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Glossary of Terms
Community – A group of people living together and sharing common interests and goals. 
Community-based organization –Not-for-profit resource hubs that provide 
specific services to a community or targeted audience. 
Conflict Zone – Locations of combined campsite reporting data near pedestrian 
crash data within 250 ft of the High Crash Network. The methodology of spatial 
analysis results in locations which could provide areas of prioritization for 
pedestrian improvements for people experiencing houselessness. 
Crash – The proper term for a collision involving any mode. Accidents are not 
mentioned as they are deemed unpreventable whereas crashes can be prevented.
City of Portland (the City) – Public agency responsible for the oversight of City 
bureaus, including Portland Bureau of Transportation, and responsible for bureau 
funding allocations. 
Displacement – The negative effects of a plan, policy, development, or law resulting 
in the relocation of individuals or communities.
Disability – A physical or mental impairment that substantially limits a major life 
activity as defined by the Americans with Disabilities Act. 
Domicile Unknown – Housing identification term used by the Multnomah County 
Health Department and Medical Examiner for a deceased individual without an 
established permanent residence.
Encampment/campsite – A temporary accomodation where an unhoused person 
meets their physiological needs as well as a place where personal possessions are 
typically stored.
Equity – Creating conditions that allow all to reach their full potential. 
High Crash Network (HCN) – Identified by the PBOT Vision Zero plan, these are the 
City of Portland’s most dangerous streets and intersections by number and severity 
of crashes for motor vehicles, pedestrians, and bicycles. 
Houseless/ness – As defined by the U.S. Department of Housing and Urban 
Development, “homelessness” refers to a person living either unsheltered or in 

temporary shelter or transitional housing, and lacking a permanent place to live. 
For purposes of this report, the term “houseless” or “unhoused” is used instead, as 
housing refers to the physical shelter, and does not necessarily equate a home, 
which includes a sense of place and community. 
Mobility Device – Any device used to help someone with a disability get around 
with less reliance on others.
Mode – Refers to the type of transportation a person uses to get from one place 
to another such as walking, cycling, rolling, transit, or driving.
Pedestrian – Any person walking, standing, rolling, sitting, sleeping, or camping 
within the public right-of-way. 
Right-of-way – Public property including streets where mode share occurs. 
Rolling – A mode that encompasses ADA devices such as a wheelchair, walker, or 
powerchair.
Service Providers – Organizations working to serve people experiencing 
houselessness by providing goods and services.
Sweeping – The forced removal of people living unhoused and their possessions 
from a particular private or public site.
Street Perspective – The project team made up of six Portland State University 
Master of Urban and Regional Planning candidates, responsible for the 
development of this report. 
Traffic Violence – The collective choice by a society to favor car-centric design 
resulting in fatalities and serious injuries to right-of-way users.
Unsheltered – Someone whose primary nighttime residence is a public or private 
place not designed for or ordinarily used as a regular sleeping accommodation, 
including a car, abandoned building, bus or train station, airport, park, or camping 
ground. 
Vision Zero – Framework adopted by the City of Portland to eliminate or significantly 
reduce fatalities and serious injuries caused by transportation crashes.
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Acronyms 

ADA – Americans with Disabilities Act
BIPOC – Black, Indigenous, and people of color
CDC – Center for Disease Control and Prevention
GIS – Geographic Information Systems
HCN – High Crash Network
HUD – United States Department of Housing and Urban Development 
JOHS – Joint Office of Homeless Services of the City of Portland and Multnomah 
County 
ODOT – Oregon Department of Transportation
ORS – Oregon Revised Statutes
PBOT – Portland Bureau of Transportation
PUDL – Portland Urban Data Lake
PIT – Point in Time Count
PPB – Portland Police Bureau
RRFB – Rectangular Rapid–Flashing Beacon
RV – Recreational Vehicle
SRV – Safe Rest Village
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The Project
In 2016, the City of Portland adopted the Vision Zero Action Plan with the goal of 
eliminating traffic deaths and serious injuries on Portland’s streets. The Portland Bureau 
of Transportation (PBOT) also makes a commitment in all of its plans to create a more 
equitable transportation system by prioritizing areas of the city with a disproportionate 
number of BIPOC community members and people with lower incomes, all of whom face 
a greater risk from traffic violence. To achieve its Vision Zero goals, the City and PBOT have 
undertaken a number of actions, including redesigning streets through traffic calming and 
traffic management, and outreach and education. While progress has been made since the 
Vision Zero plan’s adoption, there has recently been an alarming increase in traffic crashes 
and fatalities, particularly among people experiencing houselessness. 

The PBOT Vision Zero team partnered with Street Perspective—the Portland State University 
Master of Urban and Regional Planning student Workshop team—to examine how to mitigate 
the risk of traffic-related harm to people experiencing houselessness. Through this 
project, Street Perspective has developed a report of existing conditions, promising practices, 
site-specific analysis, outreach, and a toolkit of recommendations to better understand and 
address the needs and vulnerabilities of people experiencing houselessness in Portland. 

Background 
In 2021, 63 people were killed in traffic crashes on Portland’s streets and highways, the 
highest number of fatalities since the 1990s. Of these crashes, 60% of fatalities occurred 
on the High Crash Network (HCN), PBOT’s identified network of streets and intersections 
with the highest number of crashes for motor vehicles, pedestrians, and bicyclists. Out 
of all fatal crashes in 2021, 27 were pedestrians, and  19 were reported as people expe-
riencing houselessness. Many more were undoubtedly injured and were unreported. 

Houselessness is a complex problem facing every city in the United States. The worsen-
ing trend of traffic-related harm toward people experiencing houselessness in Portland 
and beyond is intertwined with many other complicated issues. This toolkit’s scope is 
meant to support PBOT’s Vision Zero goal to eliminate all traffic-related fatalities and 
serious injuries, especially for those living unhoused, and to create a more equitable 
transportation system. 

Existing Conditions
The demographics of people experiencing houseless, their living situations, and their 
access to basic needs and services, all increase the risk of traffic-related harm. The vast 
majority of people experiencing houselessness live with physical and other disabilities 
which make navigating the streets much more difficult. The risk of traffic-related harm is 
further exacerbated by the prevalence of houseless communities living along the HCN.

Spatial analyses of the HCN, reported campsites, and proximate traffic crashes involving 
pedestrians all combine to create potential Conflict Zones. This analysis explores these 
Conflict Zones, as well as an assessment of access to basic needs. Further explored is 
an internal analysis of City- and PBOT-owned land for potential criteria-specific rest 
areas for people experiencing houselessness. From this analysis, three locations along 
the HCN with a high prevalence of Conflict Zones were selected for field observations 
and site-specific recommendations in the Site Analysis section.

Site Analysis
Three sites from the Existing Conditions analysis were chosen for field observations and 
site-specific recommendations. These sites are: 

 � The Burnside Location (W Burnside St & NW 2nd Ave)
 � The Hollywood Location  (NE Sandy Blvd, NE Halsey St & NE César E. Chávez Blvd)
 � The Hazelwood Location (NE Glisan St & NE 122nd Ave)

Each exhibit different built environment contexts and traffic patterns along the HCN. All 
three locations provide access to a wide variety of goods and services, including a bottle 
redemption center, which was a commonly observed destination for houseless pedestri-
ans. Campsites were observed in a variety of locations such as the open spaces between 
highway intersections and on medians, as well as along shoulders and sidewalks.

At all three locations drivers were observed speeding, failing to yield to pedestrians, 
and driving aggressively in general. Each location would benefit from traffic manage-
ment and calming, crossing improvements and pedestrian signal prioritization, and 
“daylighting” streets by removing on-street parking and other visual barriers. Although 



2Executive  
Summary

of harassment from private security, police, and housed people, were cited as a major 
reason for people experiencing houselessness locating along the HCN and other dangerous, 
high-speed roadways. With regard to traffic safety, the need to reduce speeding, improve 
pedestrian crossings, and hold drivers accountable for dangerous behavior were all strongly 
supported. Along with the promising practices review, the takeaways from this engagement 
were then used to develop recommendations.

Recommendations
The goal of these recommendations—based on best practices research and feedback 
from the community—are to help PBOT identify and implement safety measures to 
protect people experiencing houselessness from traffic-related harm. There are many 
near-term measures PBOT could take on its own to address street safety, as well as 
more long-term, multi-agency recommendations aimed at addressing houselessness 
more broadly. These recommendations—categorized as infrastructure, policy, and 
programming—include:

 � Shelter and necessities; 

 � Enhanced visibility and pedestrian prioritization; 

 � Traffic enforcement and legal protection; and

 � Improving information.

In addition, site-specific recommendations of the three previously examined locations—
the Burnside Location, Hollywood Location, and Hazelwood Location—are provided. 
These site-specific recommendations include infrastructure improvements such as 
speed signs/cameras, new or repainted crosswalks, street adjustment, additional 
lighting, and other measures. Many of these recommendations and related promising 
practices such as the Safe Streets Initiative are currently being implemented in some 
form throughout Portland. Likewise, while many traffic calming and pedestrian improve-
ments are well known to PBOT, many of these measures could be further enhanced 
and tailored to better serve people experiencing houselessness. 

these safety improvements could apply to any street, prioritizing locations with a high 
prevalence of houseless pedestrian activity and history of traffic crashes could—as 
demonstrated in the Existing Conditions methodology—prove useful for future imple-
mentation.

Promising Practices
Many tools and countermeasures have been developed and adopted in Portland to 
improve pedestrian safety, but applying them to specifically address the safety of 
people experiencing houselessness is novel. Among the most promising strategies 
applied in Portland and nationwide were: 

 � PBOT’s Safe Streets Initiative and similar programs nationwide have shown the 
capacity of cities to quickly adapt their resources to new crises such as the COVID-
19 pandemic;

 � Infrastructure improvements already widely used in Portland could be tailored to 
address the safety of pedestrians living unhoused;

 � Motel vouchers, Safe Rest Villages, and sanctioned campsites provide people 
experiencing houselessness the option of a safe place to sleep with basic ameni-
ties; 

 � Safe parking programs for RV and car camping could all improve the safety of 
unhoused pedestrians.

Community Engagement
Street Perspective interviewed a number of organizations that work directly with houseless 
communities as well as unhoused individuals to gain a better understanding of travel 
behaviors, perceptions, and potential interventions to reduce the risk of traffic-related harm 
for people experiencing houselessness.

The outreach revealed a strong need for more places where people can reside beyond 
congregate shelters and better access to basic services such as restrooms, garbage 
disposal, and showers. Ending the controversial and detrimental practice of “sweeping” 
houseless communities was another major takeaway. Sweeping, along with other forms 
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Project Background
When PBOT’s Vision Zero Action Plan was adopted in 2016, walking accounted for 10% of 
all trips made, yet pedestrians made up nearly one-third of all traffic-related deaths. In 
recent years, people experiencing houselesseness have been widely overrepresented 
in pedestrian fatalities. Between 2017 and 2019, houseless people made up less than 
2% of Portland’s population, yet they accounted for nearly 20% of the people killed by 
drivers. By this measure, people experiencing houselessness were 10 times more likely 
to be hit and killed than other pedestrians. In 2021, pedestrian deaths increased from a 
three-year average of 38% of traffic-related deaths to 43%, and people experiencing 
houselessness accounted for 70% of pedestrian deaths. Many of these crashes and 
deaths occurred on the City’s High Crash Network (HCN) near highways, off-ramps, 
and along high-speed corridors in land zoned for industrial or open space uses (See 
Figure 1). 

The COVID-19 pandemic has had a major impact on houselessness and transportation. 
The social and economic fallout of the pandemic—and the already tight housing market 
and high costs of living in Portland—have all led to an increase in the number of people 
experiencing houselessness. While these crises impact people of all backgrounds, 
people of color and other marginalized communities have been disproportionately 
affected. Related specifically to housing, for example:

 � People of color are more likely to be renters and/
or cost burdened—spending more than 30% of 
their income on housing. 

 � As millions of Americans have lost their housing 
since the beginning of the pandemic, it has 
become increasingly difficult to find stable and 
affordable housing again.

 � Illegal racial discrimination is still frequently 
encountered by people of color in the housing 
market, adding another barrier to finding, 
affording, and maintaining housing.

Similarly, access to shelter and services were also 
limited due to the pandemic, leaving many people 
with no alternative than to find refuge along streets or 
in open spaces next to highways. While the pandemic 
initially reduced traffic due to work and social restric-
tions, speeding and reckless driving went up. Traffic 
has largely returned to pre-pandemic levels, putting 
those living unhoused at greater exposure to the risk 
of traffic violence

While shelter is essential to address houselessness, access to food, restrooms and hygiene 
facilities, medical treatment, and other services are also paramount. A 2016 survey of 550 
people living unsheltered in Portland found 40% of respondents reported experiencing 
medical issues related to a lack of hygiene resources. In the same survey, 22% of respon-
dents reported having been denied access to meals or services due to a lack of hygiene, 
and 20% reported having been denied access to shelter for the same reason. 

““People 
experiencing 
houselessness  
accounted 
for 70% of 
pedestrian 
deaths in 2021
[in Portland].

Figure 1. High Crash Network. Source: PBOT
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The COVID-19 pandemic 
has had an major impact 
on houselessness and 
transportation. The social 
and economic fallout of the 
pandemic have all led to 
an increase in the number 
of people experiencing 
houselessness. 

Above: Twitter post by Ted Wheeler on February 4th, 2022. This emergency order does three things: 
1) Prohibits camping along high-speed corridors, 

2) Prioritizes the work of the Impact Reduction Team to post and remove (sweep) camps in these areas, 
3) It enables them to keep these sites free of camping with no right of return. 

These services are essential to public health and safety, and all require travel and 
mobility. Along with poorly designed streets, gaps in infrastructure, and fast-moving 
traffic, all of these factors pose additional challenges for houseless people to navigate 
the streets safely in order to access their needs.Without safer access to these neces-
sities readily available, every trip to find food or a bathroom or to charge a phone puts 
unhoused pedestrians at higher risk of being hit by drivers. 

Among these and other challenges, on February 4, 2022, Mayor Wheeler issued an 
emergency declaration prohibiting camping and enforcing the sweeping of houseless 
communities along the HCN “With no right of return.” Given the City's history of sweep-
ing, this is not a sustainable solution—people will return when left with no place else 
to go. The recommendations in this toolkit provide alternative ways PBOT could 
address the needs of people experiencing houselessness while reducing their 
risk of traffic-related harm. Although every aspect of houselessness cannot be 
solved solely through a transportation lens, and PBOT alone cannot meet all of 
these needs, this toolkit is meant to provide a starting point for exploring new 
options to address this crisis. Given PBOT’s commitment to Vision Zero and equity, 
the fact that people experiencing houselessness face an amplified risk caused 
by unsafe road conditions, driver behavior, and harmful City policies, is cause for 
serious consideration and remediation. 

Photo: Street Perspective 
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Equity
This report aligns with PBOT’s Vision Zero and equity goals by creating an equity-
centered, data-driven, and accountable plan. PBOT’s Vision Zero Action plan defines 
traffic safety equity as "creating streets that are safe for all Portlanders, in all areas of 
the city, to move by all modes.” People experiencing houselessness face a number 
of intersectional barriers including physical disabilities, mental health and addiction 
challenges, systemic racism and prejudice against different identities, and many more 
obstacles exacerbated by the previous two years of the COVID-19 pandemic.

Given these numerous burdens, it is important to 
approach this project with equity, compassion, 
and humility at the forefront. In this regard, 
Street Perspective uses the term “houseless” or 
“unhoused” rather than the traditionally-used 
term “homeless.” As described by Do Good 
Multnomah, a local Portland non-profit, “Home 
is a social connection. Home is memories. It’s 
the streets. It’s friends and family. Home is so 
much more than a physical space.”

Street Perspective acknowledges the 
complex nature of the crisis of houselessness 
in Portland and across the nation. Street 
Perspective is aware of the enormity of 
the systemic structural, procedural, and 
distributional factors that can lead to a person 
becoming houseless. Just as the problem of 
houselessness is far reaching, so too is the 
problem of traffic violence. It is not in the scope of this project to analyze and address 
all of the issues related to houselessness, but to understand how they apply to traffic 
safety for people experiencing houselessness in Portland. With equity at the forefront, 
the Street Perspective team acknowledges that every incident of traffic violence and 
every voice of those experiencing houselessness is unique, and will be treated with 
respect and compassion, and will be used in this project to help PBOT create safer 
streets for all Portlanders.

“ “[Traffic equity is] 
creating streets 

that are safe for all 
Portlanders, in all 

areas of the city, to 
move by all modes.

 – PBOT Vision Zero 
Action Plan

Without safer access to public 
health and safety services 
readily available, every trip to 
find food or a bathroom or to 
charge a phone puts unhoused 
pedestrians at higher risk of 
being hit by drivers.
Photo: Street Perspective 
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The 2019 PIT Count in Multnomah County 
surveyed 4,015 individuals, 51% of whom 
were living unsheltered, 36% in emergency 
shelter, and 13% in transitional housing. 
While the overall number of people expe-
riencing houselessness was lower in 2019, 
the number of unsheltered individuals rose 
22% since the 2017 count. Similarly, while 
“chronic homelessness” is difficult to deter-
mine, the 2019 Count identified 1,769 chron-
ically houseless people, a 37% increase from 
2017. Among those who were identified as 
chronically houseless, a vast majority of 
77% were unsheltered adults without chil-
dren. In general, the houseless population 
in 2019 was observed to be older, experi-
encing more disabling conditions such as 
addiction disorders and mental illness, and 
were houseless for longer periods than in 
previous years.*

People of color made up a disproportion-
ately large percentage of the houseless 
population in 2019 at 38%, a slight increase 
from 2017. This is a significant overrepre-
sentation of people of color in the identified 
houseless population, given that people of 
color make up only 30% of the population of 
Multnomah County.

Demographics of People  
Experiencing Houselessness

*Although a count was conducted in January 2022, the only data currently available is the number of people 
experiencing houselessness. Since the 2019 count, Multnomah County saw an increase of more than 1,200 
people living unhoused, a nearly 30% increase 

Key Findings from the 2019 
Point in Time Count

4,015  
People 

Surveyed in 
Multnomah 

County

51% 
Unsheltered

36% 
Emergency  

Shelters

13% 
Transitional 

Housing

The United States Department of Housing and Urban Development (HUD) Point 
in Time Count (PIT Count) is among the most comprehensive and widely used 
sources of information on people experiencing houselessness. Conducted annu-
ally on a single night per year by cities across the United States, the PIT Count gives 
a snapshot of the number, characteristics, and conditions of people experiencing 
houselessness, both sheltered and unsheltered. Because of the COVID-19 pandemic, 
counts for 2020 and 2021 were not 
conducted, and the most recent 
and complete available data is 
from the 2019 count.  

The PIT Count uses the HUD defini-
tion of “homeless” as those who are 
living unsheltered, in emergency 
shelter, and in transitional hous-
ing. HUD defines “unsheltered” as 
someone whose primary night-
time residence is a public or private 
place not designed for or ordinarily 
used as a regular sleeping accom-
modation, including a car, aban-
doned building, bus or train station, 
airport, park, or camping ground. 
HUD also defines “chronic home-
lessness” as a person having one or 
more disabilities and being house-
less for a year or more continuously, 
or cumulatively over a three-year 
period. 

“ “[Homeless are] 
those who are 

living unsheltered, 
in emergency 

shelter, and 
in transitional 

housing.

 – US Department of 
Housing and Urban 

Development
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Causes of Death Among People 
Experiencing Houselessness

Of particular concern in the 2019 PIT 
Count, the age for houseless Portlanders 
had significantly increased, with nearly a 
quarter of the houseless population over 
age 55. The rapid rise of houselessness 
among older people was also forecasted 
to increase to 33% by 2020. Correspond-
ingly, this age group was found to have an 
increased prevalence of disabling condi-
tions and experiencing chronic homeless-
ness. Portland’s aging houseless population 
is also more likely to be living with a greater 
number of medical issues and physical 
limitations, making mobility increasingly 
difficult. 

According to the 2019 PIT Count, over 70% of 
Multnomah County’s houseless population 
experienced more than one disability rang-
ing from mental illness, physical disabili-
ties, substance abuse, and more. Of those 
living unsheltered, 56% were living with 
a disability. There are many challenges 
houseless individuals face when attempt-
ing to navigate dangerous streets to meet 
their basic needs. Intersecting disabilities 
with houselessness puts these individuals 
at much greater risk than other pedestrians. 
These obstacles often exacerbate disabili-
ties, making it more challenging for house-
less individuals to seek services and meet 
their basic needs.

Since 2011, the Multnomah County Medical Examiner has tracked the housing status of 
deceased individuals classified as “Domicile Unknown” (i.e., houseless) for those without 
an established permanent residence. The Domicile Unknown report was created 
in partnership with the Multnomah County Health Department, Medical Examiner, 
and Street Roots in order to provide a detailed account of the number, cause, and 
characteristics of the deaths of people experiencing houselessness.

In the latest report from 2020, 126 of 202 individuals initially flagged as potentially 
“domicile unknown” were classified as experiencing houselessness in Multnomah 
County. This number accounts for 9% of all deaths investigated by the Multnomah County 
Medical Examiner—a disproportionately high percentage as people experiencing 
houselessness make up less than 2% of the total county population.

Key findings of the 2020 Domicile Unknown report include:

Nearly a quarter of the 
houseless population 
in Portland are over 
age 55; more than 
half were living with                
a disability.
Photo: Pexels
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 � 75% of accidental deaths (71 total) were 
attributed to drug or alcohol consumption.

 � 25% of accidental deaths were due to trauma 
(i.e., physical injury); deaths caused by injuries 
from traffic crashes would be classified here.

 � Deaths were nearly evenly distributed across 
seasons, with 52% occurring in the spring and 
summer (April – September) and 48% occurring 
in the fall and winter (October – March).

 � 49% of all deaths occurred in outdoor public 
spaces such as parks, streets, sidewalks, and 
encampments. 

Furthermore, Street Perspective reviewed 10 police reports of crashes resulting in 
the death of a pedestrian between 2020 and 2021. Although they were as yet not 
confirmed Domicile Unknown, the initial police reports indicated whether pedestrians 
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Campsite and Crash Analysis

To better understand the risks unhoused communities face on Portland’s streets, an 
analysis of crashes and campsite locations was conducted. Looking at the proximity 
of the High Crash Network (HCN), traffic crashes involving pedestrians, and locations 
of houseless encampments, revealed a narrowed field of specific locations for further 
investigation. 

For this analysis, data from the City of Portland’s One Point of Contact Campsite Report-
ing System—which publishes weekly and annualized reports of campsite locations—
was used to locate houseless encampments. The latest data as of the week of February 
14, 2022 showed 1,040 reported campsites, of which 292 were within 250 feet of the 
HCN. In order to identify some of the most dangerous locations for people experienc-
ing houselessness, those 292 campsites were cross referenced with pedestrian crash 
locations from 2019 (the latest data available). This resulted in 20 campsites within a 
Conflict Zone—locations where a campsite is within 250 feet of the HCN and one or 
more pedestrian crashes from 2019 (Figure 2).

9% of all deaths 
investigated by the 
Multnomah County 
Examiner were 
classified as people 
experiencing 
houselessness, a 
disproportionately 
high percentage 
as people 
experiencing 
houselesness make 
up less than 2% of 
the total county 
population.
Photo: Street Perspective 

Figure 2. Conflict Zone Diagram.

Existing  
Conditions

were houseless. Of these crashes, nearly 
every one occurred in the evening, 
usually very late or past midnight. 
Weather and road conditions were 
not a factor, but inadequate lighting 
and poor visibility were cited in 
almost every instance. Many crashes 
occurred mid-block on a major city 
street, as well as two on a regional 
traffic way; one involved a pedestrian 
in a wheelchair within a crosswalk, but 
without adequate time to complete the 
crossing before the perpendicular light 
turned green. In general, the driver was 
not found at fault, and there were few 
details written by the responding officer 
to inform traffic safety from a planning 
or infrastructure perspective. 

The causes and circumstances of 
these deaths combined with the 
exposure to dangerous traffic among 
Portland’s houseless population 
significantly increases their assumed 
risk of death and serious injury. Poor 
road conditions and design, negligent 
or reckless driver behavior, and lack of 
safe shelter alternatives, all contribute 
to the disproportionate number of risks 
to the health and well-being of people 
experiencing houselessness.



11Existing  
Conditions

The 20 reported campsites in Conflict Zones were near 25 crashes, in which 27 pedes-
trians were injured. In each of the 25 crashes, failure to yield by the motorist was a cited 
cause, based on PBOT data. Lack of attention, speeding, and carelessness were also 
commonly cited causes. Obstructed vision, recklessness, and drunk driving were less 
commonly cited causes. Most of these crashes happened during the weekend and 
during peak travel hours in the morning and evening. Three quarters of these crashes 
happened at intersections, two-thirds of which were 4-ways.

Failure to yield by the 
motorist is one of the 
most cited causes of 
crashes.
Photo: Street Perspective 

Corridor Name Corridor Description (From > To) Campsites*

NE/SE Sandy Blvd SE 7th Ave to NE Killingsworth St 39

SE Cesar E Chavez Blvd NE Broadway to SE Steele St 30

E/W Burnside St City Boundary (West) to 
SE Gilham Ave 29

NE Halsey St NE Sandy Blvd to NE 162nd Ave 25

NE/SE 122nd Ave NE Marine Dr to SE Flavel St 14

SW/N/NE Broadway SW 4th Ave to NE 57th Ave 14

NE Glisan St NE Sandy Blvd to City Boundary 
(East) 7

SW 4th Ave W Burnside St to SW Sheridan St 6

Table 1. HCN Corridors of Selected Locations and Reported Campsites within 250 feet

Figure 3 shows the total number of campsites within 250ft of the corridors in the focus 
areas. Reported campsites are distinct for each corridor, resulting in double counts of 
some campsites at intersections. This acknowledges the greater risk for people living 
unsheltered at these locations compared to living along a single road segment.
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Figure 3. Pedestrian Crashes near the HCN,  Reported Campsites in the 
Conflict Zone, and Proposed SRVs on PBOT Lands.

Half of all campsites and crashes in Conflict Zones were 
concentrated along just a few HCN corridors. Street Perspec-
tive focused on the three locations with the highest density 
of crashes (Figure 3) for further analysis, observations, and 
community outreach:

 � Burnside Location: W Burnside St near NW 2nd Ave and 
NW 3rd Ave (Figure 4);

 � Hollywood Location: The area of NE Broadway, NE 
César E. Chávez Blvd, NE Halsey St, and NE Sandy Blvd 
(Figure 5); 

 � Hazelwood Location: NE 122nd Ave at NE Glisan St 
(Figure 6)

Figures 4-6 zoom into these areas, which include a subset of 
the campsites reported in Table 1. Each map shows the prox-
imity of campsites to necessities such as transit, restrooms, 
and grocery stores. The figures also show PBOT-owned lands 
that were previously proposed as Safe Rest Villages (SRVs) 
locations but were not selected as one of the six SRVs the city 
is currently developing. The Site Analysis section provides 
additional detail on these three locations. 

Locations with Highest Density 
of Crashes
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Figure 4. Conflict Zones between Burnside & Hollywood Locations.

At the Burnside Location, four campsites were near four pedes-
trian crashes. These locations comprise 16% of crashes in 
Conflict Zones. Considering this area has the densest pedes-
trian activity and population of people living unhoused in the 
city, the number of campsites in Conflict Zones is lower than 
expected (Table 1). Previously proposed SRVs on PBOT-owned 
lands across the Willamette River are within a couple miles of 
the hottest Conflict Zone at the Burnside Location.

Burnside Location

Camping activity on sidewalks feet from W Burnside St
Photo:  Street Perspective 
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Figure 5. Conflict Zones at the Hollywood Location.Hollywood Location

Additional Conflict Zones cluster near the Hollywood Location 
around NE Broadway and NE Sandy Blvd (Figure 5). Camp-
sites here are served by a variety of grocery stores similar to 
Burnside St, but public restrooms and MAX stops are more 
dispersed. At the Hollywood Location, four campsites were 
near four pedestrian crashes. These locations comprise 16% 
of crashes in Conflict Zones.

Multiple campsites at a known conflict area on I-84 exit (NE 43rd Ave) 
to NE Halsey, looking south. Photo:  Street Perspective 
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Figure 6. Conflict Zones at the Hazelwood Location.

Near the Hazelwood Location, two campsites were near five 
pedestrian crashes, an average of about three crashes per 
campsite (Figure 6). This location comprises 25% of crashes 
in Conflict Zones. There is a proposed PBOT SRV about two 
miles northwest of this hotspot of campsites.

Hazelwood Location

No signage to yield to pedestrians or restricting right turns on red at the 
intersection of NE Glisan and NE 122nd. Photo:  Street Perspective 
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Basic Needs Analysis:  Hygiene, Food Security, & 
Transportation

In a 2021 survey among people experiencing houselessness, access to restrooms was 
the second most common response—after housing—to a question about how they 
would feel more supported in the community. This section discusses the proximity 
of reported campsites to basic needs such as grocery stores, public restrooms, and 
public transportation. The CDC considers these basic needs vital to public health. 
Access via the transportation network is critical for people experiencing houselessness, 
and the risk created by vehicular traffic is a significant obstacle to accessing these 
basic needs. 

Using the same campsite reporting data and 2019 pedestrian crashes as the previous 
section, the appendix of this analysis explores the traffic risks to campsites near grocery 
stores, public restrooms at or near public parks, and along public transportation routes.

Analysis of City and PBOT Lands

There are 217 city-based parcels that are garage parking structures, parks, vacant land, 
improved vacant land, or miscellaneous recreational facilities. These parcels are a 
quarter mile from campsites near the HCN. About 7% of these parcels are in Downtown 
Portland. Elsewhere, parcels and services become inaccessible and decentralized for 
people living unhoused. Considering access to unsheltered communities and their 
needs, downtown parcels should be analyzed for shelter and refuge services. In terms 
of the minimum area required for a SRV, 28 PBOT parcels are 20,000 sq. ft or larger. 
Twenty of these parcels, mostly parking structures or industrial lands, are 2.5 miles 
from downtown.

The three largest, most applicable sites are near NE 33rd Dr and NE Sunderland Ave, 
far from relevant services. One of these sites is becoming a SRV for cars and recre-
ational vehicles (RVs). This adds support to the two adjacent sites to also become 
SRVs. Although they are distant from services, the sites are connected by bus. The sites 
could provide over 1.4 million sq. ft of total land for shelter space, RV/car camping, or 
tent camping for many people. About 84% of the total land of the sites have not been 
proposed for SRVs.

Access to basic needs are vital 
to public health, and access 
via transportation network is 
critical for people experiencing 
houselessness.
Photo: Pexels

Existing  
Conditions
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For sanctioned tent camping, there are 134 PBOT parcels 200 sq. ft or larger that are 
vacant lands, improved vacant lands, or parking lots, within a quarter mile of transit. 
Ninety of these parcels are 750 sq. ft or larger, which could facilitate hygiene services. 
Many PBOT parcels that are between 200 and 750 sq. ft are clustered south of NE Glisan 
St and east of SE 92nd Ave, but are unsuitable for camping due to land dimensions. 

Key Takeaways

Many PBOT parcels 750 sq. ft or larger are clustered west of NW 23rd Ave on W Burn-
side St, and east of the Willamette River and along NW Martin Luther King Jr Blvd. The 
parcels west of NW 23rd Ave are densely clustered with a total square footage of over 
250,000 sq. ft (Figure 1). These parcels have a rural and residential preservation land 
use, which is unsuitable for camping and hygiene services. Many of the lands east of 
the Willamette River have commercial zoned land uses, which could be more suitable.

 � Each analysis shows there are two or more reported campsites 
in the Conflict Zone. 

 � All three selected locations are near the HCN and have a 
disproportionate share of reported campsites in Conflict Zones. 

 � Each location also displays many transit routes and stops near 
the HCN. 

 � Two of  the selected locations (Figure 6 Hazelwood Location; 
Figure 4 Burnside Location) have one or more grocery stores 
near a reported campsite in a Conflict Zone. 

 � The Burnside Location has the highest concentration of basic 
needs in comparison to the other two analyzed locations. 
Although W Burnside St does not have a high number of 
reported campsites, the number of basic needs makes it an 
important corridor for people experiencing houselessness 
and should be considered for accommodating traffic safety 
improvements. 

 � These three sites highlight that there is a significant amount of 
traffic risk around bus routes and stops, especially for reported 
campsites near the HCN

Site beside the Columbia River at NE Marine Dr and NW 33rd Dr, around a quarter mile 
away from the prospective Sunderland RV SRV at NE Sunderland Ave and NE 33rd Dr 
Photo: Street Perspective 
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Site Analyses

Continuing from the analyses in the Existing Conditions section, 
Street Perspective looked at three distinct locations where there 
are high numbers of Conflict Zones. Each site presents different 
built environment contexts—urban core, freeway adjacent, and 
large arterial intersection, respectively—where people experi-
encing houselessness find shelter. These were also among some 
of the most dangerous intersections in the city. The takeaways 
addressed, while site specific, could be generalized to other 
areas with similar context. These sites shown on Figure 7 are:

 � The Burnside Location 
 � Hollywood Location 
 � Hazelwood Location

For each location, site analysis and structured observations were 
conducted. The analysis involved mapping the location of car 
camping, RVs, campsites, and pedestrian infrastructure, while 
taking note of the physical environment as well as pedestrian 
and driver behavior. Observations were conducted at each of 
these three sites on a weekday and weekend day. Activity was 
observed for one hour starting at 8am, 1pm, and 6pm on Satur-
day April 9, and Wednesday April 13.

Figure 7. Selected Sites for Analysis
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The Burnside Location
Overall this area is heavily trafficked with both pedestrians and drivers. There is a mix 
of observed unhoused and other pedestrians—attractions such as Voodoo Donuts 
and the Saturday Market, and the concentration of services for people experiencing 
houselessness, all contribute to the traffic.

 � There are no crossings present on the east side of 2nd Ave across W Burnside 
St, resulting in a number of people jaywalking rather than crossing 2nd Ave and 
then waiting to cross W Burnside St. See potential conflict area #1 on Map 1.

 � Pedestrian islands are present at 3rd Ave and W Burnside, but not 2nd Ave & W 
Burnside St. 

 � There is camping activity on sidewalks a few feet from W Burnside St, a major 
arterial, which could increase the risk of traffic-related harm. See potential 
conflict area #2 on Map 1.

 � The posted speed increases from 25 to 30 MPH going east onto the Burnside 
Bridge where jurisdiction changes from PBOT to Multnomah County.

 � Many drivers seemed aware of the high pedestrian activity and would stop if 
and when people moved into vehicle lanes when they should not, but not all 
drivers were as attentive. Approaching the bridge eastbound seemed to lead to 
more erratic driving and speeding past 2nd Ave. 

 � There is more camping north of W Burnside St toward Old Town than south of W 
Burnside St toward Downtown, potentially due to the Neighborhood Association 
boundaries and access to care.

 � There is fencing up on 1st Ave under the Burnside Bridge, an area previously 
occupied by camps. Space is currently vacant with the exception of security 
guards. The area could be used as a safer alternative to sidewalk camping. 

 � RVs were not present which may imply a greater restriction of larger vehicles 
within the Central Commercial zone, although car camping was observed. 

Pedestrian crosses W Burnside, north to south, at an 
unmarked crosswalk. Photo: Street Perspective
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Map 1: The Burnside Location
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The Hollywood Location
Overall aggressive driving was observed as well as high volumes of pedestrian traffic 
largely due to the Hollywood transit station and numerous bus stops.

 � On the north side of the intersection at NE Halsey & César E. Chávez Blvd, the 
pedestrian walk signal activates after the green left turn arrow for cars, leading to 
near misses and encouraging jaywalking. See potential conflict area #1 on map.

 � There is a missing crosswalk on the south side of the intersection at NE Halsey St & 
César E. Chávez Blvd. See potential conflict area #2 on Map 2.

 � Pedestrian crossings are far apart, leading to jaywalking. Mid-block at NE Halsey St 
& NE 41st Ave there are existing curb cuts in front of the Target store, but no marked 
crossing. These should be marked and left turns potentially restricted from NE 41St 
onto NE Halsey St. See potential conflict area #3 on Map 2.

 � There are high levels of camping adjacent to fast-moving traffic exiting I-84 onto 
NE Halsey St. See potential conflict area #4 on Map 2.

 � There are fewer campsites present near the interstate exit than were visible on 
Google Street View in recent months, possibly due to sweeping by the City. 

 � Walking space is constrained due to campsites along the pedestrian path going 
east towards César E. Chávez Blvd on NE Halsey St.

 � Speed limits are not posted on NE Halsey St and NE César E. Chávez Blvd.

 � There is no signage at intersections to notify drivers to yield to pedestrians.

 � Speeding was commonly observed with drivers seemingly trying to beat lights 
through this area. Drivers waiting for others trying to make left turns from NE Halsey 
St onto NE 41st Ave or NE 42nd Ave could contribute to some of the observed 
impatience and aggressive driver behavior. 

 � Overall traffic calming is needed to reduce speeds.

 � Visibility was heavily restricted due to parked cars at corners, especially on NE 41st 
Ave, blocking views for pedestrians and drivers.

Looking north, cyclist waiting to cross the crosswalk  
on NE Sandy Blvd & César E. Chávez Blvd. 
Photo: Street Perspective
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Map 2: The Hollywood Location
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The Hazelwood Location
Both NE Glisan St and NE 122nd Ave have basic pedestrian facilities, but road width, short 
pedestrian crossing intervals, long signal cycles, and high traffic speeds and volumes 
all create dangerous conditions for pedestrians. Pedestrians must wait through long 
signal cycles before crossing and often must defer to turning cars even when pedes-
trians have the right-of-way.

 � Drivers were observed routinely failing to yield to pedestrians.

 � There is no signage to yield to pedestrians or signage restricting right turns on 
red. See potential conflict area #1 on Map 3.

 � Pedestrians regularly had to wait long periods to cross two legs of the street 
(90 second cycles per leg) and multiple pedestrians had to wait while cars kept 
turning in front of them even when the walk signal was active .

 � Properties on three of the four corners of the intersection have parking lots and/
or car-oriented uses: a gas station (NE corner), and fast food drive-throughs 
(NW and SW corners). Sidewalks have numerous curb cuts to provide vehicle 
access to these properties, increasing the risk of conflict. See conflict area #2 
on Map 3.

 � The closest campsite observed was on the northeast sidewalk of NE Glisan, 
possibly due to the lack of neighboring residents and its proximity to a 
convenience store, a bus station, and a bottle redemption center.

 � There was a notable share of presumably unhoused people carrying bags 
of bottles north on 122nd to a full service BottleDrop Redemption Center just 
northeast of the intersection. 

 � Other north/south pedestrian traffic was likely related to the Blue line MAX stop 
on Burnside.

 � The only other crosswalks across NE 122nd Ave and NE Glisan St are about 
a quarter mile to the west, south, and east from the intersection. There is a 
mid-block crossing about 700 feet north of the intersection near the BottleDrop 
Redemption Center. Wheelchair user approaches a gas station as they  

head north on NE 122nd. Photo: Street Perspective
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Map 3: The Hazelwood Location
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Key Takeaways
There were seven general takeaways that apply to all sites:

 � Pedestrian traffic was higher on Saturday than Wednesday. Mid-day 
was usually the busiest time, with the exception of the Burnside 
Location where morning was the most active—though there were high 
levels of activity throughout the day, especially on Saturday. 

 � Bottle return facilities seemed to be a common destination for 
observed unhoused people at two intersections. There is a full service 
BottleDrop Redemption Center at NE Glisan St & NE 122nd Ave, and an 
abundance of grocery stores located near NE Sandy Blvd, NE Halsey 
St, & NE César E. Chávez Blvd; improving pedestrian and bike access to 
these facilities would be beneficial. 

 � All of these locations would benefit from traffic calming and additional 
signage (such as turning vehicles must yield to pedestrians), signal 
adjustments, and crossing improvements.

 � Identified intersections within the HCN are all adjacent to zoned 
commercial corridors, indicating land uses houseless communities  
would need to access for goods and services. 

 � Common land uses at HCN intersections include gas stations and 
drive-throughs, which primarily serve vehicles. Pedestrian-safe design 
guidelines for these types of uses would be beneficial.

 � Open spaces, median strips, and green areas within highway 
intersections are commonly used by people experiencing 
houselessness and are very difficult to access.

 � People experiencing houselessness use medians and pedestrian 
islands to ask drivers for assistance. Some of these are wide enough 
for a person in a wheelchair, for example, but others are very narrow.

Bottle return facilities seemed 
to be a common destination 
for observed unhoused people; 
improving pedestrian and bike 
access to these facilities would 
be beneficial.
Photo: Adobe Stock
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Promising Practices 

There are numerous existing tools and practices cities use to make streets 
safer for people walking, many of which have been adopted in Portland. Apply-
ing these practices in a way that specifically addresses the vulnerability and 
safety of pedestrians experiencing houselessness is novel, both in Portland 
and beyond. Beyond the street, this section also discusses some of the most 
promising practices in facilitating different kinds of shelter and refuge. PBOT 
could leverage its resources to assist in providing new shelter options as well 
as safer streets for people experiencing houselessness.

Safe Streets

One early response to the COVID-19 pandemic in early 2020 were “safe streets” 
programs. Cities worldwide demonstrated they could take swift action to recon-
figure their streets and improve safety using simple materials such as traffic 
barriers, paint, and signs to restrict vehicle access and provide more space for 
physical and social distancing. 

Portland’s Safe Streets Initiative restricted vehicle access on 100 miles of 
low-traffic streets in order to reduce cut-through traffic and create more open 
space for recreation. The program has proven successful and popular enough 
to warrant long-term implementation of structures such as concrete planters 
to serve as more permanent barriers. Similarly, the Healthy Businesses program 
and the Portland Public Street Plazas program allowed private businesses and 
communities to make temporary changes to the streets to give people more 
space to enjoy activities such as outdoor dining and shopping. By utilizing the 
public right-of-way, these programs helped many small businesses survive the 
past two years of the COVID-19 pandemic. 

There has been some backlash against these “safe streets'' type programs, 
however, particularly regarding their implementation in underserved commu-
nities. One example is Oakland’s Slow Streets program. After initial pushback 

With the "safe streets" program, 
cities demostrated they could 
take swift action to reconfigure 
their streets and improve safety 
using simple materials such as 
traffic barriers. 
Photo: Adobe Stock
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Infrastructure

There are many previously identified and 
well-studied infrastructure improvements 
known to reduce vehicle speeds and pedes-
trian injuries and fatalities. Speed humps, 
chicanes, traffic curbs, and diverters have all 
been found to improve pedestrian safety and 
traffic at large. Other traffic calming measures 
such as narrowing or reducing the number of 
lanes, and removal of on-street parking, have 
all been found to improve pedestrian safety, 
especially at unsignalized crosswalks on multi-
lane roads.

Improving nighttime lighting, along with the 
provision of reflective clothing to those living 
unhoused could also increase visibility. Many of 
the police reports of fatal pedestrian crashes 
that Street Perspective reviewed indicated low 
visibility as a major factor in these crashes. In 
almost every case, the victims were reported 
as not wearing reflective clothing, contributing 
to a lack of driver awareness. Improving light-
ing in tandem with removing on-street obsta-
cles such as  parked cars, would also improve 
pedestrian visibility, particularly at corners, near 
crosswalks, and at mid-block crossings 

As many houseless people live with disabili-
ties, addressing the needs of pedestrians with 
disabilities should be highly considered. Priori-
tizing improvements to problematic infrastruc-
ture, especially along the HCN, and bringing it 
up to ADA compliance should be expedited. 
Similar measures such as textured pavement, 
audible and vibrating pedestrian signals, and 
larger and more visible signs have also proven 

Identified results 
of infrastructure 
improvements 

Source: See Appendix C.

from some communities, Oakland’s Slow Streets was revised as the Essential 
Places program, which focuses on safer access to basic needs and services 
such as grocery stores and health care along busy and dangerous streets. 
The Essential Places program utilized the City’s High Injury Network to prioritize 
shifting resources away from residential neighborhoods and recreation toward 
safety improvements to access essential services.

Since the beginning of the pandemic, as so many cities have adapted their 
streets to provide more space for people outside of cars, NACTO has created a 
series of design guides for the implementation of “slow streets” style programs. 
Cities have clearly shown they have the resources and capabilities to quickly 
enact street safety improvements in times of crisis, and similar programs could 
be implemented toward safety improvements for houseless communities on 
Portland’s streets. Likewise, these safety improvements would no doubt benefit 
all street users, regardless of housing status.

Key Points:

 � Cities have shown they have the capacity and resources to quickly 
adapt to new crises.

 � These adaptations need to prioritize vulnerable communities and 
underserved areas.

 � Building off of existing programs such as the Safe Streets Initiative, PBOT 
could apply similar measures to the HCN and houseless communities.

 � Streets with essential places and access to basic needs should be 
prioritized.
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Key Points:
Many infrastructure improvements have been found to improve pedes-
trian safety, which could apply to the safety of pedestrians living unhoused. 
Speed-reduction and traffic calming measures, enhanced street lighting and 
visibility of pedestrians, removal of obstacles to visibility, pedestrian warning 
signs for drivers, and the addition of crosswalks, ADA compliance, signal prioriti-
zation, cautionary paint and infrastructure demarcation for pedestrians, could 
all improve the safety for houseless pedestrians.

Addressing the needs of 
houseless pedestrians 
with disabilities should 
be prioritized, especially 
improvements to problematic 
infrastructure along the HCN.
Photo: Adobe Stock
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effective. Other infrastructure improvements that could be applied to protect people 
experiencing houselessness include:

 � Early and exclusive pedestrian crossing signals—a “leading pedestrian interval”—
give pedestrians the green before cars, reducing the conflict between modes;

 � Canceling shared green phases for pedestrians and vehicles at conflict in the 
roadway, and reducing the cycle time between pedestrian signals;

 � Canceling green waves and adjusting throughput speeds for vehicles in 
non-peak hours;

 � Changing the traffic signal programming to benefit pedestrian flows;
 � Adding audible signs with the green phase and pedestrian detectors that extend 

clearance time and automate detection;
 � Moving the stop line further away from mid-block crossings;
 � Converting left-turn phasing to protected only will reduce left-turn crashes of 

all severities. This is particularly important in the context of aging populations 
experiencing houselessness;

 � Improved signage using the “strong yellow green” color, and signage for 
motorists to yield to pedestrians crossing; 

 � Signage for "Turning Traffic Must Yield to Pedestrians" has reduced left turn 
conflicts by up to 60% and right turn conflicts by up to 30%.

 � Enforcement of traffic laws will play an important role, as it has been found to 
increase pedestrian safety at night, especially where there has been publicity 
and education about motorists yielding in crosswalks.
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Key Points:

 � Motel vouchers should be continued to temporarily shelter people 
experiencing houselessness.

 � Portland’s Safe Rest Village Program shows promise in partly alleviating 
the city’s houselessness crisis but more transitional housing units will be 
needed than what is currently planned.

 � Sanctioned camping on city-owned property with basic amenities should 
be legalized and planned to provide safer alternatives to people living 
unhoused, and away from the HCN. This could also help compensate for 
the many limitations associated with motel vouchers and transitional 
housing programs.

Motel Vouchers, Safe Rest Villages, and Sanctioned 
Campsites

Regardless of the type of temporary housing program, providing optional temporary 
housing is essential to reducing the risk of traffic-related harm to houseless pedestrians. 
Motel voucher programs, Safe Rest Villages (SRVs), and sanctioned campsites show 
great promise when used together and voluntarily. 

Expanding motel vouchers, as done by the Joint Office of Homeless Services (JOHS) 
during the early days of the COVID-19 pandemic, would provide a safe place to stay, 
especially for more vulnerable and eldery people experiencing houselessness. The 
City’s SRV Program selects locations based on a number of criteria, including that 
the sites must be at least 20,000 square feet and be able to house 40 to 60 residents. 

Unfortunately, these criteria and others have filtered out many land parcels that were 
proposed for SRV sites. At the same time as the SRV Program is currently launching, 
Portland’s City Code still prohibits camping on public property and in the public right-of-
way. With the passage of House Bill 3115, local governments in Oregon are now revising 
their codes to allow people to sit, lie, sleep, and keep warm and dry in public.

More recently, Mayor Wheeler has indicated the potential opportunity to legalize 
sanctioned camping on publicly-owned land. This would allow more options and 
flexibility for people who may not be able to qualify for or do not wish to utilize other 
sheltering programs. Providing additional basic services such as restrooms, dumpsters, 
and sharps disposal on site would allow people easier, safer access to essentials. 
Allowing sanctioned camping on city-owned property could also ease the tension 
between people experiencing houselessness and public officials.

Providing optional temporary 
housing is safer than sweeping 
people living unhoused from 
one dangerous location to 
another
Photo: Adobe Stock
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Key Points:
 � Cars/RVs provide a higher level of safety and security than tent camping.

 � Providing places for cars/RVs would likely minimize the number of vehicles the City 
of Portland would have to tow and impound reducing City expenditures.

 � For Safe Parking Programs, the composite model holds the greatest promise in 
both meeting immediate needs while providing unhoused people the services 
they need.

 � The success of rehousing through safe parking models depends on accessibility 
to social services support. 

To prevent houseless individuals from losing their last remaining shelter due to opposed 
neighbors and criminalization of long-term parking, some communities have developed 
safe parking programs. These parking programs provide safety and security and may also 
provide access to social service programs. The most comprehensive review on safe parking 
programs is the Smart Practices for Safe Parking report developed by Master of Public 
Administration students at the University of Southern California. The report breaks down 
types of parking programs into three main models: the Umbrella Model, the Independent 
Model, and Composite Model. 

In the Umbrella Model, individuals first contact the parent organization, are screened, and 
then assigned to the lot that best fits their needs. Portland’s first proposed RV SRV site on 
PBOT property at 9827 NE Sunderland Ave appears to fit in this category. The Independent 
Model is composed of nonprofits and religious organizations looking to provide the safety, 
security, and comfort of a whole night’s sleep, food, and hygiene services. Depending on the 
operator, this model has the fewest restrictions during the intake process. The Composite 
Model is a hybrid of the Umbrella and Independent models as it provides basic services for 
camping without intensive intake but offers a central hub for social service organizations 
and services such as showers, cooking facilities, and social areas. The Composite Model 
highlights the necessity for the proper order of services—providing access to shelter and 
basic needs before focusing on employment and/or additional social services. The local 
applicable example highlighted in the report is St. Vincent de Paul’s Safe Parking Program 
in Eugene, OR. 

RV/Car Camping
Restrictions and prohibitions on sleeping and loitering in a parked car or recreational 
vehicle (RV) are a strain on the mental and physical health and safety of people 
experiencing houselessness. According to the National Law Center on Homelessness 
and Poverty, 30–50% of unhoused individuals in West Coast cities sleep in a motor vehicle.

Curbside RV camping has been a growing problem for Portland neighbors, who often 
erroneously perceive them to be drug dens or simply abandoned. The Portland Police 
Bureau (PPB) has previously towed RVs they deem abandoned through a program called 
Community Caretaking. The sheer number of vehicles and RVs towed, however, has led 
to full city impound lots. Between 2017 and 2018, PBOT estimated it would spend $1.3 to 
$1.8 million on its RV towing program. For perspective, the proposed Expo Center shelter 
site fell through because preparing the site would have cost $1.5 million. Based on City 
Council funding approval, each Portland SRV is expected to cost $2.66 million to set up 
and manage.

30–50% of unhoused 
individuals in West 
Coast cities sleep in a 
motor vehicle; parking 
programs provide 
safety, security, and 
sometimes access 
to social service 
programs
Photo: Adobe Stock
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Process

Public engagement consisted primarily of four sequenced efforts:

Partner interviews:

 � Sister of the Road
 � Ground Score
 � Hygiene4All
 � Rahab's Sisters
 � Cultivate 

Initiatives
 � Street Trust

What We Learned

Partner Interviews

In interviews, service providers repeatedly criticized the City's practice of clearing 
areas where people are camping—commonly referred to as "sweeping"—for its mul-
tiple harmful and counterproductive effects. Sweeping results in the loss of people's 
personal belongings, including medication and IDs; destroys communities; increas-
es desperation and interpersonal violence; inflicts unnecessary stress and trauma; 
contributes to deteriorating mental health; disconnects people from social services 
and support networks; and is a form of regular and cyclical displacement. 

Beyond sweeping, service providers pointed to other sources of regular harassment 
directed at people experiencing houselessness: police, private security, and housed 
residents. Citizen vigilantism (i.e., harassment) is openly encouraged on neighborhood 
social networks such as Next Door. Some service providers reported being harassed by 
housed residents themselves while helping local unhoused communities, prompting 
them to remove decals and identifying marks from their service vehicles. 

Together, harassment and sweeping are major reasons why many people experienc-
ing houselessness are locating in dangerous areas near high-speed roadways—they 
have been left with nowhere else to go. There is a lack of data and accountability for 
all forms of harassment perpetrated against people experiencing houselessness.

Unhoused individuals will also travel long distances to access necessities and having 
access to those needs nearby would reduce their exposure to traffic. These essentials 
include: restrooms (especially), showers/hygiene facilities, garbage disposal, electric 
power/charging, food/groceries, community and socialization, connections to housing 
and services, medical care/first-aid. People also travel at night for any number of 
reasons including but not limited to weather, to avoid or escape harassment, mental 
illness, or intoxication. 

The COVID-19 pandemic was also, at least indirectly, cited as a cause of people expe-
riencing houselessness being killed while walking/rolling. Houselessness has grown 
significantly during the pandemic and there are more unhoused people on the streets 

1. Partners 
Interviews

2. First-Person 
Interviews 3. Analysis 4. Ground 

Truthing

1. Partner interviews with organizations that directly engage with 
people experiencing houselessness.

2. First-person interviews with people experiencing houselessness. 
3. Analysis of interviews and development of takeaways used to 

inform recommendations.
4. Ground truthing—sharing preliminary recommendations with 

service providers and requesting feedback.

Street Perspective interviewed six organizations that provide services to houseless 
communities. Interviewees were asked about travel behavior of people experiencing 
houselessness, perceptions of traffic safety, and potential interventions by PBOT and the 
City at large. The interviews occurred on Zoom starting in 
late March and continuing through April. Organizations 
received preliminary recommendations in mid-May and 
their feedback was used to make refinements.

Service providers facilitated connections with people 
experiencing houselessness and 12 people agreed to be 
interviewed. Interviewees were asked about perceptions 
of safety, impacts of sweeping, and desired interventions. 
Each person was compensated with a gift card for their 
time and expertise. Interviews were conducted on April 
27, 2022 in Old Town. Aggregated/anonymized summa-
ries of partner and first-person interviews can be found 
in Appendix D.
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regularly exposed to traffic; the increase 
in people without housing has been more 
enduring than the reduction in automobile 
use. The sheer scale of the problem also 
contributes to a feeling of hopelessness 
among some people experiencing house-
lessness and service providers alike.

Service providers also noted a grow-
ing hostility from people driving towards 
unhoused pedestrians and shared the 
perception that people experiencing house-
lessness are targeted with traffic violence. 
Simplistic media coverage that reinforces 
negative stereotypes about people expe-
riencing houselessness and U.S. car culture 
were cited as potential contributing factors.

The interviews also highlighted the multiple 
structural inequities people experiencing 
houselessnses face: 

 � There is a stark double standard in how 
the City uses public street space to 
accommodate business activity adjacent 
to traffic while at the same time sweeping 
unhoused people living in proximity to traffic.

 � People experiencing houselessness have 
less access to medical treatment and may 
not seek treatment for minor injuries, which 
can become much worse if left untreated. 

 � Houselessness is intersectional—queer, 
femme, BIPOC, and older people 
experiencing houselessness face additional 
barriers and discrimination due to their 
identiy.

Takeaways
 � Harassment from police, private security, housed residents, and the City 

pushes people to camp in less accessible but more dangerous locations.

 � In particular, the City's practice of clearing areas where people are camping—
or "sweeping"—triggers a cascade of negative effects and has left people 
experiencing houselessness with few relatively safe locations in which to shelter.

 � People will travel long distances just to access necessities and would benefit 
from having more proximate access to reduce exposure to traffic. 

 � Drivers appear to be growing more hostile toward unhoused pedestrians; 
there is a shared perception that people experiencing houselessness are 
targeted with traffic violence.

 � The COVID-19 pandemic has made houselessness a bigger problem and (at 
least indirectly) has contributed to more people experiencing houselessness 
being killed while walking/rolling.

 � Building partnerships and trust with service providers and houseless 
communities will lead to better outcomes.

 � Houseless encampments are better understood as houseless communities 
and should be treated as such.

 � People experiencing houselessness face multiple structural inequities. 

“
“

Sweeping results in 
the loss of people's 
personal belongings, 
including medication 
and IDs; 
destroys communities; 
increases desperation 
and interpersonal 
violence; 
inflicts unnecessary 
stress and trauma; 
contributes to 
deteriorating mental 
health; 
disconnects people 
from social services 
and support networks; 
and is a form of 
regular and cyclical 
displacement.

 � Houselessness is effectively criminalized with camping bans and inadequate 
public facilities (like restrooms); unhoused people are disproportionately policed.

 � Unreliable access to digital services can make accessing services, housing, 
and employment much more difficult.

Many of the organizations interviewed are already providing direct services to people 
experiencing houselessness that seek to address some of those inequities. PBOT could 
better support and engage with these organizations and their work.
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First-Person Interviews

First-person interviews were conducted with 
12 houseless individuals. There is no "typical" 
person experiencing houselessness. The inter-
viewees ranged from 28-66 years old, had 
spent between 2 and 36 years unsheltered—
sometimes on and off—and were primarily 
white (75%). Three-quarters were men and 
one-quarter were women; two were moth-
ers. One interviewee used a wheelchair and 
two used walkers. A third of interviewees were 
employed and two received Social Security. 
About half of those interviewed resided in tents; 
others individuals used an RV, shelters, extended 
family, or were transient and slept in a different 
place every night.

With one exception, every person experiencing 
houselessness interviewed said they or some-
one they knew had experienced a crash or 
close call with a vehicle. Interviewees reported 
between 1 and 15 crashes or close calls. Multiple 
people recounted personal experiences being 
hit or nearly hit while walking or rolling, riding a 
bike, traversing a parking structure exit, or sleep-
ing in their tent.

The interviewees either camped or had camped 
in locations all over the city. Some would travel 
long distances to reach services and employ-
ment, confirming what service providers had 
said. Walking was the most common form of 
transportation, followed by transit. Better access 
to transit, services, and necessities—including 
bringing services to where people are shelter-
ing—were frequently noted.

Just because we fell 
on some bad luck…
that doesn't make us 
any less human.

How long am I 
supposed to wait 
[to cross the street]?

[Because of 
sweeping,] I've 
been displaced 
and displaced and 
displaced.

I don't want to be a 
criminal for taking 
the bus somewhere.

12 
Interviewees

28-66 
Age Range

2-36 
Years 

Unsheltered

75% 
White

2 
Mothers

75% 
Men

25% 
Women
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Sweeping was similarly—and more viscerally—described as jeopardizing any and 
all efforts people have made to get into housing or otherwise off the streets. Multiple 
people interviewed reported missing work, losing jobs, and risking job loss because of 
sweeps. The loss of personal items including IDs, shelter, clothing, money, and other 
belongings was a constant and real fear for people experiencing houslessness, even 
among the few people who hadn't been swept. Most people reported being swept 
between 2 and 23 times.

Structural inequalities also came up, with some people's identities making them more 
vulnerable. Single women reported additional concerns about personal safety and the 
threat of interpersonal violence, particularly in Old Town. Elderly people expressed a 
lack of knowledge about systems, services, and how to get help; some felt particularly 
targeted because of their age. Interviewees generally felt targeted by police, private 
security, and housed residents because of their housing status.

The people interviewed were split on their perceived risk from traffic, with half saying it 
was a constant but low concern and half saying it was a major concern. While some 
felt most at risk at night due to decreased visibility, others felt most at risk during rush 
hour due to higher traffic volumes. People generally thought traffic had become more 
dangerous during the pandemic, with about half of interviewees noting faster, more 
aggressive, and less attentive driving. Other threats—such as drug use, rape, gun 
violence, and harrassment—were cited as more pressing issues by some.

Takeaways
 � There is no "typical" person experiencing houselessness. 
 � Some people would travel long distances to reach services and employment; 

walking was the most common form of transportation, followed by transit.
 � The practice of sweeping is a constant threat and can jeopardize any and 

all efforts people have made to get into housing or otherwise off the streets, 
including job loss.

 � Most people felt targeted by police, private security, and housed residents 
because of their housing status. Some people's identities made them espe-
cially vulnerable to discrimination and harassment.

 � There was a perception that traffic had become more dangerous during the 
pandemic, with about half of interviewees noting faster, more aggressive, and 
less attentive driving. 

 � Nearly every person interviewed said they or someone they knew had expe-
rienced a crash or close call with a vehicle.

With one exception, every person 
experiencing houselessness 
interviewed said they or 
someone they knew had 
experienced a crash or close call 
with a vehicle. Multiple people 
recounted personal experiences 
being hit or nearly hit while 
walking or rolling, riding a bike, 
traversing a parking structure 
exit, or sleeping in their tent.
Photo: Street Perspective
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Policies & Programs Infrastructure Providing Shelter
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 � Stop sweeping.

 � Better access to necessities like showers, places to charge 
phones.

 � Reflective wearables, but not bright colors that could attract 
unwanted attention.*

 � More access to transit (especially to tickets) & longer service 
hours.

 � Delivery of groceries and/or medical supplies.

 � Stricter regulations for driver's licenses & more driver education.

 � Engagement from the City (but not the police) about what 
people experiencing houselessness need.

 � Better coordination between TriMet, ODOT, and PBOT. 

 � Make targeted violence against unhoused people a hate crime.

 � Improve crosswalks with working pedestrian push buttons and repaint 
faded crosswalks.

 � Install more rectangular rapid-flashing beacons (RRFBs) at crosswalks.*

 � Widen sidewalks.

 � Install warning signs for drivers to "slow down for pedestrians experiencing 
houselessness" in areas with houseless communities.

 � Install more lighting and better lighting at night.*

 � Add additional pedestrian safety features to parking garages and other 
parking structures.

 � Improve wayfinding for drivers. 

 � Repair roads and potholes.

 � Provide more housing—
including transitional 
housing, single room 
occupancy units, and 
rent-to-own options.

 � Provide more places to 
shelter—including Safe 
Rest Villages, sanctioned 
camping areas, reuse of 
vacant buildings/lots.

 � Allow camping near 
buildings rather than 
curbside.
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 � Stop sweeping. 

 � Expand access to porta potties, handwashing, garbage 
dumpsters, showers, sanitation services, laundry, sewage 
pumping for RVs, power, Wi-Fi, and other services near where 
people are sheltering.

 � Provide reflective vests, clothing, and/or bands of reflective 
tape for tents.*

 � Meet people where they're at to provide services.

 � Increase funding to community-based organizations.

 � Increase the cost of parking and implement congestion 
pricing to reduce driving. 

 � Increase accountability for how the police and private 
security make contact with unhoused individuals.

 � Improve street lighting, especially at crosswalks and intersections.*

 � Install more pedestrian safety islands.*

 � Daylight intersections—remove visual barriers, especially parking.* 

 � Use temporary cement barriers or buffers to protect houseless communities, 
but with the community's consent.

 � Provide safety cones to mark the perimeter of houseless communities.

 � Remove boulders and other hostile infrastructure installed to displace people 
experiencing houselessness.

 � Close the High Crash Network to vehicle traffic.

 � Reduce speed limits on the High Crash Network to 20 mph.* 

 � Time traffic lights for 20 mph or the legal limit (“green wave”).*

 � Install speed cameras & apply equitable, income-based penalties (day fines).

 � Build tiny homes.

 � Convert existing vacants 
structures into housing.

 � Provide safe/sanctioned 
campsites. 

 � Provide safe/sanctioned 
parking sites.

 � Seize the golf courses 
and repurpose them for 
sanctioned camping; 
repurpose parts of city 
parks for camping.

*Research corroborates the safety benefits of this intervention

Collective Feedback
Collectively, service providers and people experiencing houselessness (Top) suggested a number of different interventions that could be used to reduce the risk of traffic related 
harm to unhoused people:
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Recommendations
The recommendations toolkit is a combination of promising practices research and community engagement. While this 
project was specifically meant for PBOT as steps they could take to improve traffic safety for houseless communities both 
in the near-term and in the future, the issue is far-reaching, and needs citywide and even statewide action to create lasting 
effects. The toolkit is organized into five broad categories: 

Each recommendation is only briefly introduced and summarized, and meant to provide a catalyst for further exploration 
and implementation. While many of the recommendations are likely familiar to PBOT or may be beyond PBOT’s scope or 
agency, they are important steps to reducing traffic-related harm to people experiencing houselessness. 

A. Shelter & 
Necessites

B. Pedestrian 
Prioritization & Visibility 

C. Traffic Enforcement 
& Legal Protection

D. Improving 
Information

E. Site-Specific 
Infrastructure 

Improvements

Photo: Adobe Stock

40



41Toolkit

A.
 S

he
lte

r &
 N

ec
es

si
tie

s
Recommendation 

Name Details
Type
Lead

Time Frame

A1. Ban/stop 
sweeping

The City of Portland should decriminalize camping and end the practice of sweeping. 

 � The forcible displacement of houseless people—commonly referred to as "sweeping"—leads to destruction of communities and support 
networks, interpersonal violence and distrust, loss of personal items including important documents/IDs and medications, stress and 
trauma, deteriorating mental health, and cyclical displacement. 

 � Based on first-person interviews, the practice of sweeping is directly tied to people experiencing houselessness camping along danger-
ous roadways, a problem of the City's own making that this toolkit is now trying to address. 

 � Continued sweeping will compound the harm the practice causes and direct public resources away from other programs. 
 � The City of Portland Code 14A.50.020 prohibiting camping should be amended.

A2. PBOT 
service hubs 
near houseless 
communities

PBOT should use land it owns to provide access to services and necessities for people experiencing 
houselessness.

 � Providing more access to necessities for people experiencing houselessness near where they are sheltering can reduce the need to 
travel and the risk of traffic-related harm. 

 � Services should include portable restrooms at a bare minimum. Other potential services include garbage disposal, shower & hygiene 
facilities, laundry/clothing exchange, sharps disposal, charging stations, and Wi-Fi.

 � PBOT could fund the placement of facilities through the Homelessness and Urban Camping Impact Reduction Program which already 
deploys public porta-potties.

 � PBOT-owned parcels should be prioritized for hosting services based on proximity to existing houseless communities and the High 
Crash Network.

PBOT &  
City of Portland

A3. Sanctioned 
car camping 
in SmartPark 
structures

PBOT should allow overnight RV and car camping in SmartPark structures it manages.

 � PBOT owned SmartPark parking structures could be repurposed to provide people sheltering in their vehicle a safe, reliable place to 
park—at least overnight and potentially longer term.

 � The garages are currently open 24 hours, so establishing certain levels for free, overnight car camping or ending paid evening/overnight 
parking in facilities used for car camping could provide low-barrier places for people to safely car camp. 

 � Basic services like portable restrooms and garbage disposal should also be provided on-site.

Long TermMedium TermShort Term Infrastructure Policy Program

City of 
Portland

PBOT
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A4. Reduce 
towing of RVs

PBOT should review and clarify procedures used in making towing decisions to ensure they do not 
burden people experiencing houselessness and identify ways to reduce towing expenditures.

 � In first-person interviews, the threat of an RV being towed resulted in missed work. PBOT should review its practices to ensure that 
people experiencing houselessness aren't overly burdened in proving their RV is inhabited resulting in missing or losing work or access 
to services.

 � Those procedures should be clarified, simplified, and publicized.
 � PBOT's spending on the Towing & Private for-Hire Transportation (PFHT) Program increased by 88% between fiscal year 2018-19 and FY 

2020-21.

A5. Sanctuary 
Streets & 
neighborhood 
education

PBOT should allow the repurposing of public right-of-way by organizations or community groups to 
provide more proximate access to services for people experiencing houselessness.

 � Inspired by PBOT's Safe Streets Plan, "Sanctuary Streets" would allow for more equitable use of the public right-of-way. A nonprofit or 
community group would be permitted to repurpose public space (i.e. the roadway) for an extended period of time to provide basic 
public services and necessities. 

 � Sanctuary Streets would restrict vehicle access on a block or blocks of a street and allow temporary facilities like portable restrooms 
or showers to be established in the right of way. 

 � Sanctuary Streets could offer a wide range of services and scales of use such as repurposing parking spaces for porta-potties, depend-
ing on local need and community capacity. 

 � PBOT could develop an application akin to the neighborhood street murals program (Street Painting permit) or street seating at restau-
rants (Healthy Businesses permit) to allow organizations and groups who want such services in their area to apply for them.

 � Potential pilot locations based on observation locations as described further in Section E: Site-Specific Infrastructure Improvements.

A6. Sanctioned 
camping

The City of Portland should consider the following options for sanctioned camping:

 � People experiencing houselessness need more places to stay, and sanctioned camping on public lands could accommodate this 
need in the near term. Adequate restrooms, garbage disposal, and other necessities should be provided on-site.

 � This could be accomplished in a number of ways, all requiring City action. The camping ban on public lands could be lifted; agencies 
could be given the express authority to allow camping on their lands; the mayor could issue an emergency declaration sanctioning 
camping on public lands.

PBOT

PBOT

City of Portland

Long TermMedium TermShort Term Infrastructure Policy Program
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B1. Incorporate 
houselessness 
into project 
prioritization

PBOT should incorporate houselessness and past crashes (Conflict Zones) into prioritization of safety 
projects.

 � Traditional metrics used to prioritize pedestrian improvements that focus on demographics of residents intrinsically excludes people 
experiencing houselessness.

 � PBOT should develop metrics that take the locations of houseless communities into account in prioritization of pedestrian projects, 
especially communities near pedestrian crashes (see Appendix A for methodology).

 � This methodology of prioritizing areas where there are campsites near pedestrian crashes can be applied to many existing PBOT 
processes including the installation of automatic pedestrian signals & leading pedestrian intervals, on-street barriers, curve signs, 
speed cameras, etc. 

B2. Expand 
vision clearance 
("daylighting")

PBOT should implement vision clearance at controlled as well as uncontrolled intersections and seek 
additional funding to continue implementation independent of paving or capital projects.

 � Vision clearance, also known as daylighting, is a straightforward improvement that removes visual barriers at intersections and other 
street crossings to make it easier for all street-users to see other users. 

 � Oregon State law restricts parking within 20 ft of crosswalks—marked and unmarked, and regardless of intersection type  
(ORS 811.550-.555)—which is more stringent than PBOT's current regulations. Peer cities such as San Francisco also did not distinguish 
between controlled and uncontrolled intersections in the application of vision clearance in the Tenderloin.

 � PBOT has an existing program that is implementing vision clearance at 350 uncontrolled intersections on the HCN by the end of June 
2022.

 � PBOT should also apply vision clearance to controlled intersections along the HCN and identify additional funding to continue imple-
menting vision clearance independent of other paving or capital projects. 

PBOT

PBOT

Long TermMedium TermShort Term Infrastructure Policy Program
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B3. On-street 
barriers & 
demarcation

PBOT should place barriers along road segments to provide direct protection to adjacent houseless 
communities.

 � Spaced barriers can be added along roadways at blind/tight turns, high crash intersections, and places with high concentrations 
of people experiencing houselessness.

 � Efforts should be made to notify and obtain consent from the people sheltering at the treatment location—for example, notices 
could be posted (that are distinct from sweeping notices) informing people of the proposed treatment and providing a number 
to contact. 

 � Barriers should not be used to displace people nor restrict their movement or access to the roadway.
 � Lighter barriers (candlestick delineators, cones) could be used to visibly demarcate their area, while stronger, heavier barriers 

(concrete barricades, water-filled jersey barriers) would provide physical protection from vehicles.
 � PBOT should identify potential locations through a visual audit of the High Crash Network, identifying areas where people are 

camped in close proximity to roadways. Sites could also be identified based on reports from other agencies about campsite 
locations. PBOT can then deploy a team to talk with the houseless communities about potential treatments and seeking consent.   

B4. Distribute/
install reflective 
materials

PBOT should implement vision clearance at controlled as well as uncontrolled intersections and 
seek additional funding to continue implementation independent of paving or capital projects.

a. Apply reflective treatments to curbs: 
 � Reflective paints, reflective pavement markers, or reflective delineators could be applied to curbs or the shoulder of roadways 

near houseless communities to increase visibility in poorly-lit areas and/or at tight turns.
b. Distribute reflective clothing to people experiencing houselessness along roadways:

 � Reflective vests, sashes, or shoes should be distributed to interested people living unsheltered to increase their visibility at night. 
 � Options other than the traditional bright orange safety vest should be offered; some interviewees expressed hesitation about 

the orange color drawing unwanted attention. 
 � Distribution could be accomplished by working with community-based organizations who already visit houseless communities 

in situ. Service hubs on PBOT land could also be areas where vests are distributed.

c. Improve roadway markings on curves/hills near the HCN and highways:
 � Implement Winding Road signs, Sharped Curve Arrow signs, and/or Pedestrian Warning/Blind Hill signs at the top and bottom 

of hills and along curving roads on the HCN. 
 � Some roads that sharply curve, become windy, or traverse uphill with poor views of pedestrians do not have any of these signs. 

For example, where S Grover runs under Naito Pkwy, there are a large number of people camping along the roadway. 
 � Placement should be prioritized in areas with the highest vehicle speeds and near houseless communities.

 

PBOT

PBOT

Long TermMedium TermShort Term Infrastructure Policy Program
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B5. Pedestrian 
safety 
enhancements 
at structured 
parking exits

City of Portland and PBOT should deploy a combination of warning systems to PBOT parking 
structures and develop requirements for future parking structures. 

 � Numerous people experiencing houselessness mentioned parking structures being a frequent source of close calls and/or crashes.
 � Best practices include deploying a combination of warning systems including convex mirrors, pedestrian-oriented electronic "car 

coming" signage, and audible signals, and installing truncated domes on either side of garage exit lanes. The use of transitional 
lighting that helps drivers' eyes adjust to bright light outside is also recommended in areas with high levels of pedestrian traffic. 

 � These systems should be added to existing PBOT garages, incorporated into the city's development code, and encouraged on 
existing parking structures with rebates or other incentives. 

B6. Pedestrian 
improvements 
around bottle 
drop locations

PBOT should install additional traffic calming and pedestrian safety features around bottle returns 
frequented by people experiencing houselessness.

 � Bottle return locations should receive additional pedestrian improvements to reduce vehicle speeds on adjacent streets, improve 
approaches on surrounding streets, and enhance nearby street crossings.

 � Based on observations, collecting and returning bottles is a common reason for some people experiencing houselessness to travel. 
Full service BottleDrops and locations that accept bottle returns should be prioritized for improvements.

 � Changes can include walk signals adjustments, new mid-block crossings, new pedestrian safety islands, new signage, new or 
wider sidewalks, protected bike lanes, installing street trees or planters, speed cameras or speed radar trailers, etc.

Long TermMedium TermShort Term Infrastructure Policy Program

City of Portland
PBOT

PBOT
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C1. Expand the 
use of speed 
camera

PBOT should accelerate the application of speed cameras in Conflict Zones.

 � PBOT should accelerate the adoption and use of fixed-speed cameras, using houselessness to prioritize placement.
 � Speed was a major concern expressed in interviews and even small reductions in vehicle speed can dramatically reduce the 

chances of a pedestrian being killed in the event of a crash. 
 � Speed radar trailers that notify drivers of their speed could be used in the short term.
 � As recently as summer of 2021, PPB's Traffic Division had a single full-time officer. We are not recommending additional officers, 

but cameras  can effectively enforce speed limits without the profiling and implicit bias found with in-person enforcement.

 

C2. Implement 
day-fines

The City should advocate for change in state policy to allow the implementation of more equitable 
fines for speeding violations that are linked to income.

 � The use of day-fines for speeding (and potentially other violations) would complement the city's work on pricing options for equi-
table mobility and incentivize behavioral change in people driving. 

 � PBOT should support this policy change being included in the city's annual legislative priorities. 
 � Used widely in a number of European countries, day-fines establish a penalty for a fine that is dependent on the driver's income. A 

base fine is established for each infraction (e.g., 50% of a person's average daily income) and then scaled based on the severity.

 

C3. Make 
houselessness a 
protected class

Establish "housing status" as a protected class under state law.

 � People experiencing houselessness are frequently targeted by police, private security, and housed neighbors and drivers because 
of their housing status. 

 � Legislation in Oregon has previously been proposed that would make housing status a protected class, affording more legal 
protection from harassment and violence and greater penalties for perpetrators.

Long TermMedium TermShort Term Infrastructure Policy Program

PBOT

State Legislature

State Legislature
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Name Details
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Lead

Time Frame

D1. PBOT site 
evaluation of 
pedestrian 
crashes

 � Deploying a PBOT (or multi-agency) team to evaluate the location and crash details would provide more context for engineering 
and safety improvements and could potentially inform other dashboard metrics (see I-2). 

 � Pedestrians experiencing houselessness are disproportionately affected in crashes, yet the lack of discussion of road/site details 
and the prevalence of victim blaming and deference to the driver in police reports is concerning. 

 � Portland's Vision Zero Action Plan has a similar recommendation that has yet to be implemented which would disproportion-
ately benefit people experiencing houselessness: "Deploy a multi-agency fatal rapid response team to fatal crash locations to 
evaluate the site for safety enhancements."

D2. Service 
provider 
advisory board

PBOT should establish an advisory board composed of houseless service providers for ongoing 
engagement.

 � Partner interviews revealed a lack of connections between city agencies and many organizations with direct knowledge about 
issues facing houseless communities; input "from service providers" is largely limited to congregate shelter operators.

 � Any service provider should be able to appoint their own liaisons; smaller, hands-on organizations should be sought out and 
invited to appoint a liaison.

 � This advisory board could inform the implementation of various recommendations in this toolkit and provide feedback on ongo-
ing and emergent issues.

 � Organizations should be compensated for their time and expertise for anything beyond advising.

Long TermMedium TermShort Term Infrastructure Policy Program

PBOT & City of 
Portland

PBOT
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Conclusion

The City of Portland and PBOT have made great strides in implementing its Vision 
Zero Action Plan, despite major setbacks due to the COVID-19 pandemic. Still, the goal 
of eliminating traffic deaths and serious injuries remains, especially among people 
experiencing houselessness. PBOT needs new strategies and creative solutions to create 
a more equitable transportation system which prioritizes disproportionately impacted 
communities. People experiencing houselessness are by and large pedestrians, first 
and foremost, and most at risk of traffic-related harm. For the thousands of Portlanders 
living unhoused, the streets are their homes, and traversing them by foot amidst traffic 
is their only means of accessing their daily needs for survival. Reducing the constant 
threat of traffic violence among this expansive and diverse community should be 
prioritized immediately.

This report examined a multitude of data to produce a toolkit of recommendations—
all through the perspective of addressing the safety needs of people experiencing 
houselessness. The complex problem of houselessness and the worsening trend of 
traffic-related harm toward people experiencing houselessness are deeply intertwined 
with a multitude of other complicated issues. The scope and limitations of this toolkit 
are both far-reaching in some regards and sharply focused in others.

As individuals experiencing houselessnes themselves are incredibly diverse, so too are 
their needs and vulnerabilities. The vast majority of unhoused people suffer debilitating 
physical limitations and struggle with mental illness, among many other challenges 
beyond PBOT’s direct influence. Regardless, these communities share Portland’s streets, 
and any interventions aimed at improving safety for people experiencing houselssness 
will no doubt improve safety for all Portlanders. The methodology of prioritizing locations 
for improvements discussed in this report could aid PBOT in fast-tracking projects 
to improve the safety of unhoused communities now. Whether through near-term 
infrastructure improvements or long-term programming initiatives,  this toolkit of 
community-informed recommendations should aid PBOT to achieve its Vision Zero 
goal of saving lives through safe streets. 
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