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METROPOLITAN BRIEFING BOOK 2005

by Craig Wollner, Professor, Associate Dean, College of Urban & Public Affairs, Portland State University

Deborah Elliott, and the staff of the Survey Research Laboratory, Portland State University
INTRODUCTION

Biennially, the Institute of Portland Metropolitan Studies (IMS) undertakes to
identify the most compelling concerns, problems, and dilemmas facing citizens of
the Portland metropolitan region. The region is defined as Clackamas, Columbia,
Multnomah, Washington, and Yamhill Counties and Clark County in Washington.
IMS staft analyzes the results of two Critical Issues List surveys, one of area resi-
dents at large conducted by the Survey Research Laboratory (SRL) of Portland
State University (PSU), and the other a mail survey of regional opinion leaders.
The opinion leaders are elected and appointed officials serving in jurisdictions
throughout the six-county metropolitan region, academic experts in regional af-
fairs, and citizen activists. The two surveys are compared and contrasted for points
of congruity and contrast between the two cohorts surveyed. Staff completed 374
phone surveys of the general public; 424 of the region’s opinion leaders mailed
back responses. This essay presents the results.

The comparative results in the 2004 survey cycle, which are summarized in Tables
1 and 2, yield a number of interesting insights:

0 For the first time since 1994, education is not the most critical issue to  ei-
ther or both of the survey groups, although it continues to be a preoccupa-
tion of both opinion leaders and the public.

O The most important issue for both groups is a strong economy and jobs.

O Affordable health care continues to be an issue of great concern to both
opinion leaders and the general public.

O Police, fire, and public safety is not an item of the highest priority to either
group despite the well publicized threat of terrorism.

In what follows, we discuss these findings in greater detail. The exact wording of
each of the issues, as voiced by the telephone surveyors and printed in the mail
survey for ranking by respondents, is bolded in the text of the essay.

In the interest of brevity, this essay omits discussion of frequencies, sample size,
error and confidence, and other data. The entire report on the Critical Issues
List survey of the general public by the Portland State University Survey Research
Lab and of the mail-back survey can be viewed at: http://www.upa.pdx.edu/IMS/
home/homeindex.html .

QUALITY OF LIFE

A separate question was asked on both surveys: “on a scale of 1 to 10, how would
you rate overall quality of life in the region, with 1 being the worst and 10 the
best?” The average rating for each of the groups sutveyed is below.

General Public:
Opinion Leadets:

7.78
7.36

A DISCUSSION OF COMPARATIVE RESULTS: the general public and
the opinion leaders

The Top Three Issues

The foremost concern of the region’s general public over the last eight years, as
revealed by these surveys has reliably been the state of education. Although edu-
cation generally has topped the issues list for the opinion leaders as well, they
dropped it to second place in 2002, identifying “Developing and maintaining a
strong economic infrastructure that provides stable, family-wage jobs, and
a fair, equitable tax base to support public setvices” as their greatest priority.
This year both surveys revealed that the economy/jobs issue is the number one
concern. 'This finding is understandable because the state and regional economy,
based significantly on manufacturing and other ailing sectors, has so far refused to
recover from the 2001-2002 recession with the speed or power of other parts of
the nation. As the region’s economic woes drag on affecting households, local and
state treasuries, and businesses and industries, both the public and its leaders clearly
agree that the situation must be dealt with swiftly and efficiently. For some among
the general public, the issue of the recovery focuses not as might be expected on
creating more jobs, but on reforming tax policy so as to stimulate job creation.
Two basic polarities exist: one respondent claims that the correct approach is
“redesigning state tax policy so that . . . we have a sales tax and that we balance
taxes among sales, property and income. 1 think this is the number one first priot-
ity for supporting all these critical issues.” On the other side, a respondent urges

“reduction or elimination of a lot of the taxes because they limit growth.” Com-




mentary by opinion leaders also reflects the theme of tax fairness and simplifica-
tion, although their analysis sometimes looks beyond taxes as a driver of the labor
market and economy. “Metro’s regional planning is hurting the city’s economic
opporttunities—time to eliminate them?” one respondent asks rhetorically. “Jobs,
jobs, jobs,” asserts another, going on to recommend “revision of economics away
from corporate outsourcing and toward regional small manufacturing with all kinds
of incentives for this shift.”” Another blames the environmental sensitivity of the
region for poor econosmic performance, noting that Portland has “wonderful fresh
air, green trees, access to the Columbia River, but [it’s] difficult to make a living
here—very few family wage jobs.”

The second leading issue this year for the public is “access to affordable health
care for all sectors of the community” as compared to 2002 when it was #3.
For the opinion leaders, health care is #3, moving up from the fifth position in
2002. Occupying the second slot for them is “lifelong quality education.” The
strong showing of this issue in both polls tracks with the upward spiral of health
care costs locally and nationally over the last several years, the growth in numbers
of the uninsured in the region on both sides of the Columbia and the nation (in-
cluding cuts in benefits and the shrinking of the rolls of the Oregon Health Plan),
and the devaluation of the health benefits packages of the employed thanks to
inflation, characterized by more stringent stop loss provisions resulting in higher
deductibles and restrictions on providers.

At the same time, the opinion leaders’ choose “ensuring lifelong quality edu-
cation (pre-K-12, community college, college, graduate school) that is ac-
cessible to all, addresses different learning styles, and supports the regional
workplace” as their second most critical issue (the public ranked it third). Their
concern for this issue, which has chronically topped both lists as the region’s most
critical issue, indicates the extent to which it remains a matter of deep concern for
both groups. Clearly, events in the two years following the 2002 surveys, including
budget shortfalls, erratic test scores under the No Child Left Behind Act, dramatic
gestures such as cutting school days in order to meet budgets, emergency surtaxes,
and the like have done nothing to push the problem to the back burner for either

3

group. “Oregon is in an education crisis right now...” one member of the public
states flatly. “The way the state legislature is responding to the funding needs [of
schools],” notes another respondent, “school boards don’t know how much money

they have to work with until the legislators decide and it hasn’t been working out
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because they decide too late.”” One expresses concern about the teaching of values
in the schools, calling for “freedom for the Christian community to express its val-
ues—to be taught in schools or, at least, private schools.”” Another points to “class
size and affordable and realistic wages for teachers” as major issues.

Several people among the opinion leaders take the opportunity to champion the
development of a regional university of national distinction. Opinion leaders also
put forward a sense that education is central to all issues. “If we don’t invest in
education,” according to a respondent who captures this view, “then we can’t suc-
ceed in these other areas.”

The Leadership Challenge

For the public, “visionary credible leadership at all levels that engages citi-
zens in public decision making” is #4. In previous polls, this issue consistently
received a middling rank from both groups, but no matter where they rank it,
survey respondents have always revealed dissatisfaction with the current crop of
leaders and a longing for a new group with greater charisma. In the 2004 iteration,
the members of the public who choose to comment seem more hostile toward the
leadership than respondents in previous polls. One remarks that “the leadership is
too intent on being politically correct and too beholden to private interest groups
[and] not looking at the entire region.” Another demands getting “more teason-
ably thinking people in government that doesn’t tell people what they have to do.”
Past surveys have yielded a great deal of discussion on leadership from the opinion
leaders. Strikingly, they offered only a few terse comments in the 2004 survey. One
asserts that visionary leadership is lacking and laments, “in this . . . partisan and
political climate, I have no illusions [that new leaders coming to the fore] can occur
any time soon.”

Perhaps summing up the predominant sentiment of opinion leaders, one wrote,
“We are living in an Eden, yet one at great risk of blowing it due to a lack of cour-
age, vision, and leadership.”

Safety and Security in a Time of War
In the 2004 edition of the surveys, the public placed “police, fire, and other pub-

lic safety concerns” at #5, whereas the opinion leaders ranked it ninth. These
rankings are consistent with the two groups’ attitude about the issue over time




(public safety concerns were at #4 for the public in 2002), although in 2000, prior
to September 11, the public ranked this issue #3. The consistent disparity in
rankings is perhaps explained by the prominence given to crime in local news cov-
erage, which commands the attention of the public at large. Opinion leaders, on
the other hand, tend to be more aware of the actual declining trend line of ctime
in the region over the last decade and more sanguine. They empbhasize less direct
strategies for combating crime. One comment reflects this approach: “Police, fire,
and public safety would be less overwhelming in a society whete jobs were available
and crime wasn’t viewed as necessary for some segments of the population.” Or, as
another puts the matter, “policing becomes easier where economic goals are met.”
Perhaps intending a joke, one respondent comments cryptically that “there are too
many killer cops and not enough cafes” in the neighborhood.

Still, the anxiety over crime among the public has not disappeared. One public
tespondent demands “make it safer! The police [should be] more accessible and
doing what they’re supposed to be doing.” Another remarks that “the whole police
department is corrupt [and practices] racial intimidation. Clackamas County is the
worst regarding racism and racial intimidation.” In light of the history of the last
three years, it seems curious that only one member of the public and none of the

opinion leaders comment about the need for better security to combat terrorism.
Protecting and Planning the Environment

“Protection, restoration and enhancement of the environment” rates #6 with
the public, the same weight given by the opinion leaders. For both groups, this
concern has lessened since 2000, when it ranked # 4 for the opinion leaders and #5
for the public (it was #6 for both groups in 2002). Over the period since the last
survey, concern has deepened over a number of issues crucial to a healthy environ-
ment—wetland loss, air and water quality, the Willamette River Superfund site, for
example. Now, however, neither group seems to regard the environment as one of
the region’s more pressing concerns. A small segment of the public is tired of the
emphasis on envitonmental quality and says so plainly: “[We] need to get rid of
some of the tree huggers,” one respondent asserts. Some are concerned about the
toll of development on the environment. A representative comment observes, “1
see us having more development in a way that puts environment second. Develop-
ment should be slowed. We should have more LIDS (low impact development).”
Others worry about air and water quality.

: METROPOLITAN BRIEFING BOOK 2005

In 2004, the general public sees “supporting an expanded, diverse, affordable
and integrated regional transportation system that reduces congestion and
moves people and goods safely and efficiently” as the seventh most critical is-
sue, while the opinion leaders rank it at #4. This disparity reptesents the consistent
views of the two groups on the importance of moving people and freight through
the region. The strong profiles of light rail and the overall success of Tri-Met
and CTran bus service seems to satisfy the public despite their unhappiness over
increasing traffic congestion throughout the region. Many opinion leaders tend to
see the stubborn dependence of citizens of the atea on the car as an important ob-
stacle to the highest level of livability and sustainability. Still, a number of people
in the public complain about various aspects of the tegional transportation system,
often in somewhat vague terms. For example, one individual demands more public
transportation; another says that “traffic is horrendous. It [traffic lights] needs to be
coordinated””  Another objects to the loss of Greyhound setvice to the coast and
the eastern reaches of Oregon, which poses a particular hardship for the elderly.
Opinion leaders voice more specific concerns. One calls for “a critical review of
what Metro’s transportation planners projected and what they delivered, in terms
of transit ridership and capital costs, between 1980 and 2000.” Another criticizes
the quality and availability of handicapped transportation and parking in down-
town Portland, especially since “Metro and [the] state stress the importance of
the central city for all.” Another calls for transportation planning that includes
Clark County.

Diversity

This year the public positions “Recognizing, valuing, and involving persons of
diverse racial and ethnic backgrounds in our community and government
decisions” at #8, assigning it more importance by one spot than in the 2002 poll.
Diversity ranked tenth for the opinion leaders in 2004, repeating its position in
2002 but dropping three places farther down the list than in 2000. Over the decade
to date, diversity has become more important to the public (it was #9 in 2000) and
less so to opinion leaders. Fot the public, this development is probably a function
of the pressures of in-migration from a variety of ethnic and religious groups as
revealed in the 2000 census and confirmed by simple empitical observation. For
the opinion leaders, the relatively trouble-free transition to diversity over the period
perhaps offers proof that the region’s citizens are capable of tolerance, and hence
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they exhibit a low level of anxiety. There are some random negative comments
about illegal immigration and homosexuals, but the public was, overall, remarkably
sanguine about this issuc at a time when the census shows diversity growing rapidly

in the region.
Urban Spaces and Housing

One of the more interesting comparisons in the 2004 survey is the position of
the public on the issue of “containing growth within the Portland-Vancou-
ver utban growth boundaries while maintaining quality of life both inside
and outside the boundaries.” The public ranks this problem #9, as compared
with the opinion leaders, who see it as the seventh leading issue. In light of the
November 2 vote and Oregon’s overwhelming passage of Measure #37, which
won in the urban, subutban, and rural counties of the region, this result is not a
major sutptise. Pethaps most significantly, the measure is widely believed to negate
the Urban Growth Boundary (UGB). Thus, the relative lack of concern among
members of the public for the potential for sprawl is not unexpected. In any case,
both groups offer a number of comments on growth. “Good urban design is very
important to create an infrastructure for jobs and other things,” remarks one mem-
ber of the public. Another calls for “maintaining the character of neighborhoods.
The older neighborhoods (inner SE and NW) should not be made into cookie cut-
ter developments.” “Residential and workplaces need to be [isolated] for a better
quality of life,” asserts yet another. “It’s too congested.”

The opinion leaders are divided on this issue. Some see the UGB as too restric-
tive, resulting in an erosion of the quality of life in the area. One observes, “Zon-
ing is going the wrong way. Stop the 3,500 foot lots. Portland needs trees and you
don’t get them this way. Think of more space like Ladd’s Addition: That’s the
small town look that Portland should be. Do not try to make this NYC.”

The public places “diverse, affordable housing close to jobs throughout
the region” in the tenth position, while the opinion leaders rate it the ninth most
important issue. A respondent from the public worrics that land available for
construction has to be freed up. Linking the housing issue to the UGB and fam-
ily wage jobs, this person contends that “they are decreasing the affordability of
homes, and there will be a society of young people who won’t be able to afford

homes. People working at the low-income jobs are not going to be able to afford

a home.”

One opinion leader speaks for many in calling for “balancing gentrification of
inner city neighborhoods with housing costs that make those neighborhoods unaf-
fordable.” Another prescribes an affordable housing policy embedded in the cre-
ation of a “bi-state metropolis” with a balance between growth and management
of growth.

CONCLUSION

Finally, it is worth noting that in this year more than others in the recent past, the
opinion leaders see the issues as equally important or as inextricably linked to each
other. As one opinion leader aptly puts the matter, “All of these issues are impot-
tant. As elected officials we have to integrate all of the above into state policy.”
Morteovet, in this year more than in the past, both the public and the opinion
leaders, explicitly and implicitly, call for true bi-state cooperation. One prevailing
impression emerges from their comments: More than ever before, the Portland
tegion is moving toward a unified view of itself as it confronts the most pressing
problems. This heightened self-consciousness bodes well for discovering solu-
tions.



















PORTLAND'S REGIONAL ECONOMY: THE DYNAMICS OF CHANGE

While all major industries will add jobs over the next ten years, most will grow
more slowly than they did in the past ten years. The service sector will expand
most rapidly over the coming decade, accounting for almost half of the area’s em-
ployment growth. Health services will grow by 25 percent as a growing and aging
population increases demand for medical care.

Retail trade will also grow briskly, tracking closely with population trends. But
construction will grow much more slowly than it did in the past decade. The
finance, insurance, and real estate sector will grow along with the region’s popula-
tion, but factors such as interest rates, industry consolidation, technological chang-
es (especially in the banking industry) and the health of the local housing market
will have an impact on employment levels.

As discussed above, manufacturing will likely recover somewhat, although growth
will probably be slow and employment will not reach pre-recession levels. The
uncertainty about the future of the semiconductor industry blurs our view of the
future for manufacturing in the region. Other components of manufactuting are
expected to lose jobs. Lumber and wood products will continue its decades-long
decline, primary metals is not expected to rebound with the area’s economy, and
the food processing and textile and appatel manufacturing sectots will continue to

lose jobs to overseas production and improving technology.

OCCUPATIONAL STRENGTHS IN THE PORTLAND-VANCOUVER
REGION

Another way to examine how Portland’s economic structure will change is to con-
sider what changes will occur in the way Portlanders work. How will the occu-
pational profile of the region change? As new industries emerge and emerging
technologies continue to affect production methods and service delivery, how will
occupations and skill requitements change for these industries? This section con-
siders how the region’s residents make a living and the expected changes over the
next ten years’.

Current Occupational Profiles

Table 2 summarizes the occupational profile of the residents of the Portland-Van-

couver metropolitan region and projects how the region is expected to change over
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the next decade’. Among these broad occupational categories, which are listed
in order of 2002 employment, the employment patterns are expected to remain
fairly stable. The largest share of workers in the Portland region work in office
and administrative support professions followed by sales occupations, production
occupations, and food preparation and serving. These ranks will change very little
over the next ten years, although food pteparation will outrank production opera-
tions by 2012. The greatest percentage growth in jobs will occur in healthcare and
healthcare support occupations. Significant growth will also occur in computer
and mathematical science occupations and in building and ground maintenance.
However, because these occupations will grow from much smaller bases, a smaller
number of total jobs will be added in each of these categories. We expect over
7,600 openings in computer and mathematical science occupations over the next
ten years and over 13,000 in building and ground maintenance.

The expected number of openings in an occupational category depends on both
the growth of that occupation and the need to replace existing workers due to
turnover and retirement. Overall, almost two-thirds of total job openings over
the next ten years will be from replacement openings rather than creation of new
openings. But the ratio varies greatly by occupational group. At 30 percent, the
lowest percentage of replacement openings occurs in computer and mathematical
science occupations. The highest percentage of replacement openings is in food
preparation and serving occupations, where low skill requirements and low wages
contribute to a high turnover rate. Over 75 percent of the openings in this occu-
pational category will be replacements.

Within these broad occupational categories, the distribution of occupations in
the Portland region is somewhat similar to that of the rest of the United States.
Table 3 shows the top 35 occupations in the Portland region, along with national
employment and rank and expected growth. One of the most notable differences
in ranking between the Portland region and the United States is Portland’s much
higher ranking for computer software engineers compared to the rest of the na-
tion. This occupational category also is expected to grow by 23 percent over the
next ten years, adding almost 1,400 new positions and creating more than 1,800
new openings. Another important difference between the Portland and U.S. rank-
ings is the much higher rank for farm worker occupations in the Portland region.
Over 4,700 openings will occur in this occupation over the next ten years, and that

occupation continues to grow in this region.
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Among the top 35 occupations, those with the slowest expected growth rates
include bookkeepets and secretaries. This result probably reflects labor saving
information technology. However, receptionists and information clerks will enjoy
a relatively robust 20 percent growth rate, perhaps reflecting the continued need
to provide human interactions and to manage the growing volume of information
influencing the workplace.

Fast-Growing Occupations

Table 4 lists the fastest growing occupations in the region, sorted by occupational
category. This list includes only occupations with employment of at least 100 in
the region. It shows that many of the fast-growing occupations are not those that
currently comprise a substantial share of employment. Thus, although they will
experience high growth rates, the number of jobs they add will be relatively small.
The exception is in the health care field, where substantial growth rates will occur
on top of large employment numbers. Architects and several of the arts, design,
entertainment, and media occupations will also grow quickly over the next ten
yeats and add substantial numbers to the workforce.

Continuous Learning

In many occupations, employees must continually relearn their jobs to remain
competitive in today’s job market. A 2002 survey of employers in Multnomah,
Tillamook, and Washington counties found that employers believe that workers
will need to improve their skill levels in a broad range of occupations over the
next several years. The skills most often cited include computer softwate applica-
tion skills, Spanish language skills, and problem solving and critical thinking skills
(Mollet, 2002).

Furthermore, the increasing pace of technological change increases the need
for lifelong learning among all workers. This requirement applies not only to the
scientists and engineers who are making discoveries and applying them in industry,
but also to the workers in all occupations who use technology once it has been
embedded in the products and processes we use everyday.

Many employers are also reengineering jobs to deal with critical worker short-

ages. In the healthcare industry, many workers are performing jobs today that they

may not have been trained for ten or even five years ago. This adaptation allows
healthcare providers to continue to provide services in the face of critical worker
shortages. However, it also demands continuous education and clear lines of com-
munication between employers and educators to ensure that the new expectations

are reflected in training and education programs.
STORIES OF COMPANY SURVIVAL, RECOVERY, AND EVOLUTION

The evolution of the Portland-Vancouver regional economy is also apparent in the
transformations taking place within the region’s most successful companies. In
the face of difficulties caused by changing markets, falling consumer and industrial
demand, and competition from overseas, many of the region’s companies have
had to reinvent theit businesses through innovation of products and processes,
development of new matrkets, and increasing the value embedded in the products
and services they offer. Increasingly, global markets have moved the production
of commodity products overseas. The challenge for the region’s companies is to
identify competitive advantages that cannot be easily duplicated by low-cost com-
petitors.

nLight Photonics

One such company is nLight. nLight was founded in July 2000 to develop high
power semiconductor lasers for telecommunications networks. The company
raised over $60 million and opened a state-of-the-art 60,000 sq ft manufacturing
plant in Vancouver in September of 2001. nLight had to rethink its strategy as the
telecommunications industry collapsed in 2001 and 2002. As the market for high
power semiconductor lasers collapsed from over $1 billion/yr in 2000 to under $50
million/yt in 2002, nLight faced a very difficult decision: either declare bankruptcy
ot refocus the company on new markets.

In the summer of 2002 with the support of the venture capitalists, nLight be-
gan the transition to higher power diodes in a broad range of wavelengths. This
reorientation allowed them to target markets for industrial, medical, and defense
applications. They were able to launch these products in time for the Photonics
West show in San Jose in Januaty of 2003. During 2003, nLight received a $5 mil-
lion award from the Defense Advanced Research Projects Agency (DARPA), and




additional research funds from the Air Force, which allowed nLight to improve the
performance of its laser diodes, making them appropriate for a number of military
applications. nlLight raised $13 million in its third round of financing in January
of 2004. In August of 2004, they were awarded a $25 million contract with the
Air Force.

Today, nLight leads the wortld in high power semiconductor lasets and is one of
the very few companies that has successfully made the transition out of the tele-
com downturn, Over 500 optical component companies wete started in 1999 and
2000 to focus on telecommunications. Today fewer than 25 still exist.

Scott Keeney, CEO of nLight, attributes the successful transition of his company
to an experienced staff with the market knowledge and the technical expertise to
apply the technology to growing markets. “We have always focused on the team
first. Itis crucial to make sure you have the right people on the bus. With the right
team in place it is much easier to make decisions on where the bus is headed.”

After having doubled staff in the past year to over 70 people, nLight is poised to
continue to grow as semiconductor lasers become crucial in applications ranging
from industrial processes to defending aircraft from heat-seeking missiles. nLight’s
evolution has demonstrated the need for adaptability in the fast-changing economy
and has ensured its continued conttibution to the economic vitality of the Port-
land-Vancouver region.

Huggy Bear’s Cupboards

Huggy Bear’s Cupboatds is a Portland cabinet maket located on Hayden Island.
For most of its 25 years in business, Huggy Bear’s targeted the upper end of the
mid-range cabinet market and sold much of its product locally.

About six years ago, Huggy Beat’s decided to re-focus its product on the high-
est end of the luxury custom kitchen cabinet matket. This decision was based on
increasing competition from the large home improvement retail outlets. Huggy
Bear’s needed to specialize in a market that these competitots would find difficult
to penetrate, and the company saw an oppottunity in the luxury cabinet market.
While the mid-range cabinet market was becoming more and more competitive,
no cabinetmakers west of the Mississippi were targeting the luxury matket. Fur-
thermore, Huggy Beart’s felt that its highly skilled workforce and its long-standing
emphasis on quality would ease the transition to this higher-end market.

To successfully implement this strategic change, Huggy Bear’s had to modify its
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marketing network. In the past, Huggy Bear’s had marketed much of its product
locally. However, with a more specialized market niche, Huggy Bear’s had to sell
more of its product throughout the west coast and nationwide. This redirection
required recruiting and training new dealers for its products over a much broader
geographic area.

Huggy Bear’s also had to place an even greater emphasis on continuous training
for its workers and retention of its most qualified staff. While Huggy Bear’s had
always tried to recruit and retain the most skilled craftsmen, its renewed emphasis
on quality required implementing a continuous training program. Huggy Beat’s
solicits feedback from its dealer network, adapts its products and production tech-
niques, and trains its craftsmen to implement the requited changes. Huggy Beat’s
also has wotked hard to retain its most skilled workers—those who are best able to
assist with product and process imptovement.

Huggy Beat’s operates in a seasonal and cyclical business tied to the construc-
tion industry. Employment and/or hours per employee generally fall during the
winter and during recessions. During this most recent recession, Huggy Beat’s was
forced to cut back on workers and on hours. But its aggressive marketing strategy
focused on ateas of the nation whete the recession was relatively mild and high-
end homebuilding was strong.  That strategy has served them well. Huggy Beart’s
has returned to its pre-recession employment of 60 full-time workers.

OBSERVATIONS AND CONCLUSIONS

Over the last several years, the Portland region has expetienced reorganization in
its industrial and occupational makeup as it has struggled out of recession and
towatrd recovery. The forecasts contained in this essay predict how our economy
will grow and how our wotkforce will be organized within the next ten years. But
a host of unforeseeable economic, technological, and social factors no doubt will
affect the region’s ability to organize its human, intellectual, and capital resources in
response to profound changes that will shape our economy for years to come.

In 1942, the Austrian economist Joseph Schumpeter in his book Capitalism,
Socialism, and Democracy coined the phrase “creative destruction” to desctibe the
implications of discontinuous shocks on the economy: “The fundamental impulse
that sets and keeps the capitalist engine in motion comes from the new consumers,
goods, the new methods of production or transportation, the new matkets, the
new forms of industrial organization that capitalist enterprise creates.” (Schum-




peter 1942, p. 82). “Creative destruction” implies that the innovation necessary to
recover from a failing economic system requires the destruction of the infrastruc-
tures and methodologies necessary to maintain it. In a similar vein, Stan Williams
of Hewlett Packard summarized the revolutionary nature of the technological
changes taking place today in information, biological, and nanotechnologies:

We are actually watching the birth of three great new technologies, all simnl-
taneously. ‘Bio” is the utilization of chemistry in life to not only nnderstand
organisms but to manufacture all types of things that we have in onr environ-
ment. “Info” is the harvesting, storage, and transmission of information of
all sorts that we want about onr environment. And “nano” is the control of

matter at the scale where basic material properties are determiined.

Williams goes on to explain that science in each of these areas is undergoing revo-
lutionary changes and that each is beginning its applications phase. Together, ap-
plications in these areas will influence our economy and our lives in ways we can
only imagine. And as these innovative applications flourish, creative destruction
inevitably occurs, marginalizing the technologies upon which they ultimately are
founded.

The changes predicted for our near future by Williams suggest the need for resil-
lency in our economic, social, and civic institutions. Gardner (1990) suggests that
this kind of resiliency is dependent upon a set of core purposcs and values that are
relatively durable so that a society can direct itself in times of change according to
those core values.

In the years ahead, Portland’s economy will inevitably evolve as some sectors and
professions decline and others emerge and strengthen. Recessions tend to accel-
erate these transformations, as weak companies go out of business, unemployed
entrepreneurs test new ideas, and industties are forced to improve productivity and
reduce costs. While we cannot predict the exact direction and speed of that evolu-
tion, we must examine our economic, social, and civil institutions and evaluate their

ability to respond to change. At the same time, we must keep in mind that the pro-

cess of creative destruction, by its vety nature, will cause problems for those who
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must struggle through the inevitable transformation. Keeping a firm grasp of our
cote values will allow us to continuously invent a new economy for the region while

addressing the problems that change causes for many membets of our society.
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Masud Hasan, Graduate Research Assistant, Population Research Center

While many people both inside and outside Oregon retain the image of the state
as a place of picturesque coastal bluffs, Mt. Hood and other mountain peaks, and
large forests, the state’s population is primarily urban and has been for many de-
cades. In 2000, three-quarters of Oregon’s 3.4 million residents lived in towns
and cities. And almost one-half of Oregon’s population lived in the metropolitan
Portland area.

This paper offers an overview of population dynamics in the metropolitan Port-
land-Vancouver area—describing curtent trends for population growth in its coun-
ties; the effect of births, deaths, and migration on population growth; how the
age, sex, and ethnic composition are changing; and where residents live within the
metropolitan area. Finally, the paper discusses likely growth prospects and their
implications,

The metropolitan Portland-Vancouver atea includes five of Oregon’s thirty-
six counties—Clackamas, Columbia, Multnomah, Washington, and Yamhill—and
Clark County in the state of Washington. Figure 1 shows a map of the metropoli-
tan area, including its six constituent counties. This paper refers to the Portland-
Vancouver metropolitan area as the total metropolitan area, including the Oregon
and Washington portions. We refer to the metropolitan Portland area when limit-
ing discussion to the five Oregon counties.

POPULATION GROWTH

Population growth in metropolitan Portland-Vancouver historically has exceeded
growth for the United States, but the differential in growth rates has declined over
time. Between 1990 and 2000, the United States grew by about 13 percent and
metropolitan Portland-Vancouver increased by almost 27 percent. The ratio of
population growth for metropolitan Portland-Vancouver compared to the United
States from 1990 to 2000 exceeded 2.0, meaning that the metropolitan areas grew
at more than twice the national average.

Recent Growth

Metropolitan Portland-Vancouver has steadily increased its population since 1990,

growing from 1.5 million in 1990 to 1.9 million in 2000, an increase of 400,000

by Barry Edmonston, Director, Population Research Center and Professor, School of Urban Studies and Planning
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Figure 1. Portland-Yancouver Metropolitan Area

people or 27 percent (see Figure 2). About 1.6 million or 82 percent of the total
metropolitan Portland-Vancouver population resided in Oregon in 2000. In 2003,
the estimated population for the metropolitan area was 2.0 million, an inctease of
more than 90,000 since 2000.

The metropolitan Portland population — limiting attention to the five metro-
politan counties in Oregon—grew from 1.3 million in 1990 to almost 1.6 million
in 2000, an increase of 23 percent. Clark County, Washington experienced the
most rapid population growth during the 1990 to 2000 period, considerably greater
than the Washington state’s population increase of 13 percent. The higher rate of
growth in Clark County affected the total Portland-Vancouver growth rate. The
total metropolitan growth rate of 27 percent reflects the growth rate of 23 percent
for the five Oregon counties and 45 percent for Washington’s Clatk County.
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fourths of its overall growth. Four other counties—Clackamas, Columbia, Wash-
ington, and Yambhill-—derived more than two-thirds of their growth in the 1990s
from migration. In the past three years, the metropolitan population has grown
by more than 90,000, with about 55 percent of the population increase due to net
in-migration (see Figure 5). Net in-migration has slackened somewhat in recent
years. As a result, its proportionate contribution to overall population growth has
decreased. Net migration, however, remains the dominant factor in the population
growth of the metropolitan area.

Migration was important for all counties in the metropolitan region. Although
Multnomah experienced the slowest overall growth rate, increasing 13 percent
from 1990 to 2000, it received 42,000 net migrants, and migration accounted for
more than one-half of its total population increase. Since 2000, the contribution
of net migration has decreased for all counties. In Multnomah County, less than
5,000 net migrants arrived during 2000 to 2003, and net migration accounted for
about one-fourth of the county’s population growth. In Washington and Yambhill

Figure 5. Most of the growth during 2000-2003 was due to migration
although there are differences between counties.
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counties, net migration provided more than 40 percent of population increases.
And in Clackamas, Columbia, and Clark counties, net migration made up about
two-thirds of population growth.

Immigration

International migrants to the state of Oregon represented nearly 27 percent of the
total population increase from 1990 to 2000. However, the immigrants to Oregon
throughout the 1990’ represented less than one percent of the total immigrants to
the United States. Except for an increase in 1991 (1.3 percent) and, more recently
in 2000 (1.0 percent), the annual number of immigrants to Oregon represented
less than one petcent of the total annual immigrants to the United States during
the 1990%.

In the metropolitan Portland area about two-thirds of the immigrants reported
by the Immigration and Naturalization Service in 2000 came from only seven ateas:
Russia and other countries of the former USSR (18 percent of all immigrants),
Mexico (17 percent), China (7 percent), Vietnam (8 percent), India (5 percent),
Korea (3 percent), and the Philippines (3 percent). The most unique aspect about
the metropolitan area’s immigration is the relatively high proportion of immigrants
from the former USSR — primarily from Russia. The proportion of Russians
among Portland’s immigrants is more than twice the national average. Since im-
migrants to the metropolitan area are generally younger than residents, they con-
tribute to a somewhat younger age composition, in addition to affecting the ethnic
composition.

But immigration does more than change the age or ethnic mix of the population.
The presence of migrants with different skills affects economic growth, adding
new workers to the metropolitan labor force and, in some cases, providing needed
skilled employees for local industties with job shortages.

Although foreign-born men are somewhat more likely to be in the high-educa-
tion, high-paying jobs, they are also far more common in low-education, low-paying
jobs. Compared with native-born men, immigrants are found in some occupations
requiring high levels of education, such as college teachers and engineers, as well as
some occupations requiring little schooling, such as tailors, waiters, and unskilled
service occupations. The picture for immigrant women is similar. Foreign-born
women in the metropolitan area are disproportionately employed in a few high-

education occupations, such as foreign-language teachers and physicians, but they

Source: U.S. Census Bureau and Oregon Department of Human Services, Center for Health Statistics
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Asian Americans, including Hawaiians and other Pacific Islanders, have the sec-
ond fastest rate of growth of minority groups, increasing from 46,000 in 1990
to 81,000 in 2000, a growth of 76 percent. In 2003, an estimated 116,000 Asian
Americans and Pacific Islanders were living in the metropolitan area, an increase of
25,000 since 2000. Asian Americans have fertility levels similar to the Oregon state
average. Metropolitan Portand receives a large number of immigrants from Viet-
nam, Hong Kong, Taiwan, Korea, Philippines, and Japan as well as Asian Ameri-
cans who move here from other states. Asian Americans are the second largest
minority population in the metropolitan area.

African Americans are the third largest minority population in the metropolitan
area, numbering 44,000 in 2000, and increasing 16 percent from 1990. There is a
niet migration of African Americans into the metropolitan area, but at a consider-
ably lower level than for Hispanics or Asian Americans. US. Census Bureau esti-
mates for 2003 indicate little overall change in the number of African Americans
in the metropolitan area since 2000.

The metropolitan Portland atea included 14,000 American Indians and Alaskan
Natives in 2000. This is a slight increase from the 1990 population of 12,000.
There is modest net migration of American Indians into the metropolitan area,
from Oregon and nearby states, but the metropolitan American Indian population

remains relatively small and does not appear to have changed significantly since

2000.
New Ethnic Categories

In 1998, the US. Office of Management and Budget directed the US. Census
Bureau and other federal agencies to begin the transition to a revised federal clas-
sification scheme for racial and ethnic data. The new scheme affected 2000 census
data and will gradually become common for other federal statistical data. The
new scheme involves two major changes. First and foremost, the census, surveys,
and federal data collection forms allow respondents to repott two ot more race or
ethnic groups, if they wish. Second, native Hawaiians and other Pacific Islanders
report themselves separately from Asian Americans.

Prior to the 2000 Census, we lacked accurate estimates for the number of Orego-
nians and metropolitan Oregonians who might report themselves as having mul-
tiple racial origins—that is, as identifying with two or more racial/ethnic groups.
The majority of residents in Portland and Oregon reported themselves as white
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(80 percent) in the 2000 census. However, 3.3 percent of the population (53,480 in
the metropolitan Portland area) identified themselves as having two or more races
in the 2000 census.

Pacific Islanders are a very small population group in Oregon in 2000, numbering
only 8,000—of whom 4,500 lived in metropolitan Portland. Although we lack data
on net movements from Pacific Island areas; especially Hawaii, American Samoa
and Guam; migration of Pacific Islanders from Hawaii and other Pacific Island
areas likely added to the metropolitan population in the 1990s. However, Pacific
Islanders are likely to remain the smallest of Oregon’s and metropolitan Portdand’s

minority populations for the foreseeable future.
Influence of Immigration

The size of the international migration influx to the United States in the 1990s
tivaled the great waves of immigration experienced at the beginning of the century.
Taking illegal immigration into account, the best available estimate is that the total
inflow amounted to about 1.1 million persons per year, or about 11 million during
the 1990’s decade. During 2000, California received about 26 percent of these
newcomers, and another 40 percent went to the other five major immigrant-receiv-
ing states of New York, Texas, Florida, New Jersey, and Illinois.

Oregon’s share of total US. immigration has been relatively modest. Oregon
received about 1 percent, or 8,000 to 9,000 persons, annually of the total immigrant
population arriving during 1990 to 2000. Over 80 percent of immigrants arriving
annually in Oregon, or about 6,000 to 7,000, went to the metropolitan Portland
area.

While the flow of immigrants into Oregon may not be large, other evidence
suggests that many immigrants, especially those from Mexico, originally settled
elsewhere before moving to Oregon. As a result, the growth of the foreign-born
population includes an unknown number of foreign-born persons who moved to
the metropolitan area from other states. At the curtent time, economic conditions
in Mexico and nearby Central American countries continue to produce a steady
stream of migrants intent on relocating in the United States. A plausible assump-
tion is that some of the new immigrants to the United States from Latin America
may eventually settle in Oregon, even if they initially live in some other state. The
large and growing Mexican-origin population in California guarantees a source of

future migrants who find Oregon attractive if job opportunities exist.










Metro Portland’s Chohging Labor Market and Economic Outlook

by Joseph Cortright, Impresa

After three years of a sluggish national economy, it looks as if we may be poised
to grow again. Although the Portland economy benefited mightily from the boom
of the 1990s, it was harder hit than the nation as a whole during the 2001 reces-
sion and the “job-loss” recovery that followed. What is the outlook for growth in
the region in the years ahead? In particular, how will our labor market influence
growth opportunities? This article examines changes in national and local labor
markets and the role of migration in shaping Portland’s economic opportunities.
It identifies some key challenges and discusses the relationship between labor mar-
kets, local industrial structure, and the region’s quality of life.

THE NEW REALITY OF TALENT

The critical ingredient in metropolitan Portland’s future economic success is its
ability to develop, attract, and retain talented people.

We have focused too little attention on people as the critical ingredient in eco-
nomic success. In a knowledge-based economy such as ours—one that will increas-
ingly dominate our lives—the talent and creativity of the workforce will determine
which regions flourish and which flounder. In this globalized, knowledge-based
economy, ptosperity depends less and less on access to physical resources such as
coal, iron ore, oil, timber, and deep draft ports and more and more on the ability
to create economically useful ideas. And ideas, unlike natural resources, are not
simply discovered or inherited. They are created by people. In a global economy,
physical inputs and outputs and financial capital can easily be moved to where they
may be most productively used.

Talented people obey a different calculus. Talented people are workers and en-
trepreneurs, but they are also consumers and citizens, parents and partners. These
people will base the choice of where to live not solely on productive considet-
ations, but on amenities and consumption opportunities, community, and social
and family considerations.

Almost overlooked, metropolitan Portland’s chief advantage in the competition
among metropolitan regions has been its ability to attract and retain a group we call
“the young and the restless”--well-educated 25-to-34 year old adults. The region’s
principal assets for attracting this key group center on quality of life, and embrace
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everything from our natural resource inheritance to the urban amenities of a walk-

able, bikeable city, great transit, and a culture open to newcomers and new ideas.

Americans are a mobile people, but there is a distinctive life cycle to individual
mobility. We are most mobile in our late adolescence and early adulthood, as we
leave the family nest, pursue higher education, explore the world of work and find
ourselves as adults. But as we age, we move less frequently because we begin build-
ing attachments to place—friends, routines, a netwotk of associates, a résumé, a
mortgage and, typically, a family. All this place-specific capital progressively an-
chors US. in particular locations as we age. The likelihood of moving across state
or metropolitan lines falls roughly by half between one’s 25th and 35th birthdays
and continues to decline right through retirement age.

Consequently, the best opportunity to attract talent and to root it in place occurs
when people are “the young and the restless” in their twenties and eatly thirties.
Our study of the young and the restless tells a tale that reflects many of the key
economic trends of the past decade, and, we think, foreshadows the likely path of
economic trends of the next two decades.

None of this focus on one segment of the labor force is meant to imply that they
are the only creative workers in the American economy or that they are the only
ones we should care about. They are, however, an important asset and a critical
indicator.

A region’s ability to attract and retain these talented young workers is a key indica-
tor of its futute economic prospects, in particular its ability to grow dynamic new
knowledge-based industries that are the drivers of metropolitan economic success.
Well-educated people in this age group are the key employees for fast growing busi-
nesses--and they are also the entrepreneurs who create the next generation of new
businesses. Indirectly, wotkers throughout the region depend on the economic
vitality imparted by these laborers.

Paradoxically, the tegion’s attractiveness to young talent has actually magnified
the local unemployment rate, at least in the short term. Even though Oregon has
led the nation in unemployment levels over much of the past three years, net-in-
migration continues at levels only slightly lower than during the economic boom of
the 1990s. In contrast, places with much lower unemployment rates such as Utah,
Kansas, and North Dakota continue to experience a net out-migration of young




TALENT, PLACE, AND PROSPERITY

adults. (Between 2002 and 2003, all of these states lost population even though
their unemployment rates were 4.5 percent or below, ranking in the 10 lowest in
the nation.)

This paper describes the role of the young and the restless in shaping economic
prosperity in the Portland metropolitan area. This analysis unfolds in five parts.
First, we discus’s the importance of talented young workers to metropolitan eco-
nomic success and how this success is likely to be accentuated in the next two
decades. Second, we review the broad demographic trends that are playing out
in this age group. Third, we examine the changing racial and ethnic composi-
tion of young adults. Fourth, we focus. on the critical role of the most talented
young adults, those who have completed a four-year college degree. We conclude
by recommending how economic development professionals can incorporate this

information into their work.

THE ECONOMIC IMPORTANCE OF THE YOUNG AND THE
RESTLESS

The young adult population, which we define for purposes of this analysis as per-
sons between 25 and 34 years of age, plays a particularly important role in shap-
ing regional economic growth and prosperity. The mid-twenties and early-thirties
represent an age when most people have completed their formal education, have
started pursuing careers (or developing a formative work history), and are finding
partners and starting families. While people in theit early twenties, particulatrly
those with a four-year degtree or higher level of education, are the most mobile age
group in our society, the likelihood of moving to another state or metropolitan area
declines sharply as people move into their eatly thirties. Consequently, the best op-
portunity to attract the population that will provide the human capital for a region’s
economic future occurs when they are young adults.

The importance of the young adult population to metropolitan economic health
has been thrown into sharp relief by the major demographic change sweeping the
nation: the aging of the baby boomers. Slightly more than a decade ago, when
the 1990 census was conducted, the tail end of the baby boom generation (people
born between 1956 and 1965) was between 25 and 34 years of age. In 2000, these
boomers had moved into the 35-to-44 age group.

Those who followed people born between 1966 and 1975 were part of a much
smaller birth cohort, the so-called baby bust. Even augmented by substantial inter-
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national immigration, the number of people aged 25-to-34 in 2000 was far less na-
tionally-

nearly 4 million less than the number of 25-to-34 year olds a decade ear-
lier. This means that the nation’s metropolitan areas were competing for a smaller
pool of young adults in 2000 than they were in 1990.

Over the past few years, people have become increasingly aware of the economic
importance of talented workers, the people Richard Florida calls the creative class.
These talented writers, designers, engineers, architects, researchers, and others play
a key role in creating new ideas that drive business success and regional economic
progress. The point of greatest opportunity to attract and retain these creative
workers is when they are young and mobile. Our research shows a strong correla-
tion between places with a significant fraction of the young and the testless and
with various indices of the creative class.

For the nation’s metropolitan areas, then, this shrinking group of young adults
daily makes decisions that will have profound effects on economic growth for de-
cades to come. The importance of this trend has been masked by three years of
languishing economic growth (and in many places actual job declines). With job
losses still fresh in mind, it is not obvious that availability of talent is a critical fac-
tor for economic success. But as the nation puts the lingeting recession behind i,
and as job growth accelerates (as now, finally, appears to be the case), an abundant
supply of knowledge-based workers will be key.

This will happen just as the United States is moving from a thirty-year era of
rapid labor force growth to a period of much slower growth and likely short-
ages. The three decisive trends that drove the growth of the US. labor fotce in
the past three decades—the maturing the of the baby boom generation, women’s
greatly increased economic role and the increase in college attainment—all reverse
or flatten out in the next two decades. The baby boom generation, now in its
peak earning years, will soon begin retiring, depriving the economy of some of
its most seasoned workers. Women’s labor fotrce participation, which has doubled
since the 1950s and has been a key part of growing the US. economy, cannot go
much higher. Finally, the expansion of college education in the last two genera-
tions, which has raised college attainment rates from less than 10 percent of the
population to more than 30 percent of young adults, has stopped growing, The
combination of baby boom retirements, no net additions of women to the labor
force, and a constant college attainment rate mean that labor is likely to be in short
supply over the next two decades.

In this environment of labor shortage, metropolitan areas of the United States
are in effect in competition for a limited supply of young workers. And those in




the 25-t0-34 year old age group the most mobile in the population. Over the five-
year petiod 1995 to 2000, more than 3 million persons in this group moved among
metropolitan areas. At the same time, U.S. metropolitan areas attracted neatly 2
million people from abroad. Most metropolitan areas lost population in the 25-to-
34 age group during the 1990s, largely because of the national demogtaphic trends.
But some metropolitan areas were big gainers because they attracted a larger share
of this mobile group.

This analysis shows how the distribution of the young adult population changed
between 1990 and 2000, and how different metropolitan areas fared in attracting
this mobile and economically important group. As we shall see, the geographic
distribution of this age group was influenced by an array of factors, including the
changing race and ethnicity of young adults, variations in underlying regional and
metropolitan growth trends, and the differential attractiveness of metropolitan at-
eas to young adults.

OVERALL DEMOGRAPHIC TRENDS

The focus of our analysis is the metropolitan population of the United States, and
in particular the changes in population in the nation’s 50 largest metropolitan ateas,
including all metro areas with populations of one million or more in 2000.

Collectively the nation’s metropolitan areas accounted for 80.3 percent of the
U.S. population, and the 50 largest metro areas accounted for 57.7 percent. Young
adults are disproportionately concentrated in metropolitan areas, particularly larger
metropolitan areas. Some 83.0 percent of those aged 25-to-34 lived in metro-
politan areas; 61.6 percent of all 25-to-34 year olds lived in the 50 most populous
metropolitan areas. In 2000, 32.8 million 25-to-34 year olds lived in metto areas,
and 24.4 million lived in the 50 largest metropolitan areas.

Overall the metropolitan population of the United States increased by neatly
14 percent from 1990 to 2000, growing from about 198 million to neatly 226 mil-
lion in 2000. At the national level, the number of persons aged 25-to-34 in the
U.S. actually declined during the decade of the 1990s primarily due to the move-
ment of the baby boom generation into an older age group over the course of
the decade. The number of 25-to-34 year olds in the nation’s metropolitan areas
declined by almost 3 million between 1990 and 2000: from 35.9 million in 1990 to
32.9 million in 2000. As a result, most metropolitan areas lost population in this

age group. However, considerable variation occurred among metropolitan areas.
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About a third of the 50 largest metropolitan areas saw increases in their 25-to-34
year old population between 1990. Several metropolitan areas saw declines in their
25-to-34 year old population of more than 20 percent.

Fast growing cities in the South and West consistently racked up the best pet-
formances. As shown in Table 1, Las Vegas (which roughly doubled its popula-
tion in the decade) recorded the biggest percentage inctease in 25-t0-34 year olds.
Other gainers included Phoenix, Atlanta, Charlotte, Austin, and Raleigh-Dutham.
The cities with the largest declines in this age group were located primatily in the
Northeast—Buffalo, Hartford, Pittsburgh and Rochester all recorded declines of
more than 20 percent in their young adult population. Of the nation’s ten largest
metropolitan areas, only one—Dallas—recorded an increase in its 25-to-34 year
old population between 1990 and 2000. All of the largest cities in the Northeast
and Midwest—New York, Chicago, Philadelphia, Boston and Detroit—expeti-
enced double-digit declines in their young adult population.

But the changing distribution of young adults was not driven exclusively by
regional factors. In the South, Notfolk, Virginia recorded the fifth largest per-
centage decline in young adults. The number of 25-to-34 year olds also declined
in Washington-Baltimore, Houston, Tampa, and New Otleans. In the West, Los
Angeles, San Francisco, Seattle and San Diego all recorded declines in their young
adult population.

Table 1. Change in Young Adult Population
Change in 25 to 34 Year Old Population, 1990-2000,
Portland and Selected Cities

Rank Metropolitan Are Percent

1 Las Vegas, NV-AZ MSA 55.70%
2 Austin-San Marcos, TX MSA 27.80%
3 Phoenix-Mesa, AZ MSA 23.70%
4 Atlanta, GA MSA 20.90%
5 Raleigh-Durham-Chapel Hill, NC MSA 20.00%
8 Portland-Salem, OR-WA CMSA 12.10%
9 Denver-Boulder-Greeley, (0 (MSA 9.70%
17 Seattle-Tacoma-Bremerton, WA CMSA -3.50%
38 San Diego, (A MSA -13.50%

Source: Impresa, Inc., and Coletta & Company. 2004. “The Young and the Restless: How Portland Competes for Talent.”
Repart for rhde Poknlund Development Commission, Westside Economic Alliance, City of Beaverton, City of Hillshoro, City of
Tualatin, ond Nike.







olds in the metropolitan areas of the United States. This represented a number
about 6 percent smaller than the number of African-American 25-to-34 year olds
in 1990 in metropolitan areas (although the racial definitions were different in that
year). African-Americans represented about 13.1 percent of the 25-to-34 year old
metropolitan population in 1990; African-American, single-race 25-to-34 year olds
represented about 13.5 percent of the US. metropolitan population in 2000.

The proportion of the population classifying themselves as black or African-
American varies substantially among U.S. metropolitan areas. The proportion of
the 25-t0-34 yeat old population identified as black or African-American ranges
from 30 percent or more in a number of Southern metropolitan areas, to less than
four percent in several Western metropolitan areas.

Overall, the African-American population became more dispersed among U.S.
metropolitan areas. The biggest indicative increases in the African-American pop-
ulation occurted in a diverse set of metropolitan areas: Minneapolis, Las Vegas,
Atlanta, Phoenix, and Otlando. Most metropolitan areas experienced indicative
declines, with the largest decreases in San Diego, Los Angeles, and San Francisco.
(The apparent declines in California may reflect a greater fraction of persons who
identified themselves as African-American in 1990 and as having two or more races
in 2000 than was the case in other regions of the country.)

The number of young adult Asian Americans increased during the 1990s. There
are about 1.9 million Asian, single-race 25-to-34 year olds in the nation’s metro-
politan areas in 2000. The number of 25-t0-34 year olds identifying themselves
as Asian in the metropolitan U.S. increased by more than half a million during the
decade of the 1990s. Asians now account for almost 6 percent of the metropolitan
25-t0-34 population, up from about 4 percent in 1990.

The Asian population in the United States has historically been most concen-
trated on the West Coast. TFour of the five metropolitan areas with the largest
proportions of Asian-Americans aged 25-to-34 are located in California, and the
fifth is Seattle. The distribution of Asian Americans is still heavily skewed to a rela-
tively few metropolitan areas. In five metropolitan areas, Asian Americans make
up more than 10 percent of the 25-to-34 year old population; in forty metropolitan
areas Asian Americans make up between 2 and 6 percent of the population, Met-
ropolitan areas in the South generally have the lowest fraction of Asian American
population.

The Asian population in the metropolitan United States became more dispersed
over the decade of the 1990s. Percentage increases in the Asian young adult popu-
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lation were greatest in those areas with traditionally small concentrations of Asians

and lowest in the ateas with traditionally large concentrations of Asians.

YOUNG TALENT: Educational Attainment of the 25-to-34 Year old
Population, 1990 and 2000

From an economic perspective, the skills and talent of the workforce are an in-
creasingly important factor in shaping metropolitan growth. For purposes of our
analysis, we use educational attainment measured by the fraction of the population
with a 4-year college degree or higher level of education as our benchmark indica-
tor of skill.

In 2000, neatly 32 percent of the 25-to-34 year olds in the 50 most populous
metropolitan areas in the United States had a four-year college degree. Between
1990 and 2000, even though the total population of 25-to-34 year olds in the top
50 metropolitan areas declined, the total number of persons with a four-year de-
gree or higher level of education increased by 11 percent, from about 7 million
to almost 7.8 milion. Young adults, as a group, recorded a substantial increase in
educational attainment over 1990: college attainment in the top 50 metropolitan
arcas rosc from 26.6 percent in 1990 to 31.9 percent in 2000.

There is very substantial variation in the fraction of the young adult population
with a college degree among the 50 largest U.S. metropolitan areas. As shown in
Table 2, four of the five highest-ranking metropolitan areas have college attain-
ment rates of more than 40 percent; all of the lowest metropolitan areas have col-
lege attainment rates of less than 25 percent. The college attainment rate of the
highest rated metropolitan area (Raleigh-Durham) is nearly three times that of the
lowest rated (Las Vegas).

Most metropolitan areas recorded an increase in the number of college-educated
25-t0-34 year olds between 1990 and 2000. The number of college educated 25-
to0-34 year olds doubled in Las Vegas and incteased by about half in four other
metropolitan areas: Chatlotte, Austin, Portland, and Atlanta. Several metropolitan
areas mostly in the Northeast saw actual declines in their college educated 25-to-34
year old population.

Historically, there has been a marked division of educational attainment by gen-
det, with men receiving more education than did women. In 1960, women were

only about half as likely to have college degrees than were men. But while male

college attainment rates basically peaked in the 1970s, women’s college attainment
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rates continued to increase. By the mid 1990s, no significant difference existed in
the college attainment rates of 25-to-34 year old men and women. Since 1997, col-
lege attainment rates of women in this age group have cleatly surpassed those of
their male counterparts. For those aged 25-to-34 in 2002, the college attainment
rate of women was 32.7 percent compared to 28.5 percent for men. Those now
aged 25-t0-34 represent the first generation where women are measurably better

educated than men.

Table 2. Change in College Educated Population, 1990-2000
Increase in 25 to 34 Year Old Population with a 4-Year Degree
or Higher, Portland and Selected Metropolitan Areas

Rank Metropolitan Area Percent

1 Las Vegas, NV-AZ MSA 104.60%
2 Charlotte-Gastonia-Rock Hill, NC-SC MSA 56.60%
3 Austin-San Marcos, TX MSA 56.20%
4 Portland-Salem, OR-WA CMSA 50.00%
5 Atlanta, GA MSA 46.20%
6 Denver-Boulder-Greeley, (O CMSA 40.10%
7 Phoenix-Mesa, AZ MSA 39.20%
9 Roleigh-Durhom-Chapel Hill, NC MSA 37.10%

Source: Impreso, Inc., ond Coletto & Compony. 2004. “The Young and the Restless: How Portland Competes for Tolent.”
Report for the Portlond Development Commission, Westside Economic Alliance, ity of Beaverton, City of Hillsboro,
ity of Tualatin, and Nike.

RECOMMENDATIONS: Competing for Talent

Economic development professionals need to adapt to a sea change in how eco-
nomic development works. We are in the midst of a transition from a period of
abundant labor markets and sustained labor force growth to a period of much
slower growth. We will still experience economic cycles, but year-in and yeat-out,
access to talented workers will increasingly be at a premium. Consequently, in the

years ahead, Portland’s economic strategy should focus on competing for talent.
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Make People the Focus of Economic Development

Rather than a wotld in which places compete for business (and people follow), we
will increasingly live in a wotld where places compete for people (and businesses
follow). The scale of the migration is substantial. Over the five-year petiod from
1995 to 2000, more than 3 million persons in this group moved among metro-
politan areas, and these areas also attracted nearly 2 million more petrsons from
abroad. Most metropolitan areas lost population in the 25-to-34 age group during
the 1990s, largely because of the national demographic trends. But some metro-
politan areas were big gainers because they attracted more than their share of this
mobile group.

Most economic development policies have essentially ignored this issue, focusing
on business climate, tax incentives and regulatory reform. These issues will not
disappear, but they will consistently decline in importance relative to the number
one issue most businesses face: can I hire talented people here? Places that are
attractive destinations for relocation and that already boast a substantial pool of
talented young workers will do well. Other places will not.

Our research shows that Portland has been very compettive for the young and
the restless over the past decade. Assuming that there is something incvitable
about this migration would be wrong, The region’s attractiveness to young adults is
very much a competitive situation. Indeed, young people are constantly moving to
and from Portland. It would actually take a small change in the relative magnitudes
in- and out-migration to produce a large increasc or decrease in net migration.
Between 1995 and 2000, for example, 89,000 25-to-34 year olds moved into met-
ropolitan Portland and 54,000 moved away. A 33 percent decrease in in-migration
or a 50 percent increase in out-migration over that period would have all but erased
the region’s stellar performance migration over that five-year period.

Don’t Assume Investing in Higher Education Will Solve This Problem

One cannot assume that a state or region can count on educating its way out of this
bind. Twenty-something college-graduates are the most mobile segment of outr
society. Many places that produce graduates in abundance rank well below average
in the number of 25-t0-34 year olds with a college degree (e.g., Providence, Rhode
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Can We Find a Language for Fairness in Regional Planning?
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by John Provo, PhD. Candidate, School of Urban Studies and Planning, College of Urban and Public Affairs, Portland State University

Jill Fuglister, Executive Director, Coalition for a Livable Future

INTRODUCTION

Metropolitan Portland is often cited as a model for regional planning and growth
management. In the 1990s, both academics and the popular press “discovered”
the Portland region, connecting our quality of life—vibrant urban places, natural
beauty, and healthy economy—with our unique forms of regional cooperation and
land use planning, Metropolitan Portland became the avatar of an emerging New
Regionalism, a movement characterized not only by its spatial nature, but also by
an interest in holistic solutions integrating a variety of issue ateas.

One central tenant of this movement is the ability of regional policies to address
growing inequities and inefficiencies associated with gaps in regional governance
and metropolitan authority in an era of ever increasing inter and intra metropolitan
competition. Home to Metro, the nation’s only elected regional government, the
Portland region is lauded for protecting the environment through preservation of
farmland and open space and for promoting the economy through facilitating the
development of vibrant urban centers. However, how does the region define and
act on issues of social and economic equity?

Most readers will almost certainly raise a larger question: “What is equity?” We
have for more than 25 years talked about the environment as a region, developing
a technical language and understanding of things like watersheds that transcend ju-
risdictional boundaries. For the last ten years we have also paid increasing attention
to the regional nature of the economy—for example, developing an understanding
of industrial clusters and how they function on a metropolitan scale. While we
vigorously debate the details of our environmental and economic policies, such
technical language and understandings give those debates form and meaning, Do
we even know what we’re asking for with respect to equity in regional planning?
Policies should be fair for what or whom? Fairness should be achieved by what
means? And fair according to what evaluative standards?

A second, larger question is, “Does this really matter?” A great temptation lin-
gers to respond like the late Supreme Court Justice Potter Stewart, who declared, I
know it when I see it.” However, to dismiss equity or fairness as beyond definition
is shortsighted, as it is a current and recurring theme in our politics. Most recently,

proponents of Measure 37, the property compensation initiative approved by vot-
ers, won the day by framing a vote for the measure as a vote for fairness to indi-
viduals evaluated strictly through market criteria. Measure 37 leaves communities
with a complex choice in deciding between immediate monetary costs in paying
compensation to maintain regulations or suffering long-run costs and the degrada-
tion of quality of life if regulations are waived.

In answering our questions about equity and in this region, we ask readers to draw
back from the immediacy of the Measure 37 contest and to focus on a historical
policy debate from Metro’s recent past. The Regional Affordable Housing Strategy
(RAHS), adopted by Metro in 2000, offers illustrations of conflicting concepts
about equity or fairness in the region. While housing affordability is an area of
policy where the region’ growth management policies are sometimes criticized,
with some distance from immediate policy debates, we hope the RAHS example
will allow readers to separate their baseline principles from immediate interests and
reflect with some objectivity on concepts of equity and fairness.

We pair this retrospective exercise with a look at related policy outcomes through
an advanced selection of maps from the Coalition for a Livable Future’s forthcom-
ing Regional Equity Atlas. (More information on the Atlas is available on-line at
http:/ /www.clfuture.org/EquityAtlas.htm.) We will ask you to ponder the out-
comes presented in these maps from the conflicting perspectives on equity. Where
are the conflicts and common ground among the interests of individual house-
holds, localities, and the region? Are we creative enough to envision in the future
policy solutions to housing affordability problems that identify mutual benefits to
all these stakeholders?

We won’t be so bold as to suggest that we can offer a definitive answer to any of
the questions. However, in the limited space available, our hope is to engage read-
ers in thinking about the basis for conflicting notions of equity and in considering
whether a common language for fairness, one where we still debate the details but

at least agree on what it is we’re debating over, is achievable.




ENVIRONMENT, ECONOMY, EQUITY

EQUITY AND ITS COMPONENTS

If you ask academics to explain their concepts of equity, you’ll get very different
approaches based on specific disciplines. A legal scholar might discuss the notion
of equity law, foundational principles of fairness in our jurisprudence, while an-
thropologists or sociologists might approach the question as a matter of trust and
reciprocity, searching for the elements required to construct a socially sustainable
society. Academic planners and public policy analysts, whose work intersects our
discussion, are likely to have a different starting point, and that is with the late po-
litical philosopher John Rawls.

Perhaps most famously Rawls described a hypothetical veil of ignorance that
asks us to judge fairness in society by the production of results we would choose
without knowledge of our initial advantages in life. In Difference Principle (1971),
he argues for a compensatory notion that inequitable distribution should only be
permitted to the extent that it improves the lot of the least advantaged individuals
(Rawls, 1999). In this section we discuss Rawls and his critics in otrder to break
down the broad and perhaps on its face unknowable notion of equity into several
elements important to our discussion. Further, we identify three approaches to
equity that we expect to see in action in the discussion surrounding RAHS.

Rawls’ ideas, both redistributive and individualistic, have inspired volumes of
comment and criticism. This conversation raises several important questions that
have been given only limited consideration in terms of their implications for New
Regionalism. Is equity for people, places, or something clse? In other words, if
you set out to devise an equitable planning or policy approach to an issue, where
should you target the primary benefits? Further, what are the steps to implement-
ing such policies? How do economic or political implementation strategies influ-
ence the focus of benefits intended by what or whom you choose to target? Last,
what sort of critetia do we use to evaluate these policies? And as this is not a
discrete sequence, how do the values statements implied by the policies feed back

into the targeting and implementation questions?
Policy Targets
Debates over Rawls turn in part on the wisdom of policies targeting people or

place. Tor example, some argue that you can have equitable distribution as de-

scribed by Rawls only at a cost to economic efficiency. This had long been the basis
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for questions for example about place-based programs that have typically served as
the vehicles in anti-poverty efforts. However, if such policies ate to be attempted,
some might argue for focusing on individuals, as the imprecise tailoring of benefits
to place might diminish the aid flowing to those in need (Winnick, 1966).

Others argue that place is imperative to policy as existing inequities are shaped by
political power imbalances that are spatial in nature. This assumption leads Harvey
(1973), for one, to question the underlying economic basis for those inequities,
arguing that rather than separating questions of productive efficiency and distribu-
tional equity, as Rawls and many other critics do, in the long run it is most efficient
to explore them together.

Susan Fainstein and Ann Markusen (1993) articulate another approach to this
people/place debate, targeting people “in place.” They identify economic benefits
accruing in urban agglomerations and note the presence of socially and economi-
cally isolated populations in both urban and rural locales. They argue that aiding
these people “in place” would promote democratic access to the economy, enhanc-
ing its vitality over the long run.

Planning efforts have focused on Rawls’ principles, such as the 1975 Cleveland
Policy Planning Report, co-authored by the late Portland Planning Director Er-
nie Bonner. In this landmark report, Bonner and his Cleveland colleagues, citing

>

Rawls, coin the phrase “equity planning,” and move beyond purely physical and
technocratic approaches to planning, They specifically charged themselves with
“advocating for those with limited choices” and wotked within the system to ex-
pand opportunities for those in need—for example, reditecting regional transpot-
tation funding towards transit-dependent central city populations (Krumholz and
Forester, 1990; Planning in Portland, 2004). Davidoff (1982) finds a shortcoming
in the Cleveland/Rawlsian approach to equity in the absence of full-scale, place-
based, political mobilization that would give politically weak populations their own
voice to contest inequities. Others have pointed to the vague and abstract nature
of Rawls’ principles, and question the relevance of his work to the spatially-defined
responsibilities of jurisdictions (Matlin, 1995; Mier and McGary, 1993).




Implementation Strategies

The New Regionalism movement often focuses on equity and fairness of policy
outcomes. In contrast with the often dominant public choice rationale, where
individual jurisdictions are positioned as competitors in order to improve efficien-
cy in the provision of government services, New Regionalism characteristically
addresses concerns arising from the current context of intra-metropolitan com-
petition. The examples below share that characteristic, implementing legislative
and legal strategies to increase equity in outcomes for indtvidual jurisdictions and
households.

Myron Otfield (1997, 2002) captures the imagination of planners inspired by the
New Regionalism. His influential texts document a correlation between declining
central city property values and concentrations of negative socioeconomic indica-
tors. He presents this as the rationale for regional tax base sharing between cen-
tral cities and subutbs, supported by legislative coalitions, pitting central cities and
inner subutbs against outer suburbs—essentially the experience surrounding the
Minneapolis-St. Paul regional revenue sharing plan in place since the 1970s. How-
ever, with limited teplication of the Minneapolis-St. Paul model elsewhere, others
suggest focusing on regional equity through issue-based coalitions that cut across
jutrisdictions instead of placing them in conflict (Rusk, 1999; Pastor et al 2000).

Fait share housing has also captured attention in planning and policy circles, ap-
plied perhaps most comprehensively in the New Jersey Supreme Court’s Mt. Laurel
decisions. The court found that all jurisdictions in a region bear some responsi-
bility fot providing the opportunity for construction of housing options that are
affordable at a range of income levels. The debates that followed were often heavy
with not just racial but economic class overtones, as the opportunity for improved
mobility of individual households was pitted against the fiscal responsibilities of
individual jurisdictions. In three major decisions from 1975-1986, the state courts
invalidated zoning that excluded low income housing. Court-imposed builders’
remedies frequently allowed developers direct access to the courts when localities
turned down affordable housing proposals. The judicial branch eventually en-
dotsed a legislative solution creating bureaucratic and quasi-market mechanisms

allowing affluent communities to buy out of their legal obligation with payments

to low income communities (Kirp et al, 1997).
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Evaluation Criteria

Talen (1998) neatly summarizes definitions of equity discussed in many contexts
and applies them to planning, First, individual equality would disttibute benefits to
everyone equally regardless of need or position in society. A second category of
compensatory equity would factor indicators of need into the disttibution of ben-
efits. Third, distribution by demand for services could provide an economic ratio-
nale based on use or political rationale driven by advocacy. Fourth, market-based

criteria could provide cost of services or taxes paid as a rationale for distribution.

Elements of this typology raise concerns. Talen (1998) points out that demand for
services by privileged individuals may lead to highly inequitable results. Further,
with compensatory equity as a goal, someone must identify and weigh variables
of deprivation and consider the scale at which they should be addressed. Lastly,
this typology is largely silent on time. For example, market-based criteria may lead
to very different judgments of policies over the short ot long run depending on
the economic perspective employed. Over how long a period may we make such
judgments? Advocates of reparations for slavery have raised a significant claim for
redress of past grievances, while the sustainable development literature argues that
current resource policies must acknowledge a responsibility to future generations.
These concerns suggest two additional dimensions to a typology drawn from a
reading of Lucy and Talen: process equity and temporal equity.

Three Approaches to Equity

Our reading of this material suggests at least three general positions towards te-
gional equity:

O Targeting places, focused on the tesponsibilities of individual jurisdictions,

evaluating fairness largely on market performance of those jurisdictions;

O Targeting people, focused on outcomes for individual households, evaluating
fairness largely through compensatoty notions and market participation for
those households;
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O Targeting people in place, focused on outcomes for individual households
with respect to geography, evaluating fairness largely through compensatory
notions and market and political participation for those households.

These interpretations are not meant to be definitive but merely suggestive of the
sort of interpretative lenses that readers may wish to construct for themselves as
they proceed to reflect on the meaning of equity.

METRO’S REGIONAL AFFORDABLE HOUSING STRATEGY

Metro’s Regional Affordable Housing Strategy (RAHS), adopted by the Metro
Council in 2000, is interesting as a unique attempt first to legislate and then to
negotiate over equity issues among stakeholders and institutions of governance
involved in Portland’s regional planning system. This effort recognized housing
affordability as a challenge that was regional in scale. Some also saw an opportunity
for the region to connect concerns with the environment and economy to equity.
The fairness of the distribution of affordable housing and concentrated poverty
among the region’s localities was central to the discussion for others.

The Regional Framework Plan (RFP) was adopted in 1997 to implement the 2040
Growth Concept, a vision of a compact region growing up through increased den-
sity in designated centers, rather than growing out through expansions of the urban
growth boundary. The RFP was a legislative document, legally binding Metro and
its constituent local governments to implementation of the vision they endorsed
in the 2040 Growth Concept.

As initially adopted by the Metro Council, the RFP included a housing policy es-
tablishing affordable housing goals for localities. These goals were devised on fair
share principles that would distribute target numbers of moderately priced units
around the region. In the forefront of this effort was the Coalition for a Livable
Future (CLF), a group of environmental, land use, and community development
organizations. CLF drew much of its inspiration from Myron Orfield’s Metropoli-
tics (1997) as well as from Oregon’s land use planning program goals.

Oregon’s Goal 10 lends support to such an approach. It provides that housing in
all jurisdictions should be available at a range of prices and rent levels. However,
histortically that has meant supplying a range of housing forms rather than ensuring
functional affordability for a range of houscholds. Goal 10 was interpreted to ban

exclusionary large lot zoning, leading eventually to the state Metropolitan Housing

Rule that opened Portland suburbs to a wave of multi-family housing construc-
tion. However, despite a substantial increase in the suburban share of multi-family
housing construction in the 1980s and 1990s, housing affordable to low income
households remained concentrated in the central city of Portland.

Under an RFP affordable housing policy, proposed by then-Metro Councilor
Ed Washington with inspiration from the Coalition for a Livable Future, all lo-
cal governments would have shared responsibility for meeting housing production
goals for units affordable to a range of income levels. Jurisdictions failing to meet
the goals were to requite that new development projects include a share of units
affordable to moderate and low income households. With opposition from some
members of the Metro Council at the time, including homebuilder Don Morisette,
a parliamentary maneuver was required to get the matter out of a Metro commit-
tee and before the Council, which approved the measure with a narrow one-vote
majority.

Suburban governments, led by then Gresham Mayor Gussie McRoberts, were
joined by development groups in litigating the proposed RFP affordable housing
policy. They raised a host of objections, which essentially turned on interpreta-
tion of whether a procedural requirement mandated in Metro’s home rule charter
was met in this instance. The Metropolitan Policy Advisory Committee, primarily
consisting of local government stakeholders, is required to advise and consult with
the Metro Council on legislative matters. Instead of litigating, the parties settled
the dispute through mediation, which resulted in the creation of an Affordable
Housing Technical Advisory Committee (HTAC), appointed by the council and
charged with developing a consensus on some policy recommendations that even-
tually became the RAHS.

The HTAC, chaired by current Multnomah County Commission Chair Dianne
Linn, included local elected officials, staff from local governments and local public
housing authorities, representatives of community development corporations, and
bankers and the development industry, including both non-profit and for-profit
housing providers. Some of the parties to the suburban lawsuit, including real
estate and home builder trade associations, were not given seats on the committee
but followed its work closely.

The RAHS document, developed by HTAC over almost two years of work,
detailed the shortage of affordable housing in the region. The authors identified a
20-year shortfall of more than 90,000 units affordable to households at or below
50 percent of the regional household median income. The massive need and asso-
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ciated costs—estimated to total $6 billion, less than a third of which could be met
through state and federal funds—cast a long shadow over the discussion.

In an effort to fill the gap, the committee documented a range of regulatory, land
use, and funding approaches. However, two options that had long been seen as key
potential soutces were put out of reach, at least for the time being, when the realtor
and homebuilder trade associations successtully pursued a “legislative bypass” to
the HTAC process. They won from the state legislature in Salem prohibitions on
adoption of inclusionary zoning, which mandates that developers include moder-
ately priced units in new projects and pay a tax on real estate property transfers.

These private sector groups argued that they would simply have to pass the
costs of these provisions on to the public. Some local government representatives
echoed the position in response to other options considered in RAHS. Small ju-
risdictions in particular were disturbed by the potential fiscal impact of proposals
that they waive vatious fees or systems development charges to increase affordable
housing production. Further, the application of a voluntary fair share methodol-
ogy distributing projected new affordable units, while successfully documenting
the outsized burden borne by the City of Portland, led to results that were chal-
lenging for smaller places to envision implementing,

In the end, RHAS offered a rich documentation of the need for more afford-
able housing in the region and provided a policy toolbox that localities were free
to peruse. Beyond that, however, it also started a new dialogue between Metro
and the localities. Although it has waxed and waned in the intervening years, that

discussion continues to this day.
DOCUMENTING HOUSING POLICY OUTCOMES

Continuing dialogue can only be enriched by a more informed discussion of a key
contextual element that was only implicit in the RAHS—equity. Building in part
upon the foundation contained in the RAHS as well as the process to develop it,
the Coalition for a Livable Future has launched the Regional Equity Atlas Project.
The project secks to advance equity as a key component of the greater Portland
area’s smart growth agenda. Using maps, the project will analyze regional develop-
ment patterns by illustrating changes in access to opportunities including housing,
transportation, jobs, education, food, and parks and greenspaces. The information
generated by this project will provide a framework for understanding the notion
of equity as it telates to long-range planning, and, ultimately, for shaping future
planning decisions.

The first and second maps identify the change between 1990 and 2000 in the
number of cost burdened renters and home owner households respectively. Re-
sults may be influenced by a number of factors, including “new home” construc-
tion. “New home” households spend more than a third of their income on hous-
ing. The third map indicates rates of poverty and changes from 1990 to 2000.
Trends may be influenced by factors like the number of non-poot households
moving into an area (i.e., gentrification).

Large numbers of cost burdened renter households remain concentrated in Port-
land—in fact within the city’s downtown. Some concentration of high increase
from 1990-2000 in cost burdened renter households per acte is also apparent on
the city’s eastside. However, it is also largely a suburban phenomenon, with high
concentrations around the tegion’s Westside, stretching from Hillsboro to Wil-
sonville, in east Multnomah County communities including Gtesham, areas near
Happy Valley in Clackamas, and in parts of Clatk County, Washington as well.

The highest concentrations in the change in cost burdened homeownets per acre
from 1990-2000 are found in the city’s eastside, Westside suburban atreas around
Hillsboro, Tigard and Sherwood, Canby in Clackamas, and in patts of Clark Coun-
ty Washington.

While the City of Portland’s eastside largely contains areas of above average
poverty, 1990-2000 poverty rates decreased. At the same time, while eastern Mult-
nomah County contains large swaths of areas of above average poverty, major ar-
eas in Gresham, Wood Village, and Fairview saw increased rates. Western suburbs
have smaller pockets of above average poverty rate areas where rates were on the
rise, including parts of Cornelius, Forest Grove, Hillsboto and Beaverton. Much
of the Westside, which has below average rates, also expetienced an inctease in
poverty over the decade. Across the Columbia Rivet, Clatk County, Washington
experienced a similar pattern with areas of above average and increasing rates jux-

taposed with areas of below average but also increasing rates.
CONCLUSIONS

The RAHS and the Equity Atlas provide a good accounting of the scale of the
region’s affordable housing problem and raise associated issues like the concentra-
tion of and movement patterns of poverty.

Recall the three approaches to equity identified eatlier, targeting people, plac-
es, and people in place. In these, terms we anticipate conflicts over the RAHS
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between those targeting equity or fairness for people across the region and those
targeting equity for places within the region. Further, the HTAC was unable to
identify implementation strategies that could meet the scale of the need identified
in RAHS. This problem was exacetbated by the legislative bypass that limited some
policy options that were viewed by many as having great potential. Advocates for
places evaluate the fairness of policy proposals essentially on market criteria or the
bottom-line performance of their municipalities. They argued that, absent new
resources, they could not proceed. Advocates for people evaluate policy fairness
in compensatory terms focused on individual households. They had no answer
absent new resoutces or mandates from higher levels of governments that jurisdic-
tions readjust their fiscal priotities to address the problem.

The RAHS discussion excludes advocacy targeting equity for people in place. The
reglon’s taste for consensus-style politics and relatively small and dispersed minor-
ity populations perhaps provided less of a basis for such an approach. However,
it is interesting to note that since the release of the RAHS groups like Affordable
Housing Now!, The Community Alliance for Tenants, the Washington County
Affordable Housing Advocates and Vision Action Network, advocates have won
dedicated funding commitments for affordable housing from the City of Portland
and Washington County governments. While these moves fall well short of ad-
dressing the problem identified in RAHS, this community-based advocacy involv-
ing targeting equity for people in specific communities may play a larger role as the
region’s population continues to diversify, as was the case with the rapid growth in
the Latino population of the region’s suburbs through the 1990s.

So if there is no one definition of equity at play in the region, how can we build
common understanding across these fundamentally different concepts of what is
fair? As promised, we offer no easy answers or quick fixes but invite readers to
speculate. What then does equity mean to you? This question is important in the
area of housing in particular, as Metro anticipates reconvening a stakeholder group,
like HTAC, sometime in 2005. To that end, we pose two ideas that Metro and oth-
ers may wish to consider.

The RAHS documented costs of producing affordable housing. However, we
don’t have good information on benefits that might accrue to the region or indi-
vidual jurisdictions from equitably distributed affordable housing; for example, in
terms of lower transportation costs, in stimulating development of urban centers,
and in lower rates of negative socioeconomic outcomes associated with concen-
trated poverty.

Additionally, while it runs against the conceptual grain of regional government,
exploring approaches that focus on outcomes for individual households with re-
spect to geography should be considered. Targeting people in place, evaluating
fairness through compensatory notions as well as market and political participation
for those households, may actually strengthen rather than undermine our regional
planning by providing an additional basis of political support for regional policies.

So how has Metropolitan Portland defined and acted on issues of social and eco-
nomic equity? While our objective was not to offer a definitive answer to that or
any question, we hope to have engaged your thinking about the basis for what we
see, at least from the example of the RAHS discussion, as the region’s conflicted
notions of equity. We clearly lack 2 common language for fairness, one where we
may disagree on details, but at least agree on what we are.

In initiating the Regional Equity Atlas, the Coalition for a Livable Future has
engaged in a long-term process that challenged its own members to define equity.
When the Atlas is released later this year, we hope that it can be the catalyst for a
similar discussion, advancing an understanding that we see as an important to the
future prospects of the Portland region.
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Table 1. Agricultural Exponts, Port of Portland, 2003

Product TEUs
Hay/Anima| Feed 43,709
Frozen Potatoes (French Fries) 6,304
Vegetables 2,298
Hides and Skins 2,01
Chilled or Frozen Meat 1,791
Grass Seed 1,730
Dried Peas, Beans, Lentils 1,347
Onions and Shallots 1,138
Hazelnuts 995
Sweet Com 978
Potato Flakes 528
Other Potatoes 521

Source: Western Farmer-Stockman, September 2004

these account for 45% of the total regional employment (Oregon Labor Marketing
Information System, 2002).

The employment and economic base of the region has historically benefited from
the transportation infrastructure serving the region, especially the Columbia/Wil-
lamette River setving as the international trade corridor for many products that
are produced, manufactured, and/or assembled throughout the Pacific Northwest.
Complementing this river transportation system has been two Class 1 rail compa-
nies providing both north-south (Burlington Northern Sante Fe) and east-west
(Union Pacific) service, in addition to several short line rail companies providing
targeted, regional tail service. Combined with a growing air freight capacity and
an extensive road and highway network consisting of interstates I-5 and 1-84) and
state and local highways supporting truck freight movements, the Portland/Metro

region comptises a complete multi-modal transportation network.
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Benefits of the Transportation/Distribution System

This multi-modal transportation system has brought about many economic ben-
efits by increasing competition among transportation modes. While many interac-
tions between truck-barge, truck-ocean vessel, and truck-rail are complementary
in nature, for those regions and markets where they compete, shippers and area
businesses benefit from competitive forces. Benefits of having competition in a
marketplace are many, including lower shipping rates that begin to reflect the cost
of operation, multiple shipping options, and enhanced service to shipping custom-
ers and incentives for innovation and technological change (for example, larger
ocean vessels, more energy efficient power units for trucks/trains, increased cargo
capacity for truck/rail). As a result of these service and efficiency gains, new and
more distant markets may be reached, thereby increasing the demand for transpot-
tation services. In the absence of multi-modal competition, transportation service
declines, shipping rates increase, and efficiency is diminished.

The local and regional economy has also benefited from the emergence and
proliferation of warehousing/distribution centers providing transportation, logis-
tics, and inventory services, largely resulting from the importance of Portland as
a majot intetnational import/export gateway. The significance of this sector on
the regional economy is substantial, as detailed in a recent report prepared by Mar-
tin Associates for the Port of Portland entitled, “The Economic Impacts of the
Value Added Regional Distribution Industry In the Portland Area.” This report
quantifies the economic value that this particular industry contributes to the local
economy in term of jobs, personal income, business revenue, local purchases, and
state/local taxes collected. Martin Associates surveyed a total of 67 warehouse/
distribution centet operations in the Portland/Metropolitan area, incorporating a
variety of commodity and product types (for example, apparel disttibution centers,
national grocety chains, local food/seafood distributots, paper products, bevet-
age products, steel distributors, lumber/forest products, general commodities, and
miscellaneous dry bulk distribution centers). Collectively, this industry generates
17,242 jobs in the region, 46 percent of which are directly related to distribution
center employment activity and the remaining 54 percent being induced or created
indirectly from businesses supporting this industry or purchases from directly em-
ployed labor. Total wages from these 17,242 jobs is estimated at $810 million in
petsonal earnings. The total revenue generated from this industry in the region is




estimated at $2.8 billion, with over $88 million in state and local tax receipts. These
findings represent a sizeable component of the local and regional economy and
further illuminate the importance of this international trade gateway to area busi-
nesses, both directly and indirectly (Martin Associates, 2003).

Improvement in freight mobility often leads to accelerated economic devel-
opment/expansion opportunities during positive growth periods and strengthens
economic productivity and performance during stagnate or recessionary periods.
Targeting transportation infrastructure investments and policy improvements that
help reduce freight travel time, congestion, frequency of accidents and that help
improve reliability, accessibility, logistical efficiency, and total capacity lowers total
freight transportation costs and improves service. By lowering costs while improv-
ing service, new markets evolve, stimulating economic activity. But improvements
to total freight mobility cannot occur unitarily, one transportation mode at a time.
In otder to maximize the synergistc competitive/complementary relationships
among modes, all modes must be strategically considered, especially inter-modat
movements. This synergy will also increase regional economic productivity and
competitiveness, especially related to port activities as they increasingly compete
in the global marketplace. An efficient multi-modal transportation system that
out-petforms other international gateway cities will provide a regional competi-
tive advantage. Achieving this goal requires a strategic plan and a concerted effort
based upon access to accurate, timely, relevant data and investment prioritization
that maximizes efficient utilization of limited resources. Once a plan is developed,
the public must buy-in, a process that involves an educational and information
exchange function where public-private benefits are enumerated, understood, and
presented to voters, legislative bodies, lobbyist, and state policymakers in a clear,
convincing manner. This process applies any time in history but is especially im-
portant given the current spate of challenging transportation issues confronting
the region and state.

EMERGING FREIGHT MOBILITY ISSUES
Traffic Congestion
Among the certainties of death and higher taxes, one may need to add congestion!

There is little doubt that the Portland/Metro region will continue to experience
positive population growth, as it has over most of the city’s existence (the city
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population did decline slightly between 1970 and 1980) (Portland Development
Commission, 2002). The estimated rate of growth varies from year to year but is
generally expected to increase between 1.5 and 2.5 percent per year on average over
the next twenty yeats. The average annual population growth between 1986 and
1999 for the region was 2.2 percent (Portland Development Commission, 2002).
As population grows, so do the demands placed upon the already strained trans-
portation infrastructure as it seeks to accommodate the increased volume of traffic
from passenger and freight transportation. In addition to projected increases in
passenger travel competing for highway capacity in the region, projected economic
growth in the region is expected to drive the demand for freight transportation
double over the next twenty years. It is interesting to note that population growth
and overall economic activity generally are directly linked to the demand for freight
traffic. In reality, this relationship doesn’t always apply. Between 1990 and 2000,
the national population grew by only 9 percent while employment in manufactor-
ing declined and total employment (driven mostly by the service sector) increased.
During this period, freight ton miles increased by 19% and the value of manufac-
turing shipments increased by 38 percent, suggesting much stronger demand for
freight transportation than would have been expected from evaluating population
growth and overall economic activity (Martland, Reebie Associates, 2004).

The additional costs associated with increased traffic congestion are numerous
for freight transportation. Travel times increase, as do labor cost and operating
cost in the form of lower fuel efficiency, greater fuel consumption, and greater
wear and tear on equipment. Increased congestion also leads to greater frequency
of accidents, leading to higher insurance premiums for motor carriers and trans-
portation shipping firms. A recent study by the Texas Transportation Institute
estimated the average cost of congestion per driver to be between $200 dollars
per driver for small cities (below 500,000) and $1,590 per driver for cities with a
population over 3 million (Figure 1) (Martland, Reebie Associates, 2004). Given
current population growth rates, the Portland/Metro tegion will exceed 3 million
people by 2025.

Added traffic congestion also pose implications from the state, including in-
creased pavement rehabilitation at earlier intervals, bridge and overpass replace-
ment and improvements, and greater frequency of automobile accidents. And
most pavement decay functions do not decline lineasly with additional weight and
use, but rather decline at an increasing rate as usage increases, leading to rehabilita-

tion cost functions that increase at an increasing rate.
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changes over the last twenty years following deregulation of the rail industry in
1980. While many of these changes have streamlined rail operations for Class 1
carriers, leading to improved service, lower rates, and improved productivity, overall
rail capacity has diminished. In order to achieve these efficiency gains on targeted,
high-volume rail corridors, many miles of low volume rail lines have been aban-
doned or sold off to short-line operators who have greater operational flexibility.
Additionally, given the capital intensive nature of this industry, many low volume
rail lines fail to generate enough revenue to adequately recoup the fixed cost of rail
infrastructure replacement, leading to a “cost-minimization” approach to opera-
tions management and declining rail line conditions over time (Cambridge System-
atics, 2004). However, a recent study by Cambridge Systematics, Inc. for the Port
of Portland entitled “Freight Rail and the Oregon Economy” revealed that while
the state’s rail system is productive, stable, and competitive, needed infrastructure
improvements may limit future volume growth and rail capacity. This study pro-
vides an in-depth evaluation of the state’s freight rail system, including freight rail
use by industry and rail capacity/constraint issues by specific rail corridor.

Of the five freight rail corridors that cur-
rently experience or that likely will experi-
ence capacity constraints in the near future,
the Portland Triangle, consisting of the

east-west corridors in the center of Port-
land, represents the most pressing congcs-
tion and capacity problem. Those industries
that rely most heavily on freight rail service
in Oregon are lumber, the wood and paper
products industry, the transportation equip-
ment industry, the wholesale trade industry,
and the Port of Portland’s marine terminal
business (Cambridge Systematics, 2004).
The reliance of these key components of
the economy on an overburdened transpor-
tation infrastructure does not bode well for
the region’s competitiveness as freight trafﬁg
doubles. A

interchange between the north-south anddy’
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Columbia River Channel Depth/
Deferred Snake River Dredging Constrain Vessel Size

The river system, including both barge and ocean vessels, also moves a significant
volume of freight traffic. When compared to truck as a proportion of total freight
tonnage shipped in the Portland/Vancouver area, barge and ocean shipments are
considerably less, accounting for 5.4 and 9.7 percent respectively (Table 2). Rail
accounts for 12.7 percent of inbound shipments but for a very low petcentage of
outbound shipments, illustrating that most inbound rail volume is being exported
abroad. It is interesting to observe that ocean freight in the Portland/Vancouver
region is heavily weight toward outbound movements (18.2 percent) relative to
inbound shipments (7 percent). This pattern is due to the smaller import market
relative to outbound export movements through the Port of Portland. These es-
timates were part of the recent Commodity Flow Forecast and Lower Columbian
River Cargo Forecast, which also projects a doubling of freight traffic over the
next twenty years. This study additionally forecasts how that additional freight vol-
ume would be shipped and the proportion allocated to each mode (Table 2). The
values in red represent the percentage of additional or new freight volume growth
shipped by each mode. Cleatly, truck volume is expected to accommodate the
majority of increased freight traffic, accounting for 81 percent of additional freight
tonnage in the Portland area (DRI-WEFA, 2002).

Many factors may affect down river barge movements and ocean exports, includ-
ing river dredging to maintain adequate channel depth for barge loading at upriver
Snake/Columbia port terminals and possible river draw-downs aimed at improving
native salmon survival rates. Given the large volume of grain (wheat and barley),
hay (Timothy and Alfalfa) and forest products that utilize barge service for out-
bound transport along the Snake/Columbia River, major modal shifts would occur
in the event that the river or parts of the tiver became non-navigable. If the river
became non-navigable, the movement patterns of tonnage of freight through the
Port of Portland also would change.

Loss of Container Service at the Port of Portland

Perhaps the most significant issue impacting regional trade and those businesses

that rely upon trade (warehousing/distribution centers, transportation/logistics
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that limit vessel size or load capacity. Addressing any one of these investment
needs will be difficult, especially given projected growth in freight traffic and lim-
ited resources and state budgets.

Several different agencies and private organizations throughout the region have
been heavily involved in data and information collection and analysis, especially as
it relates to freight movements. This positive move to improve freight mobility
aims at increasing the overall understanding and awareness of the regional freight
transportation system while addressing current operational or capacity limitations
and targeting strategic transportation investments to address overall system needs.
Multi-modal transportation investment projects may also be more effectively pri-
oritized and completed.

The Oregon Department of Transportation funded a recent, successful multi-
agency data collection effort that was supported by both the Port of Portland and
METRO Regional Planning, This Truck Trip Data Collection Methods Study con-
ducted by Eric Jessup, Ken Casavant, and Catherine Lawson addresses the growing
need for necessary data on urban or inter-city freight movements and focuses on
testing different data collection/capture methodologies and the extent to which
those freight data attributes necessary for both modeling and statewide planning
efforts are achieved. Understanding transportation details such as origin-destina-
tion, route identification, land-use at stops, commodity, weight, vehicle configura-
tion, time of day, volume of shipments, and location of trip generators is necessary
for statewide and metropolitan freight modeling and planning needs. This pilot
study was designed and implemented in the Portland-Vancouver metropolitan area,
testing roadside intercept surveys at three different locations including one weigh
station along 1-84, a private freight warehouse/distribution center, and at the Port
of Portland’s marine terminal six. The results and findings of this study have
helped shape the larger regional freight data collection study that the Port and
ODOT are currently supporting,

The Columbia River Channel Deepening project also represents a collective ef-
fort by different agencies, states, and private organizations. This transportation
investment project is one of the larger in the region, estimated at $150.5 million.
Both Washington and Oregon have allocated $27.7 million in matching funds, with
a large portion of the project cost dependent on federal appropriations includ-
ing the US. Army Corps of Engincers’ 2005 budget allocation. Several agencies
and organizations are supporting the project due to the importance of this freight

corridor to international trade and regional economic performance. The Ports of
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Portland, St. Helens, Vancouver, and Woodland, along with many business stake-
holders, have formed a coalition to support the river channel deepening project.
The Ports of Portland and Vancouver have further formalized their commitment
to working together to address these types of emerging freight transportation is-
sues by forming an Inter-Governmental Agreement (IGA).

The State of Oregon through its legislature has also recently supported address-
ing freight mobility concerns by designating $100 million in new funding for freight
related transportation improvement projects. This funding is primarily targeted to
improve access to existing industrial areas and to improve job growth by attracting
new businesses. These freight mobility improvement projects, as recommended by
the Oregon Freight Advisory Committee, are evaluated based upon how well they
improve safe and efficient movement of goods, foster public and ptivate partner-
ships and investments, and support multi-modal transportation movements. These
efforts, along with the creation of the Governor’s Industrial Lands Task Force,
help focus attention and resources on improving regional freight mobility.

Finally, we cannot understate the importance of education and information ex-
change to area business owners, local residents, and policymakers regarding the
important connections among local business and regional economic performance,
trade, state revenues, and transportation infrastructure investments. Made today,
these investments will reap rewards and positive multiplier effects throughout the
economy for years to come and will also foster, facilitate, and accommodate future
freight transportation and economic growth throughout the region. Sustaining
these investments in difficult economic times requires understanding their private/
public benefits and suggests the need for future partnerships among private entities
and public agencies.
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The Institute of Portland Metropolitan Studies is a service and research center located in the
College of Urban and Public Affairs at Portland State University. The mission of the Institute is
to serve the communities of the Portland-Vancouver metropolitan area and to further the urban
mission of Portland State University by:

a Identfying the most pressing issues facing this metropolitan area and its
communities, and developing the data and other information needed to fully
communicate their scope and significance;

(] Building capacity in the region to address critical metropolitan issues by:
e brokering partnerships among faculty, students, and area
communities to foster new understanding of and/or new
strategies for addressing those issues; and
® acting as a catalyst to bring elected officials, civic and business
leaders together in a neutral and independent forum to discuss

critical metropolitan issues and options for addressing them; and

d Developing new resources to support research and service activities needed to
meet those objectives.

By acting effectively on this mission statement, the Institute will enable the:

Q University to help advance the economic, environmental, and social goals held
by the communities of the region; and

(] Communides of this region to act collectively to seek and secure a sustainable
future for this metropolitan area.






Institute of Portland Metropolitan Studies
School of Utban Studies and Planning
College of Utban and Public Affairs
Portland State University

www.upa.pdx.edu/IMS/
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