The Livable City Project addresses many of the
objectives of the Portland Future Focus goal. The
mission statement for the Project is, "To preserve
Portland's livability while accommodating the City's
share of the expected growth in the region."

Growth
According to Metro projections, the Portland metropolitan region will grow by a half million people over
the next 20 years. A continuation of the present
development trends in the region will result in loss of
more farmland, natural areas and other open space,
increased traffic and congestion, additional air and
water pollution, and an overall decrease in the quality
of life. It was concern over issues such as these that
caused the community leaders who participated in
Portland Future Focus to recommend that the City of
Portland attempt to accommodate a larger share of
the projected growth in the region than will likely
result from a continuation of present trends. If the
city is to accommodate additional growth while
1

Introduction
maintaining, or even improving Portland's livability,
new approaches and new options will have to be
found for future development in the city.
The recent Oregon Values and Beliefs Survey conducted by the Oregon Business Council found that
many of the greatest fears of Oregonians are growth
related. But, while people fear growth, they also
believe that it is inevitable. The Livable City Project
was created to explore the options of how growth
might best be accommodated.

Region 2040
While the Livable City Project is exploring future
growth options in the city, Metro is concurrently
considering future region-wide growth options under
the Region 2040 planning process. The City of Portland and other local jurisdictions are partners in this
process. At this time, Region 2040 has identified three
alternative development concepts for further evaluation. These concepts are:
...extendlng the UGS

...intiJl and redevelopment
within the UGS

...some expansion of the
UGB, some Intilt and the
creation or expansion of
self-contained communi..
ties outside the UGH

A. Accommodating future growth primarily by
expanding the Urban Growth Boundary. Under
this alternative, most future growth would take
place on the fringes of the presently urbanized
area, and in areas which currently are rural.
B. Accommodating future growth by infill and redevelopment of the area currently within the Urban
Growth Boundary. Under this growth concept,
there would be no expansion of the Urban Growth
Boundary and new development would be encouraged to locate in higher density corridors and
locations well-served by public transit.
C. The third development concept would accommodate additional growth by a combination of factors, including some expansion of the Urban
Growth Boundary, some infill and the creation or
expansion of seU-contained communities beyond
the boundary.
Which of these region-wide growth options is eventually selected as the preferred option has major irnpli-

2

GrOWing Better

Introduction
cations for the City of Portland. The option selected
will determine the future location of the regional
Urban Growth Boundary and future regional transportation facilities. This, in tum, will influence numerous public and private investment decisions.

Consequences of Continued Sprawl
The Livable City Project and Metro1s Region 2040
plan are intended to address many of the problems
created by the auto-dominant, spread-out type of
development patterns the country has experienced
since the end of World War II. The environmental
impacts produced by this sprawling development
pattern, and the public costs involved, require us to
consider viable alternatives.
A continuation of present trends means more and
more roads and asphalt, more air and water pollution
and less farmland, green spaces and natural areas.
These trends threaten some of the things the region's
citizens value most highly, such as the livability of the
region, its overall scenic beauty, and ease of access to
natural areas.
Growth, if poorly managed, can affect the public's
sense of community, and has other consequences for
the individual. For example, increased traffic congestion does not just add to air pollution, it also takes up
increasing amounts of time, leaving less time for
individual pursuits. As days become more stressed,
with jobs, home, school, services, and recreation
becoming more spread out and disconnected, people
lose touch with their neighbors. A sense of community and belonging is diminished. Safety concerns
grow as people lose their feeling of connectedness
and stewardship.

A continuation of present
trends means more and
more roads and asphalt,
more air and water pol/utlon and less farmland,
green spaces and natural
areas.

Growing Up, Growing Better
The Livable City Project is exploring ways to
counter these trends by using growth as a beneficial
tool. Growth can lead to more committed neighbors,
more jobs, more services, a richer cultural life, and a
vital community, if it is properly integrated into the
existing community.
We have one of the best examples of that fact anywhere in the world, right in Portland's downtown.

Growing Better
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Twenty-five years ago the city's bus company was
going bankrupt. Buildings were being torn down left
and right for parking lots. The air was choked with
illegal levels of carbon monoxide 120 days a year.
Business were fleeing the downtown. At the end of
each workday, downtown was a dirty, deserted, and
dangerous place.
Today, through careful planning, and public and
private investment, we've added 30,000 jobs and
thousands of housing units to downtown, cleaned up
the air, and created one of the most exciting and
livable city centers in America. Downtown-and
Portland's Downtown Plan-are proof that growth
can be more than a "necessary evil to be grudgingly
accommodated. Well-planned growth can make up
the building blocks of a stronger, healthier and more
livable community.
ll

Related Programs and Projects
There are many existing public and private programs which deal with one or more growth-related
issues. The Livable City Project attempts to complement rather than duplicate these other programs and
projects. One such program, the work required by the
State Transportation Rule, is so closely related to the
objectives of the Livable City Project that it has been
fully integrated into the overall project.
The project also seeks to define alternative options
for growth that will help implement the federal and
state Clean Air Acts, and the Oregon Department of
Energy's Emission Reduction Program. Other related
programs include the Oregon benchmarks (set measures for various quality of life indicators, adopted by
the state), and Tn-Met's Strategic Plan.
At the City level, the Livable City Project coordinates with related City programs such as Community
Policing, transportation programs (including Regional
Rail and Reclaiming Our Streets), and parks and fire
programs. Portland Future Focus provides a unifying
framework for these projects. The Livable City
Project is also coordinated with related City-sponsored environmental programs, such as the NPDES
(National Pollution Discharge Elimination System)
storm water compliance program, and the federallymandated Combined Sewer Overflow (eSO) project.
4
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The Report
This report to the Planning Commission documents
public outreach undertaken and information gathered
in the first phase of the Livable City Project. It also
makes recommendations for the work program in
Phase II.
A detailed analysis of present trends and their
implications are contained in the first two chapters of
this report.
Phase I of the project began with the creation of a set
of possible growth concepts as a basis for beginning
discussions and research on the best options for
accommodating growth while maintaining or even
enhancing livability in Portland's neighborhoods.
These original growth concepts are explained in the
third chapter, Original Growth Concepts.
One approach to involving the public and testing
the growth concepts has been through pilot projects
in three different areas of the city. The pilot projects
are detailed in the next chapter.
The growth concepts were first presented for public
review at the second annual Regional Rail Summit in
February of 1992. Since that time, public outreach
and discussion has been one of the main efforts of the
project. Other outreach and citizen involvement
actions, including the Regional Visual Preference
SurveyTM, are discussed in the chapter, Public Involvement: VPS and Other Strategies.
Other research has addressed market trends and
financial feasibility. These efforts are covered in the
chapter, Housing and Mixed-Use Feasibility. The
following chapter discusses the State Transportation
Planning Rule in relation to the Livable City Project.
The last two chapters incorporate the results of the
analysis to-date with public response. The chapter,
Proposed Growth Principles, outlines the evolution of
the original growth concepts into more focused
growth principles and strategies. The final chapter
presents recommendation for implementation strategies to be undertaken in Phase II of the project.
TN
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Present Trends

"Trends, like horsesJ are
easier to ride in the direction they are already
going. •

•

The Tri-county area added some 293,600 people
for an increase of 33 percent. The population of
the City s urban services area on the other hand,
decreased by some 17,000 people, for a decrease
of 3.4 percent.

•

Over the 20 years, the number of housing units in
the Tri-county area increased by 173,500 for an
increase of 55 percent. The number of housing
units in the City s urban services area increased
by 27,900 for an increase of 12.5 percent. The
reason why the number of housing units is increasing at a faster rate than the population is
because of a decrease in the average household
size.

•

While the population in the Tri-county area
increased 33 percent and the number of housing
units by 55 percent, the number of passenger
automobiles increased by 76 percent.

• John Naisbitt
Megatrends
1984

People are concerned about growth in both the city
and throughout the region. In the city, however,
growth has not been so much as an increase in population but an increase in the number of housing units
and traffic, particularly the latter. The remainder of
this section details the trends between 1970 and 1990
Growing Better
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in-population, housing, building permits, employment and vehicle ownership. It concludes with a
segment on the current vacant land supply in the city
and its capacity to accommodate additional growth.

Population

While the population of
the city as a whole has
grown because of annexation, very few parts of the
city actually saw an
increase In population
between 1970 and 1990~
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•

In 1970 the population of the City of Portland was
382,600 which increased to 437.,300 by 1990. The
addition of some 54,700 people represented an
increase of some 14 percent.

•

All this increase took place during the 1980s;
during the 1970s the city actually lost some 16,200
people. Between 1980 and 1990, the population
increased by some 70,900 people.

•

The dramatic tum-around and reversal of the
trend between 1970 and 1980 was brought about
almost solely by annexation. Between April 1,
1980 and July 1, 1990, the City of Portland annexed over 66,000 people (Figure 1).

•

While the population of the city as a whole has
grown because of annexation, very few parts of
the city actually saw an increase in population
between 1970 and 1990.

•

Figure 2 shows an area approximately equivalent
to the City's urban services area, divided into 12
subareas. Nine of these subareas had a smaller
population in 1990 than they had in 1970. Combined they contained 16,848 people less in 1990
than they had in 1970. Only two areas-the
Southwest Corridor and Outer Southeast-actually experienced any significant population
growth.

•

The big decrease in population, over 25,000
people, took place in the 1970s. Since 1980 only
the North Peninsula, Albina and Central Northeast subareas have continued to lose population;
the remaining subareas have begun to show some
increase.

Growing Better
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Legend
•

1970 City Boundary

m

1980 City Boundary

~

1990 City Boundary

Scale
1 Mile
Bureau of Planning
City of Portland

•

While the population in the City's urban services
area dropped by almost 17,000 people between
1970 and 1990, the population of the Tri-county
area grew by some 293,000 people. Clark County,
Washington grew by an additional 110,000 people
in the same time period. The population in most
parts of the city has been decreasing at a time
when a substantial increase has been taking place
in the overall regional population.

Growing Better
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1970, 1980, 1990
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III

1990 City Boundary

- - - Subarea Boundaries

1.
2.
3.
4.
S.
6.
7.
8.
9.
10.
11.
12.

Scale

1 Mile
Bureau of Planning
City of Portland

Figure 2
Subareas
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Columbia Corridor
North Peninsula
Albina

Central Northeast
Outer Northeast
Outer Southeast
Inner Eastside-North
Inner Eastside-South
Southwest Corridor
S.W. HIIIs/Westside Corridor
Northwest Corridor
Greater Central City

Housing
•

The number of housing units is increasing at a
faster rate than the population, due to a drop in
the average household size. In 1970, the average
household size in the Tri-county area was 3.0
people, but by 1990 it had dropped to 2.6 people.
In the City of Portland, it went from 2.6 in 1970 to
2.3 in 1990.

Growing Better
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•

As a result of the decrease in household size,
while the population of the Tri-county area increased by 33 percent between 1970 and 1990, the
number of housing units grew by 55 percent. At
the same time, the City of Portland population
increased by 14 percent and housing units by 30
percent.

•

While the population in the City's urban services
area in 1990 was nearly 17,000 less than in 1970,
the number of housing units increased by almost
28,000.

•

The number of housing units increased in almost
every part of the city and the City's urban services area. The only two areas which, according
to the U.S. Census, had less housing units in 1990
than they had in 1970 were the Northwest Corridor and the Albina area.

•

The Northwest Corridor, which had 2,280 less
people in 1990 than in 1970, had 213 less housing
units. The Albina area, which had 10,036 less
people in 1990 than in 1970, had almost the same
amount of housing as in 1970.

•

The areas which had the largest increase in housing units were the Southwest Corridor (7,055),
Ouler Northeast (6,069), and Outer Southeast
(4,956). The Eastside area south of the Banfield
Freeway, from the Willamette River on the west
to 82nd Avenue on the east, showed an increase
of 5,200 housing units.

•

During the past 20 years, major changes have also
been taking place in the type of households in the
region and the city, and this has implications for
the kinds of housing units in demand.

•

In 1970,67 percent of all households in the city
were classified as family households while 33
percent were nonfamily households. In the
region as a whole, the respective figures were 76
percent and 24 percent.

GrOWing Better
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•

By 1990 family households had dropped to 55
percent in the city, while nonfamily households
increased to 45 percent. In the Tri-county area,

family households had dropped to 65 percent and
nonfamily households had increased to 35 percent.

In 1990, 35 percent of all
households in the city
consisted ofa single
Individual living alone.

•

Both single-person households and single-parent
family households are much more common in the
city than they are in the rest of the region.

•

In 1990,35 percent of all households in the city
consisted of a single individual living alone.
With nearly 65,400 such households in 1990, the
city accounted for 52 percent of all the single
person households in the region. Also in 1990 the
city accounted for 44 percent of all one-parent
family households in the region.

Bu.ilding Permits

12

•

According to the U.S. Census there were 46,477
more housing units in the City of Portland in 1990
than there had been in 1970.

•

According to building permit data over the 20year period, the city experienced a net increase of
over 19,900 housing units. The large discrepancy
between these two figures is d ue primarily to
annexation and partly to the creation of new
housing units without building permit approvals.

•

During the economic boom of the 1970s, building
permits were issued for some 18,800 new housing
units in the City of Portland. In the recessionplagued 19805, building permits were issued for
less than half that number, for some 8,900 new
units.

•

The above figures represent new construction.
When units demolished or converted are also
taken into consideration, the net increase in
housing is somewhat less. There was a net increase in the number of dwelling units in the city
of sonle 13,900 units between 1970 and 1980 and
Growing Better
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some 6,000 units between 1980 and 1990.
• In the peak years of 1971, 1972 and 1978, building
permits were issued for 3,200,2,900 and 2,800 new
residential units. But, in the height of the recession (between 1981 and 1985), permits averaged
less than 650 units per year.
• In the 1970s, the building permits issued for multifamily housing units in the City of Portland were
more than double the number of permits approved for single-family units (almost 12,700
multifamily units to 6,100 single-family units).
• In the 19805, however, 58 percent (5,100) of the
units approved for construction were for singlefamily homes, while 42 percent (3,800) were for
multifamily units.
• On a region-wide three-county basis, according to
Metro data, 51 percent of all residential units
approved from January I, 1984 to January I, 1991
were for Single-family units and just under 49
percent were for multiple-family units.
• In the same time period, 1984 through 1990, the
City of Portland accounted for 23 percent of all
new housing units authorized by building permits
in the three counties.
• The city accounted for 33 percent of the threecounty population in 1980 and 37 percent in 1990,
so its share of the building permits for new residential construction is substantially below its
share of the population.

The city's share of the
building permits for new
residential construction is
SUbstantially below Its
share of the population.

Employment
•

In 1970, out of a Tri-county total of 331,500 jobs,
some 208,000 (or 63 percent) were located within
the City of Portland.

•

According to Metro estimates, in 1990 the number
of people working in the Tri-county area had
increased to 626/000 of which 367,700 (58 percent)

Growing Better
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worked in the city.
•

There has been a substantial increase in the number
ofpeople commuting to
work In the city.

The city has been much more successful at retaining its share of the regional employment than it
has been at retaining its share of the population.
Over the 20-year period, 1970 to 1990, the number
of jobs increased by 159,700 while the population
within the City's urban services area actually
decreased by 17,000 people. As a result, there has
been a substantial increase in the number of
people commuting to work in the city, despite the
substantial increase which has also taken place in
suburban employment.

Motor Vehicles
By 1990, the number of

•

In 1970 there were a total of 625,000 motor vehicles registered in the Tri-county area, of which
509,000 were private automobiles. By 1990, the
number of total vehicles had increased by 70
percent (to 1,067,000) while private autos increased by 76 percent (to 897,000).

•

In the 20-year period, the number of private autos
increased by 24 percent in Multnomah County;
by 166 percent in Clackamas County; and by 178
percent in Washington County. In 1970,
Multnomah County accounted for 65 percent of
the private automobiles in the Tri-county area. In
1990 it accounted for 46 percent.

•

The growth in the number of vehicles has been
accompanied by growth in the number of vehicle
miles traveled.

•

Between 1980 and 1990 in the Tri-county area the
number of vehicle miles travelled has increased at
four times the rate of population growth.

•

Forty percent of downtown workers now use
transit to get to and from work. On a city-wide
bases eleven percent of all workers use transit,
but on a region-wide basis only 5.2 percent of the
work force uses transit to get to and from work.
Most people drive alone to work.

total vehicles had increased by 70 percent
while private autos Increased by 76 percent.
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Vacant Land Supply
•

According to the data currently in Metro's Regional Land Information System (RLIS), within
the 12 subareas shown on Figure 2, there are
presently 6,520 acres of vacant residentially zoned
land; 490 acres of vacant commercial land; and
4,940 acres of vacant industrial land.

•

Assuming an average household size of 2.3 persons per household, the vacant residentially
zoned land could accommodate an additional
population of 103,000 people at presently allowed
development densities. At 70 percent of the
maximum development level, it could house
72,000 more people above the current population
level.

•

These estimates do not include any consideration
of additional population which might be accommodated by:
residential development in nonresidential
zones. All the citys commercial zones, for
example, allow residential units;
redevelopment of existing residential land at
higher than currently allowed densities; and
redevelopment of nonresidential land for
residential uses.

•

There are a number of major problems in any
attempt to maximize the development potential
of currently zoned residential land, at currently
allowed densities. Much of the land is scattered
throughout the city in relatively small parcels
which do not lend themselves to the economies of
scale which can be achieved in developing large
tracts of land in the suburbs. The most extensive
areas of vacant residentially zoned land in the 12
subareas are found in Southwest Portland (Areas
9 and 10), the Northwest Hills (Area 11) and the
Outer-Southeast area (Area 10). Physicallimitations such as slope, geologic hazards and wetlands may limit development in some areas.

•

The density of development in the city is signifi-
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The typical lot size for
single-family residential
development in the city is
5,000 square feet. The
typical/at size in the
suburbs, on the other
hand, is 7,500 square feet.

cantly higher than the average density of development in the suburbs. Apart from the West
Hills, the typical lot size for single-family residential development in the city is 5,000 square feet.
The typical lot size in the suburbs, on the other
hand, is 7,500 square feet. Suburban development is much more land consumptive than development in the city.

Conclusion
It is apparent from the data on population and
housing that it is going to require major changes if the
city is to successfully attract and accommodate a
substantially larger portion of the growth projected
for the region. It will take changes by many interests.
Without such change, the city and the region face the
combined problems of suburban sprawl and innercity stagnation, or even decay as has occurred in other
metropolitan areas.
The fact that neady all real growth has been taking
place in suburban areas, combined with the relatively
low density of much of this development, has major
implications for both the city and the region. These
are discussed in detail in the following section.
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density of rnidential development Is lower; a luger
.cre.ge is needed to accommodate the automobUe
(particularly for parking); commerclal.nd industrial
development Ire scaUered and oftm on luge .creage.
Some of the rauJts of tllis development trftId I,.
rapidly d~leting stock of acreage for denlopment
within the Urban Growth Boundary, and a commen.
surnte pressure ultimately to expand th! UGD, result.
ing in the loss of even more !ann lind and open
space.

Air and Water Resources
11It ,mounf of ",Mel,
mil., frewffd"., (,pn,
Inc""fd '1 four lTmH 1M
population growth rift.
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The environment.llrnpl1cations of oW' prntnt
pattuN of development Include Increaslng.lr.nd
watn poUution. Between 1970 .nd 1990, the amount
of nhicle miles trllvtled per aplta 1ncrNKd.t four
timet the population growth rate. 1l\I1 has resulted
in longer c»mmute timet, more commuter traffic on
neighborhood stlft"" and. longer "peak traffic
period".
tow density sprawl requlres relatively large
amoun" of paved surfacn. "The storm wllter runoff
from lOlId. conta1nsc»ntaminants which work their
way Into lhe water system. Therefore, the mnd of
low dtnlity urban .powl C'Ontributft to Wlter poUu9
tion a. weD I I air poUutlon.

Growing Better

Implications 01 Present Trends

Public Tranal! Ridership
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light raU Une, the public his. vltal .... ke In mlldng
transitu economlcaDy leasiblllJ pot&.ible. Not only
will this help repay the public Investment, It will also
reduce the potentialluto tnfRc.oo raultiJllllr
pollution which will otheTwise occur.
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The average household in
a relatively high-density,
central city location,
drives only half as much
as the average household
in a low-density, outer
suburban location.

peak hour traffic and commuters are drawn to neighborhood collectors to avoid the traffic jams. This, in
turn, diminishes the quality of the neighborhoods
through which these streets pass. The auto driver on
the other hand, has to deal with the aggravation of
traffic jams, gridlock and competition for parking
spaces and the "emotional" cost involved. More and
more, this aggravation is not limited to the rush
hours-like Seattle and California, it is becoming
more common to face traffic woes during non-peak
periods and weekends.
Compact communities reduce the need to travel.
The average household in a relatively high-density,
central city location, drives only half as much as the
average household in a low-density, outer suburban
location according to David Goldstein and J.
Holtszclaw in Efficient Cars in Efficient Cities (Natural
Resources Defense Council, 1990).

Employment

Development patterns
which rely solely on the
automobile, and which
thereby generate a high
level of auto emissions,
can discourage economic
development.

In addition to the negative environmental ramifications of many of the current patterns and trends in the
metropolitan area, there are negative economic consequences as well. Although industry currently contributes a relatively small portion of the total air pollutants in the Portland region (7 percent), as stricter
emission controls are imposed, they conceivably
could impact on future economic development. Reportedly, the tougher air pollution restrictions here
was one of the reasons Intel decided not to locate its
newest plant in this area. According to the Director of
the Oregon Department of Environmental Quality, we
face a growing trade-off between jobs and automobiles", the major source of pollution. Development
patterns which rely solely on the automobile, and
which thereby generate a high level of auto emissions,
can discourage economic development.
/I

Cost of Public Services
One of the major reasons for encouraging more
development in the city, and other older areas of the
region, is to make maximum utilization of the existing
public investment in infrastructure and public services. This includes not just transportation facilities,
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but also water, ~r, parks and othtr public fadlJ·
tie•. A vrry lusr publk Investment has alJ'l!ady betn
made In such fadlltle., and additional major inYUtments are underway or planned. The mld<ounty
Ilrwer project and tht Combined Stwrr Overflow
proje-ct ate two such projrd•. Encouraging additional
growth In thl! un alrudy Mrvtd by pubUc fadlltits,
I I opposed to development on the Irlngt:
the urban
Ifta, wUl be mort cost-effective and htlp repay the
cost of such invrslmmts.
On the other hand, the cost of Ilrrvlng totally nrw
suburban development can be much higher. The
September, 1992 Issue of ·I)rvelopment"' rtporltd on
the OO$ts of Solmng new rftidenlial.ubdivlsions. The
artlclt notes that "numerous studies dating-back 10
1955.11 polntloward the tarM conclUlion: .prawlls a
significant burdrnon both homt-buyen and taxpayers"'. One lIudy from Rutgt:rs University rtportl that
it COlts $14000 10 $15,000 more 10 &nve suburban
noma lIuIn hotM.1n mOn! cornpKt urban 54'tlinp.
Some communiti6 nowcNlIe Impact lift to by 10
capture thh rosI, but off-tlte dtvrklptnenl cosl.
(trunk _ n , watrr malnll, achools, tlre lIalions.
treatmenl plants, widened ar1erials. ete) all UlUllIy
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borne by taxpayers at large. Another consequence is
the inequity in taxing rates: few taxing districts impose higher taxes on the homes which are the most
expensive to serve.
Sprawl is enormously and unnecessarily costly. The
Rutgers University Study concluded that planning for
compact versus sprawl development would save
$1.38 billion in roads, water, sewer and school construction in New Jersey over the next 20 years. It
would also save $400 million in annual municipal and
school operating costs.

Social Impact/Quality of Life
In addition to the environmental and economic
consequences of the current development patterns
and trends, there is a third broad category which
might be called social or quality of life" aspects.
The fact that most of the growth in the region is
taking place in the suburbs, and that much of this
new development tends to be in higher than average
valued homes or rental residential development, is
resulting in a growing gap between housing in the
suburbs and housing in the city. Affordable housing
for many people is limited to the older areas of the
region. In turn this reflects on the cultural make-up
of communities, with the suburbs tending to be more
economically and culturally homogenous, and with
the income gap widening between city and suburbs.
One of the greatest challenges to the City is to demonstrate the advantages of urban living. These include
better proximity to jobs and culture (and the resulting
reduction in transportation costs and commute times),
and the richness of urban life.
Jl

1/

,

II

Neighborhood Schools
One of the reasons people are attracted to the suburbs is better schools, though in some cases this may
be more perceived than real. In the city on the other
hand, the loss of school-age students may result in the
closure or threatened clos.ure of schools. Schools are
frequently the heart of a neighborhood, and suburban
flight represents a serious threat to school viability.
Conversely, increasing the numbers of school age
children (through an increase in the number of hous-
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ing units) would help to assure that schools remain
open.

Public Safety
The loss of inner-city population and vitality also
bears on the issues of safety and crime prevention.
Community policing works best with densities large
enough to facilitate police on foot rather than in cars.
Low-density, spread-out development requires police
to use automobiles. Moreover, traditional mixed-use
development contributes to neighborhood safety.
Businesses and apartment buildings which turn their
backs on the street (i.e., with blank walls on ground
floor facades) create a much more dangerous
streetscape than is the case when there is a strong
pedestrian orientation to buildings.

Tradltlonsl mixed-use
development contributes
to neighborhood safety.

Design
Yet another negative consequence of sprawl concerns aesthetics: low densities can't sustain a strong
pedestrian environment-businesses and residences
are located too far apart from each other. On the
other hand, higher density, and particularly mixed
use development, creates at least the potential for
better, pedestrian oriented design. This type of development sets the stage for a richer street life, with
sidewalk cafes, opportunities to window shop and to
"people watch."

Conclusions
This chapter has addressed the most critical consequences which are likely to occur if current trends
continue-more dispersed development; loss of farmland and natural areas; greater dependency on the
auto, and increased traffic congestion; more air and
water pollution; less mobility; and higher service
costs. In a word, Portland and the region stands to
lose much of its livability.
To counter these trends and their negative implications, Portlanders must address not merely how to
attract and accommodate more growth, but how to
nlake growth appealing as well. Well-designed,
higher density/mixed-use development can make the
Growing Better
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City. more desbable place to live, creating. richer
pedestrian environment and supporting. diversity 01
services and features which meet the economlc,soda!,
and environmental needs of people. Much of the rest
of this report addresses how the Uvable Qty Project
might help achieve this richer urbanity.
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Introduction

In February 1992, the Planning Bureau published a booklet which briefly outlined six
growth concepts. The concepts were proposed
as ways in which the city might"accommodate
additional development, while at the same
time preserving the livability of city neighborhoods.
The six concepts are:

Ildl xl~r!:ih~ ~;'l ~[I .! I~fl!I.!l l tl(il~[f
•
•

•
•

•

•
"Nothing needs to be
Invented; everything
needs to be rediscovered. •
- Luigi Snozzl
Swiss architect

Existing Patterns
Central City Plan Area
Transit Stations
Main Streets
Design Infill
Opportunity Sites

The six concepts were the basis for much of the
outreach and research conducted during the first
phase of the Livable City Project. The remainder of
this Chapter describes the concepts with relevant
background information. The strategies which have
evolved from these original concepts are presented in
the later Chapter, "Proposed Growth Principles."

Existing Patterns
Existing patterns of development is the development which is taking place right now. It includes
both single-dwelling houses on vacant infill sites and
in new subdivisions, as well as multidwelling housing in apartments, condominiums and rowhouses.
According to building permit records, during the
ten-year period, 1971 to 1980, the City of Portland
showed a net gain of 13,899 housing units. The U.S.
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Much of the multifamily
residenUalconsuucUon
occurred in the suburbs,
particularly Washington
County.

Census, on the other hand,
shows an increase of 16,020
units during this same period.
The recession of the 1980s
resulted in a much slower rate
of new housing construction.
From 1981 to 1991, the number
of building permits issued in
the city showed a net increase
of only 6,020 new housing
units. The census information
on the other hand, shows an
increase of 30,457 housing
units. This very large discrepancy is due primarily to annexation, but also includes housing
units created through
unrecorded conversions.
City of Portland between 1980 and 1990 was less
than 30 percent of what it had been between 1970 and
1980. What happened was that not only was there a
recession, but also much of the multifamily residential
construction occurred in the suburbs, particularly
Washington County.
The City of Portland still has a considerable amount
of vacant residentially-zoned land. According to the
Metro Regional Information System, there are a total
of 6,520 acres of vacant residentially-zoned property
within the City's urban selVices area. Of this total,
5,890 acres are zoned for single-dwelling units and
630 acres are zoned for multidwelling units.

Central City Plan Area
As in many other cities, people are rediscovering the
advantages of living in or close to the downtown area,
especially when faced with the alternative of increasingly time-consuming commuting. There are advantages to living in the Central City which no other area
can claim.
The Central City contains the largest concentration
of jobs in the entire state. 'Current employment is
estimated at over 130,000. Living in the Central City
not only provides easy access to employment, but also
the largest shopping concentration in the metropoIi-
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tan area, as well as arts, entertainment, sports and
cultural festivities.
Both the Downtown Plan and the Central City Plan
called for increasing the supply of Downtown/Central City housing. The Central City Plan called for the
construction of at least 5,000 new housing units in the
Central City by the year 2010. More recently, the
Central City Transportation Management Plan
(CCTMP), currently in progress, has suggested a
revised goal of 15,000 new housing units in the Central City. The CCTMP has found that there is more
than sufficient land to accommodate an additional
15,000 new housing units and the development of
additional housing in the Central City appears to be
one of the most significant transportation investments
the City of Portland could make.
The City currently employs multiple strategies to
preserve the existing Central City housing stock and
encourage new housing construction. These include:
•

Specific goals, policies and objectives to encourage Central City housing-including the Central
City Plan, the Downtown Plan, the various urban
renewal plans and programs such as the Downtown Housing Preservation Program;

•

Land use controls to encourage housing, including RH and RX high density residential zones;
required housing areas; floor area and height
bonuses for housing and" residential bonus target
areas;
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Additional housing In the
Central City appears to be
one of the most significant
transportation Investments the City of Portland
could make.
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•

Land acquisition, site
control and public infrastructure investment; and

•

A variety of financing

assistance includingequity partnership, direct
loans and grants, federal
tax credits, and property
tax abatement.
The rate of new Central City
housing construction which
these strategies helped produce
in the period 1988-1992 was
such that if continued it would
soon result in the accomplishment of the 5,000 new housing
units goal of the Central City Plan. The current uncertainty of tax increment financing, however, could
jeopardize possible achievement of this goal. Achieving the high growth scenario of the CCTMP would
require tripling the recent rate of Central City housing
construction.
At the same time, however, there are a number of
projects and proposals which, if built, could dramatically change the future outlook for new Central City
housing.
Proposals for the River District, North Macadam
and the Lloyd District have the potential to add
12,500 new housing units in the Central City. Additional information related to the Central City growth
concept is contained in the report on Central City
Housing (Appendix A).

Transit Stations
The transit stations area development growth concept, like the Central City and Main Streets concepts,
is directed at accommodating a mix of commercial
and multifamily development. All three concepts are
closely tied to the availabllity of public transit. The
Central City concept is focused on the area with the
best transit service in the region and the hub of the
regional transit system. The Main Streets concept is a
28
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corridor development concept,
focusing on the most heavily
serviced transit routes. The
transit stations area concept is a
nodal development concept
which focuses on encouraging
higher density transit-oriented
land uses and design features
around existing and future light
rail stations.
The recently published book,
Planning and Design for Transit
(Tri-Met, 1993) states:
Transit supportive
development is a
strategy to (a) increase concentrations of
population and employment in corridors and nodes of good transit service,
(b) encourage a mix of appropriate land
uses and (c) design developments and
public right-of-way improvements to be
pedestrian oriented. In many cases
current development projects could
become transit supportive with minor
modifications. In other cases, market
forces will need to be encouraged to
produce transit supportive development.
Light rail transit station areas are logical places to
encourage higher density residential development
and a mix of uses including residential, commercial,
and certain other employment-generating uses. Concentrating development in such areas serves multiple
public benefits. It helps encourage greater use of the
transit system and, through higher transit ridership
and increased transit income, it helps repay the large
investment the region has made in the light rail transit system. Like the Main Street concept, it concentrates higher density development in limited areas,
and thereby minimizes the potential impact on adjacent neighborhoods. The creation of a transit/pedestrian environment in the station vicinity helps to
reduce auto traffic and creates a focus for public and
Growing Better
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pedestrian environment in
the station vicinity helps
to reduce auto traffic and
creates a focus for public
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private investment. The resultant local neighborhood
centers help provide local selVices for the entire area.

Main Streets

It can help provide B
focus for the neighborhood with more conve·
nlent local shopping,
professional services and
community facilities.
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Main Streets is a development concept which involves encouraging higher density mixed-use development along selected arterials, with a minimum
impact on adjacent neighborhoods. If properly designed, the intensification of development along a
Main Street can benefit an entire neighborhood. It
can help provide a focus for the neighborhood with
more convenient local shopping, professional services
and community facilities. The entire neighborhood
also benefits from the higher level of transit service
which can occur.
Possible Main Streets are arterial streets in predominantly low and medium density commercial/ residential areas which are directly served by public transit.
They have the potential for increased commercial use
and for providing multifamily residential housing.
Although no existing streets in the city embody the
entire Main Streets concept, portions of streets such as
S.E. Hawthorne, S.E. Belmont, S.B. Division, N.E.
Broadway, N.W. 21st, N.W. 23rd and S.W. Capitol
Highway in Multnomah contain many elements of
the concept.
Main Streets would be developed as mixed-use
corridors with frequent transit service. The overall
density of the development would be related to the
existing neighborhood character and the level of
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transit service. At major intersections of two transit corridors,
development nodes would be
created to help form local service centers.
The development form along
Main Streets would emphasize
continuous stretches of medium
rise (2-5 stories), human-scale
buildings of high quality design. It would include small and
medium .density multifamily
buildings as well as mixed-use
buildings with ground-level
commercial development facing
the street.
The Main Street concept
includes a strong street orientation 1 creation of a pedestrian-friendly environment,
and on creating a focus for the adjacent area. Compatibility with surrounding neighborhoods is essential.

Compatibility with surrounding neighborhoods
is essential.

The Planning Bureau, the Office of Transportation,
Tri-Met, as well as individual private citizens have
suggested various streets and segments of streets
which might be developed as Main Streets. All together, these potential Main Streets total some 98
miles of city streets.
Not all segments of potential Main Streets need be
developed as medium density, mixed-use development, oriented particularly to pedestrians. Some
segments may continue to have a greater emphasis on
a variety of single-use buildings. The primary emphasis in these areas is to encourage a greater mix of
uses at densities and in locations that support the use
of transit.

Designed Infill
The designed infill concept seeks to increase the
number of residential units in residential zones, while
at the same time preserving the single-family ~harac
ter of these areas. Carefully designed infill development can not onIy be compatible with existing neighborhoods, but can actually enhance them.
Growing Better
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In order to ensure that
new development Is
compatible with the
existing community, some
form of desIgn control is
essential.

The main element of the design infill concept is adda-rentals, whereby additional dwelling units are
created by adding compatible accessory rental dwellings to existing single-dwelling homes. The growing
demand for more affordable housing has resulted in
many communities considering allowing such development. The second unit can be added by such
means as--conversion of a garage, an addition over a
garage, use of an attic or basement, or by a dormer
addition to the second story. In order to ensure that
new development is compatible with the existing
community, some form of design control is essential.
The existing city code allows for accessory rental
units (add-a-rentals) in certain situations to:
•
•
•
•

allow for more efficient use of large, older homes
provide for more affordable housing
provide additional density with minimum loss
and disruption to existing neighborhoods
maintain the single-dwelling character of the
house

Accessory rental units are currently only allowed as
an auxiliary rental unit in an existing house. The
accessory rental unit may be created only through the
internal conversion of the existing living area, basement or attic. An accessory rental unit may not be
created through the conversion
of a garage. The home must be
owner-occupied and must
continue to be owner-occupied. The home in which the
new unit is added must also be
at least five years old.
Building permit information
indicates that the existing code
provisions for accessory rental
units has resulted in a modest
increase in the number of
housing units in the city. In
the five years between 1982
and 1986, there were 40 building permits issued for new
accessory rental units. However, the large discrepancy
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between building permit data
and census housing data indicates that many more accessory
rental units are created without
benefit of a building permit.
The main reason why so many
more illegal'f accessory rental
units are created than legal ones
is probably economic. People
may seek to avoid the likely
increase in property taxes, and
also the building and development permit fees involved with
a legal accessory rental unit.
These fees can account for a
'"
significant percentage of the
total cost of creating the acces\
sory unit.
'----------------------'
The Alternative Design Density Zone being considered as part of the Albina Community Plan would
expand the ways in which add-a-rentals might be
allowed in the city. The primary residence would still
have to be owner-occupied, but add-a-rentals would
no longer be limited to the existing house frame. It
would be possible, for example, to convert an existing
garage or build a rental unit above a garage so long as
the garage is 40 feet back from the street.
In addition to the add-a-rental provisions, the
Albina Community Plan also contains a number of
other provisions almed at increasing the supply of
affordable housing in the city. It would allow the
construction of two housing units instead of one on
lots in the R5 zone which have been vacant for five
years or more.
The zone also allows multifamily structures which
do not conform to the current code if an existing
structure is accidentally destroyed. In such cases, the
property owner would be allowed to rebuild at the
old density and the previous development standard.
The Alternative Design Density provisions being
proposed as part of the Albina Plan would be ,citywide. However, in order for them to apply to a specific property, the property would have to have an
a" overlay zone designation. The" overlay zone
would be applied through the Community Planning
l
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Process. See the chapter on Proposed Growth Principles for more discussion of coordination between
the Albina Community Plan and the Livable City
Project on this subject.

Opportunity Sites

They range from vacant,
weedy, abandoned lots to
under-utilized or boarded..
up commercial properties,
to large tracts of land that
may be in transition-such
as rail yards and old
gravel pits.
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Scattered throughout the City of Portland are sites
of varying sizes which represent frequently unrealized opportunities for the development of housing or
mixed-use projects. Development of these sites has
the potential to improve the surrounding neighborhood. They range from vacant, weedy, abandoned
lots to under-utilized or boarded-up commercial
properties, to large tracts of land that may be in transition-such as rail yards and old gravel pits.
Opportunity sites consist of:
All vacant properties currently zoned for some
nonresidential use (i.e., commercial, industrial)
which have potential for future residential or
mixed-use development.
2) All developed but under-utilized properties
which are zoned for some nonresidential use (Le.,
commercial, industrial) which have potential for
redevelopment for residential or mixed-use.
3) Developed residentially-zoned property which is
not actually in residential use, but which has the
potential for redevelopment for residential or
1)
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mixed-use (an example
might be a school site which
is no longer required for use
as a school and which is
zoned resi4ential).
4) Residentially-zoned property which is currently
developed for residential
use and which due to the
current condition and/ or
location of the property has
the potential for redevelopment at a significantly
higher residential density.
5) Vacant residentially-zoned
parcels.
Although Central City development is considered under a separate growth concept, the Central City area can be used to provide
some outstanding examples of "Opportunity Sites"
which have either already been redeveloped for
residential and mixed-use development, or where
such redevelopment is currently being planned.
The River Place development at the southern end of
Downtown, is a prime example of redevelopment of
an opportunity site. For decades this multi-acre
parcel was devoted to single-story warehouses, industrial operations and a power plant. In the last ten
years, it has been gradually redeveloped into a major
mixed-use project with housing, an hotel, retail development, an athletic club, boat moorage and auxiliary
parking.
The River City development proposed for north of
Downtown is another example of an "opportunity
site" redevelopment of a large area. In this case, the
former rail yards and the adjacent areas are currently
being planned for future residential and mixed-use
redevelopment. The North Macadam area also represents another large opportunity site. On a smaller
scale, the conversion of old warehouses in the Pearl
District into new loft apartments, is yet another example.
Many cities are currently rediscovering the redevelopment potential which lies in some of the older
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They often constitute local
"eyesores", but they can
also be regarded as
opportunities.

industrial and commercial areas of the city. The City
of Vancouver B.C., for example, already has or is in
the process of converting much of its former industrial properties into new residential or mixed-use
development. Similar opportunities exist in Portland
and not just in the Central City.
Opportunity parcels, however, are not limited to
large parcels. There is a multiplicity of small opportunity sites in many neighborhoods in the city. Right
now they often constitute local"eyesores", but they
can also be regarded as opportunities.
The following is a listing of some of the larger
potential opportunity sites which could conceivably
be redeveloped for residential or mixed-use development over the next 20 years or so.
•
•
•
•
•
•

•
•
•
•

Brooklyn railyards
Cully gravel pits
Portland Meadows Racetrack
Foster Drive-in
Publishers Paper site
Expo Center Parking
Dwyer site
Eastport Plaza
Mt. Scott Fuel Company site
Consolidated Freightways property (part)

These are only a handful of the potential opportunity sites. Both the Albina Community Plan and the
work done for the Southeast Plan list many more
smaller sites. Encouragement of the redevelopment
of these opportunity sites is particularly desirable
when such redevelopment would also help advance
other objectives-such as increased development in
the vicinity of light rail stations or along potential
Main Streets. There could also be other target areas in
which redevelopment of opportunity sites might be
particularly encouraged such as in the vicinity of
colleges and hospitals. Emmanuel Hospital, for
example.. is such a facility with a number of small
opportunity parcels in the vicinity of the hospital.
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Introduction

HMost new things are not
goo~ and die an early
death; but those which
push themselves forward
and by slow degrees force
themselves on the attention of mankind are the
unconscious productions
of human wisdom, and
must have honest consideration, and must not be
made the subject of
unreasoning prejudice. •
- Thomas Brackett Reed
North American Review
1902

A key component of the Livable City Project
is the series of three pilot projects addressing
how the growth concepts might apply to specific sites in three neighborhoods. The pilot
projects were undertaken by the Portland
Planning Bureau in cooperation with three neighborhood district coalition offices, with assistance from
the State Department of Land Conservation and
Development's Urban Growth Management Grant
Program. The State's interest was to test how the
concept for specific development planning might
work state-wide. Some advantages of the specific
development planning process are listed below:
• Bring together adjacent property owners, existing
residents and businesses to create a vision for the
neighborhood;
• Increase the mix and density of infill development
by designing it into plans developed and approved with the neighbors;
• Gain approval and certainty for both developers
and neighbors for housing and community uses
which often encounter opposition;
• Encourage and secure the benefits of mixed-use
development;
• Carry out transit and pedestrian-oriented community designs in metropolitan areas; and
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• Grant local government planners and residents an
active role in designing the community, rather
than reacting to developers' proposals.

The process provided
"hands on" experience for
residents interested in
molding the growth
concept to their neighborhood.

The projects involved working committees composed of residents of the neighborhood and constituent interests such as landowners, financiers and
developers. The goal was to create a model development plan for specific sites which could have broader
city-wide applications. After each neighborhood
produced its plan, the Planning Bureau assessed how
well the model plan complied with the current zoning
code. The process provided "hands on" experience
for residents interested in molding the growth concept to their neighborhood and tested how certain
site-specific plans evolving from the growth concepts
fitted into present zoning.

What is a Specific Development Plan?
A specific development plan refers to a proactive
approach to public planning which results in private,
phased development that responds to specific neighborhood and city objectives for new development.
The plan acts as a mechanism for securing the cooperation of property owners within a given planning
area. In California, specific development plans have
been applied to large areas.
A slight variation of the specific development plan
approach was undertaken with the growth concept
pilot projects. The pilot projects were much smaller
scale than the typical lOO-acre plus California plans,
and were designed to "retrofit" fully or partially
developed areas. The three Livable City growth
concepts that were tested included "Designed Infilr'
by Neighbors West/Northwest, "Main Streets" by
Southeast Uplift, and "Transit Stations" by Central
Northeast Neighbors at the existing MAX Hollywood
Transit Station.
The main goals and objectives of the projects were
as follows:
1. Provide for a working partnership of each
neighborhood's citizen advocates} landowners,
developers, financiers and the City to achieve
38
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consensus within the neighborhood on scale,
character and quality of potential infill development in the neighborhood.
2. Develop an inventory of deficiencies in the area
immediately surrounding the site, followed by a
long range vision and action plan that identifies
responsible parties and funding mechanisms for
correcting the deficiencies.
3. Propose model building designs with plans for
land use, streetscape, density and infrastructure
(especially transportation-related) agreed to by the
committee.
4. Provide a model process for future planning

efforts in Portland and elsewhere.

Designed 'nfiJl-Neighbors West/North·
west
The Neighbors W / NW Coalition initiallyannounced the project in neighborhood newsletters,
calling upon neighborhood residents to select potential sites and attend workshops to address inflli. Four
neighborhood associations (Forest Park, Goose Hol-
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zones, except the open space zone. The 45-foot height
limit in the CS zone poses some challenge. The preferred height of buildings was the subject of much
discussion by the working group because the neighborhood currently has extreme variations of existing
and zoned building heights. It was recommended
that 4-5 stories be considered as the optimum height
for infill in most locations. The plan offers some
excellent suggestions for design qualities which new
construction should incorporate, to better integrate
with the varied elements making up the character of
Northwest Portland. Currently, the CS zone does not
have any such design standards.
The parking aspects of the plan are generally in
accord with the zoning code. Shared use parking is
allowed and even encouraged in the code. This is a
particularly useful tool in the CS zone, where there
are no minimum parking requirements--therefore,
one need not limit a certain number of parking spaces
to a specific use. Infonnal discussions between the
project's managers and Good Samaritan Hospital
have concluded that options for housing above retained existing surface parking should be considered
as part of the Infill Plan.
The as zone currently applies to the publiclyowned Collins Circle which has been incorporated in
one scenario into a mixed use development with open
space. While the model plan would actually increase
the amount of usaJ:lle open space, the mixed use
nature of the project would be prohibited under as
zoning.

It was recommended that
4·5 stories be considered
as the optimum height for
InflJlln most locations.

Summary
Highlights of the Designed Infill Pilot Projects
included two workshops in late 1992, addressing
principles of infill. In addition, the results of the
Designed Infill process were presented to both the
Goose Hollow and NWDA Boards. Design and use
issues discussed showed support for 4-5 floors of
mixed reta.il, residential and small office uses with
center-block open space. There was a recurring
notion throughout the process to try to involve the
residents and landowners/ developers early in the
development process in order to address design
principles or guidelines which are acceptable to the
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neighborhood. Finally, the Neighborhood Design
Review Conference held on Saturday, May 8, 1993,
was attended by 130 people.

Main Streets-Southeast Uplift
This project fit perfectly into the "vision of Southeast Portland" work already underway by Southeast
Uplift in 1992. Initially, there were five potential
"Main Street" areas that were two to three blocks long
(a reasonable study area considering the time and
resources available) as noted below:
• Belmont Street between 33rd and 35th Avenues
• Hawthorne Street between 22nd and 24th Avenues
• Division Street between 35th to 37th Avenues
• Stark Street between 78th and 81st Avenues
• Foster-Woodstock couplet between 91st to 93rd
Avenues
Division Street was chosen based on criteria established by a selection committee (see Appendix C for
Southeast Uplift Main Streets Plan).
Ed Starky, project coordinator, provided the services of University of Oregon students for marketplace analysis, and Thia Bankey contracted for architectural services. The Richmond Neighborhood and
Division Street Merchants Association actively supported the project, and a series of workshops and
open houses were held between February and May.
Coincidentally, during the project's mid-point,
Nature's Fresh Northwest opened its new store at
30th Avenue and Division Street which spurred
property and business owners to request an extension
of the project. With additional State planning funds,
the project has now been extended from 35th Avenue
westerly to 30th Avenue so that the final report will
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include both sides of seven blocks on Division Street.
While the major focus for Neighbors W /NW was
design and principles for infill, the focus for the
Southeast Uplift project was financial analysis, development potential and related infrastructure improvements. Architectural renderings, structural analysis
of some buildings, space design and business sutveys
have been compiled for the 35-37th Avenue segment,
and will be completed in early July for the extension
to 30th Avenue.
Zoning Analysis
As mentioned above, the Main Streets project has
received a grant bonus and extension of the project to
include five more blocks. The additional funds includes provisions for Southeast Uplift to address
zoning implications of the entire project, however,
with the extension, this analysis will be completed in
mid-June, 1993.

Summary
The Main Streets Pilot Project showed substantial
interest anlong landowners and businesses to join in
the planning project. Market studies on existing
buildings show that some renovations to include
housing additions and structural code upgrade are
economical. Also, preliminary estimates are that it
would take $265,000 for two blocks of infrastructure
improvements to make a transit and pedestrianfriendly streetscape. Most importantly, there has
been interest from one of the building owners to
actually proceed with plans to add two floors of
housing to an existing single-level commercial structure.

Market studies on existing buildings show that
some renovations to
Include housing additions
and structural code
upgrade are economical.

Transit Stations • Central Northeast
Neighbors
By the very nature of the Transit Stations Growth
Concept, the study site for this project was defined as
a 1/4 mile radius, or a five minute walk from the
station. The Elks Club site immediately across from
the Hollywood Transit Station was selected as the
primary site for the model plan, with other surround-
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ing vacant land bounded by 1-84, Sandy Blvd. and NE
43rd also under consideration (see Appendix D for
Central Northeast Neighbors Hollywood Transit
Stations Plan).
This was the only project in which the site was
selected before the working group got underway,
which affected the working groupls full ownership of
the project. Also, the transition of owners caused by
the sale of the Elk's Club site to Gold's Gym midway
through the project prevented continuity from the
landowner's perspective.
There were many issues already needing to be
addressed when this project got underway, including
the future of Hollywoodl', parking (existing and
proposed), elderly housing, the relationship of the
area to Providence Hospital, and many vehicular
circulation issues relating to the 1986 Hollywood
Transportation Improvement Project. Because of the
complexity of these issuesl in addition to the project's
primary orientation to a transit station model plan,
Thomasina Gabriele, an independent project coordinator, was asked to manage the project with James
Pettinari, whose University of Oregon architectural
students attended the meetings.
II

Zoning Analysis
The draft Hollywood study describes opportunities
for five subareas. Subarea 1 represents the core of the
study area. The proposal calls for medium to high
density, vertically mixed-use development in the core,
with retail focused along Halsey Street. The CS zone
allows this range of uses, although the 45-foot height
limit could preclude the taller structures described
later in the report. Subarea 2 represents the commercial corridor along Sandy Boulevard. Virtually all of
this subarea is zoned CS,like the core area. Likewise,
the same range of uses are allowed, although the
taller 1I1andmark" buildings proposed at the edges of
this subarea would require adjustments to exceed the
45-foot height limit.
Subarea 3 is described as the transition zone between the most intense development in the core and
residential areas further east. This subarea also is
zoned CS, except for the RH zoning at 44th Avenue
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and Halsey Street. This area is targeted for infill
housing development, primarily on existing surface
parking lots (see parking comments, following paragraphs). Subarea 4 represents the eastern edge of the
study area. It is targeted for minimal change-primarily incremental residential infill. Finally, the
Copeland Lumber site on the south side of Halsey is
zoned CS, which allows the proposed office use.
The parking issues which the plan raises are generally in accord with the zoning code. Shared-use
parking is allowed and even encouraged in the code.
This is a particularly useful tool in the CS zone, where
there are no minimum parking requirements-therefore, one need not limit a certain number of parking
spaces to a specific use. However, parking lots in
residential zones cannot be used for commercial use.
Shared-use parking therefore only works in the commercial zones.
The provision of off-street parking for infill development can be a challenge. While the suggestion of
minimum parking ratios for new development may
have some merit, there is currently no mechanism to
require parking in the CS zone. In addition, the
minimum parking ratio in the Rl zone is one space
per unit, regardless of the number of bedrooms per
unit. In the RH zone, the off-street parking requirement is only one space for every two units. The
greatest challenge is for small infilliots, such as the
typical 5,000 square-foot lot in the Rl zone. Surface
parking requires five-foot landscaped buffers, which
is a considerable area on a 5,000 square-foot 10tJ
however, the economics of small-scale development
does not support underground or otherwise "hidden"
parking.
The structured parking at 39th Avenue & Halsey
Street may also have some merit over the long term.
This strategy of compensating for surface parking lost
to infill development by building a common-use
parking structure has been supported in the downtown area" Commercial parking is allowed in the CS
zone, so this doesn't pose a problem. How large a
structure ,.vould have to be determined. The height
and FAR limits that apply to commercial developnlent apply to parking structures.
The CS zone includes some requirements which
Growing Better
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could diminish the deleterious effects of a parking
structure. These include the maximum setback requirement, coupled with the ground floor window
requirement. Taken together, these requirements
compel a retail base, at least on the street edges of the
structure.
Some site or area specific provision would have to
be created in the CS zone in order to incorporate a
minimum parking requirement for new development.
The parking in the core area" section also calls for
minimizing the size of surface parking lots. This
concern is addressed by the CS requirement of a
minimum building coverage of 50 percent. This
effectively limits the size of surface parking and
encourages underground or structured parking when
a sizable number of spaces is desired.
The section on "Public Open Space and Pedestrian
Systems" offers suggestions for concentrating pedestrian-oriented uses in specific locations. Although the
CS zone has a ground-floor window requirement, the
use of the space behind the windows is not dictated.
That is, there is no distinction between pedestrian and
nonpedeshian uses. Banks, title companies, auto
repair and the like are all allowed in this kind of
setting, even though they are probably less pedestrian-oriented than restaurants, bookstores, or other
retail establishments. However, with good designl
the less pedestrian-oriented uses can be pedestrianfriendly. In order to specify particular commercial
uses in particular locations, more than the base zone
requirements of the CS zone would be required.
The signature "landmark" buildings at certain
locations in Hollywood support transit use and the
development of a neighborhood center. An occasional taller building can strengthen identity in addition to providing higher densities which support
street life and transit use. Adjustments to exceed the
45-£00t height limit of the CS zone may be applied fori
but this is an inappropriate mechanism. Rather, some
kind of specific area plan which provides for taller
buildings of a prescribed height in prescribed locations, and designed in prescribed ways, seems more
appropriate.
Another point about the signature "landmark"
buildings-the plan offers some suggestions which
1/

The signature Illandmark"
buildings at certain
locations in Hollywood
support transit use and
the development of a
neighborhood center.
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would am.eliorate the effect of taller buildings in an
area which currently lacks these structures. These
suggestions include building articulation, scale, and
relationship of voids (windows and other openings)
to solids (columns, walls, etc.). Currently, the CS
zone does not have any such design standards.
The proposal for upper-floor housing fits with the
CS zone, \vhich prescribes no density limit on housing. However, the 45-£00t height limit could pose a
challenge to this aspect where the taller buildings are
proposed.
The section on "Building Character in the Core
Area" offers some excellent suggestions for design
qualities which new construction should incorporate
Growing Better
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to better integrate with the historic architectural
context of Hollywood. Some advantage should be
taken of the distinctive triangular shaped lots along
Sandy (something unique to this commercial district).
As noted above, there are no design standards currently in the CS zone. The most likely mechanisms
are-creation of a design district, introduction of
design-related standards in the zone, or implementation of a specific area development plan.
Summary
Based on the above analysis, the draft Hollywood
Transit Station Specific Development Plan Project
would require the following issues to be resolved:
• The height limit of the CS zone is 45 feet. This
would preclude the two or three highrise "landmarks". It could also limit some of the core area
mixed-use structures, since 45 feet would only
accommodate about three and a half stories.
• The CS zone has no minimum parking requirement. Proposals calling for minimums (including
higher parking requirements for larger residential
units) could not be carried out under the existing
zoning.
• The CS zone also has no provisions which would
prescribe use or design. Suggestions in the proposal calling for specific uses in particular locations, or calling for specific design treatments,
could not be enforced through the current base
zoning.
• Shared parking facilities are allowed in the CS
zone, but they are not allowed in residential zones.
This could be a disadvantage, especially in the
case of small infilliot development in the Rl zone,
where it is difficult to provide require parking and
required landscape buffers on site.
Overall, the Hollywood Station area planning process was a success. Model development plans were
prepared for building envelopes", uses, facades,
/I
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parking, etc. for six blocks immediately north of the
Hollywood Station. Many focused discussions also
took place over the past six months and brought some
consensus on some outstanding development issues.
The project's working group intends to continue
pursuing the model plan concept with the City as
well as the business and residential community, and
explore options for a community development corporation.
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Public Involvement:
VPS ™ and Other
Strategies
Introduction

·We travel together,
passengers on a little
spaceship., dependent on
its vulnerable reserves of
air and soil; all committed
for our safety to Its security and peace; preserved
from annihilation only by
the care, the work and, I
will say, love we give our
fragile craft. II
.. Adlai E. Stevenson
Exploring New Ethics for
Survival
1972

Growing Better

Public outreach was one of the main goals of
the first phase of the Livable City Project. This
section describes many of the outreach activities. The pilot projects that also "had a large
outreach component were described in the
previous chapter. The response received from these
activities has been incorporated into the recommendations for future strategies described in the chapter
on Growth Principles and also influenced the recommendations in the chapter on Implementation Strategies for Phase II.
The Livable City Project worked closely with the
Office of Transportation, Regional Rail Program due
to the similarity in messages between the projects.
Outreach staff from the Regional Rail Program assisted with outreach for the Livable City Project.

Initial Outreach
Second Annual Regional Rail Summit
The Growth Concepts were first presented for
public review at the Second Annual Regional Rail
Summit at Benson High School on February 8, 1992.
Over 600 people attended this free one-day conference co-sponsored by the City and Tri-Met. The
Summit focused on two issues: how will a regional
light rail system affect the livability of our neighborhoods, and how will we pay for it. To address the
first question, the morning of the conference focused
on the Livable City Project growth concepts. The
growth concepts were explained through a presentation, slide show, and video. Participants then broke
into small work groups. The information generated
51
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Thf ~s/gn or 1M new

l1,n'opmenr .... 10 be

eomJRtlCf. wtrh rIl,
chaflctlt 01 ~ SlKtOundtJg nelghbcrltoods.

was recorded by fadl workgroup. This information
WolS transcn1Jed ilnd turned over to the data summary
group explained below.
The growth Caotepts we~ also tested at the 1m
Summit lhmugh a day-long deslg,n chamlle or workshop. The charretle consisted of ten design !'tams
made up of local architects, landscape architects,
planners, design students, and ~presentalivesfrom
neighborhoods. Each team was assigned alight rail
station site or a main street sill.'.
Each leMll wu asked to dealgn potential development that would aceornmodale approximately 1500
new housing units In a range of deiWtles and the
retail and services netckd to supporlthIJ add-lUona)
housing. Tht design of the new development wu to
be compatible with the cha.racter 0' the IWTol.llIding
neighborhood•. The resultlng display !x>.lrds have
been fllhibiled II many 1ocatlons in Ihe metropolitan
region over the put 18 months. Detailed results of
the chanette are conWned in Designing Our FIII",e: A
014"dle Ililhe Regionlll RRil Summit (Appendlx E).

Data Summlry Group
FoUowl.ng the Second Annual Regional Rail Sum.
Growing Better
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mit, a working group of eight citizens was formed to
condense and summarize the sixty pages of data from
the Summit's small work group sessions. The data
summary group strove to condense and summarize
the data and avoid any personal bias in its work. The
working group took several months to prepare the
data for public review. It has been published in a
document, The Citizen's Speak: Public Response to the
Livable City Project Growth Concepts at the Second Annual Regional Rail Summit (Appendix F).
In general, this first public response to the growth
concepts was very positive. None of the concepts
were considered inappropriate. Concerns expressed
included noise, how the concepts would be implemented, how parking congestion could be dealt with,
especially during the interim period until alternative
modes of transportation were more widely used, and
how to incorporate adequate open space in the form
of small pocket parks or plazas.

Visual Preference SurveyTM and -rhird
Regional Rail Summit
The Portland Region Visual Preference Survey and
the Third Annual Regional Rail Summit were the
major public outreach activities of the Livable City
Project this year.
Goal of Survey
The Livable City staff wanted to determine the
acceptability of various forms of development. The
Visual Preference Survey is a technique developed
by the firm of A. Nelessen Associates to elicit this type
of information. Staff approached planning representatives of the other jurisdictions in the region with the
suggestion of a joint survey to obtain information on
public preferences in the region as a whole. Together
the sponsors decided to focus the survey on three
areas: Development within walking distance of
transit stations, along potential main streets or commercial corridors, and within neighborhoods.
TM:

Mechanics
The Portland Region Visual Preference Survey
consisted of a slide show of 240 slides. The slides
Growing Better
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represented a I1lnge ot di£(ell!nt development £orms,
some £rom the Portland region and some from other
locatioM. Partldpants were asked to rate each slide
on a scale 01 pos.ltlve 1010 negative 10 with zero
reserved tor neutra.l mpo~s. Partidpants listened
to an Introductory explanation of the ptoceu and
were asked to give their ·gur reaction to the .lides.
There well! 80 'lides in each of the three Issue areas
mentioned .bove. 'The scores were tabulated.nd
averaged £Or the region., well as tor various
subareas within the region.

In tolal, over 3000 .dult,
and over 15f)() children
partIcipated In the ,urvey.

There was, ,lrong prMer·
enee for p«lestrlan-

orienled mlxed-use
development,t Ifln,1t
,Iation, ,nd 'long main
.trHt•.
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rartldpation
The survey was given 34 times betwunJanu.ry 14
and Febf\lary 16. 1993 atlocallons throughout the
metropolitan area. U was.1so given.n ,ddltlonal12
times to groups ot iChool children. In lou!. over 3000
adults and over 1500 chUdren participated In the
survey. Filly.nine ~rcent of lhe adult partidp.nts
were from the at)' ot Portl,nd. 1ht tremendous
tUn'l..gut easily txceeded Ihe: goal of 2000 regional
participants.
Results
The results of lhe survey were- presented on March
6,1993 at Ihe Third Annual Regional Rail Summit.
The results showed a remarkAble conseNus through.
out the region. nwawas a strong preference tor
GrOWing Better
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pedestrian·oriented mixed-use development at transit
stalions and along main streets. In the city. a higher
intensity of development around transit stations was
preferred compared to the eastern and western suburbs. In the residential neighborhood category, a
street with small bungalows was the highest rated
single-family slide. There was also a strong preferen~ for pedestrian-oriented neighborhood commercial development
Detailed results are presented in a separate document Picllm This... Tk &suits of II &gi!mal VislIlll
Pufmtl« 511rvty. This document Is expected 10 be
ptlbllshed by the end. of June, 1993. It Is Included as
Appendix G to this report.

Aslreel wilh small bungalows was tile highest rared
single-family slide.

ThJrd Annual Regional Rail Summit
Over 800 people attended the th1rd annual Regional
Rail Summit on March 6, 1993 al Benson High School.
In the morning. Anton Nelessen. panner in A.
NeleS$en Associates Inc., showed 53 Npresenlative
slides whlIe presenting the results of the survey. The
results of the survey was also the focus of4 of the 14
afternoon workshop' and tours. A detailed summary
Growing Belter
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Df tile Summit Is presented in a 5epafllt~ dOC\l..m,nt:
SIuIpc Y"w~ Fw'wrc Tht ThiTilMllw.1 RqimalllAii
Swmll1it Swmllll')'lncluded as APflHldb: H of lhJs

report.

Other Public Involvement Strategies
Other publlc Inwlvement litraleglft have Indudecl--nelghborhood w.tb. I PSU dU\. present...
tlol"l510 VUlouligroU~ a public IWlreness proVAn\.
and publlcati005and displays.

HIving dIU_1M,.
ptO«tlw nw In Wpln;
IMIr COImII&'1IIy Is Ofl' DI
/he mPl ~f1ves 01 the

Uv,ble Clry PrO/tel.

"

Nel&hborhood Walb
A _riel of If, Nelshborhood W,lks liponSOred by
the Uvab~ Oty Proj«t and SE Uplift were conducted
In lheliu.mme~oflm. Thm _rell'Wnloutnach
obj«tives fo~ ttlt walb. One was 10 actively Involve
citizen, II the coOlmunlly Ievd.In tI\e vblon.lffand
practia.1 procn&of nulnWnlng and tnhandng their
community. H.tvingciti:tent tab a pwactive role in
lihaplng their COQImunily bone of ttlt malnobfectivn
of the llvable Oly Pro;KL Another outrNch obl«live was to provide a forum to bring v&JyIng related
inltlftlJ lIOgelhtr 10 dbcu5I the powth ~
Vlrylng Intffftts lIlducltd udtIttett. d~eloptl1l,
let\dtn,. community ~ttvbb, bu5irltw and ('OIIlmunilJ Itadotn,. nelgtobors, as weD II Rullors.nd other

Public Involvement: VPS
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marketing interests. A third objective was to get
direct feedback on how specific citizens saw the
applicability of the growth concepts in their neighborhoods.
Several of the neighborhoods enjoyed the project so
much the first time, they coordinated a second series
of Neighborhood Walks in their community. The
southeast neighborhood associations coordinating the
walks were:
Brooklyn
HAND
Mt. Scott-Arleta
Pleasant Valley
Sunnyside
Woodstock

Creston-Kenilworth
Montavilla
Buckman
Richmond
Sellwood-Moreland

In addition to local residents and business people,
each walk included a neighborhood coordinator, a
Bureau of Planning or Office of Transportation staff
member, a Livable City advocate and, when possible,
a design professional who would draw renderings of
particular growth concept options along the way.
Each group also carried a camera and a corresponding photo log, to photograph and record sites they
wanted to discuss further.
Over a hundred people participated in the Neighborhood Walks with many more expressing interest
in organizing a Neighborhood Walk in their community.
PSU Class
Thirty-two students enrolled in the eight-week
course series entitled Portland's Land Use and Planning. The educational series was affiliated with the
PSU Extended Studies Program and was made possible by a grant to the Bureau of Planning from the
Department of Land Conservation and Development
for education on infill and redevelopment.
The purpose of the course was to respond to citizen
volunteers in the neighborhood network who have an
interest in land use and transportation issues. Nearly
half of the students were affiliated with neighborhood
associations, while over one-third received scholarship assistance, also covered by the grant. Planning
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students, developers, planning commission members
and other community groups impacted by the land
use process were invited to participate. The series
included an historical planning perspective of the
region as well as panel discussions by regional decision-makers. The course outline and evaluation are
included in Appendix I.
Presentations
Project staff have given presentations on the Livable
City Project at several conferences in other regions
and over 50 local presentations to various organizations and associations, including the following:

•
•
•
•
•
•
•
•
•
•
•
•
•
•

AlA Urban Design Committee
AlA Housing Committee
Association for Portland Progress Lenders Group
Business Associations
City Club Friday Forum
City Club Land Use and Transportation Committee
Downtown Living Council
Metro Staff
Metropolitan Home Builders
Neighborhood Associations
Neighborhood Walks
Oregon Chapter, APA: Visioning Workshop
Regional Rail Advocate meeting
Retail Task Force

Public Awareness of Growth Issues
The Livable City Project, as a sponsor of the Regional Visual Preference Survey, was fortunate to
have the benefit of a major public awareness program
focusing on growth management issues. The program was designed and implemented by Partners for
a Livable Community, a group which includes the
City of Portland, Metro, Tri-Met, Oregon Department
of Transportation, Oregon Department of Environmental Quality, Oregon Department of Energy, Port
of Portland, Clackamas County and Washington
County.
The goal of the first phase of the program was to
generate interest in and awareness of growth issues
by encouraging participation in the Regional Visual
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Preference Survey. To generate interest.. a newspllper
and radio ad Cllmpaign wu ~atecl. along with il
television public service announcement. The ads
discussed the growth expected in the region and tke
dedsions that must be made. Tagged with Nits Your
CommUnity, Its Your Choice N, each ad ended with a
phone nwnber to caU Hto get involved H. Callers were
then mailed the flyer and schedule of the Visual
Preference Survey" sessions. The four-week cam_
paign generated over 4000 calls and added tremendously to the successful tum-out at the Visual Preference Survey" .
Publications and Display.
One of the fint products of the Livable City Project
was the creation of a I3-page booklet illustrating and
explaining the growth concepts. The document
contains 3S line drawings of the concepts, many of
them depicting a ·before and after"' scenario. Todate, over 3000 copies have been distributed locally
and over SOIl distributed natloMUy and in Canada.
This document is attached as Appendix].
A periodic newsletter and progress report is also
:;ent to interested dtizcns on the Uv«ble City Project
mailing list.
Finally, the Livable City Pro;ect has produced a
display describing and illuSITating the growth concepts. This display has been used at several
conferences and public events throughout the
region over the past IS months, including:
•
•
•
•

•
•
•

·ns Your Community, ItJ
Yo,," ChoICI"

'0_

-~
C4. "

_

.....

I-~--I··~
-

American institute of Architects Regional
Conference: The Making of Place
~arth Day. Walk Your Talk
Metro's Regional Growth Confe~nce
Neighborhood Walks - Meeting Places
Regional Rail Summit
Neighborhood Transportation Workshops
Oregon Chapter, American Planning
Assocation: Visioning Workshop
•

•

.. ...-.

\I-.. - ~ -. ,,

<It\
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Housing and MixedUse Feasibility
Introduction
One of the tasks undertaken in the first
phase of the Livable City Project was to determine the likely future market trends for infill
development, and second to begin to develop
a bridge with the lending and development
community. The consulting team of Tashman Associates/Leland Consulting Group addressed the market
trends question in a report on Infill Development:
Market Trends and Prototypes. Appendix K is a full
copy of the report.
"In summer, when doorstep life dominates, the
natural quality of the
neighborhood comes out. •

• Mary Kingsbury
Slmkhovitch
Neighborhood, 1938

Growing Better

Infill Development: Market Trends and
Prototypes Report
The primary conclusions of this study were:
•

The dramatic increases in nonfamily households
(single persons, non·married couples, etc.) and
single-parent families point to a shift in housing
preferences.

•

The space needs of smaller, non-traditional"
family households are different, and the need for
convenient access to jobs and services is greater
than that of the traditional two-parent family
household. As housing costs increase faster than
income, the demand for alternatives will grow.
These factors create opportunities for smaller,
more affordable housing products which can be
developed on infill sites.

•

In the short-term, the greatest opportunities for

/I
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Increulngthe number of hoUsing units may be
found In lhe development of sO'\.lIlilot singlefamily detached hou5lng. and lower-scale and
modeTite density attadled .nd multifamily
pro}eds within ntlshborhood,. Higher density,
multifamily housing products Joeated alo~
utertals or collector main .tretts are more likely
to develop In the Iong-tenn.
•

In eltabllWd Ml3hbOrhood. and neighborhoods
In tnNllion upwnds, property nluts wUI inCftut.nd devdopmtnt wUl bf .upport~by the
marbt.. In wok neighborhoods, on the other
hand, market values will be insufficient to support new development. In such cases, Infill
hoUling may requJre lOme fonn of public subsidy
until .uch time as development costs can be borne
by the market .lont.

•

MiKOflCtptions in the development/banking
communJty can .fftct infm potentia.!. These
ml&conaptfons rangt! from lack of information
o~the supply of suitable siles, the changing
n.ilture of lhe housing market, to lhe perception of
such things as crime and education.

T1ltfu ml~tions
rang. from IKk oIlntortnlItJon Ot1--UIf.vpply of
sul/abl. lit'.. !fit chIJl'II1tng nil/uri of /h, houstng
m"tI~ /0

th, ".rc.p/lon
ot such thing' II C/lm,

.nd .ducat/on.
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HousIng and Mlxed·Use feasibility
One of the most Significant actions the City of
Portlilnd can take 10 promole lnfill dewloproent
is to address these misconceptions. To do so will
requlrt that the aly know more .bout how Infill
development opportunities art perwlved and
know more about the .dual condilion5ln l14!ighborhoods that are crilfcallo JU«nSful infill
development.

Discussions with the Developmenl/Lending Community
The prlmary conclusions frOJTl a meeting of lenders,
developera and cily staff, organized by the Associa.
tion for Portland Progress were:

•

Until market demand is thoroughly documented,
lenders will continue to have dlfRculty in "pproving 100l1\s for lOme types of development.

•

Lenders are p.1rticularly ro~med about the risk
during the lease-up period for multifamily rw·
dential and mixed-use pro}eds. They rt'qul.re
persuasive evidence of market demand for the
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product and its location. This makes larger
projects particularly difficult to start.
•

Lenders have indicated the greatest comfort with
small scale multifamily developments which are
in the $2-3 million range (20-30 units) up to a
maximum of $100 million (100-125 units).

•

Small and medium size multi-unit residential
developments which have adequate parking and
nearby amenities such as good transportation,
convenience shopping, parks and views will have
a lower level of risk and are more attractive to
lenders. However, as projects grow in size with
an increase in lease-up risk, and as new uses are
introduced (retail and/ or office) the risk factor is
compounded.

•

Discussions with individual developers indicate
that while they might like to do mixed-use
projects, the financing is often difficult to arrange.
Lending institutions are averse to financing a
type of product for which there is no proven track
record. A complicating factor in borrowing
money to do a mixed-use project is the division
within banks between commercial and residential
lending.

•

Because of the difficulties in arranging financing,
and because in a mixed-use development the
retail component often tends to carry the residential component, it makes Dl0re sense to the developer to simply develop a single-story retail
project rather than a multistory mixed-use
project.

•

Where mixed-use development does prove feasible, three stories is the likely threshold for such
development apart from unique areas such as the
Central City. Per unit costs for fire and life safety,
electrical and other building code requirements
escalate for buildings over three stories. Also,
wood-frame construction is allowed for three or
four story buildings, but stronger construction is
required for taller buildings.

Lending institutions are
averse to financing a type
of product for which there
is no proven track record
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Possible Next Steps
Some possible nvtt steps related to housing market
and mlxed·UH feuibility In the Phase II work program are u foUows::
•

Further develop the necessary dala to document
the demand for various types of housing and
m~d·use development in the dty.
Develop the neces5Ilry Inronnation to provide a
thorough understaoding of how neighborhood
conditions affect the feaslbi.llty of intiU development

•

Develop a marketing strategy to promote Portland infill development opportunities.

•

Continue to work with representatives of the
development and banking industries 10 determIne the neCfiSary 51eps which need to be taken
10 Implemenlthe Infi.ll marketing strategy.

•

Involve other decision·makers, such as property
appraisers, In the process as indicated. Property

Growlng Better
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appraisers are responsible for the market assessment leading to a determination by the lender as
to project feasibility.

66

•

Work with neighborhood groups to determine
how infill can best be accommodated and help
enhance local neighborhoods.

•

Develop demonstration projects. Both the consulting team for the infill development study and
the lender / developer group cited the importance
of successful demonstration projects as a key
ingredient to prove the market for development
while at the same time showing it can be compatible with local neighborhoods.

Growing Better

Transportation
Planning Rule
Introduction

HWither goest thou,
America, In thy shiny car
In the night?"
• Jack Kerouac
On The Road
1957
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The State of Oregon adopted the Transportation Planning Rule in 1991. It serves as the
administrative rule for the Land Conservation
and Development Commission (LCDC) Goal
12, Transportation. The rule regulates transportation planning and project development at the
local, regional and state-wide levels. The rule is
specifically aimed at reducing dependence on the
automobile. The city's program to comply with the
Transportation Planning Rule is integrated into the
Livable City Project since both projects emphasize
better accommodation for transit and pedestrians.
In recent years, the use of the automobile has increased at a rate four times faster than the population.
This ever increasing reliance on the automobile contributes to a number of problems or concerns, including air and water pollution, commuter traffic congestion, energy consumption, and adverse impacts on
livability. These concerns led to the adoption of the
State Transportation Planning Rule.
The purpose of the rule states, in part, "Through
measures designed to reduce reliance on the automobile, the rule is also intended to assure that the
planned transportation system supports a pattern of
travel and land use in urban areas which will avoid
the air pollution, traffic and livability problems faced
by other areas of the country." (OAR 660-12-000)
The rule requires a transportation system plan.
Local and regional governments are required to
employ a systematic approach to the provision of
transportation facilities and improvements. Prior to
the adoption of the required transportation system
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plan. the rule requires that local jurisdictions adopt
~intuim" amendments to land use and land division
orditllncts that provide for new development that

One ()f 1M men CMlmM
conutIU .bout /h. flJle, Is
rhllit chaI/tngu !hi
Ameflun tow of.nd
d~tIfIUon rill auto-

mobil,.

An (stlldies) Ihow thaI

PfOPI. can be cotlvf~
tocharrgt1 thelt Inv.1
patlltnS qultl dlMMITc,lly
In f"penH to ch,ng•• 'n
condHION ,ffecUng thefr

do_.
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better aca:l~tespedestrians, bicycles and transit. The Ofli« of Transportation has the lead role in
responding to the rult, whUe the Bweau of Planning
Is responsible for implementing the "Interim" .mendments to the land use and land division ofdlnances_
One of the more common ('()~ms about the rule,ls
that itchatlenges the American love of and dependence on the automobife. However, mOlit planning
and transportation ~perls ague that much of our
dependence on the automobile was &tro~g1y influ_
enced by post·~r 8lJvtmment policies that encouraged and ,ubsldiud the use of the automobile. Revening or eUminatlna: those pollties will result in a
change in OUf pelUption of th~ transportation choices
available. "AU (studIes) show that people can be
convinced 10 change tMlt lravel patterns quite dramatkally In response to changes In conditions affectIng their chol«&.~ (Marlin Wachs, Policy ImpliClllion$
of Rtunl &haviorlll Rtstarch in Trllnsporllliion Ormand
MIlnllgtmtn', Journal oE Planning Literature, Vol. 5,
No.4, May 1991.)
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What the Rule Requires
The Transportation Planning Rule requires Implementation in two phases. By November 1993, land
use and land diviMonordinances art' requiffd to be
amended as necessary' to prov:lde for new deveklpment !hat Is pedestrian. bicycle and transit lriendIy,
'1M second and more comprehen6I.... element of the
nUl', to be implemented by local jurisdictions in 1996,
requires the deveJopment of a transportation system
pl.n that addresses all modes of transportation, and
traosportation fadlityoperalion, maintenance, and
repair.
fn the City of Porlland. the Bureau of Pl..annlng is
responsible Iorcomplianc:e with the rule as It affectJ
private property and the Office of TransportilliOll Is
respoNible for compliance as it affects the pubUc
right-of-way.OO Olhef public fadillies. The fint
clement of the rule specifically rcql,l!.tes bicycle parking for tlCW retail office, institutional ilnd mulUlamlly
residential developments. It requlret -lafe and convenient- facilities fOf both blcyde and pedestrian U5e,
inducUng sldew.lks and bikeways. Such fadJlties.re
required to be -reasonably free from hAzards", and to
'provide a d1rtet route of mvel-. Requlnmenls abo
include provision of -internal pedestrian circulationfor new oCfice parks and commercial development.
New retail, office and institutional UKS neu existing
or planned transit stops are requlmi to orient building entranttS to the tnnsit stop, and buildings are
required to Ioatc -as close 115 po5Sl.ole- to trlllwt
stops. The Bureau orPlaMing proposal foe compli-
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ance with the rule, Transportation Planning Rule, Planning Commission Discussion Draft, is contained in
AppendixL.
The second element of the rule, the transportation
system plan, is being carried out by the Office of
Transportation with continuing input from the Bureau of Planning. This is an on-going project, due to
be implemented in full by 1996. The transportation
system plan will include road, bicycle, pedestrian,
port, airport and rail facilities, and major regional
pipelines and terminals.

How the Rule Relates to the Livable City
Project
• Creating opportunities for a multimodal transportation system by requiring pedestrian, bicycle and
transit-oriented development directly supports the
Livable City objective of accommodating growth
while increasing livability.

Providing opportunities
for a greater use of alter..
native modes of transportation will increase the
efficiency of the existing
transportation system.

• The street system in the city is virtually complete.
New development in the City of Portland cannot
provide new automobile capacity, except perhaps
in the immediate vicinity. Additional transportation capacity must therefore come from more
efficient use of the existing street system. Providing opportunities for a greater use of alternative
modes of transportation will increase the efficiency of the existing transportation system. By
increasing the transportation options available,
more people can use the existing street system,
giving the city additional growth capacity without
major capital improvements or dislocation of
business and residential properties for street
widening.
• Requiring new development to be pedestrian,
bicycle and transit friendly will contribute to the
opportunity for the success of mixed-use, compact
communities. One of the key components of a
mixed-use, compact community is access. Development which emphasizes human-scale encourages a sense of community. The provision of
opportunities for the safe and convenient use of
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Transportatlon Planning Rule
illle"""te modes of travcl will illso contribute to
th~ reduction of vehicle mil~s !rilveled, as required
by the rule.

On, of 1M key com/»
11'11/' of. mlxed-uu,

compacl commUtllty If

.«...

• The rt!quirements of the rule for iI tr,msportiltion
system plan is closely relate<lto the plilns to cr~ate
a growth fl'IiIMgement plan for th~ city. A milpr
factor in any growth scenario is the abllity of the
transportation system to meet the tovel demilnds
of both the existing and new growth. Perhaps
more important than knowing whether sufficient
capacity exisls is a transportation stotegy that
maximizes the efficiency of the transportation
system, in tum,. lowering overall transportation
""~.

Growing Btlttr

71

Proposed Growth
Principles
~
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The main focus of the first phase of the
Livable City Project has been on basic research
and generating feedback from the public.
Since the Growth Concepts were first presented to the public in February of 1992, a
tremendous amount of information has been generated.
Originally, six general growth concepts were suggested as ways in which the city might accommodate
additional growth and maintain the city's overall
livability. As a result of extensive public involvement, these original six concepts have been reduced
to four development principles. Three of these are
basically the same as three of the original growth
concepts. The fourth and new development principle,
namely Neighborhood Infill, represents a consolidation and refinement of some of the aspects of the
other three original growth concepts (Existing Patterns, Designed Infill, and Opportunity Sites). The
remainder of this chapter focuses on suggested strategies which will help achieve each of the four development principles.

Ild_l Cl~FI:~ ~ ~f,l~ [I .~I!rl'I!:I'!li!I~,
"If the earth does grow
inhospitable toward
human presence, it is
primarily because we have
lost our sense of courtesy
toward the earth and its
Inhabitants, our sense of
gratitude, our willingness
to recognize the sacred
character of habitat, our
capacity for the awesome,
for the numerous quality
of every earthly reality. •
.. Thomas Berry
The Dream of the Earth
1988
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Central City
The city has had a long-standing commitment to
increase the supply of downtown housing and, since
1988, the housing supply within the entire Central
City. As a result of this, there already exist multiple
policies and programs directed at increasing the
Central City housing supply and enhancing its overall
livability as a place to live, work, shop and enjoy.
The report, Central City Housing (appendix A),
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In the Central City area, it
Is not so much a matter of
developing new strategies
to encourage development, but rather ensuring
that the existing strategies
continue.
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prepared during the first phase of the Livable City
Project, details the policies" regulations, and current
assistance programs the city employs to encourage
additional residential development in the Central
City. In the Central City area, it is not so much a
matter of developing new strategies to encourage
development, but rather ensuring that the existing
strategies continue. The following recommendations
are directed to that end.
•

Continue to pursue the proposed exemption of
tax increment financing from the Measure 5 tax
limitation and other means of being able to continue to assist Central City housing projects.

•

With the property owners involved, prepare
detailed plans for the redevelopment of the River
District and North Macadam District, identifying
the needed investments in public infrastructure
and other measures to assist in the redevelopment of these areas.
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•

Continue to implement the recommendations of
the Central City Plan which will help further
create a safe and lively Central City living environment.

•

Adopt the proposed revised goals of the Central
City Transportation Management Plan to add
75,000 new Central City jobs and 15,000 new
housing units.

Transit Stations
The Transit Station Area principle for future development around light rail stations outside the Central
City envisions a mix of housing, shopping and public
land uses within a quarter mile of the transit stop.
Tri-Met, in its book Planning and Designfor Development, refers to the type of development involved as
"urban neighborhood development. It would consist
of moderate to medium-high density housing with
retail and local service uses at ground level.
The retail center would be the focus of the local
neighborhoods. Its size and scale would vary based
on the site's location in the region. Some limited
small-scale office development could also be included. Housing would be located above the ground
floor retail development. In most cases this would
likely be two to three floors of housing, but in particular key locations this might increase to six to eight
floors. The pilot project developed for the Hollywood neighborhood envisioned housing at
a density of approximately 40
units per acre.
Other key elements of this
development principle are a
well-connected network of
local streets and a healthy
pedestrian environment which
includes good pedestrian
connections and pedestrian
amenities (such as street furniture, telephones, street trees,
etc.).
ll
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The key need is to achieve
the best possible "fit"
between land use and
transportation prior to any
light rail construction.

The main strategy employed so far to encourage
development around light rail stations has been some
form of land use policy and/ or regulations. In the
past, there also has not been a consistent approach to
planning around future light rail stations. The variety
of regulations which exist today are the result of
responses to particular situations, rather than any
overall policy.
In planning for future light rail, the key need is to
achieve the best possible fit'l between land use and
transportation prior to any light rail construction.
The fact that it was the first light rail line constructed,
plus the cost of alternative designsl resulted in a poor
llfit" between the transit station and the adjacent areas
at some of the MAX light rail stations, most notably at
Hollywood, 60th Avenue and 82nd Avenue. Once a
transit station location is fixed, it is much more difficult to adjust the future pattern of development in
order to maximize the development opportunity the
station presents.
The following steps need to be undertaken for
future light rail station area planning:
/I

•

Examine the guidelines and recommendations in
Planning and Design for Transit to determine what
specific recommendations need to be further
developed and applied in the City of Portland.

•

Determine what future policies should be
adopted to ensure a good fit" between land use
and transportation regulations and investments at
future light rail transit stations.
II
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•

Undertake publicI private development partnerships at selected light rail transit stations to demonstrate acceptable and attractive development
which can serve as successful development models for other locations.

•

Market light rail station area development opportunities.

•

Develop a consistent set of development and
design policies which can be applied at future
light rail stations.
Growing Better
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•

Adopt policies to target public investments for
such things as-other transportation improvements, vest pocket parks, and other public facilities and services-in the vicinity of light rail
stations.

Many of the special assistance programs, which the
Portland Development Commission is able to employ
to assist development in the Central City, are generally not available to facilitate development in other
areas of the city, outside urban renewal districts. As a
result, the strategies which can currently be applied to
encourage development around say light rail stations
or along main streets, are therefore more limited than
what can be used in the Central City.

Main Streets
The main streets development principle is a longterm approach to accommodate additional growth. It
may take time before it has a significant impact on the
overall development pattern in the city. With proper
planning, however, the main streets principle can:
•

help accommodate the increasing demand for
multifamily rental housing;

•

help make maximum utilization of the existing
investment in public transit and other public

It may take time before it
has a significant impact
on the overall development pattern in the city.

~-
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facilities which foster development of local retail
and services; and at the same time,
•

The mix of increased
commercial and mult/·
family residential development along main streets
will help provide services
for the entire neighborhood and, In some casesJ
help revitalize neighborhoods.
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preserve the livability of existing neighborhoods.

The Main Street development principle is a linear
pattern of infill and intensification of development
along selected main streets with good transit service.
Usually they will be streets with existing local shopping. The Main Street principle envisions intensification of the retail/service development with two to
three floors of residential above. A smooth transition
would be made from the new higher-density housing
to housing in existing surrounding single-family
neighborhoods.
The mix of increased commercial and multi-family
residential development along main streets will help
provide services for the entire neighborhood and, in
some cases, help revitalize neighborhoods.
Main Streets would usually coincide with what TriMet calls Urban IO-Minute Bus Corridors.
The first phase (March 1992-Apri11993) of the Main
Street pilot project, undertaken as part of the Livable
City Project,included potential main street development along a two-block segment of Division Street.
The Division Street/Main Street project suggests the
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following strategies to help create a main street environment.
•
•
•
•
•
•
•
•
•

Slow vehicular traffic
Increase the identity of the core district
Soften the edges to residential neighborhoods
Bus shelters
Curb extensions
Street trees
Awnings
Benches
Public telephones

For larger main streets projects, more extensive
private improvements and public investments might
be undertaken including the addition of such facilities
as-pocket parks; landscaping; and parking lots/
garages shared between various businesses and uses,
including possibly some city-owned facilities. During
Phase II of the Livable City Project, selected potential
main streets will be analyzed to help develop a Main
Streets policy. It is worth noting that the city of
Toronto, Canada has a very active Main Street program with a special section of the planning department devoted to encouraging and facilitating housing
and mixed-use development on "main streets.
II

Neighborhood Infill
Neighborhood Infill is a new development principle
that takes elements from the growth concepts for
Designed Infill, Opportunity Sites, and Existing
Patterns. It clarifies some elements of those concepts
and refocuses on three types of areas within neighborhoods: residential, commercial, and industrial. This
principle and the subsections of it are not totally new.
Rather, they take ideas from the original growth
concepts and combine them differently to bring
clarity to aspects of the concepts, in response to the
feedback from public outreach and research that has
taken place in the first phase of the Livable City
Project.
The name "Neighborhood Infill" was chosen to
include most of the city that does not fall within the
definition of the first three development principles
Growing Better
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(Central City Housing, Transit Stations, and Main
Streets). It acknowledges that Portland is made up of
neighborhoods and that neighborhoods include more
than strictly residential areas. It is not meant to imply, however, that all parts of the city are equally
suitable to receive the same type or amount of infill
development. It is divided into three subareas, each
of which focuses on a potential principle for accommodating growth while improving livability. The
three subsections are explained below.

It focuses on exploring
ways to accommodate
incremental additions of
housing units in residential zones, while at the
same time preserving the
overall character and
desirability of these areas.

(
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Residential Areas
The Residential Areas strategy combines all of the
ideas from the Designed Infill, Existing Patterns, and
Opportunity Sites concepts that focus on infill development in residentially-zoned areas. It is the only
strategy that concentrates on residential zones.
The residential areas strategy continues the core
concepts of the original Designed Infill growth concept. It focuses on exploring ways to accommodate
incremental additions of housing units in residential
zones, while at the same time preserving the overall
character and desirability of these areas. It continues
the main Designed Infill concept of add-a-rentals
whereby an additional (accessory) dwelling unit is
added to a site with an existing single-family dwelling. It also continues other aspects of the concept

----
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such as the potential for additional housing densities
in specific circumstances. Additional housing units
could replace existing vacant lots or incompatible
development in residential zones if the height, scale,
design and general appearance of the new housing is
compatible with surrounding homes. For example,
Vancouver B.C. has a program where apartments or
condominiums can be built on selected sites if they
are designed to look like the surrounding large older
homes. The Residential Areas strategy continues to
emphasize the importance of neighborhood character
and excellent neighborhood design in maintaining
stability, pride, and a sense of community.
Some of these ideas have been considered in the
proposed "al/ overlay zone as part of the Albina
Community Plan process (as explained in the previous chapter on the growth concepts). After the Council has taken action on the currently proposed a"
overlay zone recommendations, the Livable City
Project will then consider what further steps deserve
further consideration.
The Residential Areas strategy also incorporates
much of the focus of the original Existing Patterns
growth concept. The Existing Patterns concept acknowledged and encouraged the type of housing
development that is taking place now, including
single-dwelling houses on vacant infill sites, and in
new subdivisions, as well as multidwelling housing
in apartments, condominiums, and rowhouses. As
the chapter on the growth concepts documents, there
is still a considerable amount of vacant residentiallyzoned land in the city. Eventual 100 percent development of this acreage is unlikely if only because of
physical limitations of the land. This is particularly
the case with some of the single-family acreage. But
development of vacant infililand is also complicated
by 0 ther factors.
A substantial amount of the acreage is in small
scattered parcels throughout the city. Small sites
consisting of a single lot or a handful of lots can be
relatively costly to develop. In addition, the local
neighborhood conditions in some parts of the city
deter investment in the vacant parcels available.
What is needed in order to encourage development of
these properties is an overall strategy to:

The Residential Areas
strategy continues to
emphasize the importance
of neighborhood character
and excellent neighborhood design In maintaining stability, pride, and a
sense of community.

II
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1) Develop prototype examples of affordable housing which can be developed on small infill sites.
The American Institute of Architects and the
Albina Community Plan have already done
substantial work in this regard with the publication of the 10 Essentials for North/Northeast Portland Housing and New House Designs for North/

Northeast Portland.
2) Develop a better understanding of neighborhood
conditions that affect infill development.
3) Develop strategies to encourage the banking and
development communities to invest in infill
development opportunities.
Because the strategies under Neighborhood Infill
follow the pattern of predominant land use, the Residential Areas strategy also incorporates the residential portions of the original Opportunity Sites growth
concept. Specifically included are the opportunity
sites which consist of:
•

Developed residentially-zoned property which is
not actually in residential use, but which has the
potential for redevelopment for residential or
mixed-use (an example might be a school site
which is no longer required for use as a school
and which is zoned residential).

•

Residentially-zoned property which is currently
developed for residential use and which, due to
the current condition and/ or location of the
property, has the potential for redevelopment at a
significantly higher residential density.

The Residential Areas strategy was created to focus
attention on potential positive housing opportunities
in existing residential areas. These ideas did not get
as much public attention during the first phase of the
Livable City Project as did some of the other growth
concepts. One reason for this was possibly the misleading name of the Designed Infill concept. The pilot
project for the Designed InfilI concept ended up
82
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focusing attention on infill sites in commerciallyzoned areas rather than in residentially-zoned areas.
To accommodate that interest, the Commercial Areas
strategy has been created and is discussed below.
However, to fully realize the Residential Areas strategy, additional research and public outreach should
be undertaken. Some specific actions for implementing this strategy are stated above. Additional actions
will be determined after Council action on the Albina
Community Plan.
Commercial Areas
The Commercial Areas strategy combines the ideas
from the Opportunity Sites growth concept that focus
on commercially-zoned sites, with the response from
the Designed Infill pilot project. This pilot project,
conducted in the Neighbors West/Northwest Neighborhood Coalition, created potential development
designs for several sites and explored options for
compatible infill development through design guidelines and the design review process. Mixed-use
development usually with retail, employment or
service uses on the ground floor and housing on the
upper floors was a common theme to both the Opportunity Sites concept and the pilot project. The strategy also gains some initiative from the Existing Patterns concept as it recognizes that some of the housing that has been constructed in PorUand recently has
been in commercial zones. This is true even outside
of the Central City area as evidenced by mixed-use
development on NW Flanders and NW Thunnan.
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The Commercial Areas
strategy can focus on
smaller infill opportunity
sites in areas with good
transit service.

In many ways, the Commercial Areas strategy is
similar to the Main Streets growth principle. Both
focus on mixed-use development that is pedestrianfriendly and facing onto streets with good transit
service. Many of the areas identified by both strategies currently have commercial zoning. The difference is largely one of degree. The Main Streets principle emphasizes longer continuous areas of mixeduse development along a transit street with excellent
service. These streets will generally be limited to
streets identified as JlUrban Corridors" in Tri-Met's
strategic plan and will have extensive transit improvements. In contrast, the Commercial Areas
strategy can focus on smaller infill opportunity sites
in areas with good transit service. As evidenced by
the pilot project, the sites do not have to be contiguous, but each needs to take its context from surrounding development.
Because of the similarities in the two strategies,
most of the implementation actions for the Main
Streets principle will be of value to the Commercial
Areas strategy. Care will have to be taken to assure
that considerations of the Main Streets principle,
(such as the value of specific transit improvements,
etc.) are not applied to the Commercial Areas strategy
without adequate analysis.

Industrial Areas
The Industrial Areas strategy takes the remaining
portions of the Opportunity Sites growth concept those vacant or under-utilized sites in industrial
zones (lH, IG1, IG2) and employment zones (EGl,
EG2) outside of the Central City area. Because much
of these areas are currently covered by the City's
Industrial Sanctuary policy (where new housing and
large commercial development is prohibited or discouraged) the implementation of the Industrial Areas
strategy must be carefully applied. This will be done
through the community planning process as it updates the application of the comprehensive plan.
Generally the opportunity sites in industrial areas
that have been tentatively identified in phase one of
the Livable City Project have been under-utilized sites
or sites in transition such as abandoned rail yards or
gravel pits. Of the other smaller sites that have been
84
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tentatively identified, many are vacant or are considered neighborhood eyesores. Many of these due to
size, location, or changes in industrial practices may
no longer be suited for industrial development. As in
the original Opportunity Sites concept, the Industrial
Areas strategy envisions mixed-use pedestrianfriendly development including housin~ employment, commercial, and other service uses.
Several steps must take place before new mixed-use
development can be implemented in areas that are
currently zoned for industrial uses.

The Industrial Areas
strategy envisions mixeduse pedestrian-friendly
development including
housing, employment,
commercial, and other

service uses.

• Criteria for further identifying potential sites must
be determined.
• The need to remove the Industrial Sanctuary
designation would be reviewed and clarified.
• Identified sites must be analyzed in light of competing policies.
• Redesignation and rezoning to an appropriate
zone and Comprehensive Plan designation must
be completed.
• Other actions to assure appropriate development,
such as specific plan areas, should be considered.
• Finally, where specific public benefits are concerned, some form of incentive might be considered to encourage suitable development of industrial land no longer needed for industrial use.
Because of the limited scope of the Livable City
Project, the staff proposes that the implementation
steps for the next phase be limited to the refining the
list of identifying characteristics, and to clarifying
policy language for reviewing the application of the
Industrial Sanctuary policy. After this, the strategy
would then be applied in the Community Planning
process.
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Issues Common to All Growth Principles
•

The economic feasibility of certain kinds of infill
development was one of the major concerns
expressed in the first phase of the Livable City
Project. Financing of mixed-use projects and the
larger multifamily housing developments face
particular difficulties. The overall economic
attractiveness of some parts of the city to the
private market is also a concern.

•

Compatibility of the new infill development with
the local neighborhood in scale, use, and design is
essential. Some form of design control is therefore necessary for certain kinds of development,
or development in particular areas, such as main
streets for example.

•

Adequate provision for pedestrians and bicycles
must be made. With larger developments, this
should include not just improvements to the
pedestrian system, but measures to enhance the
pedestrian environment with such features as
benches, street trees, and public telephones.

•

The development must be well-related to the
transit service in both its actual design and in the
right-af-way provisions made for transit, such as
the location of bus shelters.

•

The impact of the development on vehicular
traffic and vice versa is also a frequent issue. The
development must be related to the adequacy of
the local circulation system while in some cases
measures to reduce or slow traffic may be necessary.

•

Parking is frequently an issue. On the one hand
there is concern about the impact infill development can have on existing on-street parking. On
the other hand, there is a question of whether
with good transit service, existing parking requirements in some cases might be modified.
Other parking issues include the possibility of
multiple-use of common parking facilities, as

Financing 01 mixed-use
projects and the larger
multifamily housing

developments face particular difflcultles.
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opposed to each development providing all its
own parking, and whether some form of assistance might be warranted for some such facilities.
•

Finally, measures to enhance the overall attractiveness of areas proposed for more intense
development are also important. This can range
from simple landscaping improvements to the
provision of plazas and vest pocket parks, open
space and passive recreation areas. Throughout
the public involvement process, there was concern about providing adequate open space in
areas of higher density development. The Visual
Preference Survey ™ also gave particularly high
ratings to facilities such as pocket parks.

•

In order to address the concerns raised in the first
phase of the Livable City Project, it will require
close coordination with other government agencies and interests. The economic aspects of encouraging growth, for example, require the involvenlent of the Portland Development Commission, the transportation aspects require the Portland Office of Transportation, while park and
open space issues necessitate coordination with
the Parks Bureau. The following chapter includes
further discussion on the kind of partnerships
needed with other government agencies and with
private and nonprofit interests.
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Implementation
Strategies for
Phase II
Introduction

HThe need for change
bulldozed a road down the
center of my mind. •
- Maya Angelou
I Know Why the Caged
Bird Sings
. 1969

Implementation of the Livable City Project,
through code and policy amendments,
through partnerships with other agencies and
with the private and nonprofit sectors, and
through demonstration projects, represents a
critical part of the project. The thrust of the Livable
City Project is not to develop a plan that comprises
mere words and pictures. Rather, it is hoped that the
project will result in action, and that it will serve to
encourage public and private investments consistent
with the growth principles. In turn, these investments will help to create more livable neighborhoods
and a more richly urban city.
This section of the report addresses the various
avenues which the City might pursue to best achieve
greater livability. The section is divided into four
general areas:
•

Bureau of Planning programs, policies, and codes
which serve as potential implementation mechanisms for the Livable City Project.

• Demonstration Projects.
• Coordination with Livable City Project "partners"
in the private and nonprofit sectors.
•
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Coordination with other agencies at the city,
regional, and state level.
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Bureau of Planning Implementation
Strategies
Some of the most effective strategies for implementing the aims of the Livable City Project fall within the
direct purview of the Bureau of Planning itself. The
Comprehensive Plan and its attendant goals and
policies, specific long range planning programs, and
finally the zoning code and zoning map, all afford
opportunities to encourage development in keeping
with the project.
The Community Planning section of the Bureau of
Planning is working on a long-term effort to update
the Comprehensive Plan district by district. The
effort includes a substantial accumulation of data
which the Livable City Project staff will use to evaluate the growth concepts and strategies. The Community Planning process also is generating information
on possible opportunity sites and other specific locations for higher density development.
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The following is a partial list of zoning code amendments which, if enacted, could accommodate the type
of development envisioned by the growth principles.
This list has been derived from initial staff analysis of
codes and policy documents, and from evaluation
and assessment of the pilot projects. This listing is
provided partly for discussion purposes, and in part
to allow the reader to better understand the scope of
amendments which might be pursued. It does not
imply any endorsement.

Zoning code amendments
which, If enacted, could
accommodate the type of
development envisioned
by the growth principles.

• Consider allowing accessory rental units in new
construction.
• In most commercial zones, review the floor area
ratio and height limitations for potential incentives
for housing development.
• In commercial zones, review height and parking
requirements for residential uses.
• Review minimum lot size requirements in the Rl
and RH zones, to see if these requirements pose a
barrier to small lot infill development.
• Review rowhouse regulations to determine how to
ensure better design, especially regarding how to
diminish the presence of the automobile.
• Review CM zone for effectiveness in encouraging
new mixed-use development; determine appropriate locations, such as Main Streets, for applying
the zone.
• Consider creating a Specific Area Development
Plan mechanism in the zoning code (see the chapter on pilot projects).
•

Adopt amendments to the zoning code and Comprehensive Plan to comply with the State's Transportation Planning Rule (see the chapter on the
Transportation Rule).
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Demonstration Projects

One of the most intriguing
and well..received components of the Livable City
Project is the pilot project
program.
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If new higher density development types are to
occur in Portland, it is likely that some demonstration
projects will need to be built. The Tashman/Leland
report identified this need (see the chapter on Housing and Mixed-Use Feasibility). Along these lines,
one of the most intriguing and well-received components of the Livable City Project is the pilot project
program. These projects, funded in part by a growth
management grant from the Department of Land
Conservation and Development, have enabled planners, property owners, and citizens to test three of the
original growth concepts in three neighborhoods.
The chapter on pilot projects addresses these in detail.
Work on the pilot projects and their implications
continues and will form a key component of the
Bureau's implementation efforts for the Livable City
Project. The Southeast Uplift neighborhood office has
received additional grant money to extend the Main
Street pilot project by several blocks, due to owner
interest. Owners of some of the other properties are
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also interested in pursuing more refined design work
along the lines of the pilot project designs. Meanwhile, the Livable City Project staff have assessed the
regulatory and financial implications of the pilot
projects. In addition, staff will prepare inventories of
main streets, transit station areas, and designed infill
sites (along with opportunity sites and Central City
sites) which might serve either for additional demonstration projects or for actual development by private
interests.
The pilot projects are not the only demonstration
projects in which Livable City Project staff have
participated. Another specific project is the Urban
Street of Dreams (USOD). Livable City Project staff
are working on this project with representatives from
the Home Builders Association, the Housing Committee of the American Institute of Architects, and the
State Housing & Community Services office. A target
date of fall, 1994 or spring, 1995 has been set for this
project. The purpose of the USOD is to demonstrate
that middle-income, unsubsidized medium-density
housing can be profitable and can also blend well
with surrounding single-family residential areas, and
meet objectives for transit and pedestrian-oriented
development.
Other opportunities for demonstration projects,
such as the PDC/Tri-Met projects at 18th/Morrison
and near the Goose Hollow transit station, are also in
progress.

The purpose of the Urban
Street of Dreams is to
demonstrate that middleincome, unsubsidized
medium-density housing
can be profitable and can
also blend well with
surrounding single-family
resIdential areas.

Private and Nonprofit Partnerships
A number of private and nonprofit entities are
emerging as partners in achieving the aims of the
Livable City Project. There are several means by
which project staff hope to engage these entities. The
following discussion addresses these potential partners and the strategies to seek their input and assistance in achieving the goals of the Livable City
Project.
Neighborhood associations, business associations,
and various other citizen groups form a natural and
very important set of partners in realizing the objectives of the Livable City Project. Outreach to these
groups has been one of the chief undertakings of the
Growing Better
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Project staff will continue
discussions with the
development community,
to solicit their input in
understanding whether
there are regulatory
barriers to this type of
development.
94

project thus far, and it will continue to be in the year
ahead. This outreach takes several fonns. It includes
a quarterly newsletter describing recent developments in the various components of the Livable City
Project. There is also a display panel with information handouts, which are shown at conferences such
as the Regional Rail Summit and the Energy Symposium. Project staff also will continue to make presentations on the Project to various organizations.
The development community is another important
partner in achieving the aims of the Livable City
Project. Discussions thus far indicate extensive interest in developing mixed use, medium and higher
density projects which would align well with the
growth principles. Project staff will continue discussions with the development community, to solicit
their input in understanding whether there are regulatory barriers to this type of development. Project
staff will also work with developers to identify and
Growing Better
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implement strategies to demonstrate to lenders the
desirability and marketability of higher density,
mixed-use development. Financing may be the single
greatest barrier to this type of development at
present.
Private/ Nonprofit/ Citizen Partnerships
• Neighborhood Associations
• Development Community
- Developers Roundtable (to identify code barriers to mixed-use transit/ pedestrian-oriented
development)
- Case Studies Report
- Developers Handbook
• Pedestrian/Bicycle Groups
• Home Builders Association
• American Institute of Architects, Portland Chapter
- Urban Street of Dreams (A.LA. Housing Committee)
- Architecture Week
• City Club Land Use & Transportation Committee

--~-

Other Government Agency Partnerships
Many of the bureaus of the City of Portland, along
with other regional and State agencies, playa significant role in the quality of the built environment. This
role is often both indirect (through regulatory mechanisms) and direct (several agencies are responsible for
the construction of various facilities, whether park
land, infrastructure/services, or actual buildings).
These agencies have the potential to dramatically
affect development and investment decisions. The
Bureau of Planning is only one link in the development process. The bureau will only succeed in acGrowing Better

These agencies have the
potential to dramatically
affect development and
investment decisions.
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complishing the goals of the Livable City Project by
involving other agencies as partners in this undertaking.
The Bureau of Planning will conduct meetings with
these agencies to inform them about the project, and
to seek their guidance and cooperation in fulfilling
the project objectives. Along with the other agencies,
project staff will seek to determine actions within
those agencies which could help achieve project
objectives.
The following is a list of agencies which are likely
partners in this effort. The list is not necessarily
exhaustive, but it indicates the breadth of areas in
which Livable City Project objectives might be fulfilled. City agencies are listed first, followed by
regional and then state entities.
• Office of Transportation
- Regional Rail Program
- Bicycle Program
- Pedestrian Program
- Transportation Planning
- Transportation Engineering
- "Reclaiming Our Streets" Program
- Central City Transportation Management Plan
• Bureau of Environmental Services
- Stonnwater Program
- Combined Sewer Overflow (CSO) Program
- River District/Tanner Creek "Daylighting"
- National Pollution Discharge Elimination
System (NPDES) Program
• Building Bureau
• Portland Development Commission
- Central City Housing
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•
•
•
•
•

•
•
•
•
•

- Demonstration Projects along LRT lines
- Economic Development Policy Update
Bureau of Parks & Recreation
Bureau of Community Development
Police Bureau
- Community Policing
Tri-Met
- Strategic Plan
Metro
- 2040 Plan
- RUGGO's
- Future Vision
Oregon Department of Transportation
Oregon Department of Energy
Department of Environmental Quality
State Housing & Community SelVices
Department of Land Conservation & Development
- Growth Management Grant Program

Appendix M contains a suggested work program
for the next phase of the Livable City Project.

Conclusion
This first phase of the Livable City Project has
shown that with a continuation of present trends,
most of the projected future growth in the Portland
region will continue to take place on the suburban
fringe of the metropolitan area. Out of a projected
increase in population of some half-million people
over the next 20 years or so, a relatively small proportion will actually locate within the City of Portland if
current trends continue.
The chapter on Implication of Present Trends clearly
shows that this will have a major impact on the future
livability of both the city and the region. A continuation of low-density suburban sprawl will mean the
continued disappearance of good agricultural land,
unique environmental areas, and open space in general. It will impact on air and water quality and the
low-density development will ensure that it remains
predominantly auto-dependent. In addition, it will be
very expensive to serve with public facilities and
services.
At the beginning of this first phase of the Livable
City Project, six growth concepts were suggested as
ways in which the city might accommodate addi-
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tional growth while preserving the livability of existing neighborhoods. These growth concepts have been
the subject of extensive public discussion in a yearlong outreach program. The region-wide Visual
Preference Survey tested public response to three of
the concepts-transit area development, main streets
and designed infill. Three special pilot projects tested
the application of the same concepts in specific neighborhoods.
A key conclusion of the outreach program was that
higher density development would receive public
support, provided:
TiC

-

it is limited to certain areas (such as main
streets and around light rail stations)
the plans for the development involve all major
affected parties, and
it is designed so that it is both attractive and
compatible to the local neighborhood.

In addition, consultant studies and discussions with
developers have indicated a number of problems in
financing future mixed-use development and the
larger multifamily housing projects. They also have
indicated a need for more information on local neighborhood conditions and the need to involve the banking/ development community.
As a result of the extensive outreach work undertaken in Phase I, the original growth concepts were
reduced to four growth principles:
- Central City
-Transit Stations
- Main Streets, and
- Neighborhood Infill
Some initial strategies have been suggested for these
principles and they would be further refined in Phase
II. Phase II would also continue to build to public and
private partnerships it will take to implement the
Livable City Project. If the City is truly to take a
positive role in influencing the future development
form of both the city and the region, it will take major
commitment by many citizens.
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