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1. INTRODUCTION
The 2040 Portland Freight Plan is an update of the 
Freight Master Plan adopted by the Portland City 
Council in 2008 and is part of a larger effort by the 
City of Portland’s Bureau of Transportation (PBOT) 
to incorporate freight mobility considerations in 
execution of the agency’s planning, operations, design, 
and implementation programs. The 2040 Portland 
Freight Plan will provide a strategic road map for 
achieving outcomes that support the City’s long-
term objectives for managing freight movement and 
commercial delivery based on the core principles of 
safety, mobility, economy, state of good repair, equity 
and the environment.

This technical memorandum synthesizes the freight 
transportation needs in Portland. It cross-references 
the existing pipeline of the projects to identify gaps 
where these needs are not expected to be addressed 
by 2040. Freight needs were synthesized using 
analyses conducted as part of the 2040Freight Plan: 
Existing Conditions Report and 2040Freight Plan: 
Future Conditions Report.1 Those reports focused 
on safety and mobility. Other freight needs are 
being addressed elsewhere in this plan. A State of 
the System report in development includes sections 
on the economy, demographics, the environment, 
and health. An upcoming white paper will consider 
how to reduce greenhouse gas emissions to mitigate 
the risks of climate change. In addition, input was 
received from the Community Advisory Committee 
(CAC) and the Technical Advisory Committee (TAC) on 
the identification of needs and projects. Additionally, 
PBOT has created a survey and set up community and 
truck drivers focus groups to collect public feedback 
on infrastructure needs and support the analysis 
described in this report. The results of this outreach 
effort will be included in the Public Involvement 
Report.

1 https://www.portland.gov/transportation/
planning/2040freight/supporting-materials-and-resources

This memo draws on key safety and mobility 
metrics from previous memos to identify the largest 
performance challenges in the region. It also assesses 
whether specific projects are likely to be beneficial 
on these two important dimensions. Projects were 
obtained from multiple sources, including: the City’s 
Transportation System Plan, the Central City in Motion 
program, and the Fixing Our Streets program. Projects 
both in the fiscally constrained pipeline, or outside 
of the fiscally constrained pipeline were considered, 
although the focus was on the latter as these projects 
could be elevated in priority given freight criteria. 
Projects in the fiscally constrained pipeline have 
already been prioritized and fit within established 
funding sources. 

In order to address the core principle of equity, need 
locations were overlaid on the Equity Matrix of the 
Portland Bureau of Transportation,2  which categorizes 
areas of the city by proportion of Black, Indigenous 
and People of Color (BIPOC) populations and income. 
A higher score in this matrix indicates that there exists 
a high proportion of disadvantaged populations living 
in the area. This information will allow the PBOT to 
prioritize projects that improve conditions in locations 
with a high proportion of disadvantaged populations. 
The prioritization framework will be developed, and 
projects evaluated later in this planning process.

Environmental considerations are also a core principle. 
For the assessment of freight needs throughout the 
city environmental considerations were focused 
on the emissions of particulate matter by trucks, 
which have a significant deleterious effect on nearby 
residents. This information could be used to prioritize 
projects that mitigate emissions in areas that currently 
are higher than the city average in later phases of this 
planning process. 

2 https://www.portland.gov/officeofequity/pbot-equity-
matrix
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2. NEEDS 
SUMMARY
2.1 SAFETY
A critical requirement of the 2040 Portland Freight 
Plan is to develop projects that contribute toward 
meeting the goals of the City’s Vision Zero: Saving 
Lives with Safe Streets program. The first task of this 
effort was to assemble data of crashes involving trucks 
on non-freeway roadways in the City of Portland 
(roads where the city has jurisdiction). This data 
collection was completed for the years 2014-2018 
and is documented in the 2040 Freight Plan: Existing 
Conditions Report ( July 2021). These data were then 
analyzed, and field surveys were conducted of several 
locations to identify geometric, visibility, traffic 
control, and other safety conditions. Corridors and 
locations with the highest density of crashes were 
further evaluated, and proposed improvements to the 
roadway environment were made and presented to 
the 2040 Freight Plan advisory committees. 

This section summarizes these steps and along with 
contributions from individual stakeholders and 
advisory committee members participating in the 
2040Portland Freight Plan. From these analyses, a list 
of preliminary needs has been developed for further 
discussion and analysis, which is presented in Section 
4.1.

2.1.1 Overview 
As shown in Table 1, of the 44,280 crashes that 
occurred on non-freeway roadways in the City of 
Portland between 2014 and 2018, 1,165 involved 
trucks3  or 2.6% of the total. Of those truck-involved 
crashes, 45 resulted in a fatality or a serious injury 
(compared to 1,150 fatalities and serious injuries for all 
motor vehicles – i.e., cars, trucks, and buses). As trucks 
are driven many more miles and hours than passenger 
vehicles, a common variable used to measure their 
frequency is the crash rate, which is a measure of 
the number of crashes per 100 million vehicle-miles 
of travel (VMT). For all vehicular traffic there were 
202.3 crashes/100 million VMT, while the rate for truck 
crashes was 5.3 crashes/100 million VMT.

3 For the ODOT Crash data used for this analysis, trucks 
are defined as “Truck Tractor with no trailers”, “Truck Tractor with 
Trailers”, and “Trucks with non-detachable beds such as panel 
trucks, tow trucks, fire trucks, etc.”

All Crashes Crashes involving 
Trucks

Percent of Crashes 
involving Trucks

Total Crashes 44,280 1,165 2.6%

Crashes resulting in fatalities or 
serious injuries

1,150 45 3.9%

Crash Rate (crashes/100 million 
VMT)

202.3 5.3 2.6%

Table 1. Motor Vehicle Crashes on Portland Roadways between 2014 and 2018
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2.1.1.1 Types of Truck-Involved Crashes 
As shown in Table 2, truck-involved crashes are more 
likely to involve fatalities and serious injuries, though 
the absolute number of such crashes is much lower 
than for general motor vehicle traffic. In addition, 
truck-involved crashes are more often related to 
turning movements, sideswipe/overtaking, and 
located on a principal or minor arterial compared to all 
crashes. On the other hand, truck-involved crashes are 
less likely to involve a bicyclist or pedestrian, be rear-
end related, take place at intersections, or fail to yield 
to the right-of-way than all crashes combined.

Figure 1 shows the locations of truck-involved crashes 
by severity: fatal and non-fatal. Even though this 
plan focuses on the fatalities as the greater safety 
risk, it is also important to consider non-fatal crashes 
involving trucks as these could have been fatal given 
the size of the trucks. This figure also shows areas 
with a score that is higher than average on PBOT’s 
Equity Matrix. As explained previously, this score is 
the highest in portions of the city with the highest 
BIPOC proportion and lowest incomes. Overlaying this 
information provides a way of understanding where 
trucks are traveling in relation to where marginalized 
populations live. Equity is one of core principles of the 
2040 Portland Freight Plan that will help define and 
prioritize the recommended strategies and projects. 

Table 2. Comparison of All Crashes and Truck-Involved Crashes along Different Characteristics

All Crashes Truck-involved Crashes

Total 44,280 1,165

Fatal/Serious Injury 2.6% 3.9%

involving a Bicyclist or Pedestrian 6.2% 3.5%

Turning Movement related 26% 38%

Rear-end related 34% 22%

Sideswipe-overtaking related 9% 18%

Intersection related 67% 62%

Failed to yield ROW 29% 20%

Located on a Principal or Minor 
Arterial

51% 63%
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Figure 1. Truck-Involved Crashes by Severity
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Figure 2. Truck Crashes on Freight Routes

2.1.1.2  
Density of Crashes Involving Trucks
Truck-involved crashes occurred throughout Portland, 
and as stated earlier, most commonly on principal and 
minor arterial roadways. They are highly concentrated 
on designated freight routes (see Figure 2) leading 
to industrial districts such as along the Columbia 
Corridor, the North Portland peninsula, Swan Island, 
and Brooklyn Yard. A relatively high number of truck-
involved crashes occurred on principal arterials that 
are also City of Portland freight routes and on the 
National Highway System, especially on Columbia 
Boulevard at approaches to I-5 and I-205. Martin 
Luther King, Jr. Boulevard, Marine Drive, SE Powell 
Boulevard, NW Front Avenue, SE 82nd Avenue, and SE 
122nd Avenue are other arterials and freight routes 
which experienced a high number of truck-involved 
crashes.

The higher number of truck-involved crashes on these 
routes is unsurprising given that they are the routes 
most frequently traveled by trucks, in order words, the 
ones that carry most of the truck volume.

Further, truck-involved crashes also occur at a 
relatively high frequency on the roadways making up 
the City’s High Injury Network (see Figure 3), several 
of which are mentioned above, and in the Downtown 
core and Central Eastside Industrial districts.
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Figure 3. Truck-Involved Crashes on the High Injury Network
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2.1.2 Hot Spots 
The analyses above also identified a higher 
concentration of truck-involved crashes along four 
corridor segments and two Central City districts 
– referred to as “Truck-Safety Hot Spots” for the 
purposes of this report. The six truck-safety hot spots, 
indicated in Figure 4, are: 

 y Martin Luther King, Jr., Boulevard between NE 
Lloyd Avenue and N Columbia Boulevard

 y NE Broadway near I-5 on- and off-ramps 

 y Downtown District 

 y Central Eastside Industrial District 

 y Columbia Boulevard between NE 82nd Avenue and 
N Portland Road

 y SE 82nd Avenue between SE Woodstock Boulevard 
and NE Sandy Boulevard

The top three on this list – Columbia Boulevard, NE 
82nd Avenue, and Martin Luther King, Jr. Boulevard 
– also have concentrations of households that have 
relatively higher equity matrix scores.

2.1.2.1 Martin Luther King, Jr. 
Boulevard between NE Lloyd Avenue and N 
Columbia Boulevard
This corridor – also known as OR 99E – runs through 
the Central Eastside Industrial District toward North 
Portland neighborhoods and connects directly with 
I-84 and I-5. It is characterized as a dense mixed-
use corridor filled with a wide range of commercial, 
institutional, and governmental facilities, and several 
multi-family apartment buildings. It becomes a two-
way street north of NE Broadway and accommodates 
the Portland streetcar in its right-hand curb lane, 
on-street parking, and two-lane turn lanes to I-84, and 
the Morrison and Hawthorne bridges. 

Making an improper change of traffic lane (44%) and 
making an improper turn (18%) are the most common 
causes of crashes involving trucks (Figure 5). The most 
frequent crash types involving trucks along Martin 
Luther King Jr. Boulevard are sideswipe-overtaking 
(47%) and turning movement related (29%). These 
crashes are most common in the morning peak and 
the afternoon peak when traffic is at its highest levels. 

Figure 4. Truck-Safety Hot Spot Locations
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Most of the crashes involving trucks along NE Martin 
Luther King Jr. Boulevard (OR 99E) are observed at, or 
proximate to, the intersections with NE Weidler Street 
and NE Broadway. This is primarily because both NE 
Broadway and NE Weidler Street connect OR 99E to 
the I-5 Freeway. Tight turn-radii, dense and narrow 
street grid with high volume of vehicles and other 
modes such as transit, bicyclists and pedestrians, 
mixing with trucks activity are potential contributing 
factors to higher number of crashes along this route. 
Farther north, NE Martin Luther King Jr. Boulevard 
converts to a two-way roadway with multiple side 
streets intersecting at stop-controlled intersections. 

Many of these streets form offset intersections and 
require two turns to get across the boulevard. These 
factors potentially contribute to truck crash rates along 
this corridor

2.1.2.2 NE Broadway near I-5 On-/Off-
Ramps Cluster
The NE Broadway and NE Weidler Street couplet 
has a high concentration of crashes involving trucks 
(Figure 6). In addition to their connection with I-5, NE 
Broadway and NE Weidler Street are highly traversed 
routes for traffic traveling east and west between 
Downtown and dense mixed-use Lloyd District. 
The Moda Center, Oregon Convention Center, and 
Veteran’s Memorial Coliseum are located just to the 
southwest of the I-5 interchange and this area has a 
large number of truck trips.

The intersection of NE Weidler Street and NE 
Vancouver Avenue had eight truck-involved crashes 
from 2014 to 2017, and NE Weidler and NE Williams 
Avenue had five truck-involved crashes from 2014 to 
2018. There was one severe injury crash      on NE 9th 
Avenue north of NE Weidler Street that involved a 
bicyclist.

Truck crash types in this area are overwhelmingly 
turning movement related (67%), and all but one are 
intersection related. Most crashes here happened 
during the off-peak hours between 9 a.m. and noon. 

Figure 5. Truck-Involved Crash Type on Martin Luther King, Jr. Boulevard
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Figure 6. Truck-Involved Crashes at NE Broadway near I-5 On- and Off-ramps
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2.1.2.3 Downtown Core Cluster
Downtown Portland is the commercial core of the 
city. Characterized by narrow streets, a one-way 
street grid, and high transit activity (LRT, streetcar, 
and buses), the Downtown Core does not have any 
designated freight corridors. As many as 85% of all 
Downtown truck crashes are intersection related, 
with most at four-legged intersections. The most 
frequent truck collision types in Downtown are turning 
movement (38%) or sideswipe-overtaking related 
(24%). Up to 8% of the freight crashes Downtown 
involved a pedestrian or a person on a bicycle, one of 
which resulted in either a fatality or serious injury.

Freight related crashes in Downtown are mostly 
concentrated along SW Washington Street, SW Alder 
Street, Burnside Street, and SW Salmon Street because 
these streets provide key connections to Willamette 
River bridges and carry higher truck traffic (Figure 
7). Just north of Downtown, there are a high number 
of crashes along NW Broadway adjacent to the U.S. 
Postal Service facility, and NW Glisan Street proximate 
to I-405 freeway ramps. 

Figure 7. Truck-Involved Crashes at  
  Downtown Core
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2.1.2.4 Central Eastside Industrial  
District Cluster
The Central Eastside Industrial District is a mix of 
industrial and commercial zoning located between the 
Burnside and Ross Island bridges, from the Willamette 
River to SE 12th Avenue. It accommodates several 
truck routes and has a high volume of truck traffic.

This area of Portland has the highest density of 
crashes involving trucks (see Figure 8), though most 
did not result in fatalities or serious injuries. The one-
way, narrow street grid coupled with tight turn-radii, 
sight-distance issues and high volume of passenger 
vehicle/bicycle/pedestrian activity already present 
circulation and safety challenges. These characteristics 
combined with a high volume of truck activity serving 
a very active industrial area, likely contribute to 
multiple crashes along SE Martin Luther King Jr. 
Boulevard, SE Grand Avenue, SE Belmont Street, and 
SE Morrison Street.

The most frequent truck collision types at the east 
end of Morrison Bridge are turning movement (32%) 
or sideswipe-overtaking related (32%). Making an 
improper turn (32%) and improper change of traffic 
lane (27%) are the most common causes of truck-
involved crashes.

Figure 8. Truck-Involved Crashes in Central  
  Eastside Industrial District
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2.1.2.5 Columbia Boulevard Cluster
Columbia Boulevard is the major roadway 
connecting the industrial properties of the Columbia 
Corridor to the PDX Portland International Airport, 
Port of Portland marine terminals, and both I-5 and 
I-205. It contains four and five lane cross sections 
with speed limits of 40 mph and 45 mph, with 
primarily industrial land uses scattered with some 
residential and retail parcels. 

There are sidewalks along Columbia Boulevard 
and only a few crossings for pedestrians to use. 
For instance, the distance between a marked 
and signalized pedestrian crossing at NE Martin 
Luther King Jr., Boulevard and the next one at 
NE 21st Avenue along NE Columbia Boulevard is 
approximately 4,600 feet (over ¾ mile). In addition 
to the trucks and other vehicles making turns 
from multiple driveways along both sides of the 
boulevard, pedestrians do not have a safe option to 
go across Columbia Boulevard.

The most frequent collision type involving trucks along 
Columbia Boulevard are turning movement related 
(49%), rear-ends (22%) and sideswipe-overtaking 
related (17%). As much as 66% of crashes here are 
intersection related, with 56% of those occurring 
at a four-way intersection and 44% at a three-way 
intersection. Most crashes involving trucks occurred 
during the midday off-peak.

Of the eight truck-related crashes that resulted in 
either fatalities or serious injuries on this corridor 
during the period under study, two of them involved 
a total of four pedestrians (Figure 9). The Columbia 
Lombard Mobility Corridor Plan identified numerous 
bicycle and sidewalk      gaps and barriers along 
the corridor, and recommendations for Columbia 
Boulevard include speed management, driveway 
access management, and improved walking and biking 
connections.

Figure 9. Truck-Involved Crashes along Columbia Boulevard
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2.1.2.6 SE/NE 82nd Avenue Cluster     
NE/SE SN82nd Avenue is a major north/south corridor 
running parallel to I-205. There is a mix of commercial, 
mixed-use, and residential land uses along the corridor. 

The most frequent collision types involving trucks 
along 82nd Avenue are turning movement related 
(36%), rear-end (29%) and sideswipe-overtaking related 
(25%), and as many as 71% occur at intersections. 

There are three specific locations that experienced a 
higher number of truck-related crashes (Figure 10). 
These include:

 y Intersections of SE 82nd Avenue with the SE 
Stark Street and SE Washington Street couplet. 
Both SE Stark and SE Washington Street provide 
direct access to I-205 from SE 82nd Avenue, but 
also intersect with many residential local streets 
and segments with commercial uses. These local 
streets are mostly stop-controlled at intersections, 
with SE Stark and SE Washington Streets and few 
other locations having marked crosswalks between 
SE 82nd Avenue and the I-205 interchange.

 y Intersections of SE 82nd Avenue at SE Powell and 
SE Holgate Boulevards. Multiple crashes involving 
trucks were reported along SE Holgate Boulevard 
between SE 82nd and SE 92nd Avenues where a 
high volume of vehicular traffic (including trucks) 
turn into and out of the Walmart Supercenter 
shopping center and the Grant High School / 
Marshall Campus conflicts with cars, bicyclists, and 
pedestrians on SE Holgate Boulevard.

 y Intersections of SE 82nd Avenue at SE Foster Road 
and SE Woodstock Boulevard. Truck-related crashes 
are also reported where the SE Foster Road and SE 
Woodstock Boulevard become one-way couplets 
just west of the I-205 interchange. In addition, 
SE Foster Road intersects with SE 82nd Avenue 
at an oblique angle making some turns tight for 
trucks and may result in poor sight-distance. This 
geometrics issue could be a potential contributing 
factor for crashes at this location. 

Figure 10. Truck-Involved Collisions along  
  82nd Avenue
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Picture 2.1: 
A UPS employee riding a brown UPS cargo bicycle in the 
rain. [Source: Byron, Bike Hugger Magazine]

2.1.3 Stakeholder Input
There were several opportunities for members of the 
2040 Portland Freight Plan CAC to provide input on 
the findings prepared by the technical team. Input was 
also received from the 45 industry and policymaker 
stakeholders who were interviewed for the 2040 
Portland Freight Plan. Their comments on safety and 
freight traffic are summarized in his section.

Shippers and carriers who were interviewed 
highlighted their company’s dedication to safety; 
several carriers pointed      out that their fleets are 
equipped with artificial intelligence (AI) to monitor and 
alert drivers about hazards. The AI systems monitor 
speed, distracted driving, and drowsy driving. They 
also notify management about any safety concerns. 
One industry stakeholder recommended installing 
mountable curbs on streets to prevent truck crashes, 
explaining that mountable curbs allow truck drivers 
to maintain control of the vehicle if they drive onto 
the curb when making turns. Shippers and carriers 
envisioned curbside management as an opportunity 
to enhance their employees’ safety and the safety of 
Portland residents.

Policymakers and community leaders made several 
recommendations about reducing both the volume 
and size of trucks during those time periods when 
there were higher levels of pedestrians and bicyclists 
using the street system. However, in many cases, 
decreasing the size of the trucks could increase 
truck VMT and therefore offset some of their safety 
benefits. One community leader acknowledged that 
bigger trucks and larger industrial facilities result in 
more efficiency and fewer emissions. Community 
leaders and policymakers also looked to curbside 
management strategies, such as enhancing existing 
loading zones, as another strategy to prevent double 
parking and other unauthorized behavior that 
obstructs visibility on Portland streets. 

The CAC members responded directly to findings 
(both orally and written) presented by the technical 
team at their meetings, and in many cases had more 
questions they wanted answered.

CAC members tried to place the crash data in context. 
For example:

 y They asked for follow up about DWI/distracted 
driving associated with truck crashes, and whether 
it’s the motorist or the truck driver or pedestrian 
or bicyclist that are at fault? 

 y The technical team responded that of the 1,165 
truck-involved crashes on Portland streets, driver 
fatigue accounted for 4 (<1%) crashes, inattention 
accounted for 26 (2%), and careless or reckless 
driving accounted for 12 (1%). Alcohol was involved 
in 26 (2%) and drugs in 11 (1%). In addition, 
the truck data sources do not disaggregate 
information about which participant in a collision 
was at fault by location or jurisdiction.

 y A CAC member asked if truck drivers have special 
training and why is it good if they are crashing at 
the same rate as drivers through the city at large? 

The technical team responded: The crash data 
presented is based on the total number of crashes, 
not on the rates such as the hours driven, or miles 
traveled. On average, a truck driver drives as much as 
50% more miles/year than the average motorist and 
many truck drivers drive ten or more times as many 
miles as the average motorist. In other words, there 
are many more opportunities for a truck driver to be 
involved in a collision and the fact that for some types 
of total crashes they’re comparable still points to the 
very high safety record of truck drivers. The standard 
variable used to measure a drivers’ collision rates is 
the number of crashes/100 million miles of travel.  
However, miles traveled data per truck driver involved 
in a crash was not available to evaluate the collision 
rate for each of these events. 
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CAC members cited their personal impressions on 
their personal safety as bicyclists on specific streets 
with truck traffic. Locations of particular concern that 
were discussed included the Columbia Corridor, SE 
82nd Avenue, N Interstate Avenue, US 30, Marine Drive, 
Lombard Boulevard, and Central Eastside. 

CAC members also made suggestions for the 2040 
Portland Freight Plan to consider, such as:

 y “Downtown needs freight delivery to involve 
smaller vehicles and have loading spaces so bike 
lanes are not compromised as frequently. It will 
also improve congestion and air pollution.” 

 y “Think about ways you can complete the network 
and close gaps in bikeped network, one of the 
issues in the Columbia-Lombard Plan. It would be a 
great enhancement to bike trips out to the airport, 
completing the path.”

 y “Trucks often cannot complete full turns in the 
city’s neighborhoods (such as Sellwood, Brooklyn, 
Hawthorne, and the Central Eastside) because the 
streets and intersections are too narrow.”

 y “There were too many overlapping networks (i.e., 
functional classifications for different modes) and 
“too many cooks in the kitchen”

 y “Would time-of-day restrictions for when trucks 
could travel on truck routes along crash-prone 
corridors help increase safety?” 

Technical team members stated that they likely would.

 y “Do we know anything about safety measures 
currently being taken by truck fleets in the city? Can 
the City require safety measures like side guards or 
high-visibility cabs?”

TAC members generally asked for details about 
how effective some of the suggested safety 
countermeasures could be, and for clarification about 
several of the data sets. In addition, TAC members 
suggested that several of the funded ITS strategies 
such as radar detection, monitoring cameras, signal 
priority, signal re-timing, and others, have safety 
benefits and should be considered as such in the 
solutions in the analysis. Other TAC members asked 
for more specific information about the potential 
right-of-way acquisition needed to implement some 
of the safety countermeasures, especially turning 
movements. Finally, TAC members asked that design 
guidelines for countermeasures at on- and off-freeway 
ramps be considered for the 2040 Freight Plan. 

2.2 MOBILITY 
Roadway congestion is a major source of unreliability 
and costs in modern supply chains. All aspects of 
production, warehousing, and retailing have been 
optimized and streamlined to reduce costs and 
improve customer service, while the transportation 
of products in between these stages is exposed to 
significant risks and uncertainties. Not only does 
roadway congestion slow down the supply chain and 
generate costs for businesses and consumers, but 
it also constrains how much further other stages 
of the supply chain can be improved, stifling the 
competitiveness of businesses. 

As described in the 2040 Portland Freight Plan Existing 
Conditions Report and the PBOT Freight Master Plan 
Future Conditions Report, an analysis was conducted 
to identify the roads in Portland that generate the 
highest delay to trucks. This analysis used the output 
of the regional travel demand model, which estimates 
the flow of trucks during different hours of the day, 
forecasts those flows out to 2040, and estimates the 
ability of the transportation system to accommodate 
these flows (including expected changes in passenger 
vehicle volumes). The model assumes that fiscally 
constrained projects are implemented, therefore areas 
with congestion represent unmet needs relative to the 
existing pipeline of projects expected to be funded 
in the next 20 years. Metro’s Regional Travel demand 
model is calibrated and statistically validated for 
facilities with higher traffic volumes, for local streets 
the model may have greater uncertainty and less 
sensitivity.

Truck volumes are currently the highest on interstates, 
particularly on I-5 and I-84, as can be seen in Figure 
11. This figure also shows the Equity Matrix Score 
in different shades of blue. As described previously, 
this score is the highest in portions of the city with 
the highest BIPOC proportion and lowest incomes. 
Overlaying this information provides a way of 
understanding where trucks are traveling in relation to 
where marginalized populations live. Figure 11 shows 
that truck volumes do not overly concentrate on areas 
of the city with high BIPOC share, relative to other 
parts of the city, however there are important freight 
corridors that do cross these communities, including 
Columbia Boulevard. 
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Figure 11. Existing Daily Truck Volumes from Regional Travel Demand Model
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While current truck volumes do not overly concentrate 
on areas with a high Equity Matrix Score, it is expected 
that the growth of truck volumes out to 2040 will 
concentrate in these areas, as can be seen in Figure 12. 
Significant growth is expected on I-205, which traverses 
parts of the city with the highest Equity Matrix Score. 
Growth is also expected on arterials through industrial 
parts of the city with a high Equity Matrix Score (such 
as the Columbia Boulevard corridor). This will translate 
into higher externalities related to trucking, such as 
emissions, congestion, and incremental safety risk. 
Projects that address these challenges, could have 
a significant positive impact on mitigating adverse 
impacts to marginalized populations.

The main measure used to identify truck mobility 
needs was the hours of truck delay expected in 2040 
on non-interstates during the PM peak hour when the 
road is operating at a volume-to-capacity ratio higher 
than 0.9. This measure is useful for several reasons:

 y It focuses on roads that are expected to have 
large volumes relative to capacity, which are the 
locations that will experience the greatest delay.

 y Delay is a proxy for the inefficiency of the roadway 
system, representing the time wasted that could 
have been used more productively elsewhere.

 y It focuses on the PM peak, which is when the 
system and freight sees the highest delays. 

 y It only considers delays on non-interstate 
roadways, which allows for the identification of 
mobility issues on roads that the City can improve. 
Otherwise, interstates would dominate the 
analysis. 

 y Looking out to 2040 allows the Plan to identify 
unmet needs in the coming decades.

Figure 12. Incremental Daily Truck Volume 2015 to 2040 from Regional Travel Demand Model
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The truck delay results are shown in Figure 13. Two 
thresholds were used to define locations that a High 
or Medium Future Congestion Need. From Figure 
13, it can be seen that many of the      locations with 
congestion needs  are roads that provide access to the 
interstate system. These represent ramps or roads that 
vehicles use to enter or exit interstates. This finding 
demonstrates that a primary cause of congestion on 
city streets stems from the interstate system backing 
up onto local roads. This problem is likely more 
severe than shown in the map, as the travel demand 
model does not propagate queues downstream from 
congested segments. Therefore, the small red and 
yellow segments on Figure 13 likely represent the 
bottlenecks at the front of a longer congested segment 
or corridor.

Finding that many of the truck-delay locations 
in Portland relate to congestion on interstates is 
important, as it involves policy and planning dialogue 

Figure 13. Non-Ramp Locations with Significant Truck Delay

with regional and statewide agencies, such as the 
Oregon Department of Transportation. This dialogue 
could include the effect of ramp-metering that is used 
to restrict access to the interstate system. However, 
there is not much the City can implement to resolve 
these congested need locations without involving other 
agencies in a broader process. Therefore, an additional 
analysis was conducted that excludes these locations, 
and focuses on future congestion needs elsewhere.

The results of the analysis that excludes interstate 
ramps are shown in Figure 14. It is evident that several 
of the most congested locations occur on bridges 
crossing the Willamette River, including the Sellwood 
Bridge, St. Johns Bridge, Ross Island Bridge, and 
Hawthorne Bridge. Other locations also accumulated 
significant truck congestion, such as a number of 
segments along McLoughlin Boulevard, and at several 
intersections on Columbia Boulevard
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Figure 14. Non-Ramp Locations with Significant Truck Delay
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2.2.1 Stakeholder Input
Stakeholder input on the identification of needs 
was obtained from the TAC, CAC, and stakeholder 
interviews. 

During stakeholder interviews, 4industry stakeholders 
(i.e., shippers and carriers) were universal in describing 
how congestion and lack of available curb loading 
zones in Portland are major impediments to their 
operations. The effect of congestion on their travel 
times and reliability has forced them to purchase 
additional trucks and hire more staff to guarantee 
that they meet their commitments to their customers. 
They worry that congestion will only get worse with 
population—and corresponding consumption—
growth, and they complain that the high weight-mile 
taxes they pay are not being directed at relieving 
congestion problems or fixing the poor pavement 
condition of many Portland streets. Another common 
concern is that the capacity of freight routes is being 
reduced to accommodate bicycle lanes, traffic calming 
measures, which, in their mind, presents safety 
conflicts, as well as exacerbating roadway congestion. 

Policymakers and community leaders expressed 
concerns about the carbon emissions generated by 
freight operations and the adverse environmental 
and health impacts of air pollution on low-income 
communities, communities of color, and youth. A small 
number of stakeholders reported concerns about noise 
pollution. Further, some of the stakeholders in this 
group believed that trucks are worsening congestion 
in neighborhoods which in turn negatively impacts 
businesses vitality.

TAC members asked a number of questions about 
measures and discussed best practices. Major TAC 
suggestions included:

 y A good area to focus is I-5/Going/Greeley/Interstate 
triangle area. More trucks should be encouraged to 
use Going rather than Greeley/Interstate. 

Response: North Portland would be good to look into 
how we can discourage trucks from using Portsmouth 
but still provide them an acceptable route. Also, we 
should find ways to encourage use of the Burgard 
route, even though it's not intuitive. Long-term, a new 
bridge near Rivergate should be considered.

4 https://www.portland.gov/sites/default/
files/2021/2040freight_stakeholder_summary.pdf

 y There was interest in congestion pricing particularly 
on the freeway system. One TAC member indicated 
that freight companies would most likely happily 
pay to avoid congestion. 

Response: Some freight companies would pay but 
many independent truckers might not be able to pass 
the costs along. It’s complex and subject to separate 
study.

 y Evaluate how freight travel time reliability and 
access might increase with VMT and/or cordon 
pricing, which are systemic solutions, rather than 
point projects.

 y Several participants indicated the importance of 
resolving high-volume at-grade crossings.

 y There exists a need for more loading zones to 
expedite freight loading/unloading operations. 

 y The highlights of the CAC input were:A participant 
reiterated that delay at-grade crossings was 
significant, especially in the Central East Side

 y A major congestion point was between Alderwood 
Road and Columbia Boulevard

 y Northern part of Portland      – especially the 
streets leading to I-205 and I-5 on-ramps routes are 
blocked between 3 p.m. and 6 p.m.

 y A participant commented that the Rose Quarter 
Project was not expected to resolve surface street 
congestion.

 y The Holgate interchange from OR 99E has a short 
ramp for right turns, which leads to spillback onto 
OR 99E

 y Many homes located on Mcloughlin will have high 
traffic, noise, pollution, visual pollution, and the 
neighborhood is already cut off by the rail.

 y Need multimodal investments in East Portland 
given the future freight demand on that part of 
town. If there is more freight development toward 
the outer region then it makes sense that demand 
may increase more in East Portland (even where 
not illustrated on the map) and modal conflicts may 
worsen.
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2.3 EMISSIONS
In addition to increasing transportation costs and 
decreasing the efficiency of supply chains, roadway 
congestion can also be a significant source of 
emissions. All vehicles but trucks, in particular, emit 
much higher levels of particulate matter (PM) and other 
air pollutants when traveling in congested stop-and-go 
traffic. Reducing congestion would improve emissions 
and air quality in the surrounding areas. 

Data from the Oregon Department of Environmental 
Quality (DEQ) was used to describe how emissions of 
particulate matter by trucks concentrate throughout 
the city at the moment. This analysis focused on 
particulate matter as it is one of the most harmful 
pollutants produced by diesel trucks. Trucks are also a 
significant source of greenhouse gases, although these 
have a global impact on climate and not a local impact 
where they are emitted. A separate section of the     
2040 Freight plan focuses on strategies to reduce the 
greenhouses gas emissions of freight.

The data from the Oregon DEQ showed the PM 
concentration generated by truck travel on the roads. 
There are other sources of PM emissions, such as travel 
of other vehicles, industrial activities, and operation 
of diesel lawn care equipment, however truck travel 
represents one of the main sources that people are 
exposed to. Figure 15 shows how particulate matter 
concentrations vary throughout the city. As expected, 
PM emissions      are the highest along interstate 
highways, both because of their higher vehicle 
throughput and because these tend to be the most 
congested roads in the region. 

Figure 15 also shows locations with a high Equity 
Matrix score. Generally, PM emissions concentration 
are worst for marginalized populations living adjacent 
to an interstate highway, although further a city-wide 
equity analysis would be necessary to identified all 
the populations impacted by their proximity to the 
interstates. Particulate matter emissions are also 
higher in areas with significant truck traffic, such as on 
Columbia Boulevard or in and around the Downtown 
core. The emissions concentrations in Figure 15 

represent current conditions. As shown in Figure 15, a 
significant increase in truck traffic is expected over the 
coming decades on several interstates, especially I-205. 
The increase in traffic can be expected to increase 
emissions significantly on this corridor, which currently 
has a high proportion of disadvantaged populations. 

Figure 15 also has overlaid the location of future 
locations with the highest truck delay on the level of 
particulate matter. As explained above, mitigating 
this congestion will reduce PM emissions of, which is 
especially important in locations that experience high 
PM concentrations. High PM locations occur most 
prominently on congestion on-ramps entering the 
interstate system but are also observed on congestion 
in and around the Downtown area, where vehicle 
activity and congestion are the highest. Congested 
locations on Columbia Boulevard also coincide with 
higher concentrations of PM and a higher proportion of 
disadvantaged communities.

Picture 3.1: A white freight truck unloading goods in the
middle of a street. A beige van drives by the truck. Mulitple
cars parked on the street are visible in the background.
[Source: unknown]
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Figure 15. Future Congestion Need Locations and Emissions of Particulate Matter
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3. PROJECTS
A review of the PBOT projects that are programmed 
for investment in the Transportation System Plan and 
the Central City in Motion program was completed to 
determine whether any of the projects addressed the 
safety and mobility needs identified in Section 2. These 
projects come from the Transportation System Plan, 
the Fixing Our Streets program, and the Central City in 
Motion program.

3.1 SAFETY
The projects are shown in Figure 16 and Table 3. 
Project numbers were created to aid the reader in 
identifying projects and their countermeasure effects 
as described in Table 5

Figure 16. Safety Hot Spots and Projects
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# Project Hotspot Project Location Description

1 MLK Jr. MLK Jr., NE 
(Columbia - Lombard)

Expand roadway to provide better connection 
between streets for improved freight movement in 
and through the area.

2 Broadway Interstate 5, N/NE 
(I-405 - I-84)

Conduct planning, preliminary engineering 
and environmental work to improve safety and 
operations on I-5, connection between I-84 and I-5, 
and access to the Lloyd District and Rose Quarter.

3 Broadway Interstate 5, N/NE 
(I-405 - I-84)

Acquire right-of-way to improve safety and 
operations on I-5, connection between I-84 and I-5, 
and access to the Lloyd District and Rose Quarter.

4 Broadway Interstate 5, N/NE 
(I-405 - I-84)

Construct improvements to enhance safety and 
operations on I-5, connection between I-84 and I-5, 
and access to the Lloyd District and Rose Quarter. 
Project includes a pedestrian/bicycle bridge across 
I-5 at NE Clackamas St.

5 Broadway Interstate-Larrabee Ramp, 
N (Tillamook - Broadway)

Remove the existing weight-restricted, low-clearance, 
poor-condition Interstate to Larrabee SB flyover 
ramp; replace with a new overpass including a multi-
use path to connect the future N Portland Greenway 
Trail to the Broadway Br

6 Broadway Broadway / Weidler / I-5 Construct multimodal transportation improvements 
supporting the ODOT Rose Quarter Interchange 
Project, including enhancements of surface streets, 
lids over the freeway, and a new ped/bike bridge over 
I-5 at NE Clackamas St.

7 CEID Stark / Washington, SE 
(Water - Sandy)

Improve freight and bicycle connectivity and mobility 
by reconfiguring traffic flow and turning movements 
on Stark and SE Washington Streets between SE 
Water and Sandy. Requires signals and/or crossings 
at SE Grand and MLK (see project 20205).

8 CEID Yamhill / Taylor, SE 
(Water - Grand)

Improve traffic safety and capacity by converting SE 
Yamhill and SE Taylor to couplet operation between 
SE Water and SE Grand Ave, including new traffic 
signals at SE Yamhill / MLK, SE Yamhill / SE Grand, and 
SE Taylor / SE Water. 

9 Columbia Argyle, NE (14th - MLK Jr.) Extend N Argyle to provide a more connected street 
grid. This street will serve as a collector/distributor 
for industrial businesses and reduce traffic 
congestion at the MLK/Columbia intersection.

Table 3: TSP and Central City in Motion Projects in the Six Safety Hot Spot areas
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# Project Hotspot Project Location Description

10 Columbia Columbia Boulevard, N/NE 
(I-205 - Burgard)

Communications infrastructure including closed 
circuit TV cameras, truck priority detection, variable 
message signs for remote monitoring and control of 
traffic flow for six signals.

11 Columbia Lombard St., N/NE  
(MLK Jr. - Philadelphia)

Communications infrastructure including CCTV, 
Bluetooth detection, improved bus priority variable 
message signs for remote monitoring and control 
of traffic flow at the intersections with MLK Jr., 
N Interstate, N Greeley, N Portsmouth, and N 
Philadelphia

12 Columbia 11th/13th Ave, NE (over 
Kenton Line railroad)

Construct roadway overcrossing at N 11th/13th over 
Kenton line.

13 82nd Ave Sandy Boulevard, NE  
(82nd - Burnside)

Install ITS infrastructure (communication network, 
enhanced bus detection, Bluetooth detection, CCTV 
cameras, and vehicle / pedestrian detectors). 

14 82nd Ave I-205, NE/SE (Powell - Stark/
Washington)

Extend the existing acceleration lane to SE 
Washington and construct a 2 lane exit.

15 82nd Ave I-205, NE/SE  
(I-84 - Killingsworth)

Construct an auxiliary lane

16 82nd Ave I-205, NE/SE (I-84 - Stark/
Washington)

Extend the existing auxiliary lane.
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As discussed earlier, most of the truck-involved crashes 
at each of the six hot spot locations involved:

 y Crashes during Turning Movements - which may be 
caused in part by visibility, signage, and driveway 
access characteristics.

 y Rear-end crashes – which may be due to the poor 
visibility of driveways and turning movements.

 y Sideswipe/Overtaking Crashes – which may be 
due to last-minute turns and merges to move into 
restricted lanes.

While not a frequent result of truck-involved crashes, it 
is important to focus attention on crashes that resulted 
in a fatality or serious injury to a vulnerable user such 
as a pedestrian or bicyclist. These can be the result of 
missing sidewalk, crosswalk or bicycle lane markings 
and facilities, as well as speeding, distracted driving, 
and visibility, signage, and driveway access conditions. 
Potential safety countermeasures to address these 
types of crashes are shown in Table 4.

Several of the programmed projects do directly 
address truck-safety collision locations with 
appropriate modifications to markings, signage, traffic 
control and ITS equipment, as described in Table 5.

Collision Type Improve 
Visibility

Improve 
Signage

Review Access Speed 
reduction/ or 
Enforcement

Fill sidewalk/ 
bicycle route gaps

Turning Movement  
X

 
X

 
X

Rear-end  
X

Sideswipe/
overtaking 

 
X

 
X

Involving 
Vulnerable Users 

 
X

Table 4: Possible Safety Countermeasures for Primary Truck-Involved Crashes at Hot Spot 
  Locations
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Hot Spot Location 
(from Table 3)

Project # Description

CEID: Stark/
Washington and 
Yamhill / Taylor 
couplets bet Water 
and Grand avenues

7 and 8 Projects reconfigure traffic flow and turning movements and improve 
pedestrian and bicycle connectivity along streets that experienced 
14 truck-involved crashes, including one that resulted in a fatality or 
serious injury, between 2014-2018.

MLK, Jr., Boulevard 
between Columbia 
and Lombard

1 Project is generally described as expanding the roadway to provide 
better connections between the streets for improved freight 
movement. This would be accomplished in large part with replacement 
of an ODOT-owned bridge over the UPRR, which would presumably 
create a safer and better organized traffic environment to address the 
six truck-involved crashes that occurred in this stretch between 2014-
2018. This is an ODOT project.

Broadway/Weidler, I-5 
intersection to MLK 
Boulevard

2, 3, 4 and 6 The ODOT Broadway/Weidler project (a.k.a. the “Rose Quarter Project”) 
is in planning phases now and is expected to directly address traffic 
flow, and pedestrian and bicyclist safety in a subarea that experienced 
ten truck-involved crashes between 2014-2018.

Columbia Boulevard, 
MLK to NE 14th 

9 Project creates a collector/distributor system off Columbia Boulevard 
which will reduce traffic volume and turns into businesses on Columbia 
Boulevard between MLK and NE 14th Avenue which was the site 
of eleven truck-involved crashes including three resulting in either 
fatalities or serious injuries over the 2014-2018 period.

SE 82nd Avenue 
between Burnside and 
Sandy Boulevard

13 Project will install ITS equipment to provide more efficient operation 
of traffic signal system which may improve conditions for trucks where 
seven truck-involved crashes occurred between 2014-2018.

Table 5: TSP/Central city in Motion Projects that Directly Address High Truck-Involved Crash 
  Conditions

In addition to the freight safety benefits identified in 
programmed projects at the six hot spot locations, 
there are nine other funded projects that would 
provide safety benefits to both bicycle and motor 
vehicular—including truck—traffic by separating 
bicycle lanes from travel lanes. These nine projects 
are located on freight routes including Barbur 
Boulevard (two projects), Beaverton-Hillsdale Highway, 
Capitol Highway, NE Cully Boulevard, SW Multnomah 
Boulevard, and NW St. Helens Road. Another bicycle/
travel lane separation project is located on NE 
82nd Avenue between Columbia Boulevard and N 
Alderwood.
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3.1.1 Stakeholder Input
The 2040 Freight Plan TAC provided essential 
background and insight about the safety issues 
and conflicts the different safety countermeasure 
projects are intended to resolve. PBOT engineering 
and planning staff also elaborated on the benefits and 
characteristics of these projects, including whether 
they would have a safety benefit to truck travel. That is, 
many of the safety countermeasure projects in the TSP 
and Central city in Motion provide limited descriptions 
of their locations and their objectives. PBOT staff 
were able to clarify the intent of these projects which 
was used to assess whether the improvements would 
meaningfully resolve the safety issue identified for this 
Needs Analysis. Where appropriate, their reviews and 
comments are incorporated into this report.

As discussed in Section 2.1.3, the 2040 Freight Plan CAC 
also provided technical and observational information 
about truck safety which was used to help identify and/
or clarify truck-safety conditions for the analyses and 
documentation in this report

3.2 MOBILITY 
An analysis was conducted to identify projects that 
coincide with the future congestion need locations 
identified in Section 2.2. These projects came from 
different sources, including the Transportation System 
Plan. The focus of this analysis was on projects that fell 
outside of the fiscally constrained list of projects that 
were already included in the travel demand model run 
used to identify the future conditions. 

Figure 17 shows the projects overlaid on the future 
congestion need locations. Some of these projects 
would affect a corridor and, therefore, are represented 
by lines, while others are represented by points as 
they contain improvements to intersections or specific 
locations of the roadway network. 

Figure 18 shows significant projects that are not 
part of the fiscally constrained list and overlap with 
future congestion need locations. These projects are 
expected to have different impacts on mobility and 
are not necessarily expected to resolve the identified 
congestion.

Figure 17. Projects and Mobility Needs
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Figure 18. Projects that Might Affect Future Mobility Needs
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Below is an assessment of each project as further 
described in Table 6:

 y The Columbia Boulevard Freight Improvements 
project is likely to significantly reduce congestion 
in this corridor which had congested locations 
as shown in Figure 13 and from the stakeholder 
feedback. This would also have a positive impact 
on particulate matter emissions, which are also 
high in this corridor. The project is being further 
refined through the Columbia Corridor Access 
Study. PBOT engineers noted that while this project 
would indeed benefit freight, it is not intended to 
be pursued soon. Elevating this project could be 
beneficial in alleviating the needs identified in this 
plan. 

 y The Cully Boulevard Rail Overcrossing project 
overlaps a corridor that accumulates congestion, 
primarily because of high truck volumes during 
peak times of the day. However, it is not clear 
how the regional travel demand model considers 
delay at at-grade crossings. Because it does not 
represent queuing spillover into downstream links, 
it is likely underrepresenting delay at rail crossings. 
A crossing separation analysis is recommended 
to assess whether the vehicle volumes and actual 
delays warrant the construction of an overpass. 
PBOT engineers indicate that this grade-separation 
project is likely to benefit both freight rail and 
trucking. 

 y The Southwest Corridor HCT, Powell-Division 
Corridor HCT, and SE Powell Boulevard Enhanced 
Transit Corridor projects could reduce the 
volume of passenger vehicles on these corridors, 
which would improve travel times and reliability 
for trucks, if the existing roadway capacity is 
unaffected. Given that this corridor includes 
locations (see Figure 13) that are expected to 
be congested, care should be taken in project 
development to avoid reducing capacity at 
locations of high truck delay. The potential impacts 
of the project on freight (positive or negative) are 
uncertain and should be studied in more detail      
as these projects are developed. 

 y The Outer Milwaukie Streetscape Improvements 
project and Multnomah Viaduct Safety 
Improvements project overlap locations that are 
expected to be congested for trucks in the future. 
These two projects are not significant enough 
to result in improvements to traffic conditions, 
however depending on their details and how 
they are implemented, these projects could 
have a negative effect on trucking operations, 
by increasing conflicts with other modes. Freight 
needs on these corridors should be considered 
when developing these projects. 
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Project # Project 
Name

Project 
Location

Project Description Lead 
Agency

Estimated 
Cost

40102 Columbia 
Boulevard 
Freight 

Columbia 
Boulevard, 
NE (60th - 
82nd)

Construct street and intersection 
modifications to improve freight 
reliability and access to industrial 
properties. This project will be refined 
through the proposed Columbia 
Corridor Access Study.

PBOT  $14.9M 

40123 Cully 
Boulevard 
Rail 

Cully 
Boulevard, 
NE (over 
Kenton Line 
railroad)

Construct roadway overcrossing at NE 
Cully Boulevard over Kenton line.

PBOT  $35M 

90106 Southwest 
Corridor 
HCT--
Capital 

Central City 
Portland to 
Tualatin/
Tigard

Capital construction of High Capacity 
Transit project between Portland and 
Tualatin via Tigard.

PBOT/ 
ODOT

 $1B

80040 Powell-
Division 
Corridor 
HCT--
Capital 

Central City 
Portland to 
Gresham

Capital construction of High Capacity 
Transit project between Portland and 
Gresham along Powell/Division Corridor.

PBOT/  $75M 

70042 Outer 
Milwaukie 
Streetscape 

Milwaukie 
Ave, SE 
(Yukon - 
Tacoma)

Design and implement streetscape 
improvements to enhance sidewalks, 
lighting, crossings, transit stops, and 
signals.

ODOT  $5.4M 

90089 Multnomah 
Viaduct 
Safety 

Multnomah 
Boulevard, 
SW (I-5 
Crossing)

Construct new bicycle and pedestrian 
facilities at or parallel to Multnomah 
Boulevard viaduct crossing I-5.

PBOT  $1.7M 

80043 ETC: SE 
Powell 
Boulevard 
Enhanced 
Transit 
Corridor

Powell, 
SE (SE 
Milwaukie 
Ave - I-205)

Construct safety and access to transit 
improvements and transit priority 
treatments to reduce transit delay and 
improve transit reliability and travel 
times. Project will coordinate with 
ODOT to identify locations and design 
treatments.

ODOT  $5M 

Table 6: Projects outside Fiscally Constrained Program that overlap with Future Congestion Need 
  Locations
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PBOT engineers reviewed the fiscally constrained 
program for projects that would have a clear benefit 
to freight operations. These projects were already 
included in the identification of need, as the truck delay 
was calculated after the fiscally constrained projects 
are considered. These projects are listed in Table 7. 
Prioritizing these projects should be considered as they 
would reduce truck delay.

3.2.1 Stakeholder Input
The 2040 Portland Freight Plan TAC and CAC provided 
essential background and insight about the mobility 
issues and potential projects are intended to resolve. 
However, their input, summarized in Section 2.2.1, 
was more general and did not address the specific 
projects that were identified and the degree to which 
they would address freight mobility needs. After 
these sessions, PBOT planning and engineering staff 
provided more detailed descriptions of these projects, 
and whether the projects would be beneficial to 
freight movement. Their reviews and comments are 
incorporated into this report.

Project Name Project Location Project Description Lead Agency Estimated 
Cost

Kenton Rail 
Line Upgrade

Kenton Line, N/
NE

Upgrade existing track to second main track 
with new double track from Peninsula Junction 
to I-205 and increase track speeds between 
North Portland, Peninsula Junction, to 
Reynolds on UP's Kenton Line. Part of triangle 
project with ODOT.

REGIONAL 48.17

Lombard St. 
ITS

Lombard St., 
N/NE (MLK Jr. - 
Philadelphia)

Communications infrastructure including 
closed circuit TV camera, Bluetooth detection, 
improved bus priority variable message 
signs for remote monitoring and control of 
traffic flow at the intersections with MLK Jr., 
Interstate, Greeley, Portsmouth, Phila

PBOT 0.67

Beaverton-
Hillsdale Hwy 
ITS

Beaverton-
Hillsdale Hwy, SW

Install needed ITS infrastructure 
(communication network, new traffic 
controllers, CCTV cameras, and vehicle /
pedestrian detectors). These ITS devices allow 
us to provide more efficient and safe operation 
of our traffic signal system.

PBOT 0.32

Macadam ITS Macadam, SW 
(Bancroft - 
Sellwood Br)

Install needed ITS infrastructure 
(communication network, new traffic 
controllers, CCTV cameras, and vehicle /
pedestrian detectors). These ITS devices allow 
us to provide more efficient and safe operation 
of our traffic signal system.

PBOT 0.40

Barbur 
Boulevard ITS

Barbur 
Boulevard, SW

Install intelligent transportation system 
infrastructure to improve safety and enhance 
traffic flow.

PBOT 0.55

Table 7: Projects on Fiscally Constrained Program that overlap with Future Congestion Need 
  Locations
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4. GAPS
4.1 SAFETY
Many of the truck-involved crashes in Portland were 
classified as turning movement, rear-end or sideswipe-
overtaking crashes occurring on high-volume corridors 
throughout Portland. Improving visibility, especially 
at intersections to allow vehicles to safely pass freight 
vehicles turning to access businesses throughout 
Portland could help reduce these types of crashes. 

The project team also recommends focusing on 
improving safety for those vulnerable road users, who 
are especially exposed in crashes with trucks due to 
the large nature of the vehicles involved; as trucks 
larger and heavier, they potentially lead to more severe 
outcomes in case of a crash. Truck drivers also have 
more challenges in navigating the roadway network, 
including poorer visibility of some movements by 
pedestrians, bicyclists and other vulnerable travelers, 
which makes it more difficult for them to react 
and to evade crashes safety countermeasures for 
pedestrians include ensuring there are sidewalks and 
safe crosswalks on high collision corridors. Safety 
improvements for cyclists could include providing 
separated facilities, clear signage and/or providing for 
alternate parallel routes.

Safety countermeasure recommendations vary based 
on the location and classification of roadway where the 
crashes involving trucks are occurring. In Downtown, 
the high-volume multimodal traffic and narrow streets 
means that curb space management, clear signage 
and inventory of truck loading zones and designating 
truck routes through Downtown could lower the risk 
of truck crashes. At busy locations on the east side of 
the Willamette River such as the east end of Morrison 
Bridge and Broadway Bridge, the high concentration 
of truck traffic results in the highest density of truck 
crashes in Portland. Implementing truck signage and 
physical measures to restrict last-minute lane changes 
could improve safety in these areas. 

Key truck corridors such as Martin Luther King Jr. 
Boulevard, Columbia Boulevard, and 82nd Avenue 
typically experience a higher percentage of sideswipe-
overtaking, turning, and rear-end type crashes 
involving trucks during the AM and PM peak hours as 

well as during the midday hours than are experienced 
during evening, late night, and early morning periods. 
Thee mixed-use commercial and residential land uses 
along the high traffic corridors could      impact truck 
access      and therefore, impatient drivers overtaking 
truck vehicles. Improved signage and access control 
may be warranted in certain locations.

Locations Warranting Additional Safety 
Countermeasures. As discussed in Section 4.1 Table 
5, there are several programmed projects that will 
directly address some of the safety needs at the 
hotspot locations that experienced a relatively high 
concentration of truck-involved accidents shown in 
Figures 5, 6, 7, 8, 9, and 10. There are several remaining 
locations where there are no project investments 
programmed to address other locations with such high 
concentrations of truck-involved crashes, including:

 y Martin Luther King, Jr., Boulevard

 ¶ Broadway-Lloyd Avenue 

 ¶ NE Knott-NE Ainsworth 

 y Broadway

 ¶ Broadway/Weidler couplet between Martin 
Luther King, Jr. Boulevard and NE 11th Avenue

 y Downtown

 ¶ Virtually all locations experienced high density 
of truck-involved crashes; in particular, the 
SW Washington/SW Alder Streets couplet, NW 
Glisan Street, Burnside Street, NW/SW 13th 
Avenue

 y Central Eastside Industrial District

 ¶ Martin Luther King, Jr. Boulevard between 
Everett and Mill Streets

 ¶ SE Grand Avenue Everett and Mill Streets 

 y Columbia Boulevard

 ¶ Columbia Boulevard between Martin Luther 
King, Jr. Boulevard and N Portland Road

 ¶ Columbia Boulevard, from I-205 interchange to 
NE 82nd Avenue

 ¶ Columbia Boulevard between NE 33rd and NE 
60th Avenues 

 y SE 82nd Avenue

 ¶ SE 82nd Avenue and SE Foster Road 
intersection (8 truck-involved crashes)

 ¶ SE 82nd Avenue between SE Holgate and SE 
Powell      Boulevard (8 truck-involved crashes)
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4.2 MOBILITY
Figure 19 maps the locations of future congestion 
needs that do not have a planned project that would 
address them. These are places that could benefit from 
further study and project development to alleviate 
congestion needs. 

5. CONCLUSIONS
This technical memorandum summarizes the safety 
and mobility freight needs on Portland’s roadway 
network, as identified by an analysis of available 
data sources. Stakeholder input was obtained from 
interviews and project advisory committees to validate 
these needs locations and identify potential causes.

An analysis was conducted to identify if there are 
projects in the pipeline that are likely to address the 
safety and mobility need locations. Input from the 
TAC and CAC was obtained on these projects, on 
their potential effectiveness and other factors that 
should be considered, such as equity and impact to 
non-freight modes. A gap analysis was conducted to 
identify the unmet safety and mobility needs.

In the next task, the project team will propose solutions 
for unmet safety and mobility needs. Solutions and 
strategies may be programmatic, or project based 
and will draw from industry best practices and input 
from stakeholders. The project team will develop a 
prioritization framework based on the plan goals and 
objectives and stakeholder input. Solutions will then be 
evaluated based on the prioritization framework. 

Figure 19: Unaddressed Future Congestion Need Locations




