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4.1 INTRODUCTION 

Our region continues to grow and change 

The greater Portland region is an extraordinary place to 

call home. It is known for its unique communities, a 

diverse and growing economy and a world-class 

transportation system. The region is surrounded by 

stunning natural landscapes and crisscrossed with a 

network of parks, trails and natural areas within a walk, 

bike ride or transit stop from home.  

Part of the broader Pacific Northwest region, the 

Portland-Vancouver metropolitan area is one of four 

international gateways on the West Coast. In this role, 

the region serves as a freight gateway to domestic and 

international markets for businesses located 

throughout the state of Oregon, Southwest Washington, 

the Mountain states and the Midwest.  

Over the years, communities throughout the region 

have taken a collaborative approach to planning that 

has helped make the region one of the most livable in 

the country.  

Every day, the region's 2.4 million people have places to 

go – to work or school, to doctors and grocery stores 

and parks and back home again. All these trips, along 

with our transportation system, knit the region together 

– from Forest Grove to Troutdale, Vancouver and 

Portland to Wilsonville and every community in 

between.   

Because of our dedication to planning and working 

together to make local and regional plans a reality, we 

have set a wise course for managing growth – but times 

are challenging. The region is growing, our economy is 

expanding, and emerging technologies are changing 

how we do business and get around.  

Housing affordability, climate change, racial disparities, 

traffic deaths and life changing injuries, and traffic 

congestion demand new kinds of leadership, innovation 

and thoughtful deliberation and action to ensure our region remains a great place to live, 

work and play for everyone.  In collaboration with city, county, state, business and 

Land development, 1910-2010 
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community leaders, Metro has researched how land use and transportation policies and 

investments can be leveraged to respond to these complex and interrelated challenges at a 

regional scale.  

This chapter provides a snapshot of current conditions, how our region is growing and 

changing and the challenges and opportunities that lay ahead. 

 

 

4.1.1 Chapter organization 

This chapter provides a snapshot of current regional growth trends and existing 

conditions and outlines key transportation challenges the plan will address. The chapter 

also highlights opportunities for building a regional transportation system that reflects 

our values and vision for the future. 

4.1 Introduction: This section introduces the chapter. 

4.2 Who We Are: This section provides an overview of population growth; demographic 

changes for race, ethnicity and age; where people live and work; employment growth and 

jobs. 

4.3 How We Get Around: This section provides a snapshot of how people in the region 

get around – driving, transit, walking and bicycling. 

4.4 How We Move Goods and Services: This section provides an overview of how goods 

and services move in the region and how the region is competing in a global economy,   

The region expects to welcome more than 500,000 new residents – about half from 

growing families – and more than 350,000 new jobs within the urban growth 

boundary by 2040. 
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4.5 How We Keep Our Environment Healthy: This section describes current efforts and 

strategies to protect historic and cultural resources and keep the air, water and habitat in 

the greater Portland region healthy.  

4.6 How the System Is Working – Challenges and Opportunities Ahead: This section 

describes the major challenges the region is facing and the opportunities that each 

challenge presents to achieve the region’s vision for funding the transportation we need; 

updating and maintaining aging infrastructure; addressing climate change and air quality; 

addressing congestion and reliability; eliminating fatal and life-changing motor-vehicle 

crashes; addressing earthquake vulnerability, security and emergency services; filling 

gaps in transit, biking and walking connections; addressing housing and transportation 

affordability and displacement; addressing social inequity and disparities; and proactively 

addressing technological change.  
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4.2 WHO WE ARE 

The Portland metropolitan region is growing and changing, shaped by a global economy, a 

warming planet, demographic changes, public health and safety concerns and changes in 

how we live and travel. By population, Portland is the 24th largest metropolitan area in the 

country. The region has about half as many people as Boston and twice as many people 

as Salt Lake City. The greater Pittsburgh and San Antonio regions are about the same size. 

Figure 4.1 Population by metropolitan area, 2014 

 

The Oregon portion of the Portland-Vancouver metropolitan region encompasses 24 cities 

and 3 counties as shown on the next page. Metro’s urban growth boundary includes 403 

square miles and more than 1.5 million residents. 
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Our region continues to grow. New forecasts show that between 2015 and 2035, about 

400,000 additional people are expected to live within the Metro region’s urban growth 

boundary.1 But how much are we growing, and how fast? And where are these new people 

coming from? In short, many are coming from somewhere else in the country, and it's 

adding up. Nationally, 68 percent of Americans live in the state where they were born, 

however in Oregon 51 percent of population came from somewhere else. 

Figure 4.2 Percent of population by location of birth  

 

Oregon is the number one state for inbound migration for the second year in a row. 

Figure 4.3 Top ten states for inbound migration 

  

                                                           
1 2014 Urban Growth Report, Metro, December 2015 
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But different parts of the region are experiencing different sources of growth. For instance, 

between 2000 and 2009, Clackamas and Washington counties primarily grew due to 

people moving from other counties around the country. Most of Multnomah County’s 

growth in that period was the result of natural increase – in other words, more people 

being born than dying in the county, as shown in Figure 4.4 below.  

Figure 4.4 Source of population increase in the three counties, 2000-2009 

 

Most of the people are coming from California. From 2007-08 to 2009-10, four of the top 

five cities contributing to the Portland region's growth were Californian. (New York City 

was the only non-Californian city in the top five.)  On the other hand, the region 

is losing people to Seattle, Austin and Houston. 
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Figure 4.5 Net migration into the 7-county Portland region 

 

While this growth brings jobs and opportunity, it also creates new challenges; more 

people will be using the region’s transportation system to get to work, school, shopping 

and other daily activities. According to the 2011 Oregon Household Activity Survey, the 

average household in the Portland region makes 9.2 trips per day with an average trip 

length of 4.4 miles for trips taken by car. 



Chapter 4 | Our Growing and Changing Region  4-9 
Public Review Draft 2018 Regional Transportation Plan | June 29, 2018 
 

4.2.1 Demographic changes 

Our population and communities continue to change. While the greater Portland region 

historically has had less racial diversity than other American cities, the region increasingly 

reflects the diversity of the country. However, the specific historic and systemic exclusion 

of and bias against African Americans is still reflected in the makeup of our population. In 

2010, the population of greater Portland was 71 percent White compared to 64 percent 

nationally, and 4 percent African American compared to 12 percent nationally.  

Also of note is the difference in Hispanic/Latinx population (10 percent for the region, 16 

percent nationally) and those whose racial/ethnic identity is not easily categorized by the 

U.S. Census categories (those grouped as “other”: 6 percent for the region, 2 percent 

nationally). Communities of color are growing in their share of the Portland region's 

population, and they are less concentrated in Multnomah County than they once were. 

Figure 4.6 Communities of color share of population since 1980 

 

In 1960, Clackamas and Washington counties had a combined population of 205,275. 

According to that year's Census, 153 of them were black and 965 were neither white nor 

black. In Multnomah County, about 16,000 people of the county's total population of 

523,000 people were black – the vast majority of the state's 18,000 black residents. By 

2010, Multnomah County had 530,000 white, non-Hispanic residents – about 72 

percent of its total population of 735,334 residents. The black population had grown to 
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41,000 residents, still the majority of Oregon's 69,000 black residents but not the 

overwhelming majority it was four decades earlier. 

In 2010, about 220,000 residents of Clackamas and Washington counties identified as 

Hispanic or a race other than white – about a quarter of their total population. In 1980, the 

first year the Census reliably tracked Hispanic population figures; there were about 

21,000 Hispanics in greater Portland – about 2 percent of the tri-county population. By 

2014, that number was estimated to be 202,000 – close to 12 percent. Overall, 

communities of color saw their share of greater Portland's population rise from barely 

3 percent in 1960 to almost 26 percent in 2010.  

Figure 4.7 Race and ethnicity in the greater Portland region 

 
Source: 1990 and 2010 US census 
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Figure 4.8 Age cohorts as a percentage of total population 

 

In the greater metropolitan statistical area (MSA) which includes the greater Portland 

area, there will be a significant growth in the older adult (65+ years) population between 

2018 and 2038 of over 7 percent, compared to a reduction for other age groups.  

The changing demographics of the region for age follow a national trend of aging – the 

percent of the population over 65 continues to increase. Today, 12 percent of Americans 

are over the age of 65. By 2030, 20 percent of the United States’ population will be older 

than 65.  

Public health is a growing concern 

Interest in the connection between urban planning and active living has continued to grow 

since the 1990s, an outcome of a growing interest in “smart growth,” a movement to 

integrate land use, transportation and public health planning. Studies since then report 

positive effects on human health in neighborhoods built to encourage walking and biking.  

In addition, transportation systems impact chronic diseases such as asthma that are 
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related to air quality and vehicle emissions. These health impacts affect people of color 

disproportionately. The greater Portland region has long embraced such policies, based on 

land use and transportation benefits, and the introduction of health goals and objectives in 

transportation planning supports efforts to positively impact public health with 

transportation design.  

Figure 4.9 Prevalence of self-reported obesity among U.S. adults by state and 

territory, BRFSS, 2011 

 

Figure 4.10 Prevalence of self-reported obesity among U.S. adults by state and 

territory, BRFSS, 2016 
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4.2.2 Where we live and work 

There are differences in where each of us goes every day, providing insight into the 

region's distribution of housing and jobs. Take the flow of the daily commute, for example. 

Multnomah County has the most working residents and the most jobs. According to data 

from the Census Bureau, two-thirds of working residents in Multnomah County stay in 

their home county for work. Of those who leave, most head into Washington County, the 

region's second biggest job center.  

Figure 4.11 Where residents work in the greater Portland region 
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For working residents of Clark and Washington counties, it's 

roughly an even split between working in the county and leaving, 

with most workers who leave commuting into Multnomah County. 

Clackamas County sees two-thirds of its working residents 

commute elsewhere, also mostly to Multnomah County. 

Washington and Clackamas counties also swap thousands of 

working residents each day – though not nearly as many 

commuters as each county send into Multnomah County.   

4.2.3 Jobs and a growing economy 

The region's economy has been marked by job growth, shifts in job types, and growth in 

traded sector businesses. The greater Portland region employs over a million workers, the 

fifth largest workforce on the west coast2. Prior to about 2011, the region had higher 

unemployment rates compared to the U.S. as a whole, but since the recovery, Portland's 

rates have been more in sync with the rest of the nation.  

Figure 4.12 Unemployment rate in the greater Portland region 

 

The region has regained twice as many jobs as it lost in the recession and job growth is up. 

The region is also attracting a young, highly educated workforce. Over the past year, 

Portland's growth has been strong – on par with San Francisco. 

                                                           
2 Greater Portland Work Book, 2013-14  

Did you know?  

Since the adoption of the 2040 Growth 
Concept, the majority of new homes 
have been added in downtowns and 
centers across the greater Portland 
region. 

http://gpi-assets.s3.amazonaws.com/pdfs/1/workbook.pdf
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Figure 4.13 Employment growth 

 

Currently almost half of Portland area residents work in trade and transportation, 

professional services, and education and health. 

Figure 4.14 Employment mix in the 7-county MSA, 2015 
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Several job sectors are doing exceptionally well in the Portland region, particularly 

professional and business services and leisure and hospitality. These sectors have been 

adding workers more quickly than other sectors as the region comes out of the recession. 

 Figure 4.15 Fastest growing industries 
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4.4 HOW WE GET AROUND 

4.4.1 Travel 

Travel behavior—mode choice, commuting patterns, trip length and frequency—is 

influenced by a number of factors, including demographics, land use, community design, 

cost, access, the economy, job locations as well as social and environmental values. On a 

per-person basis, the Portland region has been driving less since 1996, even as people 

take about the same number of trips each day. According to the 2015 Texas A&M 

Transportation Institute’s Urban Mobility Report, the region's residents drove just 5,000 

miles per person in 2014 – that’s nearly 25 percent less than other US metro regions of 

similar size. 

Figure 4.16 Average annual driving per person, greater Portland region compared to 
other metropolitan areas 

 

Why are people driving less here? Part of the reason is that people in the Portland region 

are making different choices about getting around – a reflection of the multimodal options 

available as defined in the 2040 Growth Concept. US Census estimates from 2014 show 

that while the national average for drive-alone commuting is 76.4 percent, the Portland 

metro area's average was just 70.7 percent, resulting in associated reductions in 

greenhouse gas emissions for the region.   

 

http://mobility.tamu.edu/ums/
http://mobility.tamu.edu/ums/
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Though a growing population invariably means more commuters, just under half of the 

workers added since 2000 drive to work alone. The majority are choosing other modes, or 

working from home. 

Figure 4.17 Ranking of drive alone commuting in metropolitan areas 

 

4.4.2 Mode share 

Travel to work has typically been the focus of transportation planning, especially given its 

prominence in the morning and evening peak periods. However these trips make up a 

relatively small portion of all the trips taken throughout the region. Nationwide travel for 

non-work purposes, such as shopping, errands and recreation is growing faster than work 

travel. In fact, more than 70 percent of the trips taken in the Portland region are for 

reasons other than school and work.  
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Figure 4.18 Mode share comparison for commute and all trips 

 

 

Though a growing population invariably means more commuters, just under half of the 

workers added since 2000 drive to work alone. The majority are choosing other modes, or 

working from home. 
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Figure 4.19 Mode share of new commuters in the 7-county MSA, 2000-2015 

 

In 2003, Metro’s Regional Travel Options (RTO) program started to target non-commute 

trips during rush hour and throughout the day as a key strategy for addressing congestion 

and air quality issues in the region.  

Driving is the most predominant way for people in the region to get around. In 2015, 

more than 80 percent of all trips in the greater Portland region were made by motor 

vehicle.  Communities of color drive less than White residents in the region.  
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Figure 4.20 Travel modes by white and non-white populations, 2011 

 

Driving remains the most expensive form of transportation, both for individuals and for 

society. The average annual cost of owning an automobile is over $8,000 a year. However, 

fuel is comparatively cheap, and driving remains a convenient and efficient way to travel 

in the region. 

Figure 4.21 Annual transportation costs 
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Figure 4.22 2016 TriMet cost per ride 

 

 

Walking is the most primary form of transportation. Whether an entire trip is done on 

foot or using a wheelchair or similar mobility device, people must walk for at least a part 

of every trip, even when the rest of the trip takes place on transit, in a vehicle or on a 

bicycle. Pedestrian activity thrives where the pedestrian facilities are well connected, safe 

and attractive—meaning well lit, free of debris and in good repair—and frequent 

protected crossings. Therefore it is critical that our transportation system supports and 

encourages walking for short trips.  
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Figure 4.23 Bike and walk commute rates for metropolitan areas 

 

 

Bicycling plays an important and growing role in the regional transportation system and 

the region's economy. Bicycling for transportation grew by 191 percent between 1994 and 

2011 adding to the growing demand for improved bicycle facilities.3 Counts taken across 

five Portland city bridges reported 18,794 daily bicycle trips—a 128 percent increase over 

the previous 10 years. Increased ridership is due in part to improved bicycle 

infrastructure as well as increased recognition of the health benefits of bicycling. 

                                                           
3 2011 Oregon Household Activity Survey, Metro. 
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Figure 4.24 Bike commute rates for metropolitan areas 

 

Transit - MAX Light rail, WES commuter rail, bus, and Portland Streetcar and supporting 

infrastructure make up the current regional transit system, which has seen increased 

ridership. In 2014, people in the Portland region took more than 103 million rides on 

transit. Although ridership has fluctuated over the last 10 years, weekday transit ridership 

among the region's major transit services – TriMet, SMART (Wilsonville), C-TRAN 

(Vancouver and Clark County WA) and Portland Streetcar – has grown while the average 

miles each person drives daily has declined.  



Chapter 4 | Our Growing and Changing Region  4-25 
Public Review Draft 2018 Regional Transportation Plan | June 29, 2018 
 

Figure 4.25 Transit commute rates for metropolitan areas 
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Figure 4.26 Mode share change 2005-2015 

 

As can be seen in Figure 4.27, rail transit (light rail, commuter rail and streetcar) carries a 

big share of the region's transit passengers. For example, although the MAX network only 

has 88 total track miles compared to the bus network’s 822 miles, MAX lines carry almost 

two-fifths of all transit trips. The Blue MAX line alone carries nearly 60,000 people per 

day. 
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Figure 4.27 Top Performing Transit Lines, 2015 

 

Effectiveness of employer commuter programs and community and neighborhood 

programs on changing mode share 

Between 1997 and 206, the TriMet, Wilsonville SMART and transportation management 

association employer-outreach programs have made significant progress with reducing 

drive-alone trips. Since 1997, employee commute trips that used non- drive-alone modes 

(transit, bicycling, walking, carpooling/ vanpooling and telecommuting) rose from 20 

percent to over 39 percent among participating employers. 
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Community outreach programs such as Portland Sunday Parkways and Wilsonville 

Sunday Streets encourage residents to use travel options by exploring their 

neighborhoods on foot and bike without competing with motorized traffic. Sunday 

Parkways events have attracted 119,000 participants, and the Wilsonville Sunday Streets 

event attracted more than 5,000 participants in 2012. 

Other examples of valuable community outreach and educational programs include the 

Community Cycling Center’s program to reduce barriers to biking and Metro’s Vámonos 

program, both of which provide communities across the region with the skills and 

resources to become more active by walking, biking and using transit for their 

transportation needs. 

In 2004, the City of Portland launched the Interstate TravelSmart individualized 

marketing project in conjunction with the opening of the MAX Yellow Line. Households 

that received individualized marketing made nearly twice as many transit trips compared 

to a similar group of households that did not participate in the marketing campaign. In 

addition, transit use increased nearly 15 percent during the SmartTrips project along the 

MAX Green Line in 2010. Follow-up surveys show that household travel behavior is 

sustained for at least two years after a project has been completed. 

In 2015, a unique partnership between Metro, the City of Milwaukie and ODOT engaged 

residents along the last three stops of the new MAX Orange Line. More than 25 percent of 

residents participated in the program to learn about new travel options, resulting in a 

reduction of more than 1.3 million single occupant vehicle miles driven the year after the 

opening of the line. 
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4.5 HOW WE MOVE GOODS AND SERVICES 

Despite a growing “buy local” movement, most of the products we buy come from 

someplace else and many of the goods we produce in Oregon move on to markets in other 

states and countries. In comparison with other U.S. metropolitan areas of similar size, 

Portland’s competitiveness is largely dependent on the region’s goal as a gateway and 

distribution center for domestic inland and international markets4.  The global economy is 

expanding rapidly, and our region’s ability to move products to far-flung markets depends 

on an efficient transportation system.  

With its location on Interstate 5, the West Coast artery of the Interstate Highway System, 

the greater Portland region is ideally situated to move freight by truck. But with Portland 

International Airport, two Class 1 railroads (mainline railroads Union Pacific and 

Burlington Northern/Santa Fe), the southern terminus of the 400-mile Olympic Pipeline, 

and a location at the confluence of two major rivers with ocean access, the region’s freight 

transportation system is a multimodal network. 

Figure 4.28 Freight goods movement in the greater Portland region 

 

The majority of the region's freight is still moved by truck as shown in Figure 4.28. 

However, as Oregon’s economy has shifted from bulk products like farm exports and 

timber to lighter products like semiconductors, electronics and specialized machinery, the 

region is moving fewer tons of goods around. But these lightweight products are higher-

valued – as a result, the overall value of freight exports increased by 55 percent between 

2007 and 2012. 

                                                           
4 Cost of congestion to the Economy of the Portland Region, November 2015 
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Figure 4.29 Freight weight to value, 2007-2012 

 

Exports are at the core of the Portland’s Metro Service Area (MSA) economy.  Between 

2003 and 2013, the greater Portland region increased its export volume by 166 percent, 

creating 39,374 direct new jobs for the region. This growth made the greater Portland 

region the fifth-fastest growing export market among the 100 largest metropolitan areas. 

In 2013, the region was 13th largest in the U.S. by export volume, with $26.7 billion in 

exports. 5 

Figure 4.30 Real export growth, 2003-2013 

 
  

                                                           
5 Global Trade and Investment Plan – Greater Portland Global, March 2015 
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4.5.1 Competing in a global economy 

“Traded sector” industries that bring new money into the 

region and enable the rest of the economy to prosper, 

require an efficient transportation system. Portland’s 

economy depends on industries that could locate elsewhere, 

but have been attracted to the area because of its 

advantageous trading position. Those industries include 

semiconductor manufacturers, computer and electronics 

equipment, wood products, metal products, tourism, 

publishing, and wholesale distribution activities. Because 

traded industries depend on the movement of freight, 

reasonably good transportation access must be maintained 

if those industries are to remain and grow and in the 

Portland area in the years to come. 

Traded sector industries are the primary enabler of Portland metropolitan economic 

growth. The Portland region’s traded sector industries are anchored by six core clusters. 6 

These industries are important drivers of regional economic activity today and well-

positioned to spark future growth.  

The six core clusters are defined below: 

Clean Technology and Green Cities - Manufacturing, energy production, design, and waste 

disposal industries related to sustainability and resilience. 

Computers and Electronics – Establishments that manufacture computers, computer 

peripherals, communications equipment, and similar electronics products. 

Health Sciences and Technology – Advanced medical device manufactures, plus related 

research and development establishments; does not include local hospitals. 

Metals and Machinery – Broad array of goods-producing establishments working with 

heavy metals, ranging from foundries to pump makers to ship builders. 

Software and Media – Service establishments writing software, planning and managing 

computer systems, hosting data, and producing and distributing video and sound 

recordings. 

Sporting Equipment, Apparel, and Design – A unique collection of global apparel 

companies, personal hardware manufactures, and various design establishments. 

                                                           
6 Portland Economic Value Atlas Market Scan (The Brookings Institute) August 2017 

What is the “traded 
sector”? 

As defined in ORS 285A.010, (8), 

“traded sector” means industries 

in which member firms sell their 

goods or services into markets 

for which national and 

international competition exists.  

As a result of their exchange 

earnings, these industries 

increase spending power within 

their region or state. 
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4.6 HOW WE KEEP OUR ENVIRONMENT HEALTHY 

Choices about how we get around, where we live, and our economy all impact the health of 

our environment. Metro and the RTP have a role, in partnership with federal, state and 

local partners in developing and implementing plans and policies that keep our air, water 

and land healthy for generations to come.  

Air quality 

Overall, concentrations of criteria air pollutants in the 

greater Portland region have decreased dramatically over 

the last 30 years. Through a mix of industrial emissions 

regulations and transportation emissions reduction 

strategies, the greater Portland region successfully reduced 

lead, carbon monoxide and ozone (smog) to meet and 

maintain federal clean air standards. In October 2017, the 

region completed the last of its obligations under the Clean 

Air Act for previous violations of federal air pollution 

standards.  

However, compared to other areas in Oregon, the greater 

Portland region has the highest risk to the population from 

air toxics due to business and population density. Along 

with national estimates of air toxics emissions, Portland 

monitoring studies confirm the presence of air toxics at 

levels that can cause adverse health effects. 7 A 2012 Oregon 

Department of Environmental Quality study identified 14 of 

the 19 pollutants above health-based benchmarks. Eight of 

the 14 pollutants cause the most risk. While the study shows 

that most air toxics are found throughout the study area, 

higher concentrations are found in densely populated 

neighborhoods, near busy roads and highways and in areas 

with business and industrial activity. 8 Low-income 

neighborhoods, tribal populations and communities of color 

that live in urban areas may be disproportionately exposed 

to air pollution, which is a barrier to economic opportunity 

and security.  

The Oregon Department of Environmental Quality is 

continuing to work with Metro and other stakeholders to 

address localized hotspot pollution from light and heavy 

                                                           
7 Portland Air Toxics Solutions Committee Report and Recommendations, Oregon Department of 
Environmental Quality, April 2012 
8 Ibid 

Defining terms 

Air quality 

The degree to which the ambient air is 

pollution-free, assessed by measuring 

a number of indicators of pollution. 

Criteria air pollutants 

Carbon monoxide, lead, ground-level 

ozone, nitrogen dioxide, particulate 

matter, and sulfur dioxide. Criteria 

pollutants are the only air pollutants 

with national air quality standards that 

define allowable concentrations of 

these substances in ambient air. 

Air toxics 

Also known as toxic air pollutants or 

hazardous air pollutants, are those 

pollutants that cause or may cause 

cancer or other serious health effects, 

such as reproductive effects or birth 

defects, or adverse environmental and 

ecological effects. 

Greenhouse gases 

Greenhouse gases - The six gases 

identified in the Kyoto Protocol and by 

the Oregon Greenhouse Gas 

Mandatory Reporting Advisory 

Committee as contributing to global 

warming:  carbon dioxide (CO2), 

nitrous oxide (N2), methane (CH4), 

hydrofluorocarbons (HFCs), 

perfluorocarbons (PFC s), and sulfur 

hexafluoride (SF6).    
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duty vehicle emissions.  

Metro’s Climate Smart Strategy responds to a state mandate to develop and implement a 

strategy to reduce per capita greenhouse gas emissions from cars and small trucks by 

2035. In December 2014, after a four-year collaborative process, the Metro region adopted 

a Climate Smart Strategy that achieves a 29 percent reduction in per capita greenhouse 

gas emissions, which exceeds the state mandated target.9 The strategy does more than just 

exceed the state mandated target; it also supports job creation and economic 

development, saves businesses and household money, helps people live healthier lives, 

protects clean air and water, and makes the most of the investments already made in the 

region’s transportation system. 

The strategy relies on adopted local and regional land use and transportation plans and 

expected advancements in cleaner, low carbon fuels and more fuel-efficient vehicles. The 

strategy includes nine key policies that are reflected in Chapter 3. 

Habitat 

Without appropriate intervention and mitigation, transportation corridors create barriers 

and hazards in wildlife corridors and fish passageways. About 13 percent of the region is 

covered by developed land such as pavement and buildings. 10 Several Metro-initiated 

activities are aimed at restoring habitat or mitigating the effects of the transportation 

system on the natural environment. 

Development of the Regional Conservation Strategy for the Greater Portland-Vancouver 

Region reflects an ongoing effort to maintain an inventory of regionally significant fish and 

wildlife habitat and map ecologically sensitive areas for informing potential 

environmental impacts of transportation projects. The inventory is used in the RTP to 

identify and flag future transportation projects that overlap with sensitive fish and wildlife 

habitat in order to plan for, prevent or mitigate negative impacts.  

It is the goal of the Regional Conservation Strategy to manage the region’s resources in a 

way that does the following: 

 Protects the water and air quality of the region 

 Provides other important ecosystem services, such as flood control, water storage, and 

pollination 

 Supports—at a minimum—the current level of biodiversity (i.e., the existing range of 

plants, animals, and wildlife habitats) 

 Helps species and habitats recover from historical losses or degradation 

 Increases natural systems’ resilience and their ability to adapt to an unpredictably 

changing climate 

                                                           
9 Climate Smart Strategy for the Portland metropolitan region, Metro, 2014 
10 Regional Conservation Strategy for the Greater Portland-Vancouver Region 
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 Provides opportunities for people to access natural areas for local recreation, 

research, and appreciation 

Figure 4.31 

 

Metro’s Parks and Natural Areas Program acquires land to protect habitat and water 

quality and conduct ongoing performance monitoring of habitat and watershed health.  

Metro’s design guidance for streets and regional trails provides best practices to create 

livable streets that mitigate the negative impacts of transportation on water, air and 

habitat. The design guidelines were first developed in 2002. The Creating Livable Streets, 

Green Streets and Trees for Green Streets handbooks are currently being updated to 

reflect best practices associated with street design to lessen impacts on habitat and 

ecosystems and will include regional trail design guidance, in addition to the current 

Wildlife Crossings and Green Trails handbooks. Additionally, the Regional Active 

Transportation Plan provides Top 10 Natural Resource Considerations for Trail Planners. 

This set of considerations is provided to local jurisdictions that receive funding from 

Metro for regional trails and reflect best practices to protect habitat.  

Future work by Metro and partners could include an inventory of culverts in the region 

that need repair or replacement to accommodate endangered or threatened fish species. 

Note: A map of high value habitat areas will be incorporated in the final RTP. 
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4.7 HOW THE SYSTEM IS WORKING – CHALLENGES AND 
OPPORTUNITIES AHEAD  

Regional transportation challenges were identified through the engagement process 

during the update of the RTP. The regional investment strategy was developed to address 

these challenges.  

 Aging infrastructure 

 Climate change and air quality 

 Congestion and reliability  

 Fatal and life-changing crashes 

 Earthquake vulnerability, security and emergency management 

 Gaps in transit, biking and walking connections 

 Social inequity and disparities 

 Housing and transportation affordability and displacement 

 Technological change 

4.7.1 Funding 

Today the federal government is investing less in infrastructure than ever before. While 

budgets are shrinking, aging roads and bridges are operating beyond capacity, and our 

transit systems lack funding to expand. Traditional approaches to financing transportation 

projects are not only failing to maintain existing infrastructure, they are wholly 

inadequate to build new systems to accommodate growth and keep our economy moving.   

Oregon auto taxes and fees are the lowest in the nation according to Bankrate.com’s most 

recent Car Cost index which lists the annual costs of car ownership for all 50 states. In 

2014, Oregon’s annual average cost for car ownership was about 31 percent lower than 

the national average. The largest difference in vehicle costs was for taxes and fees, which 

the index estimated to be $157 a year, about 85 percent lower than the national average of 

$1,058.   

As of January 2018, Oregon automobile related taxes are the lowest among our 

neighboring western states as summarized below. The table does not include the federal 

excise gas tax of 18.4 cents per gallon. 
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Table 4.32 Comparison of Automobile Related Taxes 

Tax  
(cents per gallon 

units) 
OR MT ID UT NV WA CA 

State gas excise tax 34.1¢ 32.3¢ 32.0¢ 29.4¢ 23.0¢ 49.4¢ 41.7¢ 

Gas sales & local option 
taxes 

2.5¢ 0¢ 1.0¢ 0¢ 10.8¢ 0¢ 16.6¢ 

Registration fees 11.8¢ 20.0¢ 9.3¢ 9.5¢ 6.8¢ 16.8¢ 19.6¢ 

Ad valorem taxes 0¢ 4.0¢ 0¢ 10.0¢ 31.2¢ 13.1¢ 16.2¢ 

Auto sales taxes 4.0¢ 0¢ 38.4¢ 43.8¢ 51.2¢ 60.8¢ 54.4¢ 

Title & related fees 3.7¢ 0.5¢ 0.6¢ 0.2¢ 1.2¢ 2.7¢ 0.9¢ 

Total cents per gallon 56.1¢ 56.8¢ 81.3¢ 92.9¢ 124.2¢ 142.6¢ 149.3 

Source: Oregon Department of Transportation (January 2018) 

Note: An infographic of the table above will be incorporated in the final RTP.  

Over the next two decades, the gap is expected to grow between the revenues we have and 

the investments we need just to keep our bridges, roads and transit systems in their 

current condition, to say nothing of addressing new needs. Current sources of transit 

funding are not enough to support the system expansions needed to serve its rapidly 

growing ridership. 

4.7.2 Aging infrastructure – maintaining the system we have 

The region’s aging infrastructure is deteriorating and requires more maintenance than 

ever before, similar to other cities and regions across the country. In its 2013 Report Card 

for America’s Infrastructure, the American Society of Civil Engineers gave America a D for 

roads, stating that 32 percent of the nation’s roads are in poor or mediocre condition.11 

The Oregon Department of Transportation, cities, and counties devote nearly all existing 

state and federal gas tax revenues to operation and maintenance of the existing road 

system. The federal fuel tax stands at 18.4 cents per gallon on gasoline and 24.4 cents per 

gallon for diesel; however the tax has not been increased since 1993, when gas was 

consistently under $1.20 per gallon. If the tax has been indexed to inflation it would be 

about 30 cents per gallon now.12 

Comprehensive maintenance data for the region is not currently available. The City Club of 

Portland estimated that the City of Portland needs at least $50 million per year to keep 

streets from falling into further disrepair, at least $75 million per year to repair streets 

that have fallen into disrepair, and at least $80 million per year to repair and construct 

safety projects that benefit all mode of transportation for a total of $205 million per year.13  

It is clear that the region needs to address this growing problem. Cities across the nation 

                                                           
11 Portland’s Streets, End the Funding Gridlock, City Club of Portland Bulletin, Vol. 98, No. 8, September 9, 
2015 
12 Ibid 
13 Ibid 
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have taken various approaches to raising local revenue, including numerous cities in the 

region including Hillsboro, West Linn, Lake Oswego and Sherwood. Currently leaders in 

the region are discussing options for regional funding, although it is clear there is no silver 

bullet that will solve the transportation funding problem.  

4.7.3 Climate change and air quality 

Climate change is the defining global challenge of the 21st century. Global climate change 

poses a growing threat to our environment, public health and our economy, and creates 

uncertainties for the region.  

Documented effects of climate change include: extreme weather events, increase in 

average annual air temperatures and likelihood of extreme heat events, changes in 

hydrology, water supply and stream flows,  rising sea levels, reduced water quality, 

changes in wetland ecosystems, increase in breeding grounds for water-borne diseases, 

shifting rainfall patterns, reduced air quality, increase in wildfire frequency and intensity, 

increased incidents of landslides, shifts in quality of habitat, shifts in migration patterns 

and habitat range, and changes to growing seasons such as increased incidents of short-

term drought, and the distribution of plants and animals.  

Climate change impacts will impact the service life of transportation infrastructure and 

the more severe storms that are predicted will increase the frequency of flooding and 

landslides. Consequent damage to roads, bridges and rail infrastructure will compromise 

system safety, disrupt mobility and hurt the region’s economic competitiveness.  

Our ability to respond, not just as the Portland region but as a state, will have 

unprecedented impact on our lives and our survival. The Oregon Sustainable 

Transportation Initiative (OSTI) is an integrated statewide effort to reduce greenhouse gas 

(GHG) emissions from transportation while creating healthier, more livable communities 

and greater economic opportunity. A component of this initiative is the Oregon Statewide 

Transportation Strategy (STS): A 2050 vision for Greenhouse Gas Emissions Reductions. 

The STS describes what it would take for the transportation sector to get as close as 

possible to the 2050 goal of a 75 percent reduction below 1990 levels of greenhouse gas 

emissions.14  

                                                           
14 Oregon Statewide Transportation Strategy: A 2050 Vision for Greenhouse Gas Emissions Reduction, 
Volume 1, Oregon Department of Transportation, March 20 2013 
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The STS focuses on prevention and mitigation of 

climate impacts, not adoption activities. It is 

neither directive nor regulatory, but identifies 

promising approaches for further consideration by 

policymakers at the national, state, regional, and 

local levels without assigning responsibility for 

implementation. The path forward for the greater 

Portland region, as well as the state as whole, will 

continue to evolve as more planning and analysis 

work is completed in the future. 

The goal of the region’s Climate Smart Strategy is 

to demonstrate leadership on climate change by 

meeting adopted targets for reducing greenhouse 

gas emissions from light-duty vehicles while 

creating healthy and equitable communities and a 

strong economy. Adopted by JPACT and the Metro 

Council in 2014 with broad support, the strategy is 

built from the land use and transportation plans 

and visions already adopted by local jurisdictions 

across the region, creating a diverse and shared 

vision. It includes making investment to increase 

active transportation, increase transit and use 

technology and other strategies to improve safety, 

reduce traffic delay and make the most of 

investments we already made in our 

transportation system.15 

4.7.4 Congestion and reliability 

Congestion has many causes, but mostly results 

from too much traffic for the physical capacity of a 

road to handle (bottlenecks) or periodic events 

like crashes, vehicle breakdowns, road work, 

storms and special events (parades, major sporting 

events). For drivers, this is usually described as 

routine congestion, which typically occurs daily, 

versus traffic incidents that are unexpected and 

difficult to predict. 

Drivers can usually plan their day around routine 

congestion and the typical bottlenecks. Much of the 

throughway system (our major highways and 

                                                           
15 Climate Smart Strategy for the Portland metropolitan region, Metro, 2014 

Top recurring bottlenecks, 2015 

Sources: FHWA, NPMRD, ODOT
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freeways) is routinely congested during the morning and evening rush hour, and drivers 

know their trip will be slower during this period. But the traffic incidents and other non-

routine events are difficult to plan for, and make it more difficult for drivers to plan 

commutes or for businesses to plan shipments.  

Focusing on system reliability 

For this reason, efforts to address congestion in 

our growing region have started to focus on 

improving reliability, or the degree to which 

congestion in a given travel corridor is affected by 

these non-routine events. Reliability is about 

predictability and dependability – and being able 

to count on knowing about how long it will take to 

get to school, work or activities. Improving 

reliability means that travelers don’t have to 

budget as much extra time in order to arrive on 

time at their destinations, even when routine 

congestion exists on our major throughways.  

ODOT report shows growth in congestion 

ODOT’s 2016 Traffic Performance Report shows 

what many of us have experienced: traffic 

congestion in the greater Portland region today 

can occur at any time of the day or week, and is no 

longer only a weekday peak hour problem. In 2013, about 11 percent of all travel in the 

greater Portland region occurred during congested periods. This increased to nearly 14 

percent in 2015. This increase in congestion is a reflection of the both the region’s 

continued growth, including our substantial economic rebound from the Great Recession 

that began in 2008. 

Data from the ODOT report for the region’s six major throughways (Interstate 5, Interstate 

84, Interstate 205, Interstate 405, U.S. 26 and OR 217) shows increasing congestion, 

decreasing travel speeds, greater delays and unreliable trip times on these major travel 

routes. The graphic to the right identifies the top recurring bottlenecks in the region.  

Congestion on these routes also affects freight in the region, as most of our local goods 

move by truck today, a trend that is expected in future. With congestion beginning to 

spread beyond commute periods and into the off-peak in the middle of the day, the ability 

to move freight during this relatively congestion-free period is being impacted. As the mid-

day becomes more unreliable, freight in our region is having more problems meeting 

delivery schedules, and the cost of shipping is increasing. These shipping costs are 

typically passed on to businesses and consumers, and could impact the region’s 

competitiveness in the global economy.  

Did you know? 

Causes of congestion in the 
greater Portland region 

More than half of all congestion is 

caused by crashes, breakdowns and 

other causes that can be addressed 

using system management and 

operational strategies. 
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Congestion is also affecting the speed and reliability of transit throughout the 

region 

The ODOT report also found that crashes on our throughways are increasing at a rate 

equal to the increase in congestion, but shows that recent ODOT investments in traveler 

information signage and adding auxiliary lanes have slowed the rate of crashes at specific 

bottleneck locations. While not a long-term solution for growing congestion, an auxiliary 

lane adds capacity in the form of a dedicated lane from an on-ramp to the next off-ramp, 

helping to reduce crashes caused by drivers merging and weaving between exits. 

Figure 4.33 Transit reliability in the greater Portland region 

 

Oregon Legislature commits to addressing congestion in the greater Portland region 

In 2017, the Oregon Legislature approved HB 2017 (discussed in the next section), which 

provides funding for additional targeted safety and congestion projects that can help 

address the issues found in the ODOT report. The Legislature also directed the Oregon 

Transportation Commission (OTC) to develop a proposal for value pricing on I-5 and I-205 

from the Columbia River to the junction of the two freeways in the southern part of the 

region, with the stated purpose of reducing congestion. The OTC must seek approval from 

the Federal Highway Administration to implement value pricing no later than December 
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31, 2018. If FHWA approves, the commission is required to implement value pricing. An 

ODOT-led study is underway to meet this deadline.  

According to rankings released in March 2016 by INRIX, a transportation tracking 

company, the Portland region’s major congestion hotspots are those highways leading to 

and from downtown Portland, the southern tier highways as well as the two interstate 

connections to Washington, as seen below. 

Figure 4.34 Bottlenecks in the greater Portland region 

 

In 2014, Texas A&M’s annual Urban Mobility Scorecard showed the Portland area tied 

with Austin, Miami, Detroit and Atlanta for 12th place out of 101 regions in yearly delay 

per auto commuter. The delay per auto commuter is reported as 52 hours per year – 

exactly the average amount of delay for all 101 cities in the study. The cost of our region’s 

congestion to truck freight was ranked at 16th out of 101 regions, with an estimated 

annual cost of $375 million.16  

Despite such delays, we spend less time commuting to work than people in most other 

regions. In 2014 the average commute was 26 minutes – about a minute longer than in 

201017. The Portland region is tied for fifth-best metro area in the nation for the share of 

                                                           
16 Texas A&M Transportation Institute 2015 Urban Mobility Scorecard 
17 2014 American Community Survey 1-Year Estimates, Means of Transportation to Work by Selected 
Characteristics 

Note: A map of existing bottlenecks will be incorporated in the final RTP. 

http://www.bestworkplaces.org/wp-content/uploads/2015/09/ACS_14_1YR_S0801_with_ann-Travel-Time-to-Work-Distribution-by-MSA-1-Million-Commuters1.pdf
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people with a 30-minute commute or better – nearly two-thirds of commuters in the 

region have a commute under a half-hour. In part that’s because people here don’t have to 

travel as far to get to work. The average commute distance in the region is just 7.1 miles. 

Figure 4.35 Average commute distance and time for metropolitan areas 

 

Metro maintains the Congestion Management Process (CMP) for the Portland 

metropolitan region as required by federal law. The CMP includes a performance 

management system that informs needed capital investments, such as new or improved 

transit and road capacity as well as demand and system management strategies to 

improve performance of the existing infrastructure. The Regional Transportation Plan 

calls for strategic widening of existing roads and throughways to address bottlenecks, 

increasing street network connectivity, expanding travel options, and using system and 

demand management strategies to help improve reliability and better connect goods to 

market and support travel across the region.  The CMP is described more in Chapter 8. 
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Figure 4.36 Regional motor vehicle existing system map 

 

4.7.5  Fatal and life-changing crashes 

Traffic safety affects the greater Portland region on multiple levels. Crashes cause 

personal tragedy, lost productivity, rising insurance costs, congestion and delay to the 

movement of people and goods. In addition, safety concerns may prevent people from 

choosing to walk or bike rather than driving a car. Increasing awareness of safety issues is 

a first step to improving safety in the region. Efforts to improve transportation safety 

generally center on preventing traffic crashes that result in severe injury or death.  

Traffic related deaths and severe injuries are a critical and preventable public health and 

social equity issue in the greater Portland region. Between 2011 and 2015, there were more 

than 116,000 traffic crashes resulting in 311 deaths and 2,102 people severely injured.18 

Figure 4.35 provides a map showing the location of fatal and life-changing injuries in the 

greater Portland region between 2011 and 2015. 

Traffic crashes are the leading cause of unintentional injury death for young people ages 5 

to 24 in Multnomah, Washington and Clackamas County, and the second leading cause of 

unintentional injury death for people ages 25 to 84.19   

On average, 62 people die each year on the region’s roadways and 420 people experience a 

life changing injury. Nearly two people are either killed or severely injured every day in our 

                                                           
18 2018 Metro State of Safety Report  

19 Oregon Death Certificates: Center for Health Statistics, Center for Public Health Practice, Public 
Health Division, Oregon Health Authority. Accessed March 13, 2018. For 2012-2016. Unintentional 
injuries were the 4th leading cause of death (just about tied for third with cerebrovascular 
disease/stroke); within the category of unintentional injury deaths, transport injuries are the third 
leading cause behind falls and poisoning (poisoning includes drug overdoses). 

Note: A map of existing regional motor vehicle map will be incorporated in the final 

RTP. 
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region in a traffic crash; every 10 days a person riding a bike is killed or severely injured; 

every 5 days a person walking is killed or severely injured. 

Sixty percent of these fatal and severe injury crashes occur on just 6 percent of the region’s 

major streets. These roadways are identified in this document as Regional High Injury 

Corridors and Intersections. They are also where we tend to travel the most, where we run 

to catch the bus, cross the street to get to schools and shops, ride our bikes or drive. Refer to 

Chapter 3 for a map of Regional High Injury Corridors and Intersections. 

Figure 4.37 Fatal and life changing injuries in the greater Portland region, 2011-2015 

 

Analysis in the 2018 Metro State of Safety Report and the Regional Transportation Safety 

Strategy identified the top three challenges that the region faces in eliminating fatal and 

life-changing injuries: 

Traffic deaths are increasing and are disproportionately impacting people of color, 

people with low incomes and people over age 65 

 Serious crashes (fatal and severe injury crashes combined) have fluctuated since 

2007, but more recently have been increasing. Initial data from 2016, 2017 and 

2018 indicate that the trend is continuing. This is a trend that is also happening at 

the state and national levels. 
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 The regional annual fatality rate by population and vehicle miles traveled (for 2011-

2015) has increased compared to the 2012 Metro State of Safety Report.20  

 Your risk of dying in a motor-vehicle involved crash is higher if you are a person of 

color, are over 65 or have a lower income.21   

 A majority of Regional High Injury Corridors are in communities with higher 

densities of people of color, people with low incomes and English language 

learners.22 

 A majority of pedestrian deaths are in are in communities with higher densities of 

people of color, people with low incomes and English language learners. 

 Older drivers are twice as likely to die in a traffic crash. For male drivers age 70 to 

79 and female drivers age 75 to 85 and older the share of serious crashes is double 

that of drivers in other age groups. 

 In Oregon, American Indians/Alaska Natives have the highest average rate of vehicle 

related deaths (5.9 per 100,000) 1.8 times the rate among whites (3.3 per 100,000), 

and American Indians/Alaska Natives and Black or African American had the 

highest hospitalization rate -52.2 and 46.2 per 100,000, compared to 45.5 for whites 

and 20.8 Asian Pacific Islander for traffic related injuries.23 This data is not currently 

available at the regional level. 

Traffic deaths are disproportionately impacting people walking 

 Auto-only crashes comprise ninety-one percent of all crashes, and thirty-eight 

percent of all fatal crashes. Pedestrian crashes make up two percent of all crashes, 

and thirty-six percent of all fatal crashes.  

 Pedestrian traffic deaths are steadily increasing, are the most common type of fatal 

crash, and have the highest severity of any crash type.  

 Pedestrian fatalities have steadily increased to 2015 at the local, regional, state and 

national levels.  

 In the region, a pedestrian crash is more than 26 times as likely to be fatal than a 

crash not involving a pedestrian, and more than 110 times as likely to be fatal as a 

rear end crash, the most common crash type.   

                                                           
20 Fatality rates for traffic related crashes are the proportion of all crashes, person deaths or severe 
injuries for every 1 million people or every 100 million vehicle miles traveled. 
21Motor Vehicle Traffic-Related Pedestrian Deaths — United States, 2001–2010, Centers for Disease 
Control and Prevention (2013); Dangerous by Design, National Complete Streets Coalition (2016); Income 
Disparities in Street features that Encourage Walking, Bridging the Gap (2012); Pedestrians Dying at 
Disproportionate Rates in America's Poorer Neighborhoods, Governing, August 2014; America’s Poorer 
Neighborhoods Plagued by Pedestrian Deaths, Governing Research Report (August 2014) 
22 The map at the end of this section shows the overlap of Regional High Injury Corridors and census 
tracts with both higher than regional average concentration and double the regional density of people of 
color, people with low income, and/or English language learners. 
23 Oregon Public Health Authority, 2008-2014 crashes 
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 Roadway design is critical to pedestrian safety. Seventy-seven percent of serious 

pedestrian crashes occur on arterial roadways in the region. This pattern is seen at 

the state level as well.  

Figure 4.38 Percent of fatal crashes for people walking and bicycling, 2010-2014 

 

A majority of traffic deaths are occurring on a subset of arterial roadways 

 Arterial roadways are the location of the majority of the serious crashes in the 

region.  Sixty-six percent of all serious crashes occur on a roadway designated as an 

arterial. 

 In the region, seventy-three percent of non-freeway serious crashes occur on a 

roadway designated as an arterial; seventy-seven percent of serious pedestrian 

crashes occur on a roadway designated as an arterial; sixty-five percent of serious 

bicycle crashes occur on a roadway designated as an arterial.  

 A majority of Regional High Injury Corridors are arterial roadways. 

 A majority of the High Injury Corridors and Intersections – and a majority of 

pedestrian deaths and severe injuries – are in areas with race and income 

marginalized communities.  

Several factors influence the number and severity of injuries from crashes, but some 

factors stand out from the rest. User behavior is a contributing factor in nearly every 

crash, from alcohol or drugs to excessive speed and aggressive driving. Driver inattention 
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also plays a major role, although it is difficult to accurately measure its impact. And even 

as technology has made driving much safer in many respects, it has introduced new 

challenges. Distracted driving has increased in step with the proliferation of cell phones in 

society, introducing a relatively new hazard onto the roadways. A 2016 study by the 

Oregon Department of Transportation shows that between 2000 and 2014, distracted 

driving contributed to a crash every 2.5 hours and a traffic-related injury every three 

hours.24 

 A disproportionate amount of serious crashes occur on arterial streets – high-speed, high-

volume streets that have four or more lanes. Per mile travelled, arterial and collector 

roadways experience more serious crashes than freeways and their ramps. Although these 

arterials make up only 6 percent of the region’s roads, 73 percent of serious and fatal 

crashes occur on them. Many of these dangerous streets extend through neighborhoods 

with high concentrations of communities of color and people with low incomes, where 

people are more likely to be walking, biking or using transit. As a result, these 

communities also bear a disproportionate amount of the region’s serious crashes.  

While eliminating traffic related deaths and severe injuries can seem like a daunting goal, 

partners in the greater Portland region are taking action to address the issue head on.  

Clackamas County has been a leader in setting aggressive safety targets. The county was 

the first local government in the state to develop a safety action plan. It uses the Toward 

Zero Deaths framework.  The City of Portland has adopted a Vision Zero for 2025 and 

developed an ambitious Vision Zero Plan with an equity lens. In 2016, the City of Hillsboro 

adopted a safety action plan with a target of zero by 2035. Beaverton completed a 

Transportation Safety Action Plan in 2017 with a goal of zero fatalities and severe injuries 

by 2035. Washington County has completed a plan with a vision of moving towards zero 

deaths. In 2016, Oregon adopted its Transportation Safety Action Plan with a target of 

zero serious crashes by 2035. 

4.7.6 Earthquake vulnerability, security and emergency management 

In the next 50 years there is a significant risk that Oregon will experience a 9.0 Cascadia 

Subduction Zone earthquake and tsunami. As noted in the Oregon Resilience Plan, when a 

large earthquake is triggered within the Cascadia subduction zone, the result will be wide 

spread disruption of the transportation system. This disruption will make rescue and 

recovery operations in many areas difficult, if not impossible, and will have an immediate, 

disruptive impact on the economy. Thus the resilience of the transportation network is 

                                                           
24 Distracted Driving: An Epidemic A Study of Distracted Driving Attitudes, Behaviors and Barriers 
Preventing Change, prepared for the Oregon Department of Transportation, Southern Oregon University, 
March 2016 

https://www.oregon.gov/ODOT/COMM/Pages/nr16031802.aspx
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considered a key factor for re-establishing other lifelines after a major Cascadia 

subduction zone earthquake.25 

The plan’s Transportation Task Group assessed the seismic integrity of Oregon’s 

transportation system, including bridges and highways, rail, airports, water ports and 

public transit systems, examined the special considerations pertaining to the Columbia 

and Willamette River navigation channels, and characterized the work deemed necessary 

to restore and maintain transportation lifelines after a Cascadia earthquake and tsunami.  

Recommendations in the plan for improving the resilience of transportation are based on 

the assumption that incremental improvements will be made over a 50-year timeframe. 

While these improvements are costly and spread out over a long time period, they must be 

initiated as a resilient transportation network is critical for re-establishing other lifelines, 

such as water, electricity, fuel, communication, and natural gas, after the earthquake. As 

noted in One Oregon: A Vision for Oregon’s Transportation System, a $92 billion economic 

loss can be avoided through a $1.8 billion investment in seismic resiliency.26  

Terrorist events and natural disasters such as Super Storm Sandy provide good 

illustrations of the challenges facing metropolitan areas in preparing for and responding 

to unexpected security incidents or natural disasters. Effective coordination and 

communication among the many different operating agencies in a region and across the 

nation is absolutely essential.27  Such coordination is needed to allow 

enforcement/security/safety responses to occur in an expeditious manner, while at the 

same time still permitting the transportation system to handle the potentially 

overwhelming public response to the security incident or natural disaster.  

The Regional Disaster Preparedness Organization (RDPO) is a partnership of 

governmental agencies, non-governmental organizations and private sector stakeholders 

in the Portland metropolitan region collaborating to increase the region’s resiliency to 

disasters. The RPDO formed in 2012 out of a desire to build upon and unify various 

regional preparedness efforts in the region including the Regional Emergency 

Management Group (REMG), the Urban Areas Security Initiative (UASI) Program and 

several discipline specific coordination groups. The mission of the RDPO is to build and 

maintain regional disaster preparedness capabilities through strategic and coordinated 

planning, training and exercising, and investment in technology and specialized 

equipment.  

The RDPO-funded Oregon Department of Geology and Mineral Industries (DOGAMI) 

Enhanced Earthquake Impact Study (2017) assessed seismic vulnerability of bridges in 

                                                           
25 The Oregon Resilience Plan, Reducing Risk and Improving Recovery for the Next Cascadia Earthquake 
and Tsunami, Oregon Seismic Safety Policy Advisory Committee, February 2013 
26 One Oregon: A Vision for Oregon’s Transportation System, May 2016 
27 The Role of the Metropolitan Planning Organization (MPO) In Preparing for Security 
Incidents and Transportation System Response, Michael D. Meyer, Ph.D., P.E. Georgia 
Institute of Technology. Accessed November 10, 2007 at 
http://www.planning.dot.gov/Documents/Securitypaper.htm.  
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the region. The Sellwood Bridge and Tillikum Crossing Bridge have been built to be 

seismically resilient. In addition, planning work is under way for a seismic retrofit of the 

Burnside Bridge. 

Figure 4.39 Seismic Vulnerability of the Bridges in the greater Portland region  

 

Note: A map showing the seismic vulnerability of the region’s bridges will be added to 

the final RTP. 
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Figure 4.40 Designated Regional Emergency Transportation Routes (2006) 

 

The RTP calls for updating the region’s emergency transportation routes (last updated in 

2006) and implementing investments to increase system monitoring for operations, 

management and security of the regional mobility corridor system. These types of 

investments would enhance existing coordination and communication efforts in the 

region, and recognize these facilities would serve as the primary transportation network 

in the event of an evacuation of the region. The plan also directs Metro to work with local, 

state and regional agencies to identify critical infrastructure in the region, assess security 

vulnerabilities and develop coordinated emergency response and evacuation plans. 

Finally, transportation providers are directed to monitor the regional transportation and 

minimize security risks at airports, transit facilities, marine terminals and other critical 

infrastructure. 

4.7.7 Gaps in transit, biking and walking connections 

Increasing transit service is a key component of Metro’s Climate Smart Strategy for the 

Portland metropolitan region. The strategy identified making transit convenient, frequent, 

accessible and affordable as one of the most promising approaches to meet adopted 

targets for reducing greenhouse gas emissions from light-duty vehicles while creating 

healthy and equitable communities and a strong economy. To meet this goal new 

performance targets to increase the number of jobs and households, including low-income 
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households, within a ¼ mile of 15-minute service or better by 2035 were identified. In 

addition air quality-related federal laws require consistent service growth over time. 

The transit system is especially important in ensuring mobility for people with low-

income and people of color, who are twice as likely to be frequent transit riders as higher-

income persons or white people. It is also critical to ensuring mobility for people who can’t 

drive due to age or disability, or who simply choose not to own a personal vehicle. There 

are numerous ways to measure the busiest transit lines in the region, two options are the 

total number of passengers boarding and the productivity of the line – that is, the number 

of people boarding for every hour it operates.  

Figure 4.39 shows the existing transit system for the greater Portland region and beyond. 

Adding additional transit lines is part of the region’s strategy to addressing the challenge 

of transit gaps.  

Figure 4.41 Existing transit services in the greater Portland region and beyond 

 

Increasing level of transit service can be just as critical to filling “transit gaps” as is adding 

new lines. Figure 4.40 shows existing level of service on the transit system today. 
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Figure 4.42 Existing transit service, greater Portland region and beyond  

 

Gaps in sidewalks, bikeways and regional trails are hindering the region’s ability to take 

full advantage of these affordable and healthy forms of transportation. Gaps in walking 

and bicycling facilities are impacting safety for the region’s most vulnerable roadway 

users and deterring people from using these modes of transportation and from accessing 

transit.  

Figure 4.43 Percent of regional active transportation network complete 

Planned regional pedestrian network (sidewalks at least one side of roadway) 60% 

Planned regional bicycle network (on-street bikeways) 54% 

Planned regional trail network (on the regional bike and pedestrian 
networks) 

36% 

Approximately 60 percent of the planned regional pedestrian system has completed 

sidewalks on at least one side of the road. 
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Figure 4.44 Regional pedestrian existing system 

 

Significant portions of the region have pedestrian connections while other areas are 

lacking sidewalks, as seen in Figures 4.42 and 4.43.  

Figure 4.45 Level of sidewalk completion in the greater Portland region, 2012 

 

Note: A map of existing regional pedestrian network gaps will be incorporated in the 

final RTP. 
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Approximately 54 percent of the planned regional bicycle network is complete. However, 

some existing facilities need to be improved to accommodate higher volumes of bicycle 

riders or to increase safety and level of comfort to attract more bicycle riders and prevent 

serious crashes. Figure 4.44 shows the planned regional bicycle network, existing 

facilities and gaps that need to be filled.  

Figure 4.46 Regional bicycle existing system 

 

Figure 4.45 shows existing bicycle facilities in the greater Portland region in 2014. 

Currently, only 36 percent of all arterial roadways in the greater Portland region have 

bicycle facilities, and only 27 percent of all streets within 2040 centers have bicycle 

facilities. While demand for bicycling continues to grow the region is not taking full 

advantage of and supporting this affordable, reliable and healthy form of transportation.   

Note: A map of existing regional bicycle network gaps will be incorporated in the final 

RTP. 
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Figure 4.47 Existing bikeways in the greater Portland region, 2014 

 

Regional trails are a critical part of the active transportation network. Trails provide some 

of the most comfortable and safe facilities for walking and bicycling, especially when 

designed with Crime Prevention Through Environmental Design principles. Regional trails 

challenging to build and often require multiple partners and jurisdictions coordinating. 

Federal funding regulations can increase costs by up to 30 percent. Currently, 

approximately 36 percent of the planned regional trail network within the MPA boundary 

are complete.  
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Figure 4.48 Regional trail existing system gaps 

 

  

Note: A map of existing regional trail network gaps will be incorporated in the final 

RTP. 



Chapter 4 | Our Growing and Changing Region  4-57 
Public Review Draft 2018 Regional Transportation Plan | June 29, 2018 
 

4.7.8 Social inequity and disparities 

The 2018 RTP offers opportunities to reduce barriers and disparities faced by 

communities of color and other historically marginalized communities.  

Racial exclusion and bias leading to racial disparities 

Oregon’s history is rooted in racial bias, which has 

led to the greater Portland region having less racial 

diversity than other American cities. The history of 

Oregon’s exclusionary laws dates back to 1848, 

when the Oregon Territory provisional government 

made it unlawful for Black people to live in the 

territory. The 1850 Donation Land Claim Act 

encouraged white settlers to move to the territory 

before any attempt was made to have the land 

ceded by the indigenous people – including the 

Multnomah, Clackamas, Tualatin and Chinook 

peoples of what would become the greater Portland 

region. In 1862, Oregon adopted a law requiring all 

African American, Chinese and Hawaiian people 

residing in Oregon to pay an additional annual tax. 

The Chinese Exclusion Act was passed in 1882 with 

the support of the state’s full congressional 

delegation. Oregon’s tensions around race 

continued to escalate and by the 1920s, Oregon had 

the nation’s highest per capita membership in the 

Ku Klux Klan.  

Through the 1940s, government policies prevented 

people of color from buying or renting homes 

outside of designated neighborhoods, while 

Japanese residents were relocated to internment 

camps during World War II. Through the 1960s and 

70s – or later – real estate agents would discourage 

non-White clients from homes in White 

neighborhoods, and banks would often refuse loans 

for those properties when requested by a person of 

color. Meanwhile, banks would declare investments 

in homes in African American neighborhoods or other communities of color too risky and 

refuse loans for those properties.  

Implicit and explicit practices of racial exclusion and bias extended to the development of 

the transportation system. People of color in Oregon had to pay additional surcharges on 

Metro’s strategic plan to 

advance racial equity, 

diversity and inclusion 

In June 2016 with the support of 

MPAC, the Metro Council adopted an 

equity plan that leads with race, 

committing to concentrate on 

eliminating the disparities that people 

of color experience, especially in those 

areas related to Metro’s policies, 

programs, services and destinations. 

People of color share similar barriers 

with other historically marginalized 

groups such as people with lower 

income, people with disabilities, 

LGBTQ communities, women, older 

adults and young people. But people 

of color tend to experience those 

barriers more deeply due to the 

pervasive and systemic nature of 

racism.  

By addressing the barriers experienced 

by people of color, we will also 

effectively identify solutions and 

remove barriers for other 

disadvantaged groups. The result of 

this racial equity focus will be that all 

people in the 24 cities and three 

counties of the greater Portland region 

will experience better outcomes. 
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car insurance up until 1951. When Interstate 5 opened in the 1960s, the new freeway cut a 

swath through Portland’s established African American neighborhoods, destroying at least 

50 square blocks of homes and creating a barrier that still exists today.  

Today, communities of color continue to point to issues of racial bias and inequity in 

enforcement of traffic laws and transit fares. Studies have also shown that drivers in the 

greater Portland region are significantly less likely to stop to allow an African American 

pedestrian to safely cross the street. Additionally, people of color are more likely to be 

victims of traffic fatalities and severe injuries.  

Figure 4.49 Map of communities of color, English language learners and lower-
income communities in the greater Portland region, 2010 

 

4.7.9 Housing and transportation affordability and displacement 

Homeownership is cited as a key tool in both personal and family wealth development and 

community stabilization. Not only do people of color face issues of inequity in access to 

education and pay, the legacy of systemic racism in the region is reflected in current 

homeownership rates, which differ greatly by race.  
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Figure 4.50 

 

As housing costs increase, families who own homes benefit from increased home value, 

while people who rent are forced to move farther from job centers and the community 

resources they rely on, increasing their daily travel cost and time.    

Figure 4.51 Change in proximity to jobs within typical commute distance by race and 

ethnicity, 2002-2012 Portland-Vancouver MSA 

 
Note: original source did not provide information for American Indians or Pacific Islanders 

For example, a study by the Brookings Institute found that between 2000 through 2012, 

the number of jobs in a typical commute distance – for the greater Portland region that is 

7.1 miles – fell by 1 percent, but for African Americans, Asians, and Latinx the number of 

jobs fell by 12 percent, 5 percent, and 3 percent during that 12-year period. Whereas for 
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White residents, the number of jobs within a typical commute distance did not change 

over the past 12 years – as shown in Figure 4.49. 

Displacement affects communities as much as individuals 

Displacement is often seen simply as a consequence of a growing population and an 

improving economy. Often unrecognized is a history that has concentrated communities of 

color into specific areas where they built strong community ties. Since these individuals 

and communities continue to face systemic inequities that limit access to the benefits of an 

improving economy, they are often priced out of these same areas as others gain stronger 

purchasing power. Not only does this displacement increase travel time and cost for 

individuals, it can create a cascading effect on the viability of community resources such as 

places of worship, community centers and culturally-focused businesses as members, 

users and customers lose convenient access.  

Figure 4.52 Displacement for people of color in the greater Portland region, 1990-

2010 
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4.7.10 Technological change 

Technology is already transforming the greater Portland region’s transportation system. 

In the City of Portland, ride-hailing services now carry more people than taxis do, 

providing over ten million rides within the city in 2017.  Car share companies including 

Car2go, ReachNow and Zipcar operate over 1,000 vehicles in the greater Portland region.  

Some of these companies have been around for a decade, but new models have sprung up, 

including free-floating car share, which allows people to pick up and drop off a car 

anywhere within a defined area, and peer-to-peer car share, which makes it easy for 

neighbors to borrow cars from each other. The City of Portland’s bike share system, 

Biketown, launched in July 2016 and carried over 300,000 trips in its first year, and there 

are signs that other bike share companies are looking to launch service here soon.   

Meanwhile, smartphone apps have become the most popular way for people to get 

information on their travel choices, while the number of people who get information from 

other sources declined swiftly over the past three years. People increasingly rely on the 

real-time information that apps provide to make on-the-go decisions when congestion or a 

change in circumstances means that they can’t take the mode or route that they normally 

do.  

New services like car sharing and ride-hailing are bringing more affordable and efficient 

options to the region, but some of them may also be competing with transit and increasing 

congestion. We have new ways to meet the transportation needs of underserved people, 

but many of these new options are not accessible to all. Surveys conducted by Metro find 

that a disproportionately large number of frequent ride-hailing users are wealthy and 

young, while a disproportionately small number are low-income people or people over 45.  

The impacts are mixed and our information is limited, but it’s clear that we’re in an era of 

rapid change, and that public agencies need to act to make sure that emerging technology 

helps create more equitable and livable communities across the greater Portland region. 

Many companies are already testing automated vehicles, and we will likely see these 

vehicles on the streets of our region within the next five years. Autonomous vehicles will 

likely accelerate the already-growing use of new mobility services when they arrive. New 

mobility companies are poised be first to deploy shared autonomous vehicles, which could 

enable them to cut the cost of trips and serve new users. 

These developments will deepen the impacts that technology is already having and affect 

how some of the most pressing issues facing our region play out. The greater Portland 

region has inequitable access to safe, reliable, healthy and affordable ways to get around 

and is experiencing rapid population growth, rising housing costs and increasing 

congestion. Emerging technology has the potential to help us confront these challenges – 

transportation equity, congestion, advancing the public interest - or to exacerbate them.  




