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EXECUTIVE SUMMARY

S.1 Introduction
This Executive Summary summarizes the affected environment and environmental impacts for the OR 62 Corridor Solutions project.
S.2 Affected Environment
The Project area is roughly bounded on the west by Table Rock Road, on the east by Foothill Road, on the north just north of Dutton Road, and on the south by the intersection of Interstate 5 (I-5) and OR 62. OR 62 serves the Medford metropolitan area, which is located in the Rogue River Valley in southern Oregon. The project is located entirely within Jackson County. The southern terminus is located within the City of Medford. The alignment runs through unincorporated Jackson County, both inside and outside the Medford Urban Growth Boundary (UGB). The North Terminus Segment is located within unincorporated Jackson County and partially within the designated Urban Unincorporated Community of White City. 
S.2.1  Labor Force, Industry Employment, and Income

The City of Medford is the business, commercial and professional center of Jackson County, located along I-5 approximately 27 miles north of the Oregon-California border in the Rogue River Valley. Employment in Jackson County represents approximately five percent of total employment in the State of Oregon. Average employment growth rates in Jackson County decreased between the 1990s and the period 2000-2005. Employment shrank for the more recent period 2005-2010, due to the recession of the economy nationally in 2008. Despite the slowdown in employment growth due to the recession, it would be reasonable to expect that the overall trend in employment growth during the period prior to the recession would continue in the long term. 
The Jackson County unemployment rate decreased from 6.5 percent in 1990 to 5.6 percent in 2000 and increased to 6.2 percent in 2005. The Jackson County unemployment rate during this period was generally higher than the State of Oregon unemployment rate, except in 2005, when they were both 6.2 percent. Since the 2008 recession, unemployment rates for both Jackson County and Oregon have increased. The unemployment rate for Jackson County was 12.6 percent in 2010, compacted to 10.8 percent for the State of Oregon (OED, 2011a). 
The Jackson County economy has a comparative advantage in the industries oftrade, transportation and utilities; educational and health services; and leisure and hospitality when measured in terms of employment. Jackson County has fewer government employees as a percentage of total employment when compared to the State as a whole, and fewer jobs in manufacturing, financial activities, and professional business services. The industry category of trade, transportation and utilities represents nearly one-quarter of total employment in Jackson County, surpassing the categories of education and health services and government, by six to seven percentage points. The smallest share of Jackson County employment is in natural resources and mining.

Median household income in both Jackson County and City of Medford was approximately $36,500 in 1999, representing 89 percent of the same measure for Oregon. Household income in White City was substantially lower, representing 72 percent of Oregon median household income. The percentage of residents living below the poverty level in 1999 was 14 percent in Medford and 13 percent in Jackson County, compared to 12 percent in Oregon as a whole. The poverty level in White City is much higher than Oregon, Jackson County and Medford. The Project is located in an area with relatively more poverty and lower incomes when compared to some other areas of Oregon. These results are consistent with the high number of jobs in the retail trade industry, because jobs in retail trade tend to have lower wages when compared to some other types of jobs.

S.2.2  Public Finance and Fiscal Issues

The Jackson County 2006-2007 budget was $287 million, with property taxes representing $29 million in revenue. The 2005 assessed value of private property in Jackson County was $13.027 billion. The City of Medford 2005-2007 budget was approximately $235 million, with property tax revenues in 2006 representing approximately $24 million. The assessed value of private projects in Medford in 2006 was $4.248 billion. 
S.2.3  Population, Housing and Demographics
The Jackson County population was 205,305 in 2008, representing 5.4 percent of the State of Oregon population. The City of Medford, the county seat and one of eleven cities in Jackson County, is home to 37 percent of Jackson County residents. The population of White City in 2005 was 7,500, having increased since 2000. In general, population growth rates in Medford, Jackson County and Oregon experienced a dip during the period 2000 to 2005. The State of Oregon Office of Economic Analysis and Jackson County expect population growth rates for these three geographic areas to increase during the period 2008 to 2025/2026, then decrease over the following 15 years. Population growth in Jackson County is expected to increase from 1.8 percent (2005-2008) to 2.0 percent (2008-2026), and then decrease to 1.1 percent (2026-2040). Housing vacancy rates in Medford and White City are lower compared to Jackson County and Oregon as a whole. Further, the median value of occupied housing is lower in Medford and White City, compared to Jackson County and Oregon. Over 1,100 homes were listed for sale in the Medford area as of November 2007. In addition, more than 200 rental homes were available in the Medford area in April of 2007, according to VacancyNet.com (HHPR, 2010).
Populations in census block groups encompassing the alignment options were estimated to range from 10 percent to 23 percent minority in 2008. Figure 4-1 of the Socioeconomics Technical Report shows that census block group populations near the project that have a higher percentage minority population compared to Jackson County are located near White City, east of existing OR 62 between White City and Vilas Road, and both east and west of existing OR 62 south of Vilas Road. 
Populations in census block groups encompassing the alignment options were estimated to range from 7 percent to 48 percent low-income in 2000. Figure 4-1 of the Socioeconomics Technical Report shows that census block group populations near the project that have a higher percentage low-income compared to Jackson County are located west of existing OR 62 south of Vilas Road and near White City.
The areas close to the project south of Vilas Road had a higher percentage of residents age 65 and over compared to Jackson County in 2000. Areas throughout the project area had higher percentages of disabled residents compared to Jackson County in 2000. 

S.2.4  Public Services and Community Facilities 
Jackson County and the City of Medford provide general government services, fire protection and emergency services and law enforcement to residents and businesses near the project. Community facilities include schools, parks, libraries, hospitals and churches or places of worship. Figure 4-2 of the Socioeconomics Technical Report shows locations of public service providers and community facilities located within one mile of the project.

Medford Fire and Rescue and Jackson County Fire District No. 3 provide fire protection to the project area. Medford Fire and Rescue serves the southern portion of the project area (south of Vilas Road). Medford Fire and Rescue employs 75 people and operates from 4 stations staffed with 5 companies. The two stations closest to the project are Station 4 (located less than 0.5 miles west of the southern terminus) and Station 5 (located less than 1 mile east of the southern terminus). 
Jackson County Fire District No. 3 serves County residents within a 167-square mile area in central Jackson County, which includes the project area north of Vilas Road. District No. 3 staff includes 51 paid personnel and 60 volunteers. The White City Station is located along the project alignment on Agate Road and Avenue G.
The Project is within the jurisdiction of the Oregon State Police (OSP), the Jackson County Sheriff’s Department and the City of Medford Police Department. OSP is responsible for traffic safety and response to emergency calls for service on OR 62. The Sheriff’s Office provides law enforcement services to unincorporated areas north of Vilas Road. Substation No. 5 and Substation No. 7 (Marine Rescue) are both in White City and within one mile of the project. The Medford Police Department provides law enforcement services to the area south of Vilas Road, with 94 sworn employees and 46 non-sworn employees. 
There are a total of seven public schools located within one mile of the project. These are within the boundaries of three school districts. The Medford School District No. 549C provides public education to residents living near the project south of Vilas Road. Between Vilas Road and Agate Road, the project runs through the boundaries of Central Point School District No. 6. The northern portion of the project area lies within the boundaries of the Eagle Point School District No. 9. 
The Jackson County Parks and Recreation operates 18 developed parks. The County park closest to the project is the Jackson County Sports Park, located approximately 3 miles east of the northern project terminus. Medford parks or recreational facilities near the project include Railroad Park, the Bear Creek Greenway, the Denman Wildlife Refuge, and Eagle Point Golf Course. 
The Jackson County Library operates 15 branches. The three libraries closest to the project are Headquarters, Central Point Branch, and White City Branch. Hospitals in the Medford area include Providence Medford Medical Center, Rogue Valley Medical Center and the Surgery Center of Southern Oregon LLC. The Veteran’s Administration Southern Oregon Rehabilitation Center and Clinics (VA SORCC) is located near the northern terminus, south of Dutton Road. Several churches or places of worship are located within one mile of the project.

S.2.5  Established Business Districts
The area between the I-5 interchange and Delta Waters Road contains mostly commercial uses and is an important business district for the Rogue Valley. Several big box stores, two large shopping centers, and many small or moderate-sized strip malls, shopping centers, motels, restaurants, retail stores, offices and services businesses are located in this area. Some 
of these businesses are reliant on pass-by customers for a substantial portion of their business. 
North of Delta Waters Road, OR 62 provides an approach to the Medford International Airport via Commerce Drive and International Way. The Medford International Airport provides air cargo service and includes office uses, Immigration and Naturalization Services (INS), U.S. Customs Services, a storage building and a three-berth parking apron for large planes.

Further north, business uses between Commerce Drive and White City include the Lithia Motors Chrysler Jeep Dodge Auto Mall, a 20-acre development on a 100-acre site west of OR 62 and south of Vilas Road, and various other commercial and light industrial uses. The commercial uses east of OR 62 are interspersed with undeveloped land and residential uses. Large vacant tracts exist in this area, especially south of Vilas Road. Strip commercial and industrial businesses are located along Vilas Road and north along OR 62 and Crater Lake Avenue. Farms exist on both sides of OR 62 south of Gregory Road. Commercial uses within this area are primarily destination-type businesses, and are not situated in a way that would suggest a connected commercial district or center.

OR 62 extends north through the unincorporated community of White City, and generally separates industrial uses to the west from residential uses to the east. Commercial businesses exist along OR 62 in White City, including fast-food restaurants and a grocery store. The VA SORCC is on the west side of OR 62 between Avenue H and Dutton Road. Many pass-by businesses are located in and around White City.

S.2.6  Neighborhoods
An urban, medium- and high-density residential area exists within Medford city limits east of OR 62 extending from near the southern project terminus north to approximately Coker Butte Road. These areas are buffered from OR 62 by general industrial and commercial uses, are generally set back from OR 62 by 1,000 feet or more and are generally not visible from I-5. This neighborhood forms a cohesive community. 
North of Coker Butte Road, single family ranch- or farm-type residences are interspersed through the area east and west of OR 62. These homes use OR 62 to access downtown Medford and areas to the north, and are typically buffered from OR 62 by commercial, industrial, agricultural and/or forestry/open space. 

A rural residential area exists west of OR 62 at approximately Justice Road, buffered from OR 62 by industrial uses. A large rural residential area exists east of OR 62 (buffered by commercial uses) between Gregory Road and Lotus Lane. Pockets of rural residential use exist west of OR 62 at Gregory Road, and surrounded by forestry, open space and agriculture. 

An urban residential area exists in the urban unincorporated area of White City, located south of the northern project terminus but buffered from OR 62 by general commercial uses. White City has a relatively high density of residences and forms a cohesive community. 
S.2.7  Pedestrian, Transit and Bicycle Features
Curbs and sidewalks border the seven lanes of traffic along OR 62 between I-5 and Poplar Drive, and continue on the south side of OR 62 between Poplar Drive and Delta Waters Road
. Sidewalks exist on many of the streets that cross OR 62 between Poplar Drive and Delta Waters Road. International Way and Medco Haul Road near the Medford International Airport do not have sidewalks. Pedestrian crossings and traffic signals exist at the Fred Meyer approach, at Poplar Drive, and at Delta Waters Road
. Near the Vilas Road intersection and north to Corey Road, OR 62 has wide shoulders and intermittent curbs on the west side only, and is lacking sidewalks. In White City there is a walking path along the west side of OR 62. Many streets in White City east of OR 62 have sidewalks; some of the busier roads that do not have sidewalks have wide shoulders.
On-street bicycle lanes exist along OR 62 and Delta Waters Road. International Way and Medco Haul Road near the Medford International Airport provide a bicycle path connection to the north, which could also be used by pedestrians. On-street bicycle lanes exist along OR 62 near Vilas Road. Near Corey Road, OR 62 has wide shoulders that accommodate bicycles. In White City, bicycle lanes are located on Avenue H, Avenue G, Falcon Street, Avenue E, Avenue C, Agate Road, Antelope Road, OR 62 and OR 140. Bicycle and pedestrian facilities along arterials and collector streets in the northern portion of the project area are planned, separate from the Build Alternatives.
Rogue Valley Transportation District (RVTD) provides bus service on OR 62, Poplar Drive, Bullock Road, Biddle Road, Hilton Road, Crater Lake Avenue, Delta Waters Road, Lear Way, Vilas Road, and Corey Road. RVTD provides bus service to White City from the south, via OR 62. Route 60 runs along Terrmont Street, Atlantic Avenue, Avenue G and to the VA SORCC.
S.3 Environmental Consequences 
This section summarizes the environmental consequences of the Split Diamond (SD) and Directional Interchange (DI) Alternatives, Design Options A, B, and C, and the Jobs and Transportation Act (JTA) Phase.
S.3.1 Direct Impacts

S.3.1.1 Economic Impacts

Economic impacts include business displacements, changes to approaches to businesses, changes to parking, changes to non-motorist connections, changes to the regional economy and traffic flow, and fiscal impacts.

Business Displacements

Build Alternatives
The Build Alternatives would result in between 39 and 54 business displacements depending on Alternative and Design Option (HHPR, 2010). Business displacements would occur near the I-5 interchange under the SD Alternative, along OR 62 between I-5 and Delta Waters Road under either Alternative, along Vilas Road between OR 62 and Table Rock Road, along the west side of OR 62 between Justice Road and Gregory Road, and along Dutton Road near the north terminus. Displacement of these businesses would not separate an established business district. The pass-by businesses, located largely in the area of the southern terminus, would likely need to relocate near a road with high traffic volumes.
The DI Alternative would result in six more business displacements than the SD Alternative. These would be along OR 62 between I-5 and Delta Waters. Design Option B would result in nine more business displacements than Design Option A or C. These are located along the west side of OR 62 between Justice Road and Gregory Road.  

JTA Phase
Ten to 14 business displacements would occur under the JTA Phase. Design Option B would result in four more business displacements than Design Option A or C. These are located along the west side of OR 62 between Justice Road and Gregory Road.  

	Table S-1

Summary of Selected Direct Socioeconomic Impacts


	Type of Impact
	No Build Alternative
	Build Alternatives

	
	
	SD Alternative
	DI Alternative
	JTA Phase

	
	
	Design

Option A
	Design

Option B
	Design

Option C
	Design

Option A
	Design

Option B
	Design

Option C
	Design Option A
	Design Option B
	Design Option C

	No. of Residential Tenants Displaced1
	0
	15
	15
	16
	39
	39
	41
	9
	9
	8

	No. of Residential Owners Displaced1
	0
	4
	4
	5
	5
	5
	6
	2
	2
	4

	No. of Businesses Displaced1
	0
	39
	48
	39
	45
	54
	45
	10
	14
	10

	2035 PM Peak Travel Time Downtown Medford to Eagle Point (min) 2
	36
	22
	22
	22
	22
	22
	22
	32
	32
	32

	1From HHPR, 2010, Table 4.2. 
2From SOTE, 2011.


	
	
	


Changes in Approaches to Businesses

Build Alternatives
Changes in approaches to businesses would occur in the area of the southern terminus, near the Medford Airport, along Vilas Road, along Agate Road, and on Dutton Road. Changes in approaches to businesses that would occur with all Alternatives and Design Options include the following: 

· the Commerce Drive approach to the INS facility 
would be closed and replaced by a new approach road that connects to Airway Drive, which connects to Vilas Road;

· direct approaches to businesses along Vilas Road, both east and west of the Bypass, would be closed and new approach roadways would be constructed connecting to Industry Drive, Enterprise Drive, Helo Drive, and Helicopter Way;

· approach to businesses along Agate Road between Antelope Road and Avenue G would change to new side streets; 
· Leigh Way connection to Agate Road would be removed; and
· approach to businesses along Dutton Road would change to a new roadway extending south from Dutton Road.  
Distances would be slightly longer but visibility of the businesses would not change substantially. Although most businesses in these areas would be destination-type businesses, any pass-by businesses could experience a decrease in patronage due to less direct approaches. 

The SD and DI Alternatives would differ in the southern terminus. The SD Alternative would not require any change in approach to businesses in this area. Under the DI Alternative, businesses along OR 62 between I-5 and Delta Waters Road would no longer be approached directly from OR 62, but would be approached from Hilton Road, Corona Avenue, or Skypark Drive. Through traffic would travel on the Bypass rather than on existing OR 62, and therefore would not have direct approach to pass-by businesses between I-5 and Delta Waters Road. As a result, patronage of these pass-by businesses could decline. Signage with directions for approaching the businesses would increase the likelihood of through traffic patronizing the pass-by businesses in this area. 
In the area between Justice Road and Gregory Road, where the Design Options would differ, there would be no difference among the Design Options in approach changes to businesses. Changes in this area would include:
· business approaches along OR 62 would be closed between Corey Road and approximately Merry Lane. Businesses in this area would be approached via side streets;
· business approaches along Agate Road would be closed. These businesses would be approached via side streets; 
· and

· approach to businesses in the southeast quadrant of the OR 62/Gregory Road intersection would be from a new local road extending south from Gregory Road. 

Most of the businesses in this area would be destination-type businesses. 

JTA Phase

Under the JTA Phase, existing business approaches along OR 62 between Poplar Road and Delta Waters would remain open, but would become right-in/right-out. The approach road to the INS facility would be relocated as with the Build Alternative. Property approaches along Vilas Road would remain as they are today. 
At the northern terminus of the JTA Phase, Crater Lake Avenue would be extended northward from Corey Road to Gramercy Drive. There would be no connection between OR 62 and Crater Lake Avenue in this section. Therefore Corey Road, Gregory Road, and all of the businesses along the east side of OR 62 in this area would approach OR 62 from Gramercy Drive or take Crater Lake Avenue south to Vilas Road to connect to OR 62. On the west side of OR 62, Agate Road would no longer connect directly to OR 62 under the JTA Phase. Instead, it would become one-way southbound from Gregory Road and only allow vehicles to approach the Bypass southbound. Approaches from Agate Road and Gregory Road west of Agate Road to existing OR 62 would be via Leigh Way to the north. The differences in alignment among the three Design Options under the JTA Phase would not result in differences in business approaches. 
Changes to Parking

The amount of off-street parking that would be removed was estimated utilizing aerial maps. To the extent nearby businesses’ patrons fill existing parking lots, the businesses could experience a decline in patronage if potential customers cannot find parking. 
Built Alternatives
Off-street parking spaces 
at businesses would be removed in the following areas. In all cases, less than 20 percent of any parcel’s parking spaces would be removed. 

· north of OR 62 near the I-5 interchange under the SD Alternative;
· south of OR 62 along Poplar Drive, Hilton Road, and Skypark Drive under the DI Alternative;
· along the south side of OR 62 between Poplar Drive and Whittle Avenue under the DI Alternative;

· on Delta Waters Road, near OR 62;

· along Vilas Road between OR 62 and Peace Lane;

· at the Gregory Road/Agate Road intersection;

· along the east side of OR 62 from Agate Road to Merry Lane; and

· near the west end of Dutton Road.
JTA Phase

Under the JTA Phase, off-street parking 
space removal would be limited to the following locations. In all cases, less than 20 percent of any parcel’s parking spaces would be removed. 
· on Delta Waters Road, near OR 62;

· along Vilas Road between OR 62 and Peace Lane; and

· the east side of OR 62 from Gregory Road to Gramercy Drive.

Changes to Non-Motorized Connections

Build Alternatives
In the area of Medford International Airport, non-motorist connections to businesses would not be impacted because the airport currently limits east-west connections in this area. The Bypass would replace the bicycle/pedestrian path along the Medco Haul Road, which currently provides non-motorist connections to businesses in this area from the north and south. Non-motorist connections to businesses in the area of Vilas Road would improve due to new sidewalks and bike lanes that would be added along both sides of Vilas Road between OR 62 and Table Rock Road. This would improve bike and pedestrian safety in this area, though the interchange at the Bypass would limit the attractiveness of the area for bicycling and walking. 

East-west connections for non-motorized travel in the area between Vilas Road and Antelope Road would be limited by the Bypass. There would be no east-west connection for this stretch of nearly three miles. 
Along Agate Road, non-motorist connections to businesses would be limited. East-west connections would be maintained at Antelope Road, Avenue G, and Avenue H. Leigh Way and Avenue A would terminate at the Bypass. In the area of the northern terminus, there are some businesses located at the west end of Dutton Road. These would be approached via new local roadways. 

JTA Phase

Under the JTA Phase, impacts to non-motorist connections to businesses would be the same as the Build Alternatives in the area of Medford International Airport and between Vilas Road and Antelope Road. The new bike lanes and sidewalks along Vilas Road would not be included in the JTA Phase. Therefore, there would be no change from existing conditions along Vilas Road for non-motorist connections. The JTA Phase would not include most of the impacts along Agate Road, since its northern terminus is at Gregory Road. Non-motorized modes would still be able to connect between Gregory Road and Agate Road under the JTA Phase. Where the Bypass would terminate at existing OR 62 under the JTA Phase, there would be a signalized intersection with sidewalks and bike lanes, which would improve safety in this area for non-motorized modes. 

Changes to the Regional Economy and Traffic Flow 

Build Alternatives
With the Build Alternatives, through traffic would travel on the Bypass, while local traffic would use existing OR 62. Travel time to would improve throughout the Corridor, improving access to businesses in the project area. Travel time improvements would ease 
freight transport and commute travel for companies in the region, which would in turn decrease costs for those businesses. 

Table S-1 includes projected 2035 PM peak-hour travel times from downtown Medford to a few select points within the project Corridor under each scenario. Travel times for the SD or the DI Alternative would be similar. Either Build Alternative would result in an approximately 30 to 40 percent improvement in PM peak-hour travel time in 2035 throughout the Corridor (SOTE, 2011). PM peak-hour travel times from downtown Medford to Eagle Point would improve from 36 minutes along existing OR 62 to 22 minutes along the Bypass. 

The DI Alternative would create a disconnect in traffic flow around the south terminus as a result of the grade separation at Poplar Drive and OR 62. Traffic rerouting on local streets to reach businesses in this area would create longer travel distances for vehicles around the interchange and nearby facilities, potentially making travel more difficult for regional commuters and freight carriers under the DI Alternative than under the SD Alternatives.
 

JTA Phase

Under the JTA Phase, PM peak-hour travel times in 2035 would improve by approximately 20 to 25 percent between the south and north termini of the JTA Phase itself and 10 to 15 percent in the area north of the northern terminus (SOTE, 2011). PM peak-hour travel time from downtown Medford to Eagle Point would improve from 36 minutes under the No Build Alternative to 32 minutes under the JTA Phase. 
Fiscal Impacts

Jackson County would experience a permanent reduction in annual property tax revenue of less than 0.2 percent. This adverse impact would be negligible. 

S.3.1.2 Social Impacts     

This section discusses the impacts associated with each Alternative and Design Option to community cohesion; elderly and disabled populations; residential displacements, parking and approach changes; and quality of life.

Community Cohesion  

Build Alternatives
Automobile connections from neighborhoods west and east of the North Medford Interchange would improve with either the SD Alternative or the DI Alternative. The SD Alternative and the DI Alternative would not affect the cohesion of the neighborhoods in this area because the transportation improvements would occur away from neighborhoods and would not involve any walls or other barriers separating any communities. 

Seventy-five rural residential properties exist in the vicinity of Justice Road. This rural area forms a cohesive community due to the proximity of the homes and the distance between this group of rural homes and other residential communities. Justice Road currently serves as a direct connection between this neighborhood and OR 62. With Design Option A, B, or C, the Bypass would sever Justice Road. This would separate six to eight residences east of the bypass from the rest of the neighborhood. Residents west of the Bypass would access existing OR 62 or the Bypass via Justice Road, Peace Lane, and Vilas Road. 

With any of the Design Options, several homes along Justice Road on either side of the Bypass would be close to the Bypass. This would result in changes in noise levels and to the visual environment at these houses. In addition, there are seven homes that share a private driveway along the Medco Haul Road alignment north of Justice Road. With any of the Design Options, this driveway would be converted into a public roadway connecting Justice Road with Gregory Road. With Design Option C, the Bypass would be located immediately east of this local roadway, displacing three of the seven houses, and changing the noise and visual environment for the remaining four houses.  

Residential areas in the White City area would not experience any separation or disruption due to the Bypass. A rural community east of existing OR 62 in the vicinity of the northern terminus of the Bypass near Dutton Road would experience some minor traffic pattern changes. 
JTA Phase

Under the JTA Phase, connectivity changes in the area of the southern terminus would be minimal. As with the Build Alternative, the transportation improvements would occur away from neighborhoods and would not involve any walls or other barriers separating any communities in the area of the southern terminus. The changes to the community cohesion in the area of Justice Road, described above, would be the same with the JTA Phase as with the Build Alternatives. 
Impacts to Populations Age 65 and Over and Disabled Populations
Residents near the southern terminus are more likely to be over 65 when compared to residents in Jackson County as a whole. Residents throughout the project area are more likely to be disabled when compared to residents in Jackson County as a whole. In general, while the Bypass would improve north-south travel in the Corridor and add new sidewalks on some local streets, it would restrict east-west connections, often creating a need for those living adjacent to the Bypass to travel longer distances. While this would be a minor impact on automobile travel, it would be a greater restriction to pedestrian mobility. 

To the extent that the Bypass would relieve congestion in the Corridor and improve travel time, the project could result in an improvement in ability to approach services and businesses in the Corridor by vehicle. This would represent a benefit for the over 65 and disabled populations near the project. The project would also result in temporary adverse effect to these populations in the short-run to the extent that the adjustment to new vehicle and pedestrian routes and new individual approaches to businesses is more challenging for these populations relative to the general population.

Residential Displacements
, Parking and Approach Changes

Build Alternatives
The Build Alternatives would result in the displacement of 15 to 41 residential tenants and four to six residential owners  (Table S-1). Displaced households would be eligible for relocation assistance under the Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970 and the Uniform Relocation Act Amendments of 1987. 
 Residential properties are available for displaced households to relocate to. There are 1,500 residential homes and more than 200 apartments available for rent in the Medford area, according to VacancyNet.com (HHPR, 2010). In addition, over 900 residential properties were listed for sale in the Medford area as of July 2010. The OR 62 Corridor Solutions Right of Way Report contains further detail on the displacements and Appendix A provides details about the ODOT relocation assistance program. 
Residential displacements would occur in the area of the southern terminus (under the DI Alternative only), along Vilas Road, in the area between Justice Road and Leigh Way, and in the area of the northern terminus. 

A key difference between the SD and DI Alternatives is that the SD Alternative would result in no residential displacements in the area of the southern terminus. The DI Alternative would result in 25 residential displacements in the area south of OR 62 between Poplar Drive and Delta Waters due to the widening of local streets. No residential parking space removal or approach changes would occur in the area of the southern terminus. 

In the area between Justice Road and Leigh Way, where the Design Options would differ, Design Options A and B would result in the same number of residential displacements. Design Option C would result in three additional residential displacements in this area compared to the other Design Options. 
Some approach changes would occur in this area. Several properties in the area west of OR 62 between Justice Road and Gregory Road currently have approaches to OR 62. Some of these are flag lots, meaning they are located behind other properties that front on OR 62, but they have a driveway that connects to OR 62. All of the Design Options will separate properties in this area from their approaches to public roads to different degrees. Therefore, the project would include a new local roadway to the west of the Bypass alignment, running from Justice Road to Gregory Road along the Medco Haul Road, to provide an alternative approach for these properties. 

One property would lose some parking space under Design Option C. This property is along the Bypass alignment on the north side of Justice Road. Under Design Options A and B, this property would be displaced. Under Design Option C, the structure would remain, but a portion of the property would be acquired.
No residential parking changes would occur in the area of the northern terminus. A new approach roadway would be constructed as part of the project to provide a new connection for three properties on the east side of OR 62, north of Dutton Road. 

JTA Phase

Under the JTA Phase, there would be eight to nine residential tenant displacements and two to four residential owner displacements. There would be no residential displacements in the area of the southern terminus. The residential displacements along Vilas Road that would occur under the Build Alternatives would not occur under the JTA Phase.

As with the Build Alternatives, there is a residential owner on the north side of Justice Road that would be displaced under Design Option A or B, but not under Design Option C. Under Design Option C, a portion of this property would be acquired, but the structure would not be displaced
. 

At the northern terminus of the JTA Phase, one residential tenant would be displaced under Design Options A and B, but not under Design Option C. Design Option C would not have any residential displacements at the northern terminus in the JTA Phase. A residence at Agate Road and Gregory Road would not be displaced, but would lose parking area with any of the Design Options in the JTA Phase. 

Residential approach changes would be the same as under the Build Alternatives in the area between Justice Road and Gregory Road. 

Quality of Life
Project area residents would likely experience an increase in perceived quality of life due to improved travel times on major routes, a separation of local and through traffic, and better connectivity throughout the project area. The residents living in the rural homes along Justice Road and Gregory Road west of OR 62 could perceive a decrease in quality of life due to the Bypass extending near and through this rural home community and decreased east-west connectivity in the area. 

S.3.1.3 Impacts to Public Services and Community Facilities    

Build Alternatives
In general, emergency vehicle response times would decrease on some routes throughout the project area due to generally shorter travel times, improved intersection operations, and enhanced local mobility (SOTE, 2011). All Alternatives and Design Options would accommodate emergency vehicles, improve safety for pedestrians and reduce the number and severity of crashes and conflict points. Safety improvements, sidewalks and bicycle lanes would enhance non-motorist approach to public services. Generally shorter travel times in the project area, improved intersection operations, and enhanced local mobility would result in improved connections among neighborhoods, public service locations and community facilities. 

The Build Alternatives would improve connections to major tourism and recreational areas, such as the Rogue River National Forest and Crater Lake National Park. No approach to or from community facilities or public service locations would be permanently removed, nor would any parking be removed from any community facility or public service location. A substantial and permanent change in demand for public services (schools and recreational facilities) attributable to the project is not expected because the project would not result in a direct increase in population. 

Either the SD or the DI Alternative would result in the removal of the use of the Medco Haul Road as a multi-use path because the Medco Haul Road alignment would become the Bypass in the southern portion of the project area. Bicycles would be permitted on the shoulders of the proposed Bypass.

With the Bypass, approach to the INS facility would change from Commerce Drive, which would terminate at the Bypass. Approach to the INS would be provided by a new local roadway running south from Airway Drive connecting from Vilas Road to the airport property. This local roadway would be constructed as part of the Build Alternatives.

Jackson County Fire District White City Headquarters is located in the northwest quadrant of the Agate Road/Avenue G intersection and would retain approach to Agate Road, but would not have direct approach to the Bypass to the south. This change would require emergency vehicles originating from this station to adjust their routes, and would result in slower response times for some routes originating from this station. Response times on some routes could be substantially longer (Hoffman, 2009). 
The SD Alternative would remove approximately 3.75 acres of land from the Bear Creek Greenway, decreasing the amount of park and recreation space that is available for the community. The decrease in park area with the SD Alternative would be small compared to the Greenway area in total, and is not expected to affect the use of the Greenway trail. The DI Alternative would not affect the Bear Creek Greenway.

The DI Alternative would create a disconnect in traffic flow around the south terminus as a result of grade separation at Poplar Drive and OR 62. This would create longer travel distances for emergency service vehicles for some routes around the interchange. 

In the area where the Design Options differ, the only difference in terms of public service or community facility impacts would be that Design Option B would result in the displacement of the Spirit of Life Christian Center, located at 6475 Crater Lake Highway. The other Design Options would not displace this property.

JTA Phase

As with the Build Alternatives, the JTA Phase would result in improved emergency vehicle response times, improved intersection operations, enhanced local mobility, generally shorter travel times in the project area, and improved access to public service locations and community facilities. The extent of improvement in mobility and access in the project area would be less with the JTA Phase than with the Build Alternatives. 

The JTA Phase would also result in the removal of the use of the Medco Haul Road as a multi-use path. Bicycles would be permitted on the shoulders of the proposed Bypass in the JTA Phase.

With the JTA Phase, approach to the INS facility would change from Commerce Drive, which would terminate at the Bypass. Approach to the INS would be provided by a new local roadway running south from Airway Drive connecting from Vilas Road to the airport property. This local roadway would be constructed as part of the JTA Phase.


Jackson County Fire District White City Headquarters, located in the northwest quadrant of the Agate Road/Avenue G intersection would not be directly affected by the JTA Phase, which would not extend that far north. There would be minor changes to emergency vehicle response routes.  

The JTA Phase would not impact the Bear Creek Greenway. It would create less of a disconnect 

in traffic flow around the south terminus than the DI Alternative, because it would not grade separate the intersection of Poplar Drive and OR 62. 

S.3.1.4 Environmental Justice Impacts

Risk of Disproportionately High and Adverse Impacts

Census block group populations near the project with a higher percentage minority or low-income compared to Jackson County are located in the following areas:

· west of I-5 at the southern terminus;

· the west side of OR 62 from I-5 to Vilas Road;

· the east side of OR 62 from Whittle Road to Avenue A 
in White City; and

· north of Antelope Road and east of Agate Road.

Residents living in these areas are potential environmental justice populations. 
Most of the residential displacements that would occur would be located in non-minority and non-low-income areas. The five residential displacements that would occur on the south side of Vilas Road to the west of the Bypass would occur in a minority and low-income area (census tract 12.00 block group 2). The one residential displacement that would occur on Dutton Road would in a minority and low-income area (census tract 13.01 block group 2). These six residential displacements would occur with either the SD or the DI Alternative and with any of the Design Options. These displacements would not occur with the JTA Phase. 

Depending on the combination of Alternatives and Design Options chosen, a total of 19 to 47 residential displacements would occur 
throughout
 the project area. Of those 19 to 47 displacements, six displacements would occur in minority or low-income areas compared to the 13 to 41 displacements that would occur in non-minority or non-low-income areas. Therefore, the displacement impact would not be disproportionately high and adverse for minority or low-income populations. 
All residential approach changes and parking impacts that would occur would be located in non-minority and non-low-income areas. Therefore, approach and parking impacts would not be disproportionately high and adverse for minority or low-income populations. 
All communities in the project area would experience the benefits of improved traffic flow related to the project. Traffic impacts would not likely be disproportionately high and adverse for minority or low-income populations.

Risk of a disproportionately high and adverse impact upon minority and low-income populations would occur with the Build Alternatives due to a visual impact near the VA SORCC. Based on the number of areas affected, visual impacts resulting from the project would not likely be disproportionately high and adverse for minority or low-income populations. However, the VA SORCC has a higher concentration of residents that many other areas near the project. Therefore, more residents could experience visual impacts in the area near the VA SORCC than in the other two areas, suggesting that a disproportionately high and adverse visual impact to minority and low-income populations is possible.
Proceeding with the Project

High and adverse disproportionate visual impacts to environmental justice populations could occur. Therefore, in order to proceed with the project, the following issues were considered:  

· whether further mitigation measures or Alternatives that would avoid or reduce the disproportionately high and adverse impacts 
are practicable;

· whether there is a substantial need for the project, based on the overall public interest; and

· whether Alternatives that would have less adverse impacts on protected populations have either more severe adverse impacts or would involve increased costs of an extraordinary magnitude.
Further project Alternatives that would have fewer adverse impacts on the minority and low-income population would not provide as large a transportation benefit to the population, and could have greater impacts in other areas, including other new disproportionately high and adverse impacts to environmental justice populations. The need for the project is discussed in Section 1.1 of the Socioeconomics Technical Report. 
Public Involvement Efforts to Reach Minority and Low-Income Populations

The following outreach activities had occurred as of January 2009 and would have included minority and low-income residents of the areas near the project. 

The initial project mailing was completed in July 2004 and included 463 property owners throughout the area near the project. These mailings would have included minority, non-minority, low-income and non-low-income residents. Because minority and low-income populations are located along Vilas Road and OR 62 near the project, these populations would have been included in these outreach efforts. RVCOG solicited volunteers for a Citizen Advisory Committee (CAC) in July 2004 through an informational mailing to 750 people. Members of the CAC represent neighborhoods, businesses and community interests that include bicyclists, pedestrians, seniors, agricultural, commuters and safety. A project open house was held on October 4, 2004 at the Family Resource Center in White City, an area that has relatively high percentages of minority and low-income residents. Outreach to the media occurred on October 1 and 4, 2004 in the Mail Tribune in both English and Spanish.
S.3.2  Indirect Impacts

In general, the improved traffic conditions related to the Build Alternatives and JTA Phase would increase the attractiveness of the area for new business. Businesses would not likely close or move outside the area as an indirect result of the project. With the DI Alternative, if patronage of businesses located south of the Bypass between I-5 and Delta Waters Road declines, revenues could also decline and business viability could be threatened. In the long-term, property tax revenue could increase to the extent that Jackson County experiences increases in assessed value attributable to the project. 
In the area between Justice Road and Gregory Road, where the Design Options differ, each differs in the degree to which it would result in fragmentation of farmland, reducing the ability of each parcel to continue to function as a farm. There are five property owners in this area whose land is zoned for Exclusive Farm Use (EFU) and would be impacted by the Build Alternative and the JTA Phase. In general, EFU land that remains on the west side of the Bypass would likely continue to be farmed, as it is adjacent to other farms. Land that remains on the east side of the Bypass would be less likely to continue to be farmed. Land on the east side of the Bypass would be adjacent to industrial land and cut off from other farm land. This could create pressure to convert this land to non-farm use in the future. 

Since Design Option C is located further west than the other Design Options and would result in a larger amount of EFU land isolated on the east side of the Bypass, it could result in an increase in development pressure for commercial or industrial uses. Design Option B, which is located further east, and would result in more EFU land remaining to the west of the Bypass, would likely minimize development pressure on the remaining EFU land because it would not be isolated from other farming areas. 
Increases in quality of life due to improved transportation connections and safety would occur throughout the project area. Less retention of a less-developed, rural area for living could result in a lower perceived quality of life for those in rural homes near the project, particularly for those who are in close proximity to the transportation uses. With the Build Alternatives and JTA Phase, more land would be used for transportation purposes, resulting in a more urban setting in the long run. The rural residential area near Justice Road could develop differently due to the nearby presence of the Bypass.
The project would result in shorter travel times for regional travelers, including tourists and recreationists, potentially encouraging tourism. Shorter travel times would help manage emergency vehicle response times in the future. Environmental justice populations near the project would experience the indirect transportation benefits of the project in the long run, similar to other populations living near the project. 
S.3.3  Cumulative Impacts

The economic benefits related to the nearby transportation projects would be greater with the construction of the Bypass. By reducing travel times to rural areas along OR 62 north of White City and served by OR 140 east of OR 62, the Build Alternatives and JTA Phase could increase demand for rural residential development in these areas. This could lead to increased economic activity and tax revenue in the long term. Established neighborhoods could develop faster if the Bypass is constructed along with nearby transportation projects because traffic conditions would be improved compared to traffic conditions with the Bypass alone.

The Bypass in combination with nearby transportation projects would result in a greater beneficial impact upon public service providers in terms of generally shorter travel times for some routes. Better traffic flow associated with the Build Alternatives and JTA Phase in combination with nearby transportation projects would also lead to better motorist, non-motorist, and neighborhood connections to community facilities. 

S.3.4  Construction Impacts

Impacts on business revenues due to temporary construction nuisances would likely be minimal, and would not affect the ability of businesses to operate in the long-term. Short-run economic impacts due to construction spending are estimated to be approximately 1,400 to 1,590 direct full time equivalent jobs (FTEs) (ODOT 2010). Approximately 390 to 440 indirect jobs and 390 to 440 induced jobs would also be sustained by project construction and would represent a temporary economic benefit to the project area and to Jackson County. The JTA Phase alone would sustain approximately 580 direct FTEs, 160 indirect FTEs, and 160 induced FTEs.
 
Construction activities could result in temporary perceived decreases in quality of life for project area residents and commuters traveling through the construction zone. Impacts to quality of life would likely be low due to mitigation and to the temporary nature of construction.

Although access for emergency vehicles would be maintained at all times during construction, construction activities could result in temporary increases in response times for emergency vehicles on some routes. These impacts would be temporary and mitigated.
S.4  Potential Mitigation Measures

Mitigation measures for adverse socioeconomic impacts include those that would also mitigate other areas of the built and natural environment, such as mitigation for traffic, noise, air, right of way and visual impacts. The proposed project is designed to minimize displacement, acquisition, parking, and approach impacts to individual properties while accomplishing the purpose and fulfilling the need for the project. 
Direct Impacts

The following mitigation measures could be considered.

· ODOT would meet the requirements under the Uniform Relocation Assistance and Property Acquisition Policies Act of 1970 and the Surface Transportation and Uniform Relocation Assistance Act of 1987 (USDOT 1970) to mitigate impacts to the residences and businesses that would be directly displaced. Appendix A provides a summary of the benefits offered to those displaced as part of the project. 
· The SD Alternative would remove approximately 3.75 acres of land from the Bear Creek Greenway. This impact could be reduced by use of a retaining wall instead of a fill slope. 
· The Alternatives would change individual approaches to some businesses and community facilities. Clear directional signage would help reduce any adverse impacts to business patronage due to change of approach. 
· 
· ODOT would coordinate with Jackson County Fire District No. 3 to minimize adverse impacts to response times, especially those near the interchange in the vicinity of the southern terminus and on routes originating from the station at Agate Road and Avenue G. 
· Fourteen businesses would be displaced near the northern terminus of the Build Alternative along Dutton Road. By shifting the alignment of the Bypass approximately 100 feet north, these businesses would be avoided
. 
Indirect Impacts

In the area north of Justice Road, where the Design Options would fragment parcels zoned EFU to varying degrees, a potential mitigation measure would be to provide a connection under the Bypass. For example, under Design Option A, 58 acres of the Gutches property would be on the west side of the Bypass, while 19.9 acres of the Gutches property would be on the east side of the Bypass. A passage running under the Bypass connecting these two parcels would enable the land on both sides to continue to be farmed and would reduce pressure on the land on the east side of the Bypass to be converted to non-farm uses. Whether the agricultural productivity of the land and the benefits of a connection would justify the cost of such a connection has not been examined. 

Cumulative Impacts

No additional mitigation measures are recommended.

Construction Impacts

The following mitigation measures would be taken for construction impacts. 

· Local access to businesses and residences and for emergency vehicles would be maintained at all times throughout construction.

· Temporary lane closures with flagging operations would be limited to nighttime and other off-peak times. 
See also mitigation measures for construction listed in the OR 62 Corridor Solutions Noise Report (URS, 2011d) and the OR 62 Corridor Solutions Air Quality Report (URS, 2011c). These measures would help mitigate construction nuisance impacts.

1 introduction

This technical report has been compiled as part of the environmental analysis for the Highway 62 corridor from I-5 in Medford to Dutton Road in White City (see Figure 1-1). An alternatives analysis was conducted to identify potential solutions to the transportation problems associated with this segment of OR 62. This report documents potential socioeconomic impacts associated with all of the project alternatives. These impacts, along with all other impacts to the natural and built environment are summarized in the project’s Draft Environmental Impact Statement (DEIS).

Once all of the project’s technical reports are completed, ODOT may pre-screen the design options and indicate a preferred alternative in the DEIS. If this is the case, the preferred alternative would still need to be confirmed after all public and agency comments are received following the publication of the DEIS.

1.1 Purpose and Need

1.1.1 Introduction

For several years, the Oregon Department of Transportation (ODOT), the Rogue Valley Metropolitan Planning Organization (RVMPO) Policy Committee and the City of Medford have recognized that the 7.5-mile segment of OR 62 from the Interstate 5 (I-5) interchange in Medford north through White City has had increasing traffic, congestion, and safety problems. This segment of OR 62, also known as Crater Lake Highway, is a major transportation corridor that is also heavily developed with commercial uses. 

In 1997, ODOT formed a Solutions Team to evaluate ways to improve transportation in the Highway 62 Corridor. The original study area included the OR 62/I-5 interchange in Medford (known as the North Medford Interchange or Exit 30) and continued northeast to White City. This study area was subsequently divided into two phases: Unit 1 (North Medford Interchange) and Unit 2 (OR 62 from I-5 through White City). Improvements for Unit 1 have been completed and are in operation. This technical report covers Unit 2 and subsequent phases of the corridor. 

1.1.2 Purpose of the Project

The purpose of the proposed action is to address current and future highway capacity needs, improve intersection operations and provide enhanced transportation safety and multimodal opportunities in the Highway 62 Corridor from I-5 in Medford north to Dutton Road in White City.

1.1.3 Need for the Project

OR 62 serves an important role in the state’s transportation network. However, increasing traffic volumes are causing congestion and delays, and safety statistics show that some parts of OR 62 exceed statewide crash rates. In addition, there are limited provisions for multimodal operations on OR 62.

Insert Figure 1-1 (vicinity map)
In 2007, the segment of OR 62 between the I-5 ramps had an average daily traffic (ADT) count of over 27,000 vehicles. As a point of reference, the section of I-5 at the North Medford Interchange had an ADT of approximately 24,500. In the next twenty years, traffic volumes on OR 62 betweeen the I-5 ramps are expected to increase to over 37,000 ADT, causing increased congestion and delays. Congestion in the Highway 62 Corridor has caused lengthy delays that are now occurring more frequently and lasting for increasingly longer periods. That is, “rush hour” conditions are no longer limited to morning and evening commute periods; in some parts of the corridor, traffic congestion begins early and remains a problem throughout the day until after the end of the evening commute.

High traffic volumes and congestion have led to higher crash rates. Crash rates on the section of OR 62 between OR 140 and Dutton Road exceeded the statewide rate for similar facilities four out of five years between 2002 and 2006. There were 606 reported crashes on OR 62 between I-5 and White City from the year 2002 through 2006. Safety concerns led to the initial Highway 62 Corridor Solutions project in 1997 (Unit 1, which resulted in the North Medford Interchange modifications). Since that time, ODOT has reduced the speed limit and increased signage. Although those actions have helped to reduce crash rates, this current project is a further step towards reducing crash rates and enhancing safety.

Since 1990, population growth rates in both Jackson County and the City of Medford have exceeded the statewide average. According to official population forecasts, this trend is expected to continue at the same comparative rate until at least 2025, with much of that new growth occurring in the area north of Medford. Population growth has resulted in increased traffic volumes, particularly on OR 62. Traffic volumes will continue to increase as the area becomes more heavily populated; this will result in more congestion, longer delays, and greater safety problems.
Existing provisions for pedestrians, bicyclists, and transit users on OR 62 are minimal. Much of the highway lacks sidewalks and safe pedestrian crossings. While there are some bicycle lanes and wide shoulders on OR 62, bicycling on OR 62 is neither safe nor pleasant. The Rogue Valley Transportation District (RVTD) now operates two bus routes on portions of OR 62 during weekdays only. 

1.2 Alternatives Analysis Process

The alternatives evaluated in this technical report are the result of an extensive alternatives analysis process. Work began in August of 2004 to develop a range of potential solutions to the transportation problems in the Highway 62 Corridor. More than twenty-five concepts were developed. Concepts included improvements to the existing OR 62; improvements to the local street network; extension of OR 140 to connect to I-5; realignment and widening of I-5; and a new limited-access bypass. The project team evaluated each of the concepts in a two-step process. First, they evaluated whether the concept would meet the project’s Purpose and Need, including whether the concept would reduce congestion on OR 62, and dismissed concepts that did not meet the Purpose and Need. The team evaluated the remaining concepts using the project Goals and Objectives and they dismissed alternatives that scored significantly lower on the project’s measurement criteria. The selection of alternatives was based on a series of Project Development Team (PDT), Citizens Advisory Committee (CAC), and public meetings as well as the use of the project Purpose and Need statement and Goals and Objectives as filtering tools. The technical report, Alternatives Considered for the Highway 62 Corridor Solutions Project, documents the alternatives analysis process and is available to the public.

In late 2006 both the PDT and CAC recommended that ODOT evaluate a bypass alternative in the DEIS. The PDT included representatives from the FHWA, ODOT, local jurisdictions, and other interested parties. This action was supported by the Medford City Council. ODOT held several public meetings, during which attendees were asked to express a preference, and the comments were generally in favor of advancing a bypass alternative. Since that time, ODOT has held a number of additional public meetings and has presented the project to a variety of regulatory agencies. Comments received during those meetings and discussions have led to the development of a series of design refinements. The two Build Alternatives described in the following section are the results of these design refinements.

1.3 Description of Alternatives

There are three alternatives: the No Build Alternative, the Bypass with a Split Diamond Interchange at I-5 Alternative (SD Alternative), and the Bypass with a Directional Interchange at OR 62 Alternative (DI Alternative). 

The two Build Alternatives are different at the south terminus (I-5 Interchange area). They are on a similar but not identical alignment between Delta Waters Road and Commerce Drive. North of Commerce Drive, they are identical. Heading further north, between Vilas Road and Corey Road, there are three design options for the Build Alternatives. From Corey Road to the northern terminus of the project near Dutton Road, the two Build Alternatives are identical.

1.3.1 No Build Alternative

The No Build Alternative would result in no improvements or modifications to the existing OR 62 other than those that are already committed and funded, as listed in the Rogue Valley Regional Transportation Plan (RTP) or other local documents identifying projects that will be built (for example, Jackson County, Medford and/or White City Capital Improvement Programs, or funded projects from Transportation System Plans). Those projects are described in Section 1.3.1.1, below, and illustrated in Figure 1-1.
Improvements to the North Medford Interchange, the interchange between I-5 and OR 62, were recently completed. Figure 1-2 provides a diagram of the interchange as it now exists. There would be no additional changes to the interchange with the No Build Alternative.

Between I-5 in Medford and Dutton Road in White City, OR 62 varies in width and lane configuration. For much of its length, OR 62 is approximately 80 feet wide, consisting of four 12-foot travel lanes (two in each direction) with a 10-foot center turn lane and two 10-foot shoulders. Figure 1-3 shows a typical cross-section. Near the I-5 interchange and intersections with high-volume streets, OR 62 is wider and includes dedicated turn lanes as necessary to accommodate traffic volumes. Businesses on OR 62 have direct access to the highway, although some are restricted to right in/right out movements.

Insert Figure 1-2: NMI interchange diagram
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Many of the signalized intersections on OR 62 currently fail to meet ODOT mobility standards. Intersections that do not meet mobility standards have excessive traffic queuing and long delays, leading to decreases in local and regional mobility. Traffic forecasts for the No Build Alternative show that these problems are expected to worsen by the year 2035. Table 1-1 shows signalized intersection operations on OR 62. 
	Table 1-1: Signalized Intersection Operations for OR 62

	
	Existing Conditions
	No Build (year 2035)

	Signalized Intersections
	V/C Ratio
	V/C Ratio

	Poplar Drive & OR 621
	0.84
	1.07

	Delta Waters & OR 622
	0.82
	0.98

	Cardinal Avenue & OR 623
	0.84
	0.60

	Vilas Road & OR 623
	0.86
	1.41

	Highway 140 & OR 623
	0.85
	1.50

	Antelope Road & OR 623
	0.82
	1.19

	Avenue G & OR 623
	0.72
	0.97

	Source: JRH Engineering

V/C = Volume to Capacity describes the capability of an intersection to meet volume demand based upon the absolute maximum number of vehicles that could be served in an hour. 

 LOS = Level of Service is based on average delay and is measured in seconds per vehicle per hour and translated into a grade or level of service for each intersection. LOS ranges from A to F with A indicating the desirable condition and F indicating the most unacceptable condition. 

1 Mobility standard for this intersection is a v/c ratio of 0.85

2 Mobility standard for this intersection is LOS D

3 Mobility standard for this intersection is a v/c ratio of 0.80

Black cells show intersections that fail to meet the applicable mobility standard


RVTD operates two bus routes on portions of OR 62: Route 1 (Airport/Biddle Road) and Route 60 (Medford/White City). Route 1 runs from downtown Medford to the Medford International Airport via OR 62 between Poplar Drive and Biddle Road. Route 1 buses operate on weekdays between 6:30 a.m. and 6:30 p.m. with one bus an hour. Route 60 runs from Medford to White City using OR 62 between Cardinal Avenue and the Veterans Administration Southern Oregon Rehabilitation Center and Clinics (VA SORCC). Route 60 buses operate between 5:00 a.m. and 6:30 p.m. with two buses an hour. RVTD’s financially constrained plans would increase the frequency of existing bus routes but would not change the existing routes or add new routes.

Pedestrian facilities on OR 62 are limited. Only about one-fifth of the corridor has sidewalks, with most located in the southern terminus where recent development or street improvements have occurred. Crossing OR 62 on foot is challenging because signalized intersections are spaced far apart: nowhere on OR 62 are they less than ¼ mile apart and there is no signal in the 2.3-mile stretch between Vilas Road and OR 140. The existing signalized intersections do include pedestrian signals and crosswalks, but the highway’s width (at least 80 feet) and the volume of traffic turning onto and off of the highway put pedestrians at risk.

Bicycle lanes are signed and striped on OR 62 between Poplar Drive and Vilas Road. North of Vilas Road there are wide shoulders that are not specifically marked for bicycles. Regardless, the bicycle lanes and shoulders are adjacent to a high volume of high-speed vehicles; they are often full of gravel tracked from unpaved parking lots and they are not designed to minimize conflicts with turning vehicles. As a result, bicycling on OR 62 is neither safe nor pleasant.

1.3.1.1 Projects Included in the No Build Alternative 

As described above, only financially-constrained projects are included in the No Build Alternative. Table 1-2 lists projects included in the Rogue Valley MPO 2009-2034 RTP that are in the OR 62 Corridor study area. The RTP categorizes projects into three timeframes: Short (2009-2013), Medium (2014-2019), and Long (2020-2034). 

	Table 1-2 Related Projects in the Rogue Valley MPO 2009-2034 RTP

	Project 
	Location 
	Description 
	Timing*

	Central Point

	201
	New Haven Rd. / Hamrick Rd. intersection
	Add signal for pedestrian crossing
	short

	219
	Table Rock Rd. & Vilas Rd
	Widen to increase capacity
	long

	Medford

	502 
	Various locations in city 
	Construct sidewalks, storm drains, curbs 
	short 

	507
	Columbus Ave., McAndrews Rd. to Sage Rd. 
	Extend Columbus to Sage, with center turn lane, bike lanes, sidewalks 
	short 

	558 
	Coker Butte Rd., OR 62 to E. of Crater Lake Ave. 
	Move Coker Butte Rd. north, re-align Crater Lake Ave., add sign 
	medium

	567 
	Owens Dr., Crater Lake Ave. to Foothill Rd. 
	Construct new three lane street with bike lanes and sidewalks 
	long 

	568 
	Lear Way, Coker Butte Rd. to Vilas Rd. 
	Construct new two lane street with bike lanes and sidewalks 
	long 

	569 
	Coker Butte Rd., Lear Way to Haul Rd. 
	Construct new five lane street with bike lanes and sidewalks 
	long 

	Jackson County

	812 
	Table Rock Rd.: Wilson to Gregory 
	Widen to 5 Lanes: Curb, gutter, sidewalk, bike lanes 
	short 

	822 
	Table Rock Rd. at Wilson Rd. 
	New traffic signal 
	medium 

	809 
	Foothill Rd., Corey Rd. to Atlantic St. 
	New two lane rural major collector + signal 
	medium 

	821 
	Table Rock Rd: I-5 Crossing to Biddle 
	Widen to 3 & 5 Lanes, curb, gutter, & Sidewalk + bike lanes 
	long 

	ODOT

	903 
	OR 62: Corridor Solutions Phase 2 

	OR 62: Corridor Solutions Phase 2 Right of Way Acquisition 
	short

	904
	OR 140 Freight Extension
	Lane and shoulder widening for freight movements
	short

	938
	OR 62: Access Management
	Major approach relocation west of I-5
	medium

	*Timing: Short = 2009-2013; Medium = 2014-2019; Long = 2020-2034.

Source: Rogue Valley Metropolitan Planning Organization, Regional Transportation Plan, 2009-2034


1.3.2 Bypass with a Split Diamond Interchange at I-5 (SD Alternative) 
The SD Alternative is a limited-access bypass located west of OR 62. It would intersect with I-5 at the North Medford Interchange, extend north past White City, and rejoin OR 62 in the vicinity of Dutton Road. (See Figure 1-4) Interchanges would be located at I-5, Vilas Road, Agate Road, and Dutton Road. The bypass would include four 12-foot travel lanes (two in each direction), a 10-foot center median and 8-foot shoulders. Figure 1-5 shows a typical cross section of the proposed bypass.

Insert Figure 1-4, SD Alternative Map
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With the SD Alternative, the North Medford Interchange would be converted to a split diamond design. The proposed bypass would terminate at I-5 approximately 1,400 feet north of the existing OR 62. Interchange ramps would be added to allow movements to and from the proposed bypass, I-5, and the existing OR 62. Figure 1-6 illustrates the proposed interchange. The proposed interchange would incorporate most of the existing interchange ramps. The existing I-5 southbound off ramp would be realigned and lengthened to connect to the proposed bypass. Southbound traffic exiting I-5 would first intersect with the bypass. At that intersection, vehicles could either turn left onto the bypass, northbound, or continue straight and intersect with the existing OR 62 and either turn north or south onto the existing OR 62. The two existing I-5 northbound onramps would also be realigned. The existing loop ramp for northbound OR 62 traffic would be realigned to eliminate the free-flowing right turn movement and lengthened. A new ramp would be added, connecting the I-5 onramp to the proposed bypass. Northbound traffic on OR 62 could turn right onto the onramp, loop underneath the existing OR 62, and would have the choice of either turning right onto the bypass, northbound, or continuing straight onto I-5, northbound. The existing ramp for southbound OR 62 traffic heading to I-5 northbound would be realigned to connect to the bypass. Southbound traffic on OR 62 would turn right onto this ramp, and rather than merging directly onto I-5 northbound, traffic would intersect with the bypass and have the option to turn right onto the bypass, northbound, or continue straight through the intersection and use a new ramp to get to I-5 northbound. All of the other existing roads and ramps in the vicinity of the North Medford Interchange would remain unchanged. Aside from the changes to the I-5 northbound ramp ends at OR 62, there would be no changes to the existing OR 62.

The proposed bypass would cross over the top of I-5, Biddle Road, Hilton Road, and Bullock Road. Between these overpasses, the bypass would be on a fill slope. East of the Bullock Road overcrossing, the bypass would return to ground level and would be located slightly lower than the existing OR 62. It would be directly adjacent to the north side of existing OR 62 until approximately Whittle Avenue, where it would turn north and follow the alignment of the Medco Haul Road at ground level. Commerce Drive would end in a cul-de-sac at the proposed bypass, but there would be no other changes to local streets in the area. 

North of approximately Commerce Drive, the SD Alternative is identical to the DI Alternative; they are both described in Section 1.3.4, Common Design Features of the Build Alternatives (Commerce Drive to Dutton Road), below.

Insert Figure 1-6: Split Diamond Interchange Diagram
1.3.3 Bypass with a Directional Interchange at OR 62 (DI Alternative) 

The DI Alternative is a limited-access bypass located west of OR 62. Unlike the SD Alternative, the DI Alternative would not intersect with I-5; instead, its southern terminus would be a directional interchange with OR 62 between Delta Waters Road and Poplar Drive near the south end of the Medford International Airport runway (see Figure 1-7). The DI Alternative bypass would also extend north past White City, and rejoin OR 62 in the vicinity of Dutton Road. (See Figure 1-7) Interchanges would be located at I-5, Vilas Road, Agate Road, and Dutton Road. The bypass would include four 12-foot travel lanes (two in each direction), a 10-foot center median and 8-foot shoulders. Figure 1-5 shows a typical cross section of the proposed bypass.

The DI Alternative would not modify the existing I-5 North Medford Interchange, and traffic movements between OR 62 and I-5 would remain unchanged. Between I-5 and Delta Waters Road, the existing OR 62 would be redesigned as an access-controlled four lane facility. Driveways that currently connect to the existing OR 62 in this area would be reconfigured to connect to the local street network instead. The existing signalized intersection of OR 62 and Poplar Drive/Bullock Road would be eliminated; instead, OR 62 would be grade-separated and cross over the top of Poplar Drive/Bullock Road. Figure 1-8 illustrates the directional interchange. 

Northbound traffic on the existing OR 62 could either turn right onto the existing jug handle leading to Biddle Road and from there travel on the local street network or continue northbound on the existing OR 62. OR 62 would cross over the top of Poplar Drive/Bullock Road, after which one could travel in the right lane to remain on the existing OR 62 or travel in the left lane and use the proposed bypass. Both of these movements would be free-flowing: there would be no stop signs or traffic signals. Vehicles traveling southbound on the existing OR 62 would cross over the top of the bypass on a ramp; after crossing the bypass, vehicles would have the option to exit onto Bullock Road or remain on OR 62 and merge with southbound traffic from the bypass. Vehicles traveling southbound on the bypass could either remain on the bypass, crossing under the aforementioned ramp and merging with traffic from the existing OR 62, or exit onto Bullock Road. South of the directional interchange, southbound traffic on OR 62 would cross over the top of Poplar Drive/Bullock Road and could either exit onto Hilton Road (the Hilton Road intersection would not be modified) or continue south to I-5 and beyond.

As noted above, between I-5 and approximately Delta Waters Road, driveways that currently connect to OR 62 would be relocated to connect to local streets. On the south side of OR 62, Skypark Drive and Corona Avenue would be extended to become through streets between Poplar Drive and Delta Waters Road. Businesses on the south side of OR 62 would be approached via Skypark Drive. Although Bullock Road and Poplar Drive would be modified slightly as a result of the grade-separation from OR 62, driveways that currently connect to Bullock Road or Poplar Drive would remain intact. North of Delta Waters Road, the existing OR 62 would not be modified. Existing driveways would not be modified, nor would existing intersections. The new or rebuilt streets would be designed to City of Medford standards and would include bicycle lanes and sidewalks on both sides of the street.

North of the directional interchange, the proposed bypass would be located on the Medco Haul Road in approximately the same location as the bypass associated with the SD Alternative. Commerce Drive would terminate in a cul-de-sac at the proposed bypass. North of Commerce Drive, the DI Alternative is identical to the SD Alternative.
Insert Figure 1-7 DI Alternative Map
Insert Figure 1-8 Directional Interchange Diagram
1.3.4 Common Design Features of the Build Alternatives (Commerce Drive to Dutton Road)

North of Commerce Drive, the two Build Alternatives are identical. They would both consist of a limited-access bypass and would include some modifications to local streets. Between Justice Road and Gregory Road, there are three Design Options for the alignment of the bypass. The description below first describes the bypass itself – including the three Design Options – followed by a description of changes to the local streets.

Bypass
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North of Commerce Drive, both Build Alternatives would consist of a limited-access bypass with a typical cross-section as shown in Figure 1-5, above. The bypass would be located on the Medco Haul Road, approximately 2,400 feet west of and parallel to the existing OR 62. It would remain at-grade until just south of Vilas Road, where it would be elevated on fill and cross over the top of Vilas Road. A new Single Point Urban Interchange (SPUI) at Vilas Road would be built to provide connections between the bypass and Vilas Road. Figure 1-9 provides a diagram of the proposed SPUI. The dark dotted lines show left turn movements between the proposed bypass and Vilas Road; these movements would be regulated by a single traffic signal. The signalized intersection would be at grade level, and the bypass would cross over the top of the intersection (the overcrossing is not shown in the diagram).

North of Vilas Road, the bypass would return to grade level. Between Justice and Gregory Roads there are three Design Options: A, B, and C (see Figure 1-10).

1.3.4.1 Design Option A

With Design Option A, the bypass would turn slightly to the east after crossing Justice Road and then turn north to parallel the existing OR 62. Design Option A would be located approximately 1,200 feet west of the existing highway. Just south of Gregory Road, the Design Option A bypass would curve to the east and intersect with the existing OR 62 in the vicinity of the existing OR 62/Agate Road intersection. The bypass would use the Agate Road alignment to continue north. A new directional interchange would be located where the OR 62/Agate Road intersection is now. Although the footprint of the interchange is slightly different for each of the three design options, the interchange is the same for all three options. It is described in the section following 1.3.4.3, below.

Insert Figure 1-10: Design Options A, B, and C
1.3.4.2 Design Option B

Design Option B would be located east of, and parallel to, Design Option A. With Design Option B, the bypass would turn slightly to the east after crossing Justice Road and then turn north to parallel the existing OR 62. Design Option B would be located approximately 900 feet west of the existing OR 62. Design Option B would curve eastward to intersect with the existing OR 62 in the vicinity of the existing OR 62/Agate Road intersection. A new directional interchange would be located where the OR 62/Agate Road intersection is now.

1.3.4.3 Design Option C

Design Option C would be located west of Design Options A and B. It would use the Medco Haul Road alignment north past Justice Road, approximately 2,500 feet west of the existing OR 62. Design Option C would remain on the Medco Haul Road as that alignment turns slightly northeast, approximately 3,500 feet north of Justice Road. Just south of Gregory Road, Design Option C would leave the Medco Haul Road and turn eastward towards the existing OR 62. There would be a new directional interchange between the bypass and the existing OR 62 in the vicinity of the existing OR 62/Agate Road intersection.
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As noted above, all three design options would include a directional interchange in the vicinity of the existing OR 62/Agate Road intersection. Figure 1-10, above, shows the location of that interchange. As Figure 1-11 shows, the interchange would only allow certain movements between the bypass and OR 62. There would be an off ramp to allow northbound traffic on the bypass to exit and continue northbound on the existing OR 62. There would also be an on ramp to allow southbound traffic on the existing OR 62 to get onto the bypass, southbound. These ramps would allow free-flowing movement and would not include traffic signals or stop signs. No other movements between the bypass and OR 62 would be accommodated, however. The interchange would not provide for southbound-to-northbound movements, nor would it allow northbound-to-southbound movements.

North of the interchange in the vicinity of Agate Road, there is only one design for both Build Alternatives. North of the proposed interchange, the bypass would use the Agate Road right of way. There is currently a dip in Agate Road as it travels along the eastern border of the Denman Wildlife Area; the bypass would be located on fill to reduce or eliminate this dip. Further north, it would be elevated on fill and would cross over Antelope Road and Avenue G on structures. North of Avenue G, the bypass would be located on a structure; after crossing over Avenue H, the bypass would curve east, return to grade, and use the Dutton Road right of way. The bypass would terminate in an interchange with the existing OR 62 in the vicinity of the existing intersection of OR 62 and Dutton Road. The interchange would allow northbound bypass traffic to continue north on OR 62 but not south on OR 62 (see Figure 1-12). Southbound OR 62 traffic could either curve west onto the bypass (southbound) or take a ramp over the bypass and continue south on the existing OR 62 through White City. Northbound traffic on the existing OR 62 could only continue north on OR 62.
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Bicyclists would be permitted to use the shoulders of the proposed bypass.

Local Street Modifications

The two Build Alternatives would include modifications to the local street network. In addition to those modifications described in Sections 1.3.2 and 1.3.3 above, there would be modifications common to both Build Alternatives.

The Medford International Airport currently has an internal circulation road around its perimeter. In places where the bypass would use some of the right of way, this road would be realigned, with the new alignment located as close to the original alignment as possible.

Medford International Airport Vicinity

Commerce Drive and Coker Butte Road would each terminate in a cul-de-sac at the bypass. The cluster of buildings on the east side of the airport – including the Immigration and Naturalization Service (INS) facility – would be provided with a new approach. This new approach would connect to Airway Drive, a short street that extends south from Vilas Road just west of the proposed bypass. At the southern terminus of Airway Drive, a new east-west street approximately 400’ long would be built, extending east from Airway Drive. This new street would then turn south for approximately 2,500 feet and then east for approximately 1,500 feet, then south to connect to the INS facility and other buildings. The new road would follow existing property boundaries.

Vilas Road Vicinity

Vilas Road would be widened from its current 3-lane cross section (one lane in each direction, plus a center turn lane) to 5 lanes between the existing OR 62 and Table Rock Road. On Vilas Road near the proposed interchange, some driveways would be closed and moved to nearby existing or new streets. Enterprise Drive would be extended to the east; Helo Drive would terminate in a cul-de-sac at Vilas Road (rather than intersecting with Vilas Road), and a new street would be built connecting the east end of Helicopter Way to Vilas Road. These local street modifications would all include sidewalks and on-street bicycle lanes. On the east side of the bypass, Justice Road would terminate in a cul-de-sac, while on the west side, a new street would be built to connect Justice Road with Gregory Road to the north. This new street would either be located on the Medco Haul Road alignment under Design Options A and B, or directly adjacent to Design Option C (slightly west of the Medco Haul Road). Gregory Road would terminate in a cul-de-sac just west of its current intersection with Agate Road, and would also terminate in a cul-de-sac just east of its current intersection with the existing OR 62. 

White City Industrial Area

From the Agate Road interchange to a point just south of Avenue G, the bypass would replace Agate Road. From Avenue G north, the bypass would be located on a structure above Agate 

Road and Agate Road would continue to function as a local street. Leigh Way and Avenue A currently intersect with Agate Road; under both Build Alternatives, they would both terminate at the bypass. Antelope Road currently intersects with Agate Road; under both Build Alternatives, there would be a grade-separated crossing with the bypass crossing over the top of Antelope Road. Between Antelope Road and Avenue G, 11th Street would be improved to Jackson County standards (it is currently unpaved). 14th Street from Avenue G south would also be improved to Jackson County standards, and would be extended south of Avenue F. Portions of Avenues F and G adjacent to the intersections with 11th and 14th Streets would also be improved.

Dutton Road Area

West Dutton Road would be displaced by the proposed bypass. A new road would be built as a replacement. The new road would be located along the west and northwest edge of the VA SORCC property lines and would intersect with Avenue G. At Avenue G, the road would head straight north along the western edge of the VA SORCC and would follow the property line as it diagonals northeast. It would then turn north and cross over the top of the bypass, and turn east, return to grade, and be located adjacent to the north side of the bypass. Driveways that currently connect with West Dutton Road would connect to this new road instead. East Dutton Road currently intersects with OR 62 close to the proposed interchange. East Dutton Road would instead terminate in a cul-de-sac at OR 62. There are some residential driveways that currently connect to the east side of OR 62 in the vicinity of the proposed interchange. Those driveways would be moved and a new road would be built from those residences to East Dutton Road.

1.4 Project Phasing

1.4.1 Oregon Jobs and Transportation Act

The 2009 Oregon Jobs and Transportation Act (JTA), HB 2001, included funding for construction of the next phase of the Highway 62 Corridor Solutions project. Because the now-completed North Medford Interchange improvements were considered Unit 1, the JTA funding was designated for “Unit 2” or the bypass currently under consideration. In order to avoid confusion, the first phase of the bypass construction – designated as Unit 2 in the JTA funding bill – will be referred to as the JTA Phase in this technical report.

The findings of this technical report will be used to help guide the selection of a Preferred Alternative. Regardless of which Alternative is selected after the publication of this DEIS, the JTA Phase will be built using State funding. If the No Build Alternative were selected as the Preferred Alternative, only the JTA Phase would be built. If either of the Build Alternatives were selected, the JTA Phase would be built first; the rest of the Preferred Alternative design would be built in subsequent phases as funding is secured. A project phasing plan will be included in the Final Environmental Impact Statement (FEIS); details about the timing, design, and extent of future phases have not been determined yet.

1.4.2 JTA Phase Designs

The JTA Phase design is still being developed. The goal of the JTA Phase is to build a bypass as far north as funding will allow. Design refinements are ongoing; as more detailed design information is available, more accurate cost estimates will be developed and engineers will be better able to assess the extent of the JTA Phase design. The current cost estimates suggest that the JTA Phase could extend from OR 62 near Delta Waters Road in Medford as far north as Corey Road near White City. However, as more detailed cost estimates become available and as ongoing agency and jurisdictional coordination proceeds, the design and extent of the JTA Phase may change. In order to ensure that all potential impacts are evaluated and disclosed, this technical report assumes that the JTA Phase would extend to Corey Road, its maximum possible extent. (see Figure 1-13)
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The JTA Phase would consist of a new limited-access bypass using the alignments proposed in the Build Alternatives. There are three possible alignments of the JTA Phase, based on the proposed alignments of Design Options A, B and C. However, there is only one design for the southern terminus of the JTA Phase: a directional interchange with OR 62 in the vicinity of Delta Waters Road (see Figure 1-14). If either of the two Build Alternatives were selected as the Preferred Alternative, in subsequent phases, the southern terminus would be modified to include all of the features of either the SD Alternative or the DI Alternative in this area. The design for the JTA Phase’s south terminus does not preclude the selection of either of those two Build Alternatives.

The JTA Phase’s directional interchange would allow for free-flowing movements between the proposed bypass and the existing OR 62. Northbound vehicles on the existing OR 62 could continue north on the existing OR 62 or take the proposed bypass to travel north. Southbound vehicles on the proposed bypass will use the ramp to merge with the existing OR 62 traffic to continue south on the existing OR 62. Southbound vehicles on the existing OR 62 will not be allowed to take the proposed bypass north, nor would it allow southbound vehicles on the bypass to turn and take the existing OR 62 north.

The south terminus design would require the modification of some driveways that currently connect directly to the existing OR 62 between I-5 and Delta Waters Road. ODOT is currently working with property owners in this area and is creating a plan to consolidate or realign some driveways in this area to comply with ODOT engineering standards. Unlike the south terminus design for the DI Alternative, the JTA Phase design would not affect the existing intersection of OR 62 and Poplar Drive/Bullock Road; this would remain an at-grade signalized intersection. There would be no local street modifications or extensions associated with the JTA Phase in the south terminus area. U-turns will be allowed at the existing OR 62 and Poplar/Bullock intersection to allow southbound traffic access to the businesses located on the east side of existing OR 62.

Insert Figure 1-13 JTA Phase designs
North of the proposed south terminus interchange, the bypass would use the Medco Haul Road following the same alignment as both Build Alternatives, passing Commerce Drive and Coker Butte Road at grade. A new approach road will be built to allow access to the INS facility as described for both Build Alternatives.

The JTA Phase would cross over Vilas Road on an elevated structure, with no connection to Vilas Road. The JTA Phase would not include any of the changes to local roads in the vicinity of Vilas Road (such as Helicopter Way, Helo Drive, Industry Drive, and Enterprise Drive) that are associated with the two Build Alternatives, nor would it include widening Vilas Road. There would be no changes to existing driveways in the vicinity of Vilas Road.

As with the Build Alternatives, north of Justice Road there are three possible alignments: Design Options A, B, and C. The JTA Phase alignment would be the same as the alignment of the Preferred Alternative.

1.4.2.1 JTA Phase Design Option A

The JTA Phase Design Option A would have the same alignment as the full build-out Design Option A, except that it would extend further north before curving due east to meet the existing OR 62 at a right angle. The design for the northern terminus intersection is described below, following the description of Design Option C.

1.4.2.2 JTA Phase Design Option B

The JTA Phase Design Option B would have the same alignment as the full build-out Design Option B, except that it would extend further north before curving due east to meet the existing OR 62 at a right angle. The design for the northern terminus intersection is described below, following the description of Design Option C.

1.4.2.3 JTA Phase Design Option C

If Design Option C were selected as the Preferred Alternative after the publication of the DEIS, the JTA Phase would remain on the Medco Haul Road and would curve to the east just south of Gregory Road. The alignment of the JTA Phase would be the same as the full build out alignment for Design Option C, except at its northern end where the JTA Phase would continue farther north and make a sharper curve to meet the existing OR 62 at a right angle. 

As with the full build-out under all three Design Options, the JTA Phase would bisect Justice Road; on the east side of the bypass, Justice Road would terminate in a cul-de-sac. On the west side of the bypass, a new local street would either be built along the Medco Haul Road (Design Options A and B) or along the west side of Design Option C to connect Justice Road with Gregory Road.

The three designs for the JTA Phase would include an intersection with the existing OR 62 where Agate Road and OR 62 now intersect. The intersection design is still being developed, but it is likely to be a signalized intersection that provides for some free-flowing movements. It would allow all movements between the proposed bypass and the existing OR 62. Crater Lake Avenue currently terminates at Corey Road; the JTA Phase would extend Crater Lake Avenue to Gramercy Drive. Corey Road and W. Gregory Road would intersect with Crater Lake Avenue but not with OR 62; to get to the existing OR 62, vehicles on those streets would proceed north to Gramercy Drive. Driveways on the east side of OR 62 between Corey Road and Gramercy Drive that currently connect to OR 62 would instead connect to Crater Lake Avenue. Driveways on the west side of OR 62 in this area would not be affected.

1.4.3 Future Phases

If a Build Alternative is selected as the Preferred Alternative, a detailed phasing plan will be developed and included in the project FEIS. This phasing plan will include more definitive designs for the JTA Phase and will also identify subsequent project phases during which the remainder of the proposed project would be constructed.

If the No Build Alternative is selected as the Preferred Alternative, the JTA Phase would be built using State funding. The JTA Phase design would be refined but there would be no additional phasing plan, as the JTA Phase would constitute the entirety of the project.

2. METHODS
2.1 Introduction
This section summarizes the regulations and requirements met in this report, methods used to develop the analysis contained in this report, and the primary sources of information.
2.2 Related Federal, State and Local Regulations
This report was written in compliance with the National Environmental Policy Act (NEPA), and follows guidance set forth in the Federal Highway Administration (FHWA) Technical Advisory 6640.8A, Guidance for Preparing and Processing Environmental and Section 4(f) Documents (FHWA 1987),
 which was developed to provide guidance for uniformity and consistency in the format, content, and processing of the various environmental studies and documents pursuant to NEPA. 

This impact analysis has been conducted pursuant to the further requirements of the Council of Environmental Quality (CEQ). The CEQ NEPA Guidance states that economic and social impacts should be analyzed in a National Environmental Policy Act (NEPA) Environmental Impact Statement (EIS) when the impacts are interrelated with natural or physical impacts (CEQ 2005). Economic and social impacts are addressed for the OR 62 Corridor Solutions Project because they would occur as a result of the physical impacts of project construction and long-term operation. 

Other legislation and guidance relevant to socioeconomic impact assessment of FHWA projects include the following:
· FHWA Environmental Guidebook (FHWA 2007);
· Federal Highway Administration, Community Impact Assessment, A Quick Reference for Transportation (FHWA 1996);
· NCHRP Report 456 Guidebook for Assessing the Social and Economic Effects of Transportation Projects (Parts A and B) (NCHRP 2001);

· USDOT’s Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970 (USDOT 1970); and

· United States Code Surface Transportation and Uniform Relocation Assistance Act of 1987 (USC 1987). 
In addition, this report describes policies on environmental justice and the methods used to apply the policies to the OR 62 Corridor Solutions Project. Executive Order (EO) 12898, Federal Actions to Address Environmental Justice in Minority Populations and Low-Income Populations (Clinton 1994), forms the basis for environmental justice policies in the United States. It requires Federal agencies to achieve environmental justice by identifying and addressing disproportionately high and adverse human health or environmental impacts of their programs, policies and activities on minority and low-income populations, including interrelated social and economic impacts.

The U.S. Department of Transportation (USDOT) Order to Address Environmental Justice in Minority Populations and Low-Income Populations (Order 5610.2) (USDOT 1997) generally describes the process that the USDOT uses to incorporate environmental justice principles into programs, policies and activities. Order 5610.2 provides that USDOT agencies, including the FHWA, will develop specific procedures to incorporate the goals of Order 5610.2 and EO 12898 into their programs, policies and activities. 

FHWA policies relevant to environmental justice issues include FHWA Actions to Address Environmental Justice in Minority Populations and Low-Income Populations (FHWA 1998). It establishes procedures for FHWA to use in complying with EO 12898. This policy requires FHWA to implement the principles of EO 12898 by incorporating environmental justice principles in all its programs, policies and activities. Pursuant to EO 12898, FHWA policy is to:

· avoid disproportionately high and adverse impacts on minority or low-incomexe "income" populations;

· take into account mitigation and enhancement measures and potential offsetting benefits to the affected minority or low-income populations;

· ensure that the programs, policies and activities that would have disproportionately high and adverse impacts on minority or low-income populations would only be carried out if further mitigation measures or Alternatives that would avoid or reduce the disproportionately high and adverse impacts are not practicable;

· if there is the potential for disproportionately high and adverse impacts on protected populations, proceed only if there is a substantial need for the project, based on the overall public interest; and Alternatives that would have less adverse impacts on protected populations have either more severe adverse impacts or would involve increased costs of an extraordinary magnitude; and

· provide public involvement opportunities such as providing meaningful access to public information concerning the project impacts, and soliciting project input from affected minority and low-income populations.

USDOT Order 5610.2, referenced above, does not provide for separate consideration of elderly and disabled populations. However, Title VI of the Civil Rights Act of 1964 and related nondiscrimination statutes protect populations of the elderly and disabled. These populations have the potential to be sensitive to transportation conditions. For this reason, this report also addresses populations over age 65 and disabled populations. 
2.3 Methods
The project team developed these analysis methods to meet the requirements of the laws and statutes listed in Section 2.2. 
2.3.1 Contacts and Coordination
The project team accomplished contacts and coordination with agencies in person or by phone or email. This report cites each contact in the text and includes full references in Section 7, Bibliography.   
2.3.2 Data Collection
Methods of data collection included web research, telephone interviews, email communications, review of existing documentation and field investigations conducted in 2007. 
2.3.3 Affected Environment Profile
This section summarizes the methods the project team used to assess the portion of the affected environment related to social and economic characteristics and minority and low-income populations. The baseline report for this project, completed in 2004, was updated to include current economic and demographic data and supplemented to include local economic and social information for the segments. This updated and supplemented baseline report became Section 4, Affected Environment, of this Socioeconomic Technical Report.
Sources for economic and social characteristics included the Federal Bureau of Economic Analysis, the U.S. Census Bureau, the Oregon Employment Department, the Oregon Office of Economic Analysis and the Oregon Department of Transportation. Additional sources for social and economic information included the Rogue Valley Council of Governments, the Portland State University Population Research Center, Jackson County, the City of Medford, local chambers of commerce, local visitor and convention bureaus and the technical reports prepared for the OR 62 Corridor Solutions Project (right of way, traffic, land use and noise). Information gathered during field investigations conducted in spring and summer 2007 was also used in the presentation of local business and neighborhood information. 
Sources for information related to public services and community facilities included web sites, data and written documents published by Jackson County, the City of Medford, Medford Police Department, the Oregon Department of Education, Medford School District No. 549C, Oregon State Police, Medford Fire Department, Rogue Valley Transportation District and Jackson County Fire District No. 3.
Sources for gathering information about minority and low-income populations near the Build Alternative include the U.S. Census Census 2000, Claritas Marketplace Data
 (Claritas 2008), and windshield observations completed in fall 2007. To describe and compare the minority and low-income characteristics of residences within the area containing the OR 62 Corridor Solutions Project, minority and low-income statistics are presented for five populations (listed below) and are based on the definitions in Table 2-1.

· the population living within census block groups encompassing each option;
· the population living in the City of Medford; 
· the population living in the urban unincorporated area of White City;

· the population living in Jackson County;
 and
· the population living in the State of Oregon.
	Table 2-1
Definitions for Minority and Low-Income Population Analysis

	Measure
	Definition1

	Population
	any readily identifiable group of minority persons or low-income persons who live in geographic proximity; or geographically dispersed persons, such as migrant workers or Native Americans

	Minority
	· Black (a person having origins in any of the black racial groups of Africa); 
· Hispanic (a person of Mexican, Puerto Rican, Cuban, Central or South American, or other Spanish culture or origin, regardless of race); 
· Asian American (a person having origins in any of the original peoples of the Far East, Southeast Asia, the Indian subcontinent, or the Pacific Islands); 
· American Indian and Alaskan Native (a person having origins in any of the original people of North America and who maintains cultural identification through tribal affiliation or community recognition)

	Low-Income2
	a person whose household income is at or below the Department of Health and Human Services poverty guidelines

	Notes:

1These definitions are used by FHWA and USDOT. 

2The 1999 Department of Health and Human Services (HHS) poverty guideline for a family of four is $16,700. This poverty threshold is for the 48 contiguous states, of which Oregon is one. The U.S. Census used 1999 income of $17,029 as its guideline for Census 2000; household income data was for the calendar year 1999. Therefore, households classified as living below the poverty level using the HHS definition would also be identified as living below the poverty level in Census 2000. This analysis uses Census 2000 data for poverty because it is the most recent data of its kind. The 2007 HHS guideline for a family of four is $20,650.
Sources: 

HHS 1999a. 1999 HHS Poverty Guidelines, 1999, http://aspe.hhs.gov/poverty/figures-fed-reg.shtml.
HHS 1999b. Poverty Thresholds in 1999, by Size of Family and Number of Related Children Under 18 Years. http://www.census.gov/hhes/poverty/threshld/thresh99.html


The source for the minority data was Claritas Marketplace (Claritas 2008). In accordance with the FHWA definition of minority, persons considered minority are those who were: 

· One race: Hispanic or Latino, and White; 

· One race: Black or African American ;

· One race: American Indian and Alaska Native;

· One race: Asian;

· One race: Native Hawaiian and Other Pacific Islander;

· One race: Some other race; or 
· Two or more races.

The source for the low-income information is Census 2000, Summary File 3, Table P87, Poverty Status in 1999 by Age (U.S. Census 2000b)
,

Census 2000 age statistics are presented for (1) the population living within census blocks encompassing each option; (2) the population living in the City of Medford; (3) the population living in the urban unincorporated area of White City, (4) the population living in Jackson County and (5) the population living in Oregon. The source for the age information is Census 2000, Summary File 1, Table P12, Sex by Age (U.S. Census 2000c). 

Census 2000 disabled statistics are presented for (1) the population living within census block groups encompassing each option; (2) the population living in the City of Medford; (3) the population living in the urban unincorporated area of White City, (4) the population living in Jackson County and (5) the population living in Oregon. The source for the disabled information is Census 2000, Summary File 3, Table P42, Sex by Age by Disability Status by Employment Status for the Civilian Noninstitutionalized Population Over Age 5 (U.S. Census 2000d).
2.3.4 Impact Assessment
These analysis methods have been developed to meet the requirements of the laws and statutes listed in Section 2.2, Related Federal, State and Local Regulations. 
2.3.4.1  Direct Impacts

This report describes direct impacts quantitatively, where possible, and in units appropriate for the type of impact. For example, the displacement impact is expressed in number of businesses and residences displaced. 
Direct Economic Impact Criteria

Questions that are answered in the direct impact section pertaining to economic impacts are listed below.
· How many businesses and farms would be displaced? Do they have unique characteristics, such as specialty products or a unique customer base? 
· Would the proposed action encourage businesses to move to the area, relocate to other locations within the area, close, or move outside the area?

· How would the project affect property values?  
· How would visibility, approach and proximity changes alter business activity (specifically for pass-by businesses)?

· How would the project affect non-motorist access to businesses?

· Would the project impede or enhance access between residences and businesses? 

· What would be the effect of the project on the tax base (from taxable property removed from base, changes in property values, and changes in business activity)?

Direct Social Impact Criteria

Community cohesion is addressed in this report due to the importance of both residential and business communities to the social and economic health of an area, especially an area that is experiencing major transportation changes. Community cohesion has been defined as “the social relationships, patterns and interaction among persons and groups within a community that allows for the recognition and coalescence of common values and goals for the community (DUS 2007). An alternate definition is “the aspect of togetherness exhibited by members of a community… characterized by similar cultures, lifestyles, family lineage or relations, neighborhood or any other bonding factors of human living…cohesion of communities is usually affected when people are separated from those with whom they closely relate” (WI 2007). 
The National Cooperative Highway Research Program, in the Guidebook for Assessing the Social and Economic Effects of Transportation Projects (Guidebook), states that “the term ‘community cohesion’ is used to describe patterns of social networking within a community” (NCHRP 2001). According to the Guidebook, the impacts of transportation projects on community cohesion:
may be beneficial or adverse, and may include splitting neighborhoods, isolating a portion of a neighborhood or an ethnic group, generating new development, changing property values, or separating residents from community facilities…displacement of businesses and residences resulting from a transportation project is an important related effect (NCHRP 2001). 

Potential impacts from transportation projects to community cohesion include the creation of a physical or psychological barrier within a neighborhood or community, or the joining together of neighborhoods through improved sidewalks, for example. According to the Guidebook, relocations can affect community cohesion because: 

the removal of residents can dismantle informal social networks upon which residents rely for ride-sharing, childcare responsibilities, or other reciprocal services…if a large number of households are relocated outside the community, community facilities…may face declines in enrollment or demand that ultimately result in closure or reduced services. Business relocations may mean that residents need to look outside of their community for shopping and services, and some residents may lose their jobs or be forced to commute long distances to the site of the relocated business (NCHRP 2001). 
Impacts to community cohesion can be particularly disruptive to unique groups such as minority, low-income, elderly, or disabled populations, due to the potentially unique value systems of these groups. For example, some groups rely more on extended kinship structures than others, making a physical or psychological barrier caused by a transportation projects disruptive for these groups, when they might not be disruptive for another group. A population with a higher-than-average dependency on public transportation, walking, or bicycling, could be affected more than another population without this dependency. Generally, the fewer personal resources an individual has, the more harmful the loss of community (NCHRP 2001).
Questions that are answered in the direct impact section pertaining to social impacts are listed below.
· How many residences would be displaced? What types—multi-unit homes, single family, rural residential, others? Would they be residents with special needs (e.g., disabled or elderly residents)? 

· Would the project cause redistribution of the population, or an influx or loss of population?

· Would the project result in separating a community or disrupting neighborhood patterns? Would a wall or barrier effect be created (such as from noise walls or fencing)?

· What would be the perceived impact on quality-of-life?

· Would alternate modes of travel be included in the project? 
· Would the project increase or decrease the likelihood of accidents for non-motorists?
· Would the project increase or decrease crime?
Criteria for Analyzing Direct Impacts on Public Services and Utilities

Questions that are answered in the direct impact section pertaining to public services and utilities are listed below.
· How would the project affect short- and long-term vehicular approach to public services and community facilities? 
· Would the project affect parking availability?

· How would the project affect non-motorist access to public services and community facilities? Would the project impede or enhance access between residences and community facilities? 
· How would the project affect access to public transportation?

· Would changes in emergency response time (fire, police, and emergency medical) occur due to the project?

· Would the project contribute to or help alleviate overcrowding of public facilities (i.e., schools and recreation facilities)?
· Would the project result in relocation or displacement of public facilities or community centers (e.g., places of worship)?
Method for Addressing Environmental Justice
Environmental justice impacts would result if the project would result in disproportionately high and adverse impacts to minority and low-income populations. According to FHWA, a disproportionately high and adverse effect on minority and low-income populations is an adverse effect that (1) is predominately borne by a minority and/or low-income population; or (2) will be suffered by the minority and/or low-income population, and is appreciably more severe or greater in magnitude than the adverse effect that will be suffered by the non minority and/or non low-income population (FHWA 1998). The environmental justice methodology for the OR 62 Corridor Solutions Project provides a basis for determining environmental justice impacts based on this criterion. It also addresses how the project team has and will engage minority and low-income households as part of the public involvement program. 
The environmental justice analysis compares project impacts on minority or low-income households (adverse and positive) with the impacts on non-minority and non-low-income households.
 Adverse impacts could include direct or indirect displacements, noise impacts, construction nuisances, or disruption of aesthetic values or community cohesion. Beneficial impacts would include both vehicular and non-vehicular transportation benefits associated with the project. 
Results from the minority and low-income population assessment in the Affected Environment section are used as a basis for determining environmental justice impacts. Minority and low-income statistics for the affected population (the residents in the census block groups encompassing the options) are compared to the same statistics for the reference population (Jackson County). Much of the transportation benefit resulting from the Build Alternative would occur throughout Jackson County. 

If the analysis of Census 2000 and Claritas Marketplace data, in combination with the windshield observations, were to find that the population living near an option has a relatively large minority or low-income component, then two steps would follow:  (1) this report would find that adverse impacts could be experienced disproportionately by minority or low-income populations, and (2) public outreach activities would be directed toward specific minority and low-income populations, and recorded in this Socioeconomics Technical Report.
Next, the project team would assess whether the individual adverse impacts (direct or indirect displacements, noise impacts, construction nuisances, or disruption of aesthetic values or community cohesion) would be appreciably more severe or greater in magnitude than those suffered by the non-minority or non-low-income population. This would be accomplished on an impact-by-impact basis. The analysis will take into account mitigation and enhancement measures and potential offsetting benefits to the affected minority or low-income populations. In taking into account potential offsetting benefits, the analysis will consider both the benefits to affected minority or low-income populations and how these benefits compare with benefits to non-minority and non-low-income populations.

If potential disproportionately high and adverse impacts are found, the project team would consider the issues of whether:

· further mitigation measures or Alternatives that would avoid or reduce the disproportionately high and adverse impacts are practicable;

· there is a substantial need for the project, based on the overall public interest; and

· Alternatives that would have less adverse impacts on protected populations have either more severe adverse impacts on the general population or would involve increased costs of an extraordinary magnitude.

If disproportionately high and adverse impacts are not found, the analysis will nonetheless examine both negative and positive impacts on minority and low-income residents and how these impacts compare with impacts on non-minority and non-low-income residents. The purpose is to include this as part of a complete picture of the project’s impacts, regardless of whether it would have disproportionately high and adverse impacts on minority or low-income residents under the terms of FHWA Order 6640.23 (FHWA 1998).
2.3.4.2
 Indirect Impacts

Indirect impacts are described qualitatively for the categories of business impacts, social impacts, public service and community facility impacts and environmental justice impacts. Exceptions are that indirect employment, labor income and output impacts resulting from direct regional economic impacts of project construction are described quantitatively. Qualitative impacts are identified with a high, medium, or low impact rating as shown in Table 2-2. These ratings represent the following: 

· High impacts have magnitude, extent, duration and likelihood that are substantially higher when compared to existing conditions;

· Medium impacts have magnitude, extent, duration and likelihood that are higher when compared to existing conditions; and
· Low impacts have magnitude, extent, duration and likelihood that are higher when compared to existing conditions, but minimally. 

	Table 2-2

Criteria for Characterizing Indirect Impacts

	Impact Rating
	Level of Impact

	
	Magnitude
	Geographic Extent
	Duration and Frequency
	Likelihood

	High
	High
	High or Medium
	Any Level
	High

	
	High
	High or Medium
	High
	Medium

	Medium
	High
	Any Level
	Medium or Low
	Medium

	
	High
	Low
	Any Level
	High

	
	Medium
	Any Level
	Any Level
	Medium

	
	Medium
	Any Level
	Any Level
	High

	
	High
	Any Level
	Any Level
	Low

	
	Low
	High
	High
	High

	Low
	Low
	Medium or Low
	Any Level
	High

	
	Low
	Any Level
	Any Level
	Medium


  Note:

This table was part of instructions issued by URS in 2005 to team members preparing technical reports for the supplemental FEIS for the West Eugene Parkway. URS intended the table to achieve use of common terminology in characterizing impacts among multiple technical report writers. URS staff formulated the table based on several training courses on NEPA analysis they had taken. 
Indirect regional economic impacts due to OR 62 Corridor Solutions Project construction were estimated quantitatively using multipliers specific to highway construction in Region 3 (ODOT, 2010). 
Other indirect economic impacts are described qualitatively, such as long term impacts to local businesses, impacts to commuters, impacts to the tourism industry due to long-term traffic impacts and indirect impacts due to displacements.

2.3.4.3 Cumulative Impacts
A cumulative impact is the impact on the environment which results from the incremental impact of the project when added to other past, present, and reasonably foreseeable future actions, according to CEQ. Cumulative impacts can result from individually minor but collectively significant actions taking place over a period of time. A list of planned or in-progress projects that might have cumulative socioeconomic impacts when combined with the OR 62 Corridor Solutions Project was compiled. In addition, cumulative impacts were analyzed qualitatively for the Build Alternative in combination with planned or in-progress projects. 
2.3.4.4 Construction Impacts
Construction impacts were evaluated based on the following questions:
· How is the local economy affected by construction activities? 
· Are there both positive impacts (jobs and income generated) and negative impacts (detours and loss of access)?
2.3.5 Potential Mitigation Measures
Mitigation measures for socioeconomic impacts were drawn from the lists of mitigation measures from other Technical Disciplines. This is because mitigation measures for impacts such as traffic, noise, air, and visual impacts would also help reduce adverse socioeconomic impacts.
2.4 Documentation
All websites, phone calls, emails and meetings from which information was collected and included in this report, or used in analysis whose conclusions are presented in this report, were documented. Documentation includes citing the sources for information and data in the text, and providing a full reference for each citing in Section 7, Bibliography. 
3. AGENCY COORDINATION AND INVOLVEMENT
Regulatory consultation for socioeconomic resources consists of contacting agencies and the public in person when other resources are not available in order to gather information on existing socioeconomic resources such as public facility coverage areas, demographics and school capacities. 

3.1 Federal
Federal Highway Administration
3.2 State
(None)
3.3 Local
3.3.1 Counties
Jackson County
Jackson County Fire District No. 3

3.3.2 Cities
City of Medford
3.3.3 Neighborhood Groups
White City
3.3.4 Other

Rogue Valley Transportation District
4. AFFECTED ENVIRONMENT    
This chapter identifies and describes existing socioeconomic conditions for the jurisdictions within which the project is located, including Jackson County, the City of Medford, the unincorporated area of White City and the unincorporated area along OR 62 between Medford and White City. Socioeconomic information is presented for each topic and for each jurisdiction, where available data allows, and is compared to socioeconomic conditions in the State of Oregon. For example, while 2006 population levels are presented for Jackson County and the City of Medford, 2000 population levels are presented for White City and the unincorporated area along OR 62 between Medford and White City. Population information for these unincorporated areas is not available beyond 2000, from the U.S. Census. 
Topics discussed include labor force, employment, industry and income trends; existing businesses and commercial districts in the project area; population and demographics; community facilities and services; and fiscal conditions. The report also includes an assessment of minority, low-income, elderly and disabled populations. 
The Project area is roughly bounded on the west by Table Rock Road, on the east by Foothill Road, on the north just north of Dutton Road, and on the south by the intersection of I-5 and OR 62. The Project is located entirely within Jackson County. The southern portion of the project is located within the City of Medford. Much of the middle portion of the project is within unincorporated Jackson County. Near the northern terminus, the project is located within unincorporated Jackson County and the designated Urban Unincorporated Community of White City. OR 62 serves the Medford metropolitan area, which is located in the Rogue River Valley in southern Oregon.
4.1  Region

4.1.1  Labor Force, Employment, and Income
The City of Medford is the business, commercial and professional center of Jackson County and southern Oregon, located along I-5 approximately 27 miles north of the Oregon-California border in the Rogue River Valley. Employment in Jackson County represents approximately 5 percent of total employment in the State of Oregon. Average employment growth rates in Jackson County decreased between the 1990s and the period 2000 to 2005. Employment shrank for the more recent period 2005-2010, due to the recession of the economy nationally in 2008. Jackson County employment growth rates were higher than the same measure for the State of Oregon during the years 1990 to 2005, but were lower compared to the State for the period 2005 to 2010, when the County experienced a reduction in employment of 0.8 percent and the State of Oregon growth rate was 0.3 percent (Table 4-1). 

Despite the slowdown in employment growth due to the recession, it would be reasonable to expect that the overall trend in employment growth during the period prior to the recession would continue in the long term.
Table 4-1 shows that Jackson County unemployment decreased from 6.5 percent in 1990 to 5.6 percent in 2000 and increased to 6.2 percent in 2005. The Jackson County unemployment rate during this period was generally higher than the State of Oregon unemployment rate, except in 2005, when they were both 6.2 percent. Since the 2008 recession, unemployment rates for both Jackson County and Oregon have increased. The unemployment rate for Jackson County was 12.6 percent in 2010. 
	Table 4-1
Jackson County Employment

	
	Employment
	Average Unemployment Rate

	Jackson County
	
	

	1990
	69,100
	6.5%

	2000
	85,500
	5.6%

	2005
	93,100
	6.2%

	2010
	89,600
	12.6%

	        AARG, 1990-2000
	2.4%
	 - 

	        AARG, 2000-2005
	1.8%
	 - 

	        AARG, 2005-2010
	-0.8%
	 - 

	State of Oregon
	
	

	1990
	1,424,900
	5.4%

	2000
	1,717,000
	5.1%

	2005
	1,741,000
	6.2%

	2010
	1,769,600
	10.8%

	        AARG, 1990-2000
	2.0%
	 - 

	        AARG, 2000-2005
	0.3%
	 - 

	        AARG, 2005-2010
	0.3%
	 - 

	Notes:  

AARG = Average Annual Rate of Growth

Source:  OED, 2011a. 


That the Jackson County unemployment rate rose between 2000 and 2005, and its employment level still increased, indicates that the labor force grew during that period, either from an influx of new residents or from existing residents entering or re-entering the labor force (Table 4-1). 
The Medford MSA currently ranks No. 340 among 372 MSAs in employment levels, with the No. 1 rank having the lowest unemployment rate and 372 having the highest (USDOL, 2011).  

The Jackson County economy has a comparative advantage in the industries of trade, transportation and utilities; educational and health services; and leisure and hospitality when measured in terms of employment. Jackson County has fewer government employees as a percentage of total employment when compared to the State as a whole, and fewer jobs in manufacturing, financial activities, and professional business services. The industry category of trade, transportation and utilities represents nearly one-quarter of total employment in Jackson County, surpassing the categories of education and health services and government, by six to seven percentage points. Within the category of trade, transportation and utilities, 72 percent of employment is in retail trade; 16 percent is in transportation, warehousing and utilities; and 13 percent is in wholesale trade. The smallest share of Jackson County employment is in natural resources and mining (Table 4-2). 
	Table 4-2
Employment by Industry, 2010

	
	Jackson County
	State of Oregon

	
	Employment
	Percent of Total
	Employment
	Percent of Total

	Total nonfarm employment
	74,360
	100%
	1,599,900
	100%

	Natural resources and mining
	310
	0%
	6,700
	0%

	Construction
	2,840
	4%
	67,800
	4%

	Manufacturing
	6,050
	8%
	163,800
	10%

	Trade, transportation, and utilities
	17,200
	23%
	308,200
	19%

	Information
	1,670
	2%
	32,200
	2%

	Financial activities
	3,720
	5%
	92,700
	6%

	Professional and business services
	6,750
	9%
	181,300
	11%

	Educational and health services
	12,480
	17%
	228,400
	14%

	Leisure and hospitality
	8,820
	12%
	161,800
	10%

	Other services
	2,560
	3%
	57,500
	4%

	Government
	11,960
	16%
	299,500
	19%

	Source:   OED, 2011b and 2011c. 


Income measures for Jackson County are between 5 and 11 percent lower than the same measures for the State. City of Medford median household income closely resembles the same measure for Jackson County, while White City household income is substantially lower. Further, the percentage of residents living below the poverty level in 1999 was higher in Medford than in Jackson County, and was higher in Jackson County compared to the State of Oregon as a whole. The poverty level in White City was much higher than Medford, Jackson County and Oregon (Table 4-3). These results indicate that the project is located in an area with relatively more poverty and lower incomes when compared to certain other areas of Oregon. These results are consistent with the high number of jobs in the retail trade industry, because jobs in retail trade tend to have lower wages when compared to other types of jobs. 
	Table 4-3
Median Household Income and Poverty Statistics

	
	Median Household Income, 1999
	Percent of State Median Household Income
	Per Capita Income, 2009
	Percent of State Per Capita Income
	Percent of Residents Living Below Poverty Level, 1999

	White City Unincorporated Area
	$29,342
	72%
	                  N/A
	N/A
	21.1

	City of Medford
	 $36,481 
	89%
	N/A
	N/A
	13.9

	Jackson County
	 $36,461 
	89%
	$34,314
	95%
	12.5

	State of Oregon
	 $40,916 
	100%
	$36,191
	100%
	11.6

	Notes:

N/A = Not available.

Sources:  

OED, 2011d; U.S. Census, 2000g; U.S. Census, 2000h. 


4.1.2  Public Finance and Fiscal Issues
The 2006-2007 Adopted Budget for Jackson County states that revenues and expenditures for the fiscal year 2006-2007 are $287 million, representing a 4 percent decrease from the previous year. The largest expenditure categories are fiduciary and special funds (24 percent), health and human services (16 percent), roads and parks (15 percent) and the airport (13 percent). The largest categories of revenue sources are beginning balances (37 percent), state and local government (20 percent); fees, licenses and sales (19 percent); federal government (13 percent) and taxes (10 percent). Property taxes represented $29 million of total revenue sources (JCAB, 2007).
In 2005, assessed value of private property in Jackson County was $13.027 billion (JCA, 2007). The property tax rate in Jackson County is $2.0099 per $1,000 assessed value (JCAB, 2007).
Total revenues for the City of Medford (all funds) as stated in the Adopted Biennium 2005/07 Budget are $235.2 million. Total expenses are $207.5 million. The City’s General Fund revenues and expenditures (Adopted Biennium 2005/07 Budget) are $92.7 million. Property tax revenues collected in 2006 represent 25 percent of the General Fund revenues (MB, 2007).
In 2006, assessed value of private property in the City of Medford was $4.961 billion (JCA, 2007). The average property tax rate for 2005 is projected to be $5.2953 per $1,000 of assessed value, indicating property tax revenue of approximately $23.5 million (MB, 2007).
4.1.3  Population, Housing, and Demographics
The Jackson County population was 205,305 in 2008, representing 5.4 percent of the State of Oregon population. The City of Medford, the county seat and one of eleven cities in Jackson County, is home to 37 percent of Jackson County residents. Another 29 percent of the population lives in unincorporated Jackson County, and approximately 10 percent of the Jackson County population lives in the City of Ashland. Approximately 8 percent of the population lives in the City of Central Point. Other cities in Jackson County in order of population size include Eagle Point, Talent, Phoenix, Shady Cove, Jacksonville, Rogue River, Gold Hill and Butte Falls, each home to four percent, or less, of the Jackson County population (PRC, 2009). 
In the 1990s, the Jackson County population was growing by approximately 2.2 percent on average per year, surpassing the State of Oregon population growth rate of 1.9 percent annually. Medford grew faster than both Jackson County and Oregon during the same period (1990-2000), at 3.0 percent annually. The population of White City decreased during the 1990s (Table 4-4). 
During the period 2000 to 2005, population growth in all three incorporated areas (Medford, Jackson County and Oregon) had slowed, while the White City population experienced rapid growth of approximately six percent per year (Table 4-4). For the period 2005 to 2008, these three jurisdictions regained some population growth. Rates for Medford and Jackson County were higher than the rate for Oregon (Table 4-4).
 In general, population growth rates in Medford, Jackson County and Oregon experienced a dip during the period 2000 to 2005.
The State of Oregon Office of Economic Analysis and Jackson County expect population growth rates for Oregon, Jackson County and Medford to increase by the period 2008 to 2025/2026, then decrease over the next 15 years. The annual population growth rate in Jackson County is expected to increase from 1.8 percent (2005-2008) to 2.0 percent (2008-2026), and then decrease to 1.1 percent (2026-2040) (Table 4-4). The City of Medford annual population growth rate is expected to increase from 2.7 percent (2005-2008) to 2.9 percent (2008-2026) and then decrease to 1.3 percent (2026-2040). The White City annual population growth rate is expected to decrease from 6.5 percent (2000-2005) to 1.9 percent (2005-2026) and then decrease to 1.0 percent (2026-2040). 
The future Delta Water Transit Oriented Development (TOD) project will create significant housing and employment growth near the project, east of the existing OR 62 between Coker Butte Road and Delta Waters Road. This area will be a mix of housing and employment in the future (RVCOG, 2003a), and will result in an increase in demand for public services, community facilities, and regional infrastructure such as transportation facilities. 
	Table 4-4

Population Trends

	Year/Measure
	State of Oregon
	Jackson County
	City of Medford
	White City Unincorporated Area

	1980
	2,639,915
	132,456
	39,746
	4,333

	1990
	2,842,321
	146,389
	46,951
	5,891

	2000
	3,421,399
	181,269
	63,154
	5,466

	2005
	3,628,700
	194,515
	70,855
	7,500 

	2008
	3,791,075
	205,305
	76,850
	N/A 

	AARG,a 1980-1990
	0.74%
	1.01%
	1.68%
	3.1% 

	AARG,a 1990-2000
	1.87%
	2.16%
	3.01%
	-0.8% 

	AARG,a 2000-2005
	1.18%
	1.42%
	2.33%
	6.5% 

	AARG,a 2005-2008
	1.47%
	1.82%
	2.74%
	N/A 

	Proj.b 2025/2026c
	4,626,015
	264,419
	111,025
	11,424

	Proj.b 2040
	5,425,408
	306,421
	133,397
	13,090 

	AARG,a 2008-2025/2026c
	1.67%
	1.97%
	2.87%
	1.9%d 

	AARG,a 2025/2026-2040c
	1.07%
	1.06%
	1.32%
	1.0% 

	Notes:

a. AARG = Annual Average Rate of Growth

b. Proj. = Projected

c. 2025/2026 = Projections include 2025 projections for Oregon State and 2026 projections for other areas.  These are the only available data. 

d. This projected rate of growth for White City is for the period 2004 to 2026.  The 2008 White City population was not available. 

N/A = Not available.

Sources:  

JCCP, 2007.

2008 estimates:  PRC, 2009. 

Oregon State projections:  OEA, 2009. 


Although the relatively low vacancy rates in Medford and White City indicate a tighter housing market relative to Jackson County and Oregon, the median value of occupied housing is lower than some other areas in Jackson County and Oregon, particularly in White City (Table 4-5). Over 1,100 homes were listed for sale in the Medford area as of November 2007. In addition, more than 200 rental homes were available in the Medford area in April of 2007, according to VacancyNet.com (HHPR, 2010).
	Table 4-5
Housing Characteristics, 2000

	
	Number of Housing Units
	Median Value of Specified Owner-Occupied Units
	Percent of Housing Units that are Vacant

	White City Unincorporated Area
	1,831
	$88.900
	4.9%

	City of Medford
	                     26,310 
	                  $132,400 
	4.4%

	Jackson County
	                    75,737 
	                   $140,000 
	5.6%

	State of Oregon
	                1,452,709 
	                   $152,100 
	8.2%

	Source:  U.S. Census. 2000i. 


Minority Populations

Populations in census block groups encompassing the alignment options were estimated to range from 10 percent to 23 percent minority in 2008. The areas south of Vilas Road and in White City have higher percentages of minority residents compared to Jackson County as a whole.
 
Table 4-6 shows that the population in the area encompassing the SD Alternative has relatively fewer minority residents when compared to the area encompassing the DI Alternative. Compared to White City and the City of Medford, the census block groups encompassing both Build Alternatives have relatively fewer minority residents. The census block groups encompassing both Build Alternatives have the same or relatively fewer minority residents compared to Jackson County. 
Figure 4-1 shows that census block group populations near the project with a higher percentage minority compared to Jackson County are located near White City, east of existing OR 62 between White City and Vilas Road, and both east and west of existing OR 62 south of Vilas Road.   
	Table 4-6

Minority Statistics, 2008

	Geographic Area
	Population 2008
	Minority Percentage 2008

	Group of Census Block Groups Encompassing the SD Alternative
	22,854
	13%

	Group of Census Block Groups Encompassing the DI Alternative
	32,082
	14%

	
	
	

	City of Medford
	70,208
	18%

	White City Census Designated Place
	5,677
	30%

	Jackson County
	202,011
	14%

	State of Oregon
	3,772,854
	20%

	Note:

The population estimates for Medford, Jackson County and Oregon in Table 4-6 differ slightly from those in Table 4-4 due to the use of different data sources. Claritas minority and total population estimates were used for the minority population analysis (Table 4-6) to be able to reasonably compare minority statistics among geographic areas near the project. However, the estimates in Table 4-4 were prepared later in time, and are therefore likely more accurate. The estimates differ by less than one percent (Oregon), less than two percent (Jackson County) and approximately eight percent (City of Medford).
Source: Claritas, 2008. 


In their Title 6 and Environmental Justice Compliance Report, Rogue Valley Council of Governments (RVCOG) used census block groups to analyze minority statistics in the OR 62 
Corridor Project (Project) area. RVCOG found that of the individual census block groups that border OR 62 in the project area, the percentage of the population that is minority ranges from 6 to 15 percent (RVCOG, 2003b). 
Low-Income Populations 

Populations in census block groups encompassing the Build Alternatives ranged from 7 percent to 48 percent low-income in 2000. The areas close to the project south of Vilas Road and in White City had higher percentages of low-income residents compared to Jackson County (Table 4-7; Figure 4-1). The area near the southern terminus of the SD Alternative had relatively more low-income residents compared to the area near the southern terminus of the DI Alternative. 

Insert Figure 4-1
Minority and Low-Income Populations
Table 4-7 shows that the population in the area encompassing the SD Alternative has a slightly higher proportion of low-income residents compared to the area encompassing the DI Alternative. Either Build Alternative’s low-income percentages for 2000 were within two percentage points of the same measure for Medford and were lower than the low-income percentage for White City. The low-income percentage for both White City (21 percent) and Census Tract 13.01 Block Group 2 (48 percent) are relatively high – the VA SORCC population is part of Census Tract 13.01 Block Group 2, which is in White City.
       

	Table 4-7

Low Income Statistics, 2000

	Geographic Area
	Population for Whom Poverty Status Is Determined 2000
	Low-Income Percentage 2000

	Group of Census Block Groups Encompassing the SD Alternative
	17,859
	15%

	Group of Census Block Groups Encompassing the DI Alternative
	25,564
	13%

	
	
	

	City of Medford
	62,375
	14%

	White City Census Designated Place
	5,142
	21%

	Jackson County
	177,638
	13%

	State of Oregon
	3,347,667
	12%

	Source: U.S. Census, 2000b.


In their Title 6 and Environmental Justice Compliance Report, Rogue Valley Council of Governments (RVCOG) used census block groups to analyze low-income statistics in the project area. RVCOG found that of the individual census block groups that border OR 62 in the project area, the percentage of the population that is low income ranges from 7 to 48 percent (RVCOG, 2003b). The results of the Census 2000 data analysis in this report are consistent with RVCOG findings. 
Populations Over Age 65
The areas close to the project south of Vilas Road have a higher percentage of residents age 65 and over compared to Jackson County (Table 4-8). The areas close to the project north of Vilas Road have a lower percentage of residents age 65 and over compared to Jackson County. The area near the SD Alternative had slightly more residents age 65 and over compared to the area near the DI Alternative (Table 4-8), and the areas near either Build Alternative had lower percentages of residents age 65 and over compared to Jackson County. 
	Table 4-8
Populations Age 65 and Over Statistics, 2000

	Geographic Area
	2000

Population
	Percentage Over Age 65

	
	
	

	Group of Census Block Groups Encompassing the SD Alternative
	18,839
	15%

	Group of Census Block Groups Encompassing the DI Alternative
	26,457
	14%

	
	
	

	City of Medford
	63,154
	17%

	White City Census Designated Place
	5,466
	7%

	Jackson County
	181,269
	16%

	State of Oregon
	3,421,399
	13%

	Note:

CDP = Census Designated Place

Source: U.S. Census 2000c.


Disabled Populations

Areas near both Build Alternatives had a higher percentage of disabled residents compared to Jackson County in 2000 (Table 4-9). 
4.1.4
Public Services and Community Facilities 

Jackson County and the City of Medford provide services to residents and businesses surrounding OR 62, including general government services, fire protection and emergency services and law enforcement. Community facilities include schools, parks, libraries, hospitals and churches or places of worship. Figure 4-2 shows locations of public service providers and community facilities located within one mile of the project. 
4.1.4.1  General Government Services

Jackson County and the City of Medford provide services to their residents including planning, finance and taxation, economic development, health and human services, information technology, public works (roads), licenses, surveying and neighborhood resources. 

	Table 4-9
Disabled Population Statistics, 2000

	Geographic Area
	Civilian Non-institutionalized population 5 years and over, 2000
	Disabled Percentage, 2000

	Group of Census Block Groups Encompassing the SD Alternative
	16,731
	28%

	Group of Census Block Groups Encompassing the DI Alternative
	23,934
	24%

	
	
	

	Group of Census Tracts Encompassing Study Area 
	46,657
	21%

	City of Medford
	                       58,155 
	21%

	White City CDP
	4,784
	25%

	Jackson County
	                      168,487 
	20%

	Oregon State
	                   3,158,684 
	19%

	Notes:

CDP = Census Designated Place

Census 2000 included 2 questions with a total of six subparts with which to identify people with disabilities. The data on disability status were derived from answers to long-form questionnaire items 16 and 17. The questions were as follows:

· 16. Does this person have any of the following long-lasting conditions:  a. blindness, deafness, or severe vision or hearing impairments? b. A condition that substantially limits one or more basic physical activities such as walking, climbing stairs, reaching, lifting, or carrying?

· 17. Because of a physical, mental or emotional condition lasting 6 months or more, does this person have any difficulty in doing any of the following activities: a. learning, remembering, or concentrating?  b. dressing, bathing, or getting around inside the home? c. (if person is 16 years old or older) going outside the home alone to shop or visit a doctor's office? d. (if person is 16 years old or older) working at a job or business?   

Source:  U.S. Census 2000d. 


Insert Figure 4-2
Public Service and Community Facilities Located within One Mile of the Project 
 4.1.4.2  Fire Protection Services

Fire districts and departments in Jackson County that serve the project area include Medford Fire and Rescue and Jackson County Fire District No. 3. Medford Fire and Rescue serves the southern portion of the project area (south of Vilas Road). Medford Fire and Rescue employs 75 people and operates from 4 stations that are staffed with 5 companies. A fifth station is planned
. Medford Fire and Rescue stations within 1 mile of the project include Station 4 (located at 2208 Table Rock Road less than 0.5 mile west of the southern terminus) and Station 5 
(located at Roberts Road and North Keene Way less than 1 mile east of the southern terminus).

Jackson County Fire District No. 3 provides fire suppression, basic and advanced life support medical response, rescue services, public education, code enforcement and investigation services to County residents over an area of 167 square miles in central Jackson County, which includes the project area north of Vilas Road. The District has seven stations, three of which are staffed with paid personnel. The remaining four stations are staffed with volunteers. Staff includes 51 paid personnel and 60 volunteers. The main business office is located at 8333 Agate Road in White City, near the north end of the project area. The number of alarms per year is near 4,000, 60 to 70 percent of which are medical and/or rescue-related calls. The White City Station is the only station located within 1 mile of the project.
4.1.4.3  Law Enforcement

The Project is within the jurisdiction of three law enforcement agencies:  the Oregon State Police
, the Jackson County Sheriff’s Department and the City of Medford Police Department. 
The Patrol Service Division of the Oregon State Police (OSP) provides uniform police presence and law enforcement services throughout the State with a primary responsibility for traffic safety and response to emergency calls for service on Oregon’s state and interstate highways (OSP, 2004). OR 62 is a state highway, and is therefore patrolled by OSP. 
The Jackson County Sheriff’s Office 
provides law enforcement services to unincorporated Jackson County, from its location at 787 W. Eighth Street in Medford, approximately two miles south of the southern project terminus. The Sheriff’s Office provides law enforcement services to the portion of the project area north of Vilas Road. The Sheriff’s Office operates two substations that are within one mile of the project. Substation No. 5 is located at 3131 Avenue C in White City and Substation No. 7 (Marine Rescue) is located at 620 Antelope Road in White City. 
The Medford Police Department provides law enforcement services within Medford city limits from its location at 411 W. Eighth Street in Medford, less than two miles south of the southern project terminus. Department staff includes 94 sworn employees and 46 non-sworn employees (MPD, 2004). The Medford Police Department provides law enforcement services to the portion of the project area south of Vilas Road. 
4.1.4.4  Schools

OR 62 between the south terminus and the north terminus overlaps three different school districts. The Medford School District No. 549C is located at 500 Monroe Street in Medford (more than 2 miles south of the southern project terminus) and provides public education to residents living near the project south of Vilas Road. Between Vilas Road and Agate Road, the project runs through the boundaries of Central Point School District No. 6. The northern portion of the project area lies within the boundaries of the Eagle Point School District No. 9. Table 4-10 shows the seven public schools located within one mile of the project. 
	Table 4-10
Schools Within One Mile of Build Alternatives Alignment

	Name
	Address
	2007-2008 Enrollment

	Kennedy Elementary School
	2860 N. Keene Way Drive
	587

	Wilson Elementary School
	1400 Johnson Street
	547

	Howard Elementary School
	286 Mace Road
	531

	North Medford High School
	1900 N. Keene Way Drive
	1,890

	White City Elementary
	2830 Maple Court, White City
	450

	Mountain View Elementary
	7837 Hale Way, White City
	338

	White Mountain Middle School
	550 Wilson Way, White City
	432

	Source: MSD, 2004. 


4.1.4.5 Parks
Jackson County Parks and Recreation operates 18 developed parks. The County park closest 
to the project area is the Jackson County Sports Park. The Sports Park includes a softball complex, drag racing strip, go-cart track, shooting range and fishing ponds, and is located approximately 3 miles east of the intersection of existing OR 62 and OR 140, Lake of the Woods Highway. OR 62 provides a main route to the Sports Park from Medford. 
Parks and recreational facilities within the Medford city limits and within approximately one mile of the alignment include Railroad Park, located northwest of the existing OR 62/I-5 interchange. Railroad Park is a 49-acre parcel with a pavilion and railroad-related historic features (JCPR, 2004; MPR, 2004). In the future, the City of Medford plans to develop the currently undeveloped Table Rock Park, which is located approximately one mile north of the southern project terminus. Figure 4-2 shows the parks or recreational facilities located within one mile of the project, including Railroad Park, the Bear Creek Greenway, the Denman Wildlife Refuge, and Eagle Point Golf Course
.
4.1.4.6  Libraries

The Jackson County Library operates 15 branches throughout the County, with Jackson County Library Services Headquarters located at 205 S. Central in Medford. The three libraries closest to the project are Headquarters and two branch libraries. Headquarters is located approximately 1.5 miles south of the southern project terminus. The Central Point Branch Library is located at 226 East Pine Street in Central Point (approximately 2.5 miles northwest of southern project terminus), and the White City Branch Library is located at 3143 Avenue C in White City (less than one mile east of the northern project terminus (JCL, 2004). 
4.1.4.7  Hospitals

Hospitals in the Medford area include Providence Medford Medical Center located at 1111 Crater Lake Avenue (one mile southeast of the southern project terminus), Rogue Valley Medical Center located at 2825 E. Barnett Road (3.5 miles southeast of the southern project terminus) and the Surgery Center of Southern Oregon LLC located at 2798 E. Barnett Road (3.5 miles southeast of the southern project terminus). The VA SORCC is located at 8495 Crater Lake Highway in White City (adjacent to and west of existing OR 62 near the northern project terminus).
4.1.4.8 Churches and Places of Worship

Many churches and places of worship exist near the project. Those that are located within approximately one mile of the project alignment are shown on Figure 4-2 and listed below.
· Kinsmen Bible Fellowship  

· Eagle Point Community Bible Church  

· First Assembly of God‎

· Valley Christian Fellowship

· Liberty Baptist Church

· New Beginnings Church

· Trinity Baptist Church

· Spirit of Life Christian Center‎

· Liberty Baptist Church

· Celebrate Jesus Church

· Beacon Baptist Church

· Church of Christ‎

· Lighthouse Pentecostal Church

· Jehovah's Witnesses Medford Crater Lake Congregation‎ 

· Agua Viva Christian Fellowship‎

· Church of Jesus Christ of Latter Day Saints‎ 

· Heritage Christian Fellowship  

· Truth Tabernacle  

· Church of Jesus Christ of Latter-Day Saints: North Medford Seminary‎ 

· First Christian Church‎ 

· Medford Friends Church‎ 

· Church of Christ‎ 

· Living Waters Church‎ 

· First Church of God-Anderson‎ 

· Foothills Baptist Church‎ 

· Rock Family Worship Center  

· Bread of Life Community Church  

· Community Bible Church  

· Bethel Assembly of God

4.2  Established Business Districts, Neighborhoods, and Transportation Facilities
4.2.1  Established Business Districts

The area between the I-5 interchange and Delta Waters Road contains mostly commercial uses, and is a “vital business district within the Rogue Valley region” (ODOT, 2001). The OR 62/I-5 interchange area from just east of I-5 and continuing north along OR 62 is one of the three major commercial districts within Medford. Sixteen buildings in the southern portion of the project area, within the city of Medford, have more than 30,000 square feet of floor area, which is the City of Medford’s standard for a “big box.” Two large shopping centers exist at the southern end of the segment, near the OR 62/I-5 interchange (Fred Meyer and Poplar Square). Several big 
box stores (Lowes, Best Buy, Wal-Mart, PetSmart, Costco, Safeway, and Sportsman’s Warehouse) are located in or adjacent to the Crater Lake Plaza shopping center in the area between Delta Waters Road and Commerce Drive. In addition, many small or moderate-sized strip malls, shopping centers, motels, restaurants, retail stores, offices, and services businesses are located in this area. These businesses are highly accessible from both OR 62 and I-5 (OR 62 Corridor Solutions Project Land Use Report, 2011). 

Businesses that are reliant on pass-by customers for a substantial portion of their business include fast food restaurants, gas stations and temporary lodging places. These businesses are called “pass-by” businesses. Tourists or through-travelers on I-5 stop at these businesses because they need what the businesses offers and the business is located convenient to the highway or interstate. Customers travel to “destination” businesses for a specific reason – the location of these types of businesses are less important, as long as they are somewhat easy to approach. 
The intersection of OR 62 with Delta Waters Road serves commercial areas, including retailers and office uses, to the north. This portion of OR 62 provides access to I-5 and is located in the center of many uses. Uses near the Delta Waters Road intersection include both destination and pass-by businesses.

North of Delta Waters Road, OR 62 provides an approach to the Medford International Airport via Commerce Drive and International Way. The Medford International Airport provides air cargo service and includes office uses, Immigration and Naturalization Services, U.S. Customs Services, a storage building and a three-berth parking apron for large planes. The Medco Haul Road at the intersection of OR 62 is currently used as a private approach to land east of the Medford International Airport (RVCOG, 2003a). 
Further north, business uses between Commerce Drive and White City include the Lithia Motors Chrysler Jeep Dodge Auto Mall, a 20-acre development on a 100-acre site west of OR 62 and south of Vilas Road, and various other commercial and light industrial uses. The commercial uses east of OR 62 are interspersed with undeveloped land and residential uses. Large vacant tracts exist in this portion of the project area, especially south of Vilas Road. Strip commercial and industrial businesses are located along Vilas Road and north along OR 62 and Crater Lake Avenue. Farms exist on both sides of OR 62 south of Gregory Road (OR 62 Corridor Solutions Project Land Use Report, 2011). Commercial uses within this portion of the project area are primarily destination-type businesses, and are not situated in a way that would suggest a connected commercial district or center.
OR 62 extends north through the unincorporated community of White City, and generally separates industrial uses to the west from residential uses to the east. Commercial businesses exist along OR 62 in White City, including fast-food restaurants and a grocery store. The VA SORCC is on the west side of OR 62 between Avenue H and Dutton Road. Its staff of about 400 provides medical care to about 9,000 veterans in the Southern Oregon and Northern California region (OR 62 Corridor Solutions Project Land Use Report, 2011). Many pass-by businesses are located in and around White City. 
4.2.2  Neighborhoods

The immediate Project area is comprised primarily of commercial uses, not residential uses. An urban residential area with pockets of medium- and high-density housing exists within the Medford city limits east of OR 62 extending from near the southern project terminus north to approximately Coker Butte Road. These residential areas are buffered from OR 62 by general industrial and commercial uses, are generally set back from OR 62 by 1,000 feet or more (MGLU, 2004) and are generally not visible from I-5 (OR 62 Corridor Solutions Project Land Use Report, 2011). These residential areas form a cohesive community. No formal neighborhood boundaries were defined by the City of Medford in the project area as of April 2007. 
North of Coker Butte Road, single family ranch- or farm-type residences are interspersed through the area east and west of OR 62. These homes use OR 62 to access downtown Medford and areas to the north, and are typically buffered from OR 62 by commercial, industrial, agricultural and/or forestry/open space area (MGLU, 2004; JCM, 2004). 

A rural residential area exists west of OR 62 at approximately Justice Road, buffered from OR 62 by industrial uses (JCM, 2004). A large rural residential area exists east of OR 62 (buffered by commercial uses) between E. Gregory Road and Lotus Lane. Pockets of rural residential use exist west of OR 62 at E. Gregory Road, and surrounded by forestry, open space and agriculture (JCM, 2004).

An urban residential area exists in the urban unincorporated area of White City, located south of the northern project terminus but buffered from OR 62 by general commercial uses. White City has a relatively high density of residences, and forms a cohesive community. Other areas of residential use are small with few residences. 
4.2.3  Pedestrian, Transit and Bicycle Features 

Curbs and sidewalks border the seven lanes of traffic along OR 62 between I5 and Poplar Drive. Pedestrian crossing and traffic signals exist at the Fred Meyer approach and at Poplar Drive. The speed limit along this portion of OR 62 is 35 miles per hour. The portion of OR 62 between Poplar Drive and Delta Waters Road has four lanes. 
Many driveways and curbs and sidewalks exist on the south side of OR 62 only. Sidewalks exist on many of the streets that cross OR 62 between Poplar Drive and Delta Waters Road. The speed limit increases to 45 mph along this stretch of OR 62. 
Bicycle lanes are signed and striped on OR 62 between Poplar Drive and Vilas Road. Wide shoulders not specifically marked for bicycles exist north of Vilas Road on OR 62. 
On-street bicycle lanes exist along Delta Waters Road (RVCOG, 2003a)
. The Medco Haul Road is a multi-use path that provides an off-street connection for non-motorized uses between Biddle Road and Vilas Road. The path can also be approached from Commerce Drive, but does not provide very good access to businesses along OR 62.
Near the Vilas Road intersection, OR 62 has five lanes, wide shoulders and intermittent curbs on the west side only. On-street bicycle lanes exist along OR 62 in this area, although sidewalks are lacking. Near Corey Road, OR 62 has five lanes, wide shoulders that accommodate bicycles, and intermittent curbs on the west side only. In the future, bicycle and pedestrian facilities along arterials and collector streets in the northern portion of the project area are planned (MGLU, 2004).
Many streets in and around White City have sidewalks and some of the busier roads that do not have sidewalks have wide shoulders. Bicycle lanes are located on Avenue H, Avenue G, Falcon Street, Avenue E, Avenue C, Agate Road, Antelope Road, OR 62 and OR 140. 

Rogue Valley Transportation District (RVTD) provides bus service on OR 62, Poplar Drive, Bullock Road, Biddle Road, Hilton Road, Crater Lake Avenue, Delta Waters Road and Lear Way (RVCOG, 2003a). Route 1 runs from downtown Medford to the Medford International Airport via OR 62 between Poplar Drive and Biddle Road. RVTD bus service provides access to and from White City from the south, via OR 62. Route 60 runs along Terrmont Street, Atlantic Avenue, Avenue G and to the VA SORCC (RVTD, 2009)
5. Environmental Consequences

This section presents the expected social and economic impacts related to construction and operation of the Build Alternatives (generally also referred to as “Bypass”). It is divided into the following sections: 1) Economic Impacts, 2) Social Impacts, 3) Impacts to Public Services and Community Facilities, and 4) Environmental Justice Impacts. Within each of these sections, there is a discussion of the direct, indirect, cumulative, and construction impacts associated with each Alternative and Design Option, and the JTA Phase. 
5.1
Economic Impacts

This section discusses the impacts associated with each Alternative and Design Option to local businesses, the regional economy and traffic flow, and fiscal impacts. 

5.1.1
Direct Impacts

5.1.1.1
No Build Alternative

Under the No Build Alternative, the economic environment would remain similar to existing conditions. Impacts to the regional economy, local businesses, established businesses districts and government fiscal conditions would not occur. Economic development trends would continue similar to existing trends. 

If the transportation improvement or modification projects committed and funded in the Rogue Valley MPO 2009-2034 Regional Transportation Plan (RTP) are accomplished as planned, the No Build Alternative could potentially result in increased inter- and intra-regional traffic volumes and improved flow in the Corridor. Table 1-2 
(page 1-7) names the projects included in the Rogue Valley RTP that are in the OR 62 Corridor Solutions Project area. Potentially improved traffic flow in some areas could result in increased economic activity, but the increase would be less than that expected to occur with either Build Alternative. 
The No Build Alternative would result in 23 study area intersections exceeding traffic performance standards by 2035, which would hinder economic development in the project area. By 2035, peak-hour travel times would increase throughout the Corridor by approximately 40 to 50 percent from 2007 levels (OR 62 Corridor Traffic Report 2011). These impacts could result in decreased patronage of industrial and commercial businesses in the project area. Also, the tourism industry could suffer due to increased travel times to reach Crater Lake and other large recreational areas. White City residents and residents who commute west on OR 140 could hesitate to travel south to patronize businesses near the interchange due to slower traffic. 
5.1.1.2
Build Alternatives
5.1.1.2.1
Local Business Impacts 
This section discusses local business impacts for the project. These include business displacements, changes to approaches to businesses, changes to parking, and changes to non-motorist connections. 
Table 5-1 shows the number of displacements that would occur with each Build Alternative and Design Option. The Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970 and the Uniform Relocation Act Amendments of 1987 ensure the fair and equitable relocation and re-establishment of persons, businesses, farms and nonprofit organizations displaced as a result of federal or federally assisted programs. Should the displaced businesses choose to move, ample commercial and industrial bare land and buildings appear to be available to satisfy the relocation needs of this project (HHPR, 2010). For further detail on these displacements, see the OR 62 Corridor Solutions Right of Way Report. Appendix A contains information on resources and benefits for those who would be displaced.
	Table 5-1

Property Acquisition by Build Alternative and Design Option


	Type of Impact
	No Build Alternative
	Build Alternatives

	
	
	SD Alternative
	DI Alternative
	JTA Phase

	
	
	Design

Option A
	Design

Option B
	Design

Option C
	Design

Option A
	Design

Option B
	Design

Option C
	Design Option A
	Design Option B
	Design Option C

	Number of Impacted Parcels1
	0
	119
	222
	214
	257
	260
	252
	84
	84
	76

	Number of Impacted Ownerships1
	0
	130
	134
	129
	169
	173
	168
	51
	51
	47

	Acreage of Right of Way Purchase Area2
	0
	241
	235
	242
	229
	223
	230
	130
	130
	130

	No. of Residential Tenants Displaced3
	0
	15
	15
	16
	39
	39
	41
	9
	9
	8

	No. of Residential Owners Displaced3
	0
	4
	4
	5
	5
	5
	6
	2
	2
	4

	No. of Businesses Displaced3
	0
	39
	48
	39
	45
	54
	45
	10
	14
	10

	Source: HHPR, 2010
1From HHPR, 2010, Table 3.1 
2From HHPR, 2010, Table 3.2 
3From HHPR, 2010, Table 4.2 

	
	
	


A. Business Displacements
 
The Build Alternatives would result in between 39 and 54 business displacements depending on which Build Alternative and Design Option is recommended. Ten to 14 of these would occur under the JTA Phase. 
Common to All Alternatives and Design Options

At the north end of the project area, 14 business displacements would occur along Dutton Road on the north side of the VA SORCC (HHPR, 2010). These businesses are located in a warehouse business park. Very few, if any, of these businesses would be considered pass-by businesses. This area could be avoided with a minor realignment of the Bypass to the north. This area does not contain an established businesses district that would be split with the Build Alternatives.   
Eight business displacements would occur in the area of Vilas Road with any of the Build Alternatives or Design Options (HHPR, 2010). Because construction would include an interchange and widening of Vilas Road, several parcels along Vilas Road would be impacted. 
Four of the business displacements would be directly along the alignment of the Bypass, at Vilas Road
, adjacent to the Medco Haul Road. One business displacement would occur on Vilas Road east of the Bypass alignment, between the Bypass and the OR 62 alignment. Two business displacements would occur along Vilas Road between the Bypass alignment and Peace Lane. One business displacement would be at the northeast corner of Vilas Road and Table Rock Road, at the western end of the Vilas Road widening. Displacement of these businesses would not split an established business district. Some of these businesses would likely be pass-by businesses and, therefore, would likely need to relocate near areas with high traffic volumes. 

SD Alternative

In the southern terminus area, the SD Alternative would result in seven business displacements. Four of these would occur between Biddle Road and I-5, north of OR 62, and three would occur between Bullock Road and Delta Waters, on the north side of OR 62 (HHPR, 2010). Displacement of these businesses would not separate an established business district. Some of these businesses are pass-by businesses and would likely need to relocate near areas with high traffic volumes.

DI Alternative
With the DI Alternative, 13 business displacements would occur in the southern portion of the project area (HHPR, 2010). Four of these would occur on the north side of OR 62 between Bullock Road and Delta Waters Road. The other nine business displacements would occur on the south side of OR 62 in the same area. One would be at the intersection of Poplar Drive and Hilton Road, five would be along OR 62 between Poplar Drive and Delta Waters Road, and three would be along Skypark Drive, where a new local access connection would be constructed. These businesses include pass-by businesses that would likely need to relocate near areas with high traffic volumes. Displacement of these businesses would not separate an established business district – each area borders either OR 62 or the Medco Haul Road, both of which are existing physical barriers among businesses in this area.
Design Option A

With Design Option A, 10 business displacements would occur in the area where the Design Options differ. All of these would occur in the vicinity of Agate Road and Gregory Road. One would be in the northwest corner of the Gregory Road/Agate Road intersection. Three would be on the east side of OR 62 near the Gregory Road/OR 62 intersection. Four more would occur further north along OR 62 between Gramercy Drive and Merry Lane. These four would not be directly impacted, but would be landlocked due to access restrictions. Two more businesses would be displaced on the east side of Agate Road to the north, between Gregory Road and Antelope Road. Displacement of these businesses would not split an established business district. Some of these businesses would likely be pass-by businesses and, therefore, would likely need to relocate near areas with high traffic volumes. 

Design Option B

With Design Option B, 19 business displacements would occur in the area where the Design Options differ.  A large area of business displacements (14 businesses) would occur south of Gregory Road and west of the OR 62. The remaining five would be along OR 62 and Agate Road to the north. These businesses include several pass-by businesses. Displacement of these businesses would not split an established business district. The pass-by businesses would likely need to relocate near areas with high traffic volumes. 
Design Option C

With Design Option C, 10 business displacements would occur in the area where the Design Options differ. These would include the same business displacements as with Design Option A
, all of which would occur in the vicinity of Agate Road and Gregory Road. One would be in the northwest corner of the Gregory Road/Agate Road intersection. Three would be on the east side of OR 62 near the Gregory Road/OR 62 intersection. Six more would occur further north along OR 62 or Agate Road. Displacement of these businesses would not split an established business district. Some of these businesses would likely be pass-by businesses and, therefore, would likely need to relocate near areas with high traffic volumes. 

JTA Phase
The JTA Phase would have fewer business displacements than either of the Build Alternatives. In the area of the southern terminus, three business displacements would occur. These would be the same parcels on the north side of OR 62 between Bullock Road and Delta Waters Road as would be impacted with either of the Build Alternatives. These would be the only business displacements that would occur in the area of the southern terminus. 
With any of the JTA Phase Design Options, seven business displacements would occur in the vicinity of Vilas Road. Four of these would occur due to construction of the JTA Phase. Three of these displacements would be due to right-of-way acquisition along Vilas Road.  

In the area of the northern terminus of the JTA Phase, near the intersection of Agate Road and OR 62, where the JTA Phase Design Options would differ, JTA Design Option A and C would not result in any business displacements. JTA Design Option B would result in four business displacements along the western edge of OR 62, south of Gregory Road. 
B. Changes to Approaches to Businesses 
Common to All Build Alternatives and Design Options

In the area near the northern terminus, approach to businesses along Agate Road between Antelope Road and Avenue G would change from Agate Road to new side streets. Businesses located along Dutton Road west of OR 62 that currently have direct approach to Dutton Road would experience an approach change. Approach would be provided by a new local roadway extending south from Dutton Road. The new road would front the Bypass on the north and also cross over or under it heading south. Travel distances would be slightly longer but visibility of the businesses is not expected to change substantially. Although most businesses along Agate Road between Antelope Road and Avenue G are destination-type businesses, any pass-by businesses located in the area could experience a slight decrease in patronage due to the loss of direct access onto Agate Road.  

In the area between Justice Road and the southern terminus, the Build Alternatives would result in approach changes. Commerce Drive, which is currently the primary approach to the INS facility, would end in a cul-de-sac. Approach to the INS would be provided by a new local roadway running south from Airway Drive connecting from Vilas Road to the airport property. This local roadway would be constructed as part of the Build Alternatives.
Several new local roadways would be constructed in the vicinity of Vilas Road. The Build Alternatives would close several approaches along Vilas Road due to proximity to the Vilas interchange and the widening of Vilas Road. Where possible, new local roadway connections are included as part of the Build Alternatives to provide approaches in this area. 

Approach changes in this area include:

· Vilas Road approach to businesses in the northeast quadrant of the Vilas Road/Peace Lane intersection would change to a new local access road extending east from Peace Lane
.
· Vilas Road approach to businesses on the south side of Vilas Road, west of the Bypass alignment would change to Industry Drive and an eastward extension of Enterprise Drive.
· Approach to businesses on the south side of Vilas Road, east of the Bypass alignment would change from Vilas Road to Helo Drive, Helicopter Way, and to a new local road that would run south from Vilas Road to the east of Helo Drive. 
· Approach to the gun/rifle range north of Vilas Road would move to the east, but would remain an approach from Vilas Road. 
Where it is not practicable to construct a new local roadway to provide alternative approach to a property, the property would be acquired as part of the project. For more information, see the OR 62 Corridor Solutions Project Right Of Way Technical Report (HHPR, 2010).
SD Alternative

In the southern portion of the project area, the SD Alternative would not require any change in approaches to individual businesses. Through traffic would travel on the Bypass rather than on existing OR 62, and therefore would not have direct approach to pass-by businesses between I-5 and Delta Waters Road. Pass-by businesses may or may not be visible to through-travelers on the Bypass. As a result, patronage of these pass-by businesses could decline. Destination businesses in this area would not likely be affected. Local traffic would retain existing approach to both types of businesses. This highly accessible area contains several “big box” stores, which typically function as destination businesses but benefit from high visibility, as well as many smaller service businesses, restaurants and motels 
that qualify as pass-by businesses. Clear signage indicating types of businesses available, directions on how to approach them and distance to these businesses would help to mitigate this potential adverse impact.
DI Alternative

With the DI Alternative, businesses located along OR 62 between I-5 and Delta Waters Road would experience approach changes because they would not have direct access onto the new Bypass (existing OR 62 along this stretch would become the new access-controlled Bypass). Approaches to the businesses in this area would be from Hilton Road, Corona Avenue, or Skypark Drive, which would have no access restrictions. Although the distance between the Bypass and individual businesses would be shorter with the DI Alternative compared to the SD Alternative, patronage of the businesses in this area could still decrease because Bypass traffic would have out of direction travel to reachthese businesses. However, a directional interchange would be constructed between Bullock and Delta Waters Roads allowing movements between the new Bypass and the existing OR 62 and signage with directions for approaching the businesses would increase the likelihood of through traffic patronizing the pass-by businesses in this area. Destination businesses are less likely to be affected as long as proper signage is used to direct both regional and local patrons to the new approach points. 
With either Build Alternative, pass-by businesses could experience a decrease in patronage and related revenue. The DI Alternative could result in a less adverse impact than the SD Alternative because (1) alternate approach would be perceived as more straightforward, i.e., take the access side street that appears closest to the business, and (2) vehicles traveling on the Bypass would have better visibility of the business district. 
Design Options
In the area between Justice Road and Gregory Road, there would be little difference among the Design Options in approach changes to businesses. 

Approach changes in this area would include:

· Business approaches along OR 62 would be closed between Corey Road and approximately Merry Lane. Businesses in this area would be approached via side streets.
· Business approaches along Agate Road would be closed. These businesses would be accessed via side streets
.
· Approach to businesses in the southeast quadrant of the OR 62/Gregory Road intersection would be from a new local road extending south from Gregory Road. 

These approach changes would be relatively minor. Some approach changes would require a slightly longer distance to travel (i.e., around a block). Most of the businesses in this area are destination-type businesses. Decreases in patronage of the pass-by businesses that exist in the area would be mitigated to the extent clear signage indicates the locations of access points. 
JTA Phase
The JTA Phase would have a much smaller impact to business approaches than the Build Alternatives. In the area of the southern terminus, where the Bypass diverges from the existing OR 62, business approaches between Poplar Drive and Delta Waters Road would become right-in/right-out, but would remain open. 
The JTA Phase would close Commerce Drive and construct an alternative approach road to the INS facility off of Airway Drive, connecting from Vilas Road to the airport property, as in the Build Alternatives. 

While the overcrossing of the Bypass over Vilas Road would be constructed as part of the JTA Phase, the interchange at Vilas Road would not be constructed. Therefore, property approaches to Vilas Road that would be closed with the Build Alternatives due to the construction of the interchange, would not be closed under the JTA Phase and would retain their approaches from Vilas Road.  

The most changes to business approaches with the JTA Phase would occur at the northern terminus of the JTA Phase, in the vicinity of Gregory Road and Agate Road. With any of the Design Options, Crater Lake Avenue would be extended northward from Corey Road to Gramercy Drive. There would be no connection between OR 62 and Crater Lake Avenue in this section. Therefore Corey Road, Gregory Road, and all of the businesses along the east side of OR 62 in this area would approach OR 62 from Gramercy Drive or take Crater Lake Avenue south to Vilas Road to connect to OR 62.  
On the west side of OR 62, Agate Road would no longer connect directly to OR 62 under the JTA Phase. Instead, it would become one-way southbound from Gregory Road and only allow vehicles to approach the Bypass southbound. Approaches from Agate Road and Gregory Road west of Agate Road to existing OR 62 would be via Leigh Way to the north, requiring a modest amount of out-of-direction travel.

The differences in alignment among the three Design Options under the JTA Phase would not result in differences to approaches in the vicinity of the northern terminus. 

C. Changes to Parking 
With the Build Alternatives, removal of off-street parking spaces was approximated by analyzing on aerial maps where the alignment affects business parking, but would not result in a business displacement. In these instances, businesses would remain, but would have some parking area removed. To the extent nearby businesses’ patrons fill existing parking lots, the businesses could experience a decline in patronage if potential customers cannot find parking. 
Common to All Build Alternatives and Design Options

Off-street parking spaces would be removed at approximately the following commercial or industrial locations:

· the northwest quadrant of the Delta Waters Road/OR 62 intersection (less than 20 percent);

· the northwest quadrant of the Delta Waters Road/Excel Drive intersection (less than 10 percent);
· along Vilas Road between OR 62 and Peace Lane, primarily on the south side of the road (less than 20 percent); and
· near the west end of Dutton Road, about a half-mile west of OR 62 (less than 20 percent).
SD Alternative

Off-street parking spaces would be removed at approximately the following commercial or industrial locations in the southern portion of the project area:

· the north side of Hilton Court (west of Biddle Road) at the western end, adjacent to I-5 (less than 20 percent);

· the east side of Biddle Road, between OR 62 and Hilton Road (less than 5 percent); and

· the northeast quadrant of the Bullock Road/OR 62 intersection (less than 20 percent).
DI Alternative
Off-street parking spaces would be removed at approximately the following commercial or industrial locations in the southern portion of the project area:

· along Poplar Drive south of OR 62 (less than 10 percent);
· along Hilton Road east of Poplar Drive (less than 10 percent);

· along Bullock Road north of OR 62 (less than 5 percent);

· along OR 62 between Poplar Drive and Whittle Avenue and along Skypark Drive (less than 20 percent); and

· the eastern quadrant of the existing OR 62/Whittle Avenue intersection (less than 10 percent).
Design Options 
There is marginal difference among the Design Options in terms of amount of off-street parking spaces that would be removed. Off-street parking spaces would be removed at approximately the following commercial or industrial locations in this area:

· the northwest quadrant of the Gregory Road/Agate Road intersection (less than 20 percent); and
· the east side of OR 62 from Agate Road to Merry Lane (less than 20 percent).
JTA Phase
Under the JTA Phase, off-street parking spaces would be removed at approximately the following commercial or industrial locations:

· the northwest quadrant of the Delta Waters Road/OR 62 intersection (less than 20 percent);

· the northwest quadrant of the Delta Waters Road/Excel Drive intersection (less than 10 percent);

· along Vilas Road between OR 62 and Peace Lane, primarily on the south side of the road (less than 20 percent); and

· the east side of OR 62 from Gregory Road to Gramercy Drive (less than 10 percent).

D. Changes to Non-Motorist Connections 
Common to All Alternatives and Design Options
In the area of Medford International Airport, the Bypass would replace the bicycle/pedestrian path that currently runs along the Medco Haul Road, providing a non-motorist connection to businesses in this area from the north and south. While bicycles would be allowed on the shoulders of the Bypass, there would not be a non-motorist connection from the Bypass to the businesses in this area. 

The Bypass would restrict east-west travel at Commerce Drive, which currently connects to the INS facility. The new connection to the INS facility would be via Vilas Road and Airway Drive to the north. 
The Bypass would not impact non-motorist connections to businesses in this area from the west, because the airport currently blocks non-motorist connections from the west.  
Non-motorist connections to businesses in the area of Vilas Road would change. Sidewalks and bike lanes would be added along both sides of Vilas Road between OR 62 and Table Rock Road
. This would improve safety for non-motorized travel along Vilas Road. However, the addition of an interchange and the widening of Vilas Road would create an environment that is less attractive for non-motorized travel. 
Residents along Justice Road west of the Bypass wishing to travel to businesses along OR 62 via non-motorized modes, would no longer have a direct route along Justice Road, which would be disconnected by the Bypass. There would be no east-west connection across the Bypass between Vilas Road and Antelope Road, a distance of nearly three miles. This would be the same with any of the Design Options. The current rural residential character of land to the west of the Bypass and the industrial nature of the businesses along OR 62 means that there is currently little non-motorist travel between the two areas. 
Along Agate Road, the Bypass would be elevated on fill slopes, replacing the existing Agate Road from Gregory Road to Avenue G, creating a barrier to east-west movements.  Leigh Way and Avenue A would be terminated at the Bypass and would not provide an east-west connection. East-west crossings of the Bypass would occur at Antelope Road, Avenue G, and Avenue H, where the Bypass would be on an overcrossing.  Non-motorist approach to businesses along Agate Road would be hindered. From Avenue G north, the Bypass would be on structure over Agate Road and Agate Road would remain in place. This would preserve connections to businesses along Agate Road north of Avenue G. Some portions of Avenue F, Avenue G, 11th Street, and 14th Street would be improved to provide approach to parcels east and west of the Bypass. The Bypass would return to at-grade as it turns east, north of Avenue H.

In the area of the northern terminus, contiguous residential areas are located east of OR 62; therefore, residences’ connections to businesses would not change substantially. There are some businesses at the west end of Dutton Road. These would be approached via new local roadways, which would accommodate bicycles and pedestrians. 
SD Alternative

With the SD Alternative, non-motorist approach to businesses south of OR 62 between Poplar Drive and Delta Waters Road would not change substantially.  The elevated portion of the Bypass would allow non-motorist approach to businesses north of OR 62, but would block approach where it is at-grade. Residences’ connections to businesses in the southern portion of the project area would not change, with the exception that local vehicles would need to circumvent the at-grade portion of the Bypass. The established business district located in this area is currently split by OR 62. Since the SD Alternative would be grade-separated across Biddle Road, Hilton Road, and Bullock Road, non-motorist approaches along these roads would remain as they are today. 
DI Alternative

With the DI Alternative, non-motorist approach to businesses south of OR 62 between Poplar Drive and Delta Waters Road would change because the existing OR 62 would become the access-controlled Bypass between I-5 and Delta Waters Road. Side streets would be improved and would allow for both non-motorist approach and vehicular connections to businesses to continue. An overpass would be built at Poplar Drive to allow approach to businesses north of the OR 62. Adverse impacts to business patronage could be worse for businesses north of OR 62 due to the disconnect the at-grade Bypass would create between those businesses and the neighborhoods to the south and east. However, in general, either Alternative would retain residential connections to businesses, and non-motorist approach to businesses. With the DI Alternative, no business district would be separated because the Bypass would be built on an already-existing highway alignment.
JTA Phase
The JTA Phase would have a smaller impact on non-motorist connections to businesses than the Build Alternatives. Since the JTA Phase would not begin until east of Poplar Drive, it would not impact connectivity at Poplar Drive. There would be some 
increased travel distance for non-motorized modes around the area of the interchange with existing OR 62, but there would be sidewalks and bike lanes to accommodate safe travel. 
In the area of Medford International Airport, the JTA Phase would be the same as the Build Alternatives in terms of its impact on non-motorized connections.

In the area of Vilas Road, the improvements included along Vilas Road in the Build Alternatives would not be included in the JTA Phase. The Bypass would cross Vilas Road on an overcrossing, but Vilas Road itself would remain as it is currently. 

Between Vilas Road and Gregory Road, the JTA Phase would have largely the same impact to east-west connections as the Build Alternatives. At the northern terminus of the JTA Phase, at Gregory Road, non-motorized modes would still be able to connect between Gregory Road and Agate Road. Some changes in non-motorized travel movements would occur at the new intersection of the Bypass and existing OR 62. Since this would become a more square intersection with a signal, and sidewalks and bike lanes would be constructed on connecting roadways, this area would become safer for non-motorized travel than it is currently. 

5.1.1.2.2
Regional Economy and Traffic Flow 
This section describes how changes in connections and travel time could impact local businesses and the regional economy. 

With the Build Alternatives, through traffic would travel on the Bypass, which would be a limited-access highway parallel to the existing OR 62. Approach points to the Bypass would be constructed at North Medford Interchange (Exit 30 on I-5), Vilas Road, Corey Road, and Dutton Road. Travel times would be reduced compared to the No Build Alternative. Table 5-2 shows the PM peak-hour travel times on the Bypass from downtown Medford to a selection of points along the Corridor. 

	Table 5-2 Existing and Projected PM Peak-Hour Travel Time From the Intersection of East 8th Street and OR 99 in Medford
(minutes)

	
	
2007
	2015
	2035

	To
	
	No Build Alterna-tive
	SD Alterna-tive
	DI Altern-ative
	JTA Phase
	No Build Altern-ative
	SD Altern-ative
	DI Alterna-tive
	JTA Phase

	Bypass and Vilas Rd.
	NA
	NA
	12
	12
	NA
	NA
	13
	12
	NA

	Existing OR 62 and Vilas Rd.
(Via Existing OR 62 Under JTA Phase)
	15
	18
	13
	13
	16
	23
	14
	14
	17

	Existing OR 62 and Agate Rd. (JTA Phase N. Terminus)
	18
	21
	NA
	NA
	17
	26
	NA
	NA
	21

	Existing OR 62 and OR 140
	19
	23
	16
	17
	18
	30
	19
	18
	26

	OR 62 and Nick Young Rd., Eagle Point
	25
	29
	20 
	22
	24
	36 
	22
	22
	32

	OR 62 and Sams Valley Hwy.
	30
	34
	25
	27
	29
	42
	28
	28
	37

	OR 62 and Rogue River Dr., Shady Cove
	38
	42
	33
	35
	37
	51
	37
	37
	46

	OR 140 and Brownsboro Hwy.
	28
	31
	25
	26
	27
	39
	27
	26
	34

	Notes:

NA means not applicable.

All build alternative and JTA Phase travel times are via the bypass, except for non-bypass links, i.e., under the build alternatives, from the bypass to existing OR 62  via Vilas Rd.; under the JTA Phase, from I-5 to Vilas Rd.; and, under all alternatives, from the north terminus to Eagle Point, Sams Valley Hwy., Shady Cove, and Brownsboro Hwy. All existing and No Build Alternative travel times are via existing OR 62.

	Sources: Southern Oregon Transportation Engineering, LLC, and URS Corp.

	


As shown in the table, the SD Alternative would result in a slightly lower travel time than the DI Alternative to most points within the Corridor in 2015 (a difference of one to two minutes). By 2035, both Build Alternatives would result in comparable travel times. Either the SD or the DI Alternative would result in an approximately 30 to 40 percent improvement in PM peak-hour travel time in 2035 throughout the Corridor (SOTE, 2011). PM peak-hour travel times from downtown Medford to Eagle Point would improve from 36 minutes in 2035 along existing OR 62 to 22 minutes along the Bypass. This represents an improvement of 39 percent. 
The travel time improvements with either Build Alternative would ease freight transport for regional companies and commute travel for employees of regional companies, which would in turn decrease costs for those businesses. These potential cost savings for businesses would be comparable with either the SD or the DI Alternative.
 
The DI Alternative would create a disconnect in traffic flow around the south terminus as a result of the grade separation at Poplar Drive and OR 62. Traffic would be rerouted to Biddle Road and Morrow Road to get to Poplar Drive from OR 62. This creates longer travel distances for vehicles around the interchange and nearby facilities, potentially making travel more difficult for regional commuters and freight carriers under the DI Alternative than under the SD Alternative. 
JTA Phase
The Bypass under the JTA Phase would reduce travel times by approximately 20 to 25 percent between the south and north termini of the JTA Phase itself, and 10 to 15 percent in the area north of the northern terminus. As shown in Table 5-2, PM peak-hour travel time on existing OR 62 from downtown Medford to Vilas Road would improve from 23 minutes under the No Build Alternative to 17 minutes under the JTA Phase in 2035. PM peak-hour travel time from downtown Medford to Eagle Point would be more modest under the JTA Phase, improving from 36 minutes to 32 minutes. 
As with the Build Alternatives, the JTA Phase would ease traffic flow and improve commute travel times and freight transport, thereby decreasing costs for regional businesses. The degree of improvement would be less with the JTA Phase than with the Build Alternatives.    

5.1.1.2.3
Fiscal Impacts
Transportation facilities can result in changes to property values (both increases and decreases) and changes to the amount of land on the property tax rolls. 
The Jackson County assessed value of private property could decrease by approximately $20 to $27 million as a result of the conversion of private property to public right of way. As a result, Jackson County would experience a reduction in annual property tax revenue in the short-run, ranging from approximately $40,000 to $54,000, depending on the set of Design Options. Indirect and cumulative property tax revenue impacts are discussed in Section 5.1.2.2 and Section 5.1.3.2. This estimate is based on the average property tax rate in Jackson County of $2.0099 per $1,000 assessed value (JCAB 2007; ODOR 2008). The estimated reduction in annual property tax revenue would range from 0.14 percent to 0.18 percent, taken as a percentage of the $29 million in property taxes expected to be collected during the 2006-2007 fiscal year. This adverse impact would be minimal within the context of the Jackson County budget.

A small number of properties’ proximity to roads with high traffic volumes could increase, which could result in slightly lower property values for residential properties
, but could slightly increase commercial property values, especially for pass-by businesses. Proximity to uses that could be perceived as undesirable is just one of many factors affecting property values.

5.1.2 Indirect Impacts

5.1.2.1 No Build Alternative

The increases in delay with the No Build Alternative could discourage some new businesses from moving to or investing in the region, while some new businesses would locate in less congested parts of the region. Less new development (compared to the Build Alternatives) could result in less economic activity, including jobs, business and personal income, spending and tax revenue in the region if business selected other regions instead. 
Property values could increase at a slower rate, leading to slower increases in property tax revenues.
5.1.2.2
Build Alternatives
In general, the improved traffic conditions related to the Build Alternatives would increase the attractiveness of the area for new business. Businesses would not likely close or move outside the area as an indirect result of the project. With the DI Alternative, which would change how businesses on the south side of OR 62 between I-5 and Delta Waters Road would be approached, patronage of pass-by businesses located in this area could decline. 
In the long-term, property tax revenue could increase to the extent that Jackson County experiences increases in assessed value attributable to additional development and increases in existing property values, which could indirectly result from the project. 

In the area between Justice Road and Gregory Road, where the Design Options differ, each differs in the degree to which it would result in reduction of farmland remaining in farm use. There are five property owners in this area whose land is zoned for Exclusive Farm Use (EFU) and would be impacted by the Bypass. In general, EFU land that remains on the west side of the Bypass would likely continue to be farmed, as it is adjacent to other farms. On the east side of the Bypass, 
Design Option A, would isolate about 20 acres of land east of the Bypass and Design Option B would isolate about 5 acres. Under both Design Options, the present access to the isolated land would remain. Whether farm use would continue would depend on the owner, either the present owner or a future owner. While Design Option C would leave about 100 acres of land east of the Bypass, the land would not be isolated and would likely remain in farm use (URS, 2011a).
5.1.3
Cumulative Impacts

Cumulative impacts are impacts a highway project could have in combination with other highway projects, other transportation projects, land development projects, changes in policies, or trends. Other projects considered in the project cumulative impacts analysis include the projects in Table 1-2 (page 1-7).
5.1.3.1 No Build Alternative

Most of the projects in Table 1-2 
(page 1-7) would expand the capacity of and improve traffic flow on roadways serving areas which now have very good access. In general, they will facilitate further development in the project area. However, the No Build Alternative would limit the amount of development that could occur without causing violation of the mobility performance standard applicable to OR 62. 
5.1.3.2
Build Alternatives
The economic benefits related to the projects listed in Table 1-2 (page 1-7) would be greater with the construction of the Bypass. By reducing travel times to rural areas along OR 62 north of White City and served by OR 140 east of OR 62, the Build Alternatives could increase demand for rural residential development in these areas. Better traffic in general could potentially lead to increased demand for commercial land in the long run. This could lead to increased economic activity and tax revenue in the long term. 

5.1.4
Construction Impacts

This section addresses economic impacts related to construction of the Build Alternatives. 
5.1.4.1
No Build Alternative

No construction impacts would be associated with the No Build Alternative. 

5.1.4.2
Build Alternatives
Most of the Bypass portion of the Build Alternatives would be constructed on a new alignment, and would therefore result in minimal disruption to the existing OR 62 and local street network. Temporary ramp closures would occur at the North Medford interchange under the SD Alternative. In addition, temporary closures and detours would be necessary at Vilas Road when that interchange is built. Other road crossings and connections would also have temporary lane closures or full detours. Agate Road, from Gregory Road to Avenue G would be permanently closed, as this segment of road would become the new highway alignment (ODOT, 2008).
General nuisances related to construction would include noise and dust from construction equipment and machinery, temporary loss of on-street and off-street parking, and temporary changes to approach to businesses or residences. Signage would be used to clearly mark detours and approach would be retained at all times for local businesses and residents. Construction could result in a temporary reduction in patronage for pass-by businesses located near the construction area and temporary potential increase in costs for freight movers due to construction-related delays. Impacts on business revenues due to temporary construction nuisances would likely be minimal, and would not affect the ability of these businesses to operate in the long-term.

Project construction would cost approximately $230 million to $260 million (2010 dollars), not including right of way costs.
 Construction impacts are short-term impacts that occur as a direct result of construction, such as construction jobs, the income earned from those jobs, and the spending that occurs due to construction activity. ODOT estimates that each $1 million of construction expenditure in ODOT Region 3 supports 6.1 full-time equivalent (FTE) construction jobs (ODOT, 2010). Using this estimate and based on the 2010 cost estimate of $230 million to $260 million
, approximately 1,400 to 1,590 construction workers (direct FTEs) would be required for the project.

Indirect and induced jobs would be supported due to local purchases of construction supplies and materials and the re-spending of construction workers’ new incomes. These indirect and induced jobs were estimated using ODOT multipliers for ODOT Region 3 (1.7 FTEs each per $1 million of construction expenditure) (ODOT, 2010). Approximately 390 to 440 indirect FTEs and 390 to 440 induced FTEs would result from project construction and would represent a temporary economic benefit to the region. 
The total direct, indirect, and induced FTE jobs that would result from either the SD or DI Alternative, utilizing preliminary construction cost estimates, would be between approximately 2,180 and 2,470. 
The JTA Phase, which would begin construction in 2013, is estimated to cost approximately $95 million, not including right of way costs. This would result in approximately 580 direct FTE jobs, 160 indirect FTE jobs, and 160 induced FTE jobs. The total number of FTE jobs for the JTA Phase would be approximately 900. 

Assessed values of properties would not permanently change due to construction. Therefore, property tax revenues would not change as a result of construction. No sales tax revenues would occur because Oregon does not levy sales tax.
5.2
Social Impacts     
This section discusses the impacts associated with each Alternative and Design Option to community cohesion; elderly and disabled populations; residential displacements; parking and approach changes; and quality of life.
5.2.1
Direct Impacts
This section discusses the direct social impacts of the project.
5.2.1.1
No Build Alternative

No direct social impacts would occur under the No Build Alternative because the project would not be constructed. Impacts to population, community cohesion and neighborhoods would not occur. Housing development trends would continue similar to existing trends. The projects listed in Table 1-2 (page 1-7) that would occur with the No Build Alternative could influence traffic volumes in the Corridor. With the No Build Alternative, 23 study area intersections would exceed traffic performance standards, which would represent an adverse impact on area communities’ quality of life. Under the No Build Alternative, traffic delays would decrease quality of life for residents.
5.2.1.2
Build Alternatives
5.2.1.2.1
Community Cohesion
Automobile connections from neighborhoods west and east of the I-5/OR 62 
Interchange would improve with either the SD Alternative or the DI Alternative. Both Alternatives would be designed to achieve a balance between different user needs by separating local and through traffic, allowing residents to more quickly reach the Bypass or I-5, or local businesses, depending on their trip purpose. With the DI Alternative, local access routes would change south of existing OR 62 and Delta Water Road. The SD Alternative and the DI Alternative would not affect the cohesion of the neighborhoods in this area because the transportation improvements would occur away from neighborhoods and would not involve any walls or other barriers separating any communities. 

Seventy-five rural residential properties exist in the vicinity of Justice Road. This rural area forms a cohesive community due to the proximity of the homes and the distance between this group of rural homes and other residential communities. Justice Road currently serves as a direct connection between this neighborhood and OR 62. With Design Option A, B, or C, the Bypass would sever Justice Road, which would end in a cul-de-sac on the east side of the Bypass. On the west side, Justice Road would connect to the new local street that would be built along the Medco Haul Road alignment as part of this project. This new roadway would connect Justice Road with Gregory Road to the north. This would separate six to eight residences east of the bypass from the rest of the neighborhood. Residents west of the Bypass would access existing OR 62 or the Bypass via Justice Road, Peace Lane, and Vilas Road. 
With any of the Design Options, several homes along Justice Road on either side of the Bypass would be close to the Bypass. This would result in changes in noise levels and to the visual environment at these houses. In addition, there are seven homes that share a private driveway along the Medco Haul Road alignment north of Justice Road. With any of the Design Options, this driveway would be converted into a public roadway connecting Justice Road with Gregory Road. With Design Option C, in addition to this conversion, the Bypass would be located immediately east of this local roadway, displacing three of the seven houses, and changing the noise and visual environment for the remaining four houses.  
Further north, Gregory Road, which currently connects rural communities to the west of the proposed Bypass with Agate Road just north of its intersection with OR 62, would also be severed. The only connection to this area of Gregory Road would be via Table Rock Road, approximately 1 to 1.5 miles to the west. From Table Rock Road, residents would be able to access OR 62 or other points east of the Bypass via Vilas Road or Antelope Road. There are no east-west connections across the Bypass between Vilas Road and Antelope Road, a distance of nearly three miles. 
East of OR 62, near the Agate Road intersection and the interchange that is proposed with all three Design Options, Gregory Road and Gramercy Drive currently connect to OR 62 and serve rural residential communities to the east. With the Build Alternatives, these roads would no longer connect to OR 62. Alternative routes would be provided via Corey Road or Merry Lane, both of which would be relatively short detours of a mile or less. 
Residential areas in the White City area would not experience any separation or disruption due to the Bypass. A rural community east of existing OR 62 in the vicinity of the northern terminus of the Bypass near Dutton Road would experience some minor traffic pattern changes. Dutton Road would no longer connect to OR 62 from the east. Connection to OR 62 would be made via Wilson Way and either Avenue H or Avenue G. In addition, driveway connections to some residences on the east side of OR 62 north of Dutton Road would be closed. Alternative approaches would be provided to the east, connecting to Dutton Road. 
JTA Phase
Under the JTA Phase, connectivity changes in the area of the southern terminus would be minimal. As with either Build Alternative, the transportation improvements would occur away from neighborhoods and would not involve any walls or other barriers separating any communities.
The changes to the community cohesion in the area of Justice Road, described above under Build Alternatives, would be the same with the JTA Phase. At Gregory Road, however, connectivity between the rural communities to the west and Agate Road would be maintained, because the Bypass would terminate just south of Gregory Road. Connections from Gregory Road to OR 62 would become less direct with the closure of the intersection of Agate Road and OR 62.  

5.2.1.2.2
Impacts to Populations Age 65 and Over and Disabled Populations
As shown in Section 4.1.3, residents near the southern terminus are more likely to be over 65 when compared to residents in Jackson County as a whole. Residents throughout the project area are more likely to be disabled when compared to residents in Jackson County as a whole. In general, while the Bypass would improve north-south travel in the Corridor and add new sidewalks on some local streets, it would restrict east-west connections, often creating a need for those living adjacent to the Bypass to travel longer distances. While this would be a minor impact on automobile travel, it would be a greater restriction to pedestrian mobility. 
To the extent that the Bypass would relieve congestion in the Corridor and improve travel time, the project could result in an improvement in ability to approach services and businesses in the Corridor by vehicle. This would represent a benefit for the over 65 and disabled populations near the project. The project would also result in temporary adverse impact to these populations in the short-run to the extent that the adjustment to new vehicle and pedestrian routes and new individual approaches to businesses is more challenging for these populations relative to the general population. 
5.2.1.2.3
Residential Displacements
, Parking and Approach 

The Build Alternatives would result in the displacement of 15 to 41 residential tenants 
and four to six residential owners (Table 5-1). Displaced households would be eligible for relocation assistance under the Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970 and the Uniform Relocation Act Amendments of 1987. Residential properties are available for displaced households to relocate to. There are 1,500 residential homes and more than 200 apartments available for rent in the Medford area, according to VacancyNet.com (HHPR, 2010). In addition, over 900 residential properties were listed for sale in the Medford area as of July 2010. The OR 62 Corridor Solutions Right of Way Report contains further detail on the displacements and Appendix A provides details about the ODOT relocation assistance program. 
Common to All Alternatives and Design Options
In the vicinity of Vilas Road, there would be nine residential displacements under any of the Alternatives or Design Options (HHPR, 2010). Six of these would be residential tenants and three would be residential owners. Three of the residential tenant displacements and two of the residential owner displacements would occur on the south side of Vilas Road west of the Bypass alignment. These would be displacements due to the widening of Vilas Road. Three residential tenant displacements and one residential owner displacement would occur north of Vilas Road (between Vilas Road and Justice Road) along the Bypass alignment. 
There would be five residential displacements in the area of the northern terminus (HHPR, 2010). One residential tenant displacement would occur on the south side of Dutton Road, west of OR 62, along the Bypass alignment. Three residential tenant displacements and one residential owner displacement would occur along the east side of OR 62 at the northern terminus. This would be primarily due to loss of approach to OR 62 from these properties. No residential parking changes would occur in the area of the northern terminus. A new approach roadway would be constructed as part of the project to provide a new connection for three properties on the east side of OR 62, north of Dutton Road. 
SD Alternative

There would be no residential displacements in the area of the southern terminus with the SD Alternative (HHPR, 2010). 

DI Alternative

There would be 25 residential displacements in the area of the southern terminus with the DI Alternative (HHPR, 2010). All of these would be located along Hilton Road and Corona Avenue, where these roadways would be widened to provide local approaches to businesses adjacent to OR 62. One of these residential displacements would be a residential owner. This property is located on the south side of Hilton Road in the southeast corner of Northcrest Circle (between Corona Avenue and Poplar Drive). The other 24 displacements would be residential tenants. These properties are all located in the northwest corner of Hilton Road and Corona Avenue, with 16 facing Hilton Road and eight facing Corona Avenue. 
No residential parking space removal or approach changes would occur in the area of the southern terminus. The connection of Corona Avenue to Skypark Drive under the DI Alternative would improve circulation in the residential areas south of OR 62 between Poplar Drive and Delta Waters Road. 
Design Option A

There would be five residential displacements 
under Design Option A in the area where the Design Options differ (between Justice Road and Leigh Way). One residential owner displacement would occur on the north side of Justice Road along the Bypass alignment. Three residential tenant displacements would occur on the west side of Agate Road at the Gregory Road intersection (two of these would be south of Gregory Road and one north). One residential owner displacement would occur on the east side of Agate Road, just south of Leigh Way. There would be no additional residential parking changes in this area. 
Some approach changes would occur in this area. Several properties in the area west of OR 62 between Justice Road and Gregory Road currently have approaches to OR 62. Some of these are flag lots, meaning they are located behind other properties that front on OR 62, but they have a driveway that connects to OR 62. All of the Design Options will separate properties in this area from their approaches to public roads to different degrees. Therefore, the project would include a new local roadway to the west of the Bypass alignment, running from Justice Road to Gregory Road along the Medco Haul Road, to provide an alternative approach for these properties. 
Key approach impacts in this area under Design Option A are to the Gutches, Sims, and Young properties. The Young property is located south and east of Gregory Road and currently has approaches to both Gregory Road and OR 62. With Design Option A, this property would lose its approach to OR 62, but retain its approach to Gregory Road. The new local roadway that would be constructed along the Medco Haul Road would run along the western edge of the Young Property, allowing for additional approach options for this property. 
The Sims property currently approaches the public roadway system via a flag lot driveway to OR 62. This would be severed by the Bypass under Design Option A. A new flag lot driveway would be constructed to the west from the Sims property to connect to the new local roadway being constructed along the Medco Haul Road. 

The Gutches property includes multiple large parcels, some of which currently approach the local roadway system via a flag lot driveway to OR 62. Under Design Option A, the Gutches property would be bisected by the Bypass. Some of the Gutches property would retain approach to OR 62 on the east. Some would approach the new local roadway on the west side. 
Design Option B
There would be five residential displacements under Design Option B in the area where the Design Options differ. One residential owner displacement would occur on the north side of Justice Road along the Bypass alignment. One residential tenant displacement would occur west of OR 62, west of the intersection of Lotus Lane and OR 62. Two residential tenant displacements would occur on the west side of Agate Road south of Gregory Road. One residential owner displacement would occur on the east side of Agate Road, just south of Leigh Way. There would be no additional residential parking changes in this area. 

Design Option B would be largely identical to Design Option A in terms of approach changes. The Young and the Sims properties would approach the roadway system via the new local roadway constructed on the west side of the Bypass. The Gutches property would still be bisected by the Bypass, but with Design Option B, more of the Gutches property would be on the west side of the Bypass. Therefore more of the Gutches property would utilize the new local roadway on the west side for its approach. The remainder of the Gutches property east of the Bypass would retain an approach to OR 62.
Design Option C

There would be seven residential displacements under Design Option C in the area where the Design Options differ. One residential tenant displacement and two residential owner displacements would occur along the Bypass alignment north of Justice Road. In the vicinity of Gregory Road and Agate Road, the residential displacements would be the same as under Design Option A, with three residential tenant displacements that would occur on the west side of Agate Road, two south of Gregory Road and one north. One residential owner displacement would occur on the east side of Agate Road, just south of Leigh Way.
One property would lose some parking space under Design Option C. This property is along the Bypass alignment on the north side of Justice Road. Under Design Options A and B, this property would be displaced. Under Design Option C, the structure would remain, but a portion of the property would be acquired. 

Approach changes would differ from the other two Design Options. The Young property, under Design Option C, would be bisected. The western portion of the Young property would approach the new local roadway that would be built to the west of the Bypass. The eastern portion of the Young property would retain its approach to OR 62 to the east. The Sims property, on the east side of the Bypass under this Design Option, would also retain its approach to OR 62 to the east. The Gutches property would also be mostly on the east side of the Bypass under this Design Option, and would retain its approach to OR 62 to the east. 

JTA Phase

The JTA Phase would result in the displacement of eight to nine residential tenants and two to four residential owners (Table 5-1). There would be no residential displacements in the area of the southern terminus. In the vicinity of Vilas Road, three residential tenant displacements and one residential owner displacement would occur north of Vilas Road (between Vilas Road and Justice Road) along the Bypass alignment (HHPR, 2010). 
As with the Build Alternatives, there is a residential owner on the north side of Justice Road that would be displaced under Design Option A or B, but not under Design Option C. Under Design Option C, a portion of this property would be acquired, but the structure would not be displaced. 

At the northern terminus of the JTA Phase, one residential tenant would be displaced under Design Options A and B, but not under Design Option C. This property is located on the west side of Agate Road at its intersection with OR 62. Design Option C would not have any residential displacements at the northern terminus in the JTA Phase. A residential tenant in the southwest corner of Agate Road and Gregory Road would not be displaced, but would lose parking area with any of the Design Options in the JTA Phase. 

Residential approach changes would be the same as under the Build Alternatives in the area between Justice Road and Gregory Road. 

5.2.1.2.4
Quality of Life

Project area residents overall would likely experience an increase in perceived quality of life due to improved travel times on major routes, a separation of local and through traffic, and, with the SD Alternative, better connectivity throughout the area. The residents living in the rural homes along Justice Road and Gregory Road west of OR 62 could perceive a decrease in quality of life due to the Bypass extending near and through this rural home community and decreased east-west connectivity in the area. 
5.2.2
Indirect Impacts
This section discusses the indirect social impacts due to the Alternatives.

5.2.2.1
No Build Alternative

The increases in delay and travel time from today’s levels could discourage new residents from moving to the area, resulting in slower population growth compared to the Build Alternatives. Worsening traffic conditions would be unattractive for existing residents as well, potentially lowering their perceived quality of life. 

5.2.2.2 Build Alternatives
Increases in quality of life due to improved transportation connections and safety would occur throughout the project area. Less retention of a less-developed, rural area for living could result in a lower perceived quality of life for those in rural homes near the project. With the Build Alternatives, more land would be used for transportation purposes, resulting in a more urban setting in the long run. The rural residential area near Justice Road could develop differently due to the nearby presence of the Bypass.
5.2.3
Cumulative Impacts
This section discusses the cumulative social impacts of the Alternatives.
5.2.3.1
No Build Alternative

Most of the projects in Table 1-2 (page 1-7) would expand the capacity of and improve traffic flow on roadways serving areas which now have good access. In general, they would facilitate further development in the project area. However, the No Build Alternative would limit the amount of development that could occur without causing violation of the mobility performance standard applicable to OR 62. Although to the extent the projects listed in Table 1-2 improve traffic conditions, some social benefit from transportation improvements would occur, the improvement in quality of life that would occur with the Build Alternatives would not occur with the No Build Alternative. 

5.2.3.2
Build Alternatives
By reducing commute travel times to rural areas along OR 62 north of White City and served by OR 140 east of OR 62, the Build Alternatives could increase demand for rural residential development in these areas, potentially increasing population in the future. Established neighborhoods could develop faster if the Bypass is constructed along with the projects listed in Table 1-2 (page 1-7) because traffic conditions would be improved compared to traffic conditions with the Bypass alone. 

5.2.4
Construction Impacts
This section discusses the social impacts of project construction.
5.2.4.1
No Build Alternative

No construction impacts would be associated with the No Build Alternative. 
5.2.4.2
Build Alternatives
Construction activities could result in temporary perceived decreases in quality of life for project area residents and commuters traveling through the construction zone. Noise and dust from construction equipment and machinery, temporary loss of parking, and potential temporary changes to access to residences could disrupt residents. Signage would be used to clearly mark detours and access would be retained at all times to residences. Impacts to quality of life would likely be low due to the temporary nature of construction and the mitigation put in place to lessen adverse impacts (see Section 6). 
5.3
Impacts to Public Services and Community Facilities    
5.3.1
Direct Impacts
This section discusses direct impacts to public services and community facilities. 
5.3.1.1
No Build Alternative

No direct impacts to public services or community facilities would occur with the No Build Alternative because the project would not be constructed. The projects listed in Table 1-2 
(page 1-7) that would occur with the No Build Alternative could influence traffic volumes in the Corridor. Traffic flow could improve in some areas of Jackson County, although with the No Build Alternative, 23 study area intersections would exceed traffic performance standards. Whether emergency vehicle response times would increase or decrease with the No Build Alternative is unclear due to the counteracting impacts of transportation improvement projects together with increasing traffic volumes
. 

5.3.1.2
Build Alternatives
Common to all Build Alternatives and Design Options

In general, emergency vehicle response times would decrease on some routes throughout the project area due to generally shorter travel times, improved intersection operations, and enhanced local mobility. All Build Alternatives and Design Options would accommodate emergency vehicles (SOTE, 2011).  

Both Build Alternatives and all Design Options would improve safety for pedestrians and would reduce the number and severity of crashes and conflict points (SOTE, 2011). Bicycle and pedestrian facilities along arterials and collector streets in the northern portion of the project area are planned, separate from the project. The project would involve the addition of sidewalks and bike lanes to the local streets that would be built or improved as part of the project. Bicycles would be permitted on the shoulders of the Bypass. Decreased volumes on OR 62 due to the Bypass would improve safety for pedestrians and bicyclists along OR 62. Safety improvements, sidewalks and bicycle lanes would enhance non-motorist access to public services; especially those within one mile of the project (see Figure 4-2). 
Generally shorter travel times in the project area, improved intersection operations, and enhanced local mobility would result in improved connections among neighborhoods, public service locations and community facilities. 
The Build Alternatives would also improve connections to major tourism and recreational areas, such as the Rogue River National Forest and Crater Lake National Park. No approach to or from community facilities or public service locations would be permanently removed, nor would any parking be removed from any community facility or public service location. A substantial and permanent change in demand for public services (schools and recreational facilities) attributable to the project is not expected because the project would not result in a direct increase in population. 
Either Build Alternative would result in the removal of the use of the Medco Haul Road as a multi-use path because the Medco Haul Road alignment would become the Bypass in the southern portion of the project area. 

With the Build Alternatives, approach to the INS facility would change from Commerce Drive, which would terminate at the Bypass. Approach to the INS would be provided by a new local roadway running south from Airway Drive connecting from Vilas Road to the airport property. This local roadway would be constructed as part of the Build Alternatives.
Jackson County Fire District No. 3 White City Headquarters is located in the northwest quadrant of the Agate Road/Avenue G intersection and would retain approach to Agate Road, but would not have direct approach to the Bypass to the south. This change would require emergency vehicles originating from this station to adjust their routes, and would result in slower response times for some routes. Response times on some routes could be substantially longer (Hoffman, 2009). Vehicles wishing to travel south on the Bypass would need to either (1) drive east on Avenue G, travel south on existing OR 62 and get on the Bypass at the interchange near Corey Road, or (2) drive west on Avenue G to 11th Street, travel south on 11th Street to Antelope Road, travel east on Antelope Road to existing OR 62, and then travel south on existing OR 62 to approach the Bypass at the interchange near Corey Road. Eleventh Street would be improved as part of the project. ODOT has and will continue to coordinate with the fire station to ensure adequate response times.  
SD Alternative
The Bear Creek Greenway is an approximately 17 mile recreational trail extending from Ashland to Central Point. The SD Alternative would remove approximately 3.75 acres of land from the Bear Creek Greenway
, decreasing the amount of park and recreation space that is available for the community. The decrease in park area with the SD Alternative would be small compared to the Greenway area in total (approximately 750 acres), and is not expected to affect the use of the Greenway trail. 

DI Alternative 
The DI Alternative would not impact the Bear Creek Greenway. The DI Alternative would create a disconnect in traffic flow around the south terminus as a result of grade separation at Poplar Drive and OR 62. Traffic would reroute to Biddle Road and Morrow Road to get to Poplar Drive from OR 62. This would create longer travel distances for emergency service vehicles for some routes around the interchange. 

Design Options
In the area where the Design Options differ, the only difference in terms of public service or community facility impacts would be that Design Option B would result in the displacement of the Spirit of Life Christian Center, located at 6475 Crater Lake Highway. The other Design Options would not displace this property.
JTA Phase
As with the Build Alternatives, the JTA Phase would result in improved emergency vehicle response times, improved intersection operations, enhanced local mobility, generally shorter travel times in the project area, and improved access to public service locations and community facilities. The extent of improvement in mobility and access in the project area would be less with the JTA Phase than with the Build Alternatives. 
The JTA Phase would also result in the removal of the use of the Medco Haul Road as a multi-use path. Bicycles would be permitted on the shoulders of the proposed Bypass.

With the JTA Phase, the approach to the INS facility would change from Commerce Drive to a new local roadway running south from Airway Drive connecting from Vilas Road to the airport property. 

Jackson County Fire District No. 3 White City Headquarters, located in the northwest quadrant of the Agate Road/Avenue G intersection would not be directly affected by the JTA Phase, because it would not extend that far north. There would be minor changes to emergency vehicle response routes.  

The JTA Phase would not impact the Bear Creek Greenway. It would create less of a disconnect in traffic flow around the south terminus than the DI Alternative, because it would not grade separate the intersection of Poplar Drive and OR 62. 

In the area where the Design Options differ, the only difference in terms of public service or community facility impacts would be that Design Option B, in the JTA Phase, would result in the displacement of the Spirit of Life Christian Center, located at 6475 Crater Lake Highway. 

5.3.2
Indirect Impacts 
This section discussed indirect impacts to public services and community facilities.
5.3.2.1
No Build Alternative

Longer delays and travel times 
due to traffic congestion with the No Build Alternative compared to the Build Alternatives could potentially increase emergency response times and worsen access to public services and community facilities in the future. 
5.3.2.2
Build Alternatives
While there would be some increases in out-of-direction travel on local roads in the vicinity of the Bypass, the project (under both the JTA Phase and the Build Alternatives) would result in shorter travel times for those traveling from origins outside of Medford to destinations in Medford, such as tourists and recreational travelers traveling through Medford to Crater Lake National Park, potentially encouraging tourism. Shorter travel times would help manage emergency vehicle response times in the future. 
5.3.3
Cumulative Impacts 
This section discusses cumulative impacts to public services and 
community facilities related to the Alternatives.
5.3.3.1
No Build Alternative

The No Build Alternative would result in worsening traffic conditions long term, which could make providing emergency service more difficult. 

5.3.3.2 Build Alternatives
The Build Alternatives in combination with the projects listed in Table 1-2 
(page 1-7) would provide more transportation benefits than the Build Alternatives alone, and therefore would result in a greater beneficial impact upon public service providers in terms of generally shorter travel times for some routes. Better traffic flow associated with the Build Alternatives in combination with the projects listed in Table
 1-2 would also lead to better motorist, non-motorist, and neighborhood connections to community facilities and tourist destinations. 
5.3.4
Construction Impacts 
This section discusses impacts to public services and community facilities due to project construction.
5.3.4.1
No Build Alternative

No construction impacts would be associated with the No Build Alternative. 

5.3.4.2
Build Alternatives
Although access for emergency vehicles would be maintained at all times during construction, construction activities could result in temporary increases in response times for emergency vehicles on some routes. General nuisances related to construction would include noise and dust from construction equipment and machinery, temporary loss of parking, and temporary changes to access for public service providers or community facilities. Signage would be used to clearly mark detours and access would be retained at all times for emergency vehicles and to community facilities. These impacts due to construction activities would likely be low because they would be temporary and mitigated. See Potential Mitigation Measures in Section 6.

5.4
Environmental Justice Impacts

5.4.1
Direct Impacts
This section discusses direct environmental justice impacts due to the Alternatives.
5.4.1.1
No Build Alternative

No direct environmental justice impacts would occur under the No Build Alternative because the project would not be constructed. 
5.4.1.2
Build Alternatives
5.4.1.2.1
Risk of Disproportionately High and Adverse Impacts

Figure 4-1 shows that census block group populations near the project with a higher percentage minority or low-income compared to Jackson County are located in the following areas:

· west of I-5 at the southern terminus;

· the west side of OR 62 from I-5 to Vilas Road;

· the east side of OR 62 from Whittle Road to Avenue A in White City; and

· north of Antelope Road and east of Agate Road.

Residents living in these areas are potential environmental justice populations. The next step is to look at impacts (displacements, approach changes, parking removal, traffic, air quality, noise, and visual resources) to assess whether these environmental justice populations are likely to experience high and disproportionately adverse impacts due to the project. 

A. Displacements
 
Most of the residential displacements that would occur would be located in non-minority and non-low-income areas. Depending on the combination of Alternatives and Design Options chosen, a total of 19 to 47 residential displacements would occur throughout the project area. Of those 19 to 47 displacements, six displacements would occur in minority or low-income areas compared to the 13 to 41 displacements that would occur in non-minority or non-low-income areas. Therefore, the displacement impact would not be disproportionately high and adverse for minority or low-income populations.
The five residential displacements that would occur on the south side of Vilas Road to the west of the Bypass would occur in a minority and low-income area (census tract 12.00 block group 2). The one residential displacement that would occur on Dutton Road would be in a minority and low-income area (census tract 13.01 block group 2). These six residential displacements would occur with either the SD or the DI Alternative and with any of the Design Options. These displacements would not occur with the JTA Phase. 

B. Approach Changes 
No residential parking space removal or approach changes would occur in the area of the southern terminus. All approach changes and parking impacts that would occur with the different Design Options would occur in census tract 13.01 block group 1, which is not identified as minority or low-income. No parking impacts would occur in the area of the northern terminus. The approach changes that would occur in the area of the northern terminus would occur in census tract 14.00 block group 1, which is not identified as minority or low-income. Therefore, all approach and parking impacts would occur in non-minority and non-low-income areas. Approach and parking impacts related to the project would not be disproportionately high and adverse for minority or low-income populations. 
C. Traffic and Transportation

In terms of transportation benefits, the main difference for homes near the alignment is in the area of the southern terminus. The SD Alternative would provide adequate street connectivity, a balance between different user needs, and an improvement in operation at the I-5 Northbound and OR 62 intersection. The DI Alternative would attract a larger percentage of through traffic off of existing OR 62, but would also create disconnect in traffic flow around the south terminus. All communities in the project area would experience the benefits of improved traffic flow related to the project. Traffic impacts would not likely be disproportionately high and adverse for minority or low-income populations.
D. Air Quality.
Overall, regional air pollution created by vehicular traffic in the project area would not change significantly due to the build alternatives because the project area’s net change in vehicle miles traveled is not substantial. Mobile Source Air Toxic (MSAT) measures are also expected to be minimally impacted. No sensitive areas were identified that would require a quantitative analysis of localized MSAT impacts. Modeled carbon monoxide (CO) concentrations (hot-spots) were found to be within air quality standards. Additionally, the air quality analysis found that the project would not cause a violation of the air quality standard for particulate matter (PM10) (URS, 2011c). Based on these conclusions, minority and low-income populations would not experience disproportionately high and adverse air quality impacts.  
E. Noise

PLACE HOLDER: TO BE FILLED IN WHEN NOISE TECHNICAL REPORT RESULTS ARE AVAILABLE. 
F. Visual Resources 
With the SD and DI Alternatives, viewers would experience a moderately high degree of visual change, but would have a relatively low visual sensitivity. Existing views of nearby businesses would be replaced by views of transportation structures. The local access road improvements with the DI Alternative would change views for some residents in the neighborhood south of OR 62. In particular, viewers located at the outside of curves (such as the multi-family housing at the Corona Avenue/Hilton Road intersection) would experience headlights sweeping across their windows as vehicles navigate turns. For a small group of viewers, this would represent a high degree of visual change (URS, 2011b). The residences near the project that are located south of OR 62 and at the Corona Avenue/Hilton Avenue intersection are within census tract 4.01, block group 2, which is not identified as a potential minority or low-income population area.

With Design Options A, B, and C, visual impacts to residents along Justice Road near the Bypass could be high, depending on the viewer’s specific location and position. Viewers closest to the Bypass would experience the greatest change in view (URS, 2011b). The Peace Lane and Justice Road area is located within census tract 13.01, block group 1, which is not identified as a minority or low-income population area. 

Residents of the VA SORCC would experience a high degree of visual change. The Bypass would be located on the north side of the VA SORCC, and would come close to some of the existing buildings. Views to the north from the VA SORCC of rural hills and the Table Rocks would be obscured by the Bypass, which would be a prominent new feature in the foreground. Near Dutton Road, viewers would also experience a high degree of visual change, as their now-rural views would include the Bypass and an interchange at the existing OR 62/Dutton Road intersection. New local streets would result in additional, but minimal, visual impacts (URS, 2011b). The VA SORCC is located in census tract 13.01, block group 2, which is identified as a minority and low-income population. 

In summary, one of the three areas that would experience potentially high visual impacts is a minority or low-income area (the VA SORCC). Based on the number of areas, visual impacts resulting from the project would not likely be disproportionately high and adverse for minority or low-income populations. However, the VA SORCC has a higher concentration of residents than many other areas near the project. Therefore, more residents could experience visual impacts in the area near the VA SORCC than in the other two areas, suggesting that a disproportionately high and adverse visual impact to minority and low-income populations is possible. 
5.4.1.2.2
Proceeding with the Project

High and adverse disproportionate visual impacts to environmental justice populations could occur. Therefore, in order to proceed with the project, the following issues were considered:  

· whether further mitigation measures or Alternatives that would avoid or reduce the disproportionately high and adverse 
impacts are practicable;

· whether there is a substantial need for the project, based on the overall public interest; and

· whether Alternatives that would have less adverse 
impacts on protected populations have either more severe adverse impacts or would involve increased costs of an extraordinary magnitude.
Further project Alternatives that would have fewer adverse 
impacts on the minority and low-income population would not provide as large a transportation benefit to the population, and could have greater impacts in other areas, including other new disproportionately high and adverse impacts to environmental justice populations. The need for the project is discussed in Section 1.1. 

5.4.1.2.3
Public Involvement Efforts to Reach Minority and Low-Income Populations

The following outreach activities had occurred as of January 2009 and would have included minority and low-income residents of the areas near the project. 

The initial project mailing was completed in July 2004 and included 463 property owners throughout the area near the project, 100 owners of businesses located near the project, 117 persons who have participated in past planning processes and 70 people residing in apartments near the project. With the exception of participants in past planning processes, addressees were selected, without reference to names, from current geographic information system (GIS) tax lot and business databases. The property owner mailing represented 20 percent of all tax lots. The business owner list represented 31 percent of all businesses along Vilas Road and OR 62 near the project. These mailings would have included minority, non-minority, low-income and non-low-income residents. Because minority and low-income populations are located along Vilas Road and OR 62 near the project, as shown in Figure 4-1, these populations would have been included in these outreach efforts. 

RVCOG solicited volunteers for a Citizen Advisory Committee (CAC) in July 2004 through an informational mailing to 750 people. Members of the CAC represent neighborhoods, businesses and community interests that include bicyclists, pedestrians, seniors, agricultural, commuters and safety. 

A project open house was held on October 4, 2004 at the Family Resource Center in White City, an area that has relatively high percentages of minority and low-income residents. Four of the 17 people who signed in at the open house filled in comment forms. Four additional comments were received either by telephone or letter. A Spanish language interpreter was provided at the open house. 

Outreach to the media occurred on October 1 and 4, 2004 in the Mail Tribune in both English and Spanish.
5.4.2
Indirect Impacts
This section discusses indirect environmental justice impacts due to the Alternatives.
5.4.2.1
No Build Alternative
No indirect adverse environmental justice impacts would occur because the project would not be constructed. 

5.4.2.2
Build Alternatives
Environmental justice populations near the project would experience the indirect transportation benefits of the project in the long run, similar to other populations living near the project. 

5.4.3
Cumulative Impacts
This section discusses cumulative environmental justice impacts due to the Alternatives.
5.4.3.1
No Build Alternative
No cumulative adverse environmental justice impacts would occur because the project would not be constructed. 

5.4.3.2
Build Alternatives
The Build Alternatives, together with the projects listed in Table 
1-2 (page 1-7), would result in greater transportation benefits to all populations in the long run compared to the Build Alternatives alone. 

5.4.4
Construction Impacts

This section discusses environmental justice impacts due to the project construction.
5.4.4.1
No Build Alternative

No impacts would be associated with the No Build Alternative. 

5.4.4.2
Build Alternatives
All populations living near the project would experience the nuisance impacts of construction as well as the temporary economic benefits associated with construction. 

6. POTENTIAL MITIGATION MEASURES
Mitigation measures for adverse socioeconomic impacts include those that would also mitigate other areas of the built and natural environment, such as mitigation for traffic, noise, air, right of way and visual impacts. The proposed project is designed to minimize displacement, acquisition, parking, and approach impacts to individual properties while accomplishing the purpose and fulfilling the need for the project. 
6.1
Direct Impacts

The following mitigation measures could be considered.
· ODOT would meet the requirements under the Uniform Relocation Assistance and Property Acquisition Policies Act of 1970 and the Surface Transportation and Uniform Relocation Assistance Act of 1987 (USDOT 1970) to mitigate impacts to the residences and businesses that would be directly displaced. Appendix A provides a summary of the benefits offered to those displaced as part of the project. 
· The SD Alternative would remove approximately 3.75 acres of land from the Bear Creek Greenway. This impact could be reduced by use of a retaining wall instead of a fill slope. 
· The Alternatives would change individual approaches to some businesses and community facilities. Clear directional signage would help reduce any adverse 
impacts to business patronage due to change of approach. 
· 
· ODOT would coordinate with Jackson County Fire District No. 3 to minimize adverse impacts to emergency vehicle response times, especially those near the interchange in the vicinity of the southern terminus and on routes originating from the station at Agate Road and Avenue G. 
· Fourteen businesses would be displaced near the northern terminus of either Build Alternative along Dutton Road. By shifting the alignment of the Bypass approximately 100 feet north, these businesses would be avoided. 
6.2
Indirect Impacts

In the area north of Justice Road, where the Design Options would fragment parcels zoned EFU to varying degrees, a potential mitigation measure would be to provide a connection under the Bypass. This would reduce the isolation of parcels on the east side of the Bypass from farm land on the west side and increase the likelihood that they would continue to be farmed.  Whether the agricultural productivity of the land and the benefits of a connection would justify the cost of such a connection has not been examined. 

6.3 Cumulative Impacts

No additional mitigation measures are recommended.

6.4 Construction Impacts

The following mitigation measures would be taken for construction impacts. 

· Local access to businesses and residences and for emergency vehicles would be maintained at all times throughout construction.
· Temporary lane closures with flagging operations would be limited to nighttime and other off-peak times. 
See also mitigation measures for construction listed in the OR 62 Corridor Solutions Noise Report (URS, 2011d) and the OR 62 Corridor Solutions Air Quality Report (URS, 2011c). These measures would help mitigate construction nuisance impacts.
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Appendix A
Appendix A

ODOT Relocation Program Information

ODOT’s Relocation Assistance Program includes the following types of benefits available to displaced residents and businesses, according to Your Rights and Benefits as a Displaced Person Under the ODOT Relocation Assistance Program (December 2006) (http://www.oregon.gov/ODOT/HWY/ROW/docs/PDF/Publications/734-2544.pdf:). 
Any individual, family business or farm displaced by a Federal federally assisted program shall be offered relocation assistance services for the purpose of locating a suitable replacement property. Relocation services are provided by qualified personnel employed by the ODOT relocation agency (Agency). The relocation counselor will contact each displacee in person. The Agency may establish a relocation office on or near a project. 
Residential displacees are entitled to reimbursement of moving costs and certain related expenses incurred in moving, and replacement housing payments. The replacement dwelling selected must meet the basic "decent, safe, and sanitary" standards. During the initial interview with the relocation counselor, housing needs and desires will be determined as well as the need for assistance. A displacee cannot be required to move unless at least one comparable replacement dwelling is made available to him or her. 

In addition, the relocation counselor will provide current listings of other available replacement housing. Transportation will be provided to inspect available housing, especially if the displacee is elderly or handicapped. The agency will also provide counseling or assistance from other available sources as a means of minimizing hardships in adjusting to the new location. The displacee will also be provided with information concerning other Federal, State, and local housing programs offering assistance to displaced persons.
The relocation counselor will maintain listings of commercial properties and farms whenever businesses and farms are displaced. Steps will be taken to minimize economic harm to displaced businesses and to increase the likelihood of their being able to relocate back into the affected community. For businesses, farm and non-profit organizations, owners or tenants may be paid on the basis of actual reasonable moving costs and related expenses or, under certain circumstances, a fixed payment. Displaced businesses, farms, and nonprofit organizations are entitled to reimbursement for actual reasonable expenses incurred in searching for a replacement property. Other costs such as utility connection, professional services to determine a site’s suitability or assessment fees may also be reimbursed. Displaced businesses, farms, and nonprofit organizations may also be eligible for a payment for the actual direct loss of tangible personal property which is incurred as a result of the move or discontinuance of the operation. Displaced businesses, farms and nonprofit organizations may also be eligible for a fixed payment in lieu of (in place of) actual moving expenses, personal property loses, searching expense, and reestablishment expenses. 
For projects in certain locations where the supply of available housing is insufficient to provide the necessary housing for those persons being displaced, the Agency will use an administrative process called Housing of Last Resort. With the Housing of Last Resort program, the Agency has the following options to provide the necessary housing:
1. purchasing an existing comparable residential property and making it available to the displaced person in exchange for the displacement property, 

2. relocating and rehabilitating (if necessary) a dwelling purchased from the project area by the Agency and making this dwelling available to the displaced person in exchange for the displacement property, 

3. purchasing, rehabilitating or constructing additions to an existing dwelling to make it comparable to a particular displacement property,

4. purchasing land and constructing a new replacement dwelling comparable to a particular displacement property when comparables are not otherwise available, 

5. purchasing an existing dwelling, removing barriers and/or rehabilitating the structure to accommodate a handicapped displaced person when suitable comparable replacement dwellings are not available,

6. paying a replacement housing payment in excess of the maximum payment limits, or 

7. providing a direct loan which will enable the displaced person to construct or contract for the construction of a decent, safe, and sanitary replacement dwelling.
The Agency will not require any displaced person, without his or her written consent, to accept a replacement dwelling provided by the Agency. If a displaced person decides not to accept the replacement housing offered by the Agency, the displaced person may secure a replacement dwelling of his or her choice, providing it meets certain housing standards. 
Any aggrieved person may file a written appeal with the head of the Agency if the person believes the Agency has failed to properly determine his or her eligibility for relocation assistance advisory services, or the eligibility for or the amount of a relocation payment. 
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Figure 1-3: Typical Cross Section of OR 62 (existing conditions)
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Figure 1-5: Typical Cross Section of the Proposed Bypass Alternative
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Figure 1-9: Proposed SPUI at Vilas Road
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Figure 1-11: Proposed Interchange near Agate Road
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Figure 1-12: Proposed Interchange near Dutton Road
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Figure 1-14: JTA Phase South Terminus Interchange








� Section V paragraphs G (3) (4) and (5) are particularly relevant to socioeconomics. 


� The project team used data from a private company (Claritas, Inc.) to update the minority statistics that were originally presented in the Socioeconomics Baseline Report. The project team obtained projected year 2008 minority statistics from Claritas for this Socioeconomics Technical Report.  


� The Socioeconomics Baseline Report presented minority information by census block. This Socioeconomics Technical Report presents minority data at the census block group level because the census block group is the smallest geographic area for which projected 2008 minority statistics from Claritas are available. The Socioeconomics Baseline Report also presented minority, low-income, age, and disabled data for the group of census tracts encompassing each option. This Socioeconomics Technical Report does not present information for the group of census tracts because when combined, the boundaries of the group of census tracts extend northeast of the Project area. Therefore, the combined group of census tracts is skewed, i.e., not centered on the Project alternatives with uniform distance from a central point. 


� White City is represented by the US Census’ White City Census Designated Place. 


� The boundaries of Jackson County are coterminous with the boundaries of the Medford Metropolitan Statistical Area, as defined by the US Census, and represent the labor market within which the Project is located. 


� The portion of this table that breaks out individuals in poverty by age was not used for this analysis. 


� The “universe” for this Census table is “Population for Whom Poverty Status is Determined.” Persons for whom poverty status is determined are all people except institutionalized people, people in military group quarters, people in college dormitories, and unrelated individuals under 15 years old (U.S. Census 2000f). 


� The fact that a minority or low-income population near the Project is relatively small in size does not eliminate the possibility of a disproportionately high and adverse impacts effect on these populations. 


� The 2008 population for White City is not available. 


� The population of residents at the VA SORCC is included in the population count for Census Tract 13.01, Block Group 2, which is adjacent to the build alternative. The total population for this block group is 956.


� 2000 statistics are used for low-income, age, and disabled statistics because more current information of the same type and detail were not available. 


� Preliminary cost estimate developed in 2008 dollars with an assumption of 30 percent of construction costs for right of way acquisition. Aand adjusted to 2010 dollars using an annual inflation rate of 4 percent in order to use the 2010 multiplier to estimate number of jobs supported. 





�AH: Some general comments: 


The nomenclature for the build alternatives has varying forms throughout the doc.  ie: “Full Build Alternatives’, “Build Alternatives”, “Full Build Phase”, “Bypass”, “Bypass Alternatives”.  We need to choose one and stick with it.  I did a search for all and replaced with Build Alternatives.





  “effects”, “affects” and “impacts”  are used interchangeably.  Stick with “impacts”.


SJG: MADE THESE CHANGES THROUGHOUT.


�sjg:


NOTE - The intent with this draft was to update the previously approved Socioeconomic Technical Report to incorporate the updated Alternatives definitions, add the jta phase, and remove references to project segments. Therefore, the scope of work AND BUDGET wERE limited and did not include additional editing OR SOCIOECONOMIC ANALYSIS beyond what was needed to incorporate the changed Alternatives definitions.  


�AH: This ES needs work.  It is too long and a bit disjointed.  Most of my comments will be in the body of the tech report and not duplicated  here, but the changes that are made need to migrate over to the ES.


SJG: I ADDED SOME ADDITIONAL SECTION HEADINGS TO MAKE IT MORE CLEAR WHERE I’M TALKING ABOUT THE BUILD ALTERNATIVES AND WHERE I’M TALKING ABOUT THE JTA PHASE.


�AH: To what?


SJG: UPDATED THIS SECTION HERE AND IN CHAPTER 4 TO INCLUDE MORE UP TO DATE DATA.


�DWD: “Many” implies something near a majority. Given the list of business types identified it is likely a substantial number are destinations.


SJG: AGREED. ACCEPTED CHANGE.


�AH: I am not so sure this is a correct statement.


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. MADE THAT CORRECTION.


�AH: What about the crossing at Delta Waters?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. ADDED THE CROSSING AT DELTA WATERS.


�AH: Should this say: �“Near Vilas N. to Corey….” What about the area through to Dutton Road?  There is a good walking path on the west side of the Hwy, I think it starts at Antelope.


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. INCORPORATED YOUR SUGGESTION. 


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time. 


�AH: What about the Agate/Leigh Way connection that will go away with the Build Alternatives?


SJG: ADDED A BULLET POINT FOR THIS.


�AH: What about the changes to approaches on existing Hwy 62?


SJG: CHANGES IN APPROACHES TO BUSINESSES ON EXISTING OR 62 ARE INCLUDED IN THE DISCUSSION ON SD AND DI IMPACTS ON THE NEXT PAGE.


�AH: If this is the first use of this acronym, please define.


SJG: DEFINED ON PAGE S-4.


�AH: Should this be “north”?


SJG: MADE SOME CLARIFYING CHANGES.


�AH: Take out – this is not a change.


SJG: REMOVED


�AH: Separate these based on the build alternative.  Anyway to id the actual business losing the parking?


SJG: THIS IS THE SAME LEVEL OF DETAIL UTILIZED IN THE PREVIOUSLY APPROVED DRAFT. 


�AH: Can we id businesses?


SJG: THIS IS THE SAME LEVEL OF DETAIL UTILIZED IN THE PREVIOUSLY APPROVED DRAFT. 


�AH: Build Alternative(s) or JTA Phase impacts?


SJG: RESTRUCTURED HEADINGS TO CLARIFY. JTA PHASE IS DISCUSSED FURTHER ON.


�AH: Sounds like mitigation.  Maybe this should have a separate section?????


SJG: ACCORDING TO TERRY, THE ADDITION OF BIKE LANES AND SIDEWALKS ON VILAS ROAD WOULD BE MADE BY JACKSON COUNTY, BUT WOULD BE INCLUDED AS PART OF THE HWY 62 PROJECT. THE PROJECT DESCRIPTION WILL BE UPDATED TO INCLUDE THESE IMPROVEMENTS. 


�AH: Same comment as above


SJG: REMOVED.


�AH: ?????


SJG: SEE EDITS.


�AH: “ease”?????


SJG: YES. CHANGED.


�AH: I think this section needs some discussion on travel time and how they are the same as the SD.


SJG: ADDED SOME CLARIFYING TEXT IN THE PREVIOUS PARAGRAPH.


�AH: This is not clear. What conversion?  


SJG: THE CONVERSION OF THE DRIVEWAY TO A LOCAL ROADWAY MENTIONED IN THE PREVIOUS SENTENCE. NOT REALLY A NECESSARY STATEMENT. I TOOK IT OUT. 


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�AH: Split out JTA from Build Alternative


SJG: MOVED THIS TO JTA DISCUSSION.


�AH: This seems out of place….should this be a footnote or maybe at the end of the paragraph?


SJG: SEE EDITS.


�AH: On the next page you state there will be some loss of parking space for one property – please fix.


SJG: I REMOVED THIS SENTENCE.


�AH: Is this the same property as mentioned above in the paragraph that starts with “one property…..”??


SJG: YES, ONLY HERE THE DISCUSSION IS ABOUT THE JTA PHASE. I RESTRUCTURED THE HEADINGS TO CLARIFY THIS.


�AH: Use same verbiage as on previous page where you discuss INS access with Build Alternatives. 


SJG: REPLACED TEXT.


�AH: Are we sure about this…..the east side of Hwy 62 has some pretty nice homes.   We might want to break the Medford area out from the WC area.


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE TO THE PREVIOUSLY APPROVED DRAFT.


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�AH: Pg # S-11 states 15-41? Please either fix or clarify for me.


SJG: PAGE S-11 SAYS 15-41 RESIDENTIAL TENANTS AND FOUR TO SIX RESIDENTIAL OWNERS. THIS IS 19 TO 47 TOTAL RESIDENCES.


�AH: “impacts”?


SJG: CHANGED


�DWD: “Result in” could imply “creates” which we are trying to avoid


SJG: AGREED. ACCEPTED CHANGES.


�AH: Were these impacts discussed in the text?


SJG: PAGE 5-3 AND PAGE S-6.


�AH: Looks like this section needs some work on the formatting. 


SJG: MADE SOME FORMATTING CHANGES.


�SJG: CHAPTER ONE IS CURRENTLY BEING REVISED WITH UPDATED PURPOSE AND NEED AND REVISIONS TO SPLIT DIAMOND DEFINITION. THIS CHAPTER WILL BE REPLACED WHEN THOSE UPDATES ARE AVAILABLE.


�AH: RVCOG?


SJG: APPEARS THAT KATIE CARROZ DID NOT CONSULT WITH RVCOG. 


�AH: ?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: How does this 5th station relate to the “planned” one mentioned above?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: Location? And # of employees?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: # of employees?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: What about Tou velle Park?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: Since these park/rec areas are within a mile of the project shouldn’t they get the same amount of attention as the RRpark and the Table Rock park that hasn’t even been built yet?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: What about “Best Buy” in the former GI Joes location on Poplar?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. ADDED BEST BUY.


�AH: I don’t think this is correct.  We have full movement accesses along this portion of the Hwy.  


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. THIS WAS INCORRECT. I HAVE CHANGED IT.


�AH: This seems slightly out of place. 


SJG: REMOVED THIS


�AH: IF we are calling out “Delta Waters” why not all the other side streets?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: Suggest including the Page # this table is on – it is pretty far away from this section


SJG: GOOD IDEA. HAVE ADDED THIS THROUGHOUT. NOTE: IT WILL NEED TO BE CHECKED WHEN CHAPTER ONE IS UPDATED. 


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time. 


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�AH: This is not a complete sentence.


SJG: MADE CHANGES TO CLARIFY.


�AH: “Along Bypass and along Vilas Road” ??? this doesn’t make sense. 


SJG: MADE CHANGES TO CLARIFY.


�AH: You say it is the same as the Option A, but the description of these impacts do not match what we have for Design Option A.  Clarify or take out “same…..as with Design Option A”.


SJG: THE DESCRIPTION UNDER DESIGN OPTION A REFERS TO FOUR DISPLACEMENTS ON OR 62 AND 2 ON AGATE ROAD. FOR DESIGN OPTION C, I LUMPED THEM TOGETHER. THIS IS THE SIX I REFER TO. I WAS TRYING TO MAKE IT LESS REPETITIVE FOR THE READER BY SUMMARIZING A BIT WHERE I COULD. 


�AH: I deleted this because it is already explained.





�AH: Are motels really a “pass by business”?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE. THE SENTENCE REFERS TO “SMALLER . . . MOTELS,” WHICH I WOULD CONSIDER PASS-BY BUSINESSES.


�AH: I deleted the bullet below because it isn’t a “change”.


�AH: I am not so sure that is the case – please give Dick Leever or Brian Sheadel a call or email and double check.


SJG: ACCORDING TO TERRY, THE ADDITION OF BIKE LANES AND SIDEWALKS ON VILAS ROAD WOULD BE MADE BY JACKSON COUNTY, BUT WOULD BE INCLUDED AS PART OF THE HWY 62 PROJECT. THE PROJECT DESCRIPTION WILL BE UPDATED TO INCLUDE THESE IMPROVEMENTS.


�DWD: Is this a separation of unrelated but adjacent businesses or is there a relationship that is being impacted?


SJG: Actually, this statement is not true, since the Bypass would be grade separated here. I reworded it. 


�AH: Explain the changes?


SJG: ADDED CLARIFICATION


�DWD: Is this occurring to residentially zoned property or commercial? Could be of benefit to commercial properties.


SJG: TRUE. ADDED THAT POINT.


�DWD: If just choose a different location within the same region there would be no net regional impact.


SJG: AGREED. ACCEPTED CHANGE.


�AH: Page #??


SJG: ADDED.


�DWD: Really, they would be less????? Don’t you mean more? …as suggested in the opening paragraph of the next section.


SJG: YES, THIS IS A VERY BADLY WRITTEN AND UNNECESSARY SENTENCE. I REMOVED IT.


�AH: Where did this date come from?


SJG: REMOVED IT. NOT RELEVANT HERE.


�DWD: ODOT used to recommend using our performance measure multipliers which included ROW. However, the methodology for environmental documents has changed. As a result, you will need to take out right of way – which has a much much lower multiplier. So if ROW is 30% of total construction costs then this amount should be 70% of 285-340 mill.


SJG: UPDATED CALCULATIONS, TEXT, AND FOOTNOTE TO REMOVE ROW COST.


�DWD: Change to reflect construction costs (without ROW).


SJG: UPDATED TO EXCLUDE ROW COSTS.


�DWD: Also need to change based on removal of ROW costs. Probably closer to 340-400.


SJG: UPDATED TO EXCLUDE ROW COSTS.


�DWD: Again will need to change.


SJG: UPDATED TO EXCLUDE ROW COSTS.


�DWD: Again adjust to exclude ROW and recalculate #s.


SJG: UPDATED TO EXCLUDE ROW COSTS.


�AH: In other areas of the report you refer to this as “I-5/OR 62 Interchange” please choose one and be consistent.


SJG: MADE CHANGE TO BE CONSISTANT.


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�AH: Include JTA info on page 5-22 where you talk about JTA.


SJG: MADE THAT CHANGE.


�AH: Based on your description in the rest of the paragraph I am getting “7”. Please double check, my math could be wrong.


SJG: CLARIFIED.


�Update when Chapter 1 is updated.


�AH: Of what?


SJG: TRAFFIC. ADDED THAT.


�AH: I deleted sentence below because it is already stated in previous paragraph


�AH: Set context here – state how big Greenway is.


SJG: ADDED SOME CONTEXT.


�AH: Deleted below sentence – redundant.





�AH: Because of congestion?  If so, state that.


SJG: ADDED “DUE TO TRAFFIC CONGESTION.”


�AH: Utilities or Community Facilities?


SJG: IT DOES APPEAR THAT THIS SHOULD BE COMMUNITY FACILITIES. MADE THE CHANGE.


�AH: ???did you mean table 1-2?


SJG: YES. CHANGED THIS TO TABLE 1-2.





�AH: Same as previous comment


SJG: SAME AS ABOVE.


�Consistent with December 2010 ROW report. May change slightly when ROW report is updated. Will update at that time.


�AH: “impacts”?





�AH: same


�AH: same


�AH: What about mitigation?


SJG: NOT SOMETHING I LOOKED AT AS PART OF MY UPDATE.


�AH: Page #? Or at the minimum, section #.


SJG: ADDED 


�AH: Impacts?





�AH: Not sure we want to make this commitment.


SJG: REMOVED.





[image: image7.jpg]


[image: image8.jpg]


