
 

 
 

CITY OF PORTLAND BUREAU OF TRANSPORTATION 

Portland Bicycle Advisory Committee 
Working to Make Bicycling a Part of Daily Life in Portland 
 
1001 SW 5th Avenue, Room 1300 
Portland OR 97204 

December 27, 2022  
 
To: Chris Warner, Director Portland Bureau of Transportation 
 
Subject: I-5 Rose Quarter Supplemental Environmental Assessment (SEA) comments 
 
“All of us in the country and literally in the world count on Portland to lead, and it is time, I think, for you 
to challenge some basic assumptions.”  Former Mayor of Minneapolis, R.T. Rybak 
 
The Portland Bicycle Advisory Committee (BAC) has reviewed the I-5 Rose Quarter SEA and is deeply 
concerned that this project fails to meet a wide variety of city, county, regional, and statewide goals. We 
are concerned that this project will not make conditions safer for people who want to ride bicycles, walk 
and take transit in Portland. The project is now rescinding a previously included walking and bicycling 
bridge at Clackamas Street alignment. The SEA acknowledges that conditions will be worse than prior 
designs. This negative outcome is out of touch with City of Portland policies that call for conditions that 
are safe, attractive and convenient for everyone. While the buildable highway cover is a laudable step 
toward restorative justice, the project would still add several lane miles of highway, compromise one of 
the most heavily used bikeways in the city, expand I-5’s footprint, and increase emissions including 
greenhouse gasses (GHG) in a marginalized community previously impacted by highway construction. As 
the region grows, there is no way to reduce congestion other than to have fewer vehicles on roads, 
dramatically lower speed limits, variable speed limits, enforcement of speed limits and more attractive 
walking and bicycling facilities such as the Clackamas Street bridge. Further, the two lane offramp onto NE 
Williams Avenue presents significant safety issues for the most vulnerable roadway users and is 
inconsistent with the City's design standards. Finally, by excluding any consideration of tolling in the 
project area and any projections of traffic volumes on I-5 and surface streets, future designs will be 
incongruent with reasonably foreseeable scenarios where tolling is enacted. 
 
“[T]he relocation of the southbound ramp would worsen LTS conditions at the intersection of NE Wheeler 
Avenue/ N Ramsay Way/ N Williams Avenue compared to the Build Alternative and would have similar 
poor crossing conditions to the No-Build Alternative.” With regards to the Green Loop, “route directness 
in the API would be similar to the No-Build Alternative but worse than the Build Alternative without the 
Clackamas Bridge.” These two areas are not compatible with City policy regarding the Bicycle District 
overlapping the project area. 
 
The Wheeler / Ramsay / Williams intersection does not appear to regard the safety of people walking and 
riding bicycles as an important consideration for this project. We are concerned about removing the bike 
box at Weidler leading to an increase in right hook crashes and leading to increased congestion for people 
riding bicycles within this intersection. We do not believe adding a one way or two way cycletrack on 
Weidler which already has Streetcar would be safer than an exclusive bicycle and pedestrian bridge at 
Clackamas Street. The Weidler cycletrack would cross Williams, an admitted LTS problem at Wheeler and 
Ramsay mentioned above. Portland modal hierarchy ranks pedestrian, bicycle and transit movements 
ahead of all others, but the cycletrack solution does not follow that hierarchy. The Clackamas Street 
Bridge would help mitigate the safety impacts of crossing Williams Avenue on foot or bicycle.  
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The Green Loop is planned to be the premier bicycle route in Portland, but it will lose its luster without 
the safety and comfort provided by the formerly proposed Clackamas Bridge. In addition to providing 
restorative justice, another intent of the City of Portland is to provide a high quality bicycle facilities and 
park-like experience on the Green Loop. Removing the Clackamas bridge is in direct contradiction with 
Portland 2035 Central City recommendation for a connection over the I-5. The bridge must remain, and 
the approach path must be realigned toward NE Multnomah Street until it can cross the I-5. Perhaps the 
overhead ODOT sign bridge between exit 302a and 301 (45.53199691950909, -122.66535046490218) can 
be replaced with a walking/bicycling bridge and the ODOT signs reattached (Option 1). After crossing I-5, 
the bridge can then return to NE Ramsay Way along the curvature of N Wheeler Ave.  
 

 
 
Above is a conceptual idea of two options that we ask the design team to explore. There appears to be 
room in the polygon between Williams off ramps and Wheeler on ramps to explore option 2. In this city-
designated bicycle district the 2030 Bicycle Master Plan section 2.3.1 states that “within certain dense, 
mixed-use areas of Portland with multiple destinations along most streets, all streets need to function 
well for people bicycling to or through the district.” Additional clarification is provided in section 2.3.5 on 
page 29, “[a]s focal points for economic, recreational and employment activities, such areas need to be 
exceptionally welcoming to people arriving by and traveling through by bicycle.” Clackamas bridge could 
provide a safer connection to Flint Avenue to further “recognize the important role of Flint Avenue as a 
community-oriented connection between the Rose Quarter and Lillis Albina Park.” To add even greater 
emphasis on bicycling and walking in the area, the installation of a bridge should not preclude the 
installation of a cycle track along Weidler. Nevertheless, Weidler is not a suitable or welcoming multi-use 
path compared to the Green Loop/Clackamas plan previously approved in the Central City 2035 Plan. A 
bridge, preferably an attractive one like Blumenauer, would be especially welcoming. The Revised Build 
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does not comply with Portland policies, plans, and priorities. Please bring back the Clackamas 
overcrossing.  
 
It is puzzling that some aspects of the no build alternative are better for people riding bicycles than the 
revised build alternative submitted in the SEA. How will the City and FHWA endeavor to make bicycling 
more attractive than driving in this project?    
 
The BAC has concerns that, while provided previously, we believe are important to identify individually:  
1) Tolling must be included in this project’s analysis. This is becoming even more important given 
recent news that the Interstate Bridge Replacement Project has increased in cost from $3-4.8 billion to 
$5-7.5 billion. There is a difference between charging for road usage to regulate demand and charging to 
generate revenue to pay for megaprojects such as the I-5 Rose Quarter Improvement Project. With the 
changes to the I-5 Rose Quarter SEA from the original EA increasing the price significantly there will be 
more pressure to establish tolling on I-5 and I-205 to pay for these projects which would significantly 
impact any traffic modeling in the SEA. 
 
2)   There is insufficient space for bicycles on Williams/Vancouver based on current traffic volumes let 
alone future traffic volumes. Williams is a Major City Bikeway. What modes will be prioritized on the exit 
ramp as people walking and bicycling connect to local streets?  
 
3) The southbound off-ramp to Williams is exceedingly unsafe for people walking and bicycling, 
probably the most dangerous spot for this infrastructure in the project area. It will be the most congested 
and require significant bicycle prioritization. How will ODOT/FHWA prioritize the safety of people riding 
bicycles over vehicles? The SEA suggests that “To mitigate the increased safety risk to pedestrians crossing 
the I-5 ramp terminals, additional traffic calming measures and modification to signal operations will be 
coordinated with the City during the design phase…”  
 
4) The project area is in a city designated bicycle district meaning any transportation infrastructure must 
be more desirable for bicycling than other modes. Portland is an urban area, in an urban setting and 
therefore, there will be congestion; to think or try to design otherwise is in opposition to Metro’s climate 
smart strategy. We should be investing in transit and multimodal movement along parallel corridors 
instead. This would have huge benefits in moving the needle and have significant climate and congestion 
benefits. 
  
5)  Missing crosswalks undercuts assertions that this is meant to be a space for people on foot. A 
pedestrian district is not compatible with the number of crossings that will be missing. When crossings are 
missing it sends the subtle and unmistakable message that pedestrians are tolerated in an area rather 
than accepted and encouraged. 
 
6)  Circuitous path to get to Rose Quarter destinations increasing VMT - means more dangerous, less 
safe, more opportunities for crashes, red light running, etc. 
 
7) There is no bicycle modeling. Metro has developed a bicycle model. Region 1 and other parts of 
ODOT should be using a bicycle model in Portland. Does ODOT have a policy to use a bicycle model or 
make an exception to not use one?  Does the State/FHWA need to mandate the use of a bicycle model for 
ODOT to comply?  
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8) No cost estimates in over two years. With increased scope plus inflation this project could have 
issues with a lack of funding; excessive costs will limit capacity to improve safety on urban highways 
throughout the city and state. This is even more critical given the recent update announced for the 
Interstate Bridge Replacement project revising the prior $3-4.8 billion estimate to $5-7.5 billion even with 
a decrease in scope. Meanwhile the I-5 Rose Quarter project has a significantly larger scope since the last 
cost estimate was released and the relocation of Harriet Tubman Middle School, which was not 
considered before this project gained traction, means the true cost will be at least $120 million1 below 
what is borne by the State of Oregon. 
 
9) The relocation of Harriet Tubman Middle School, where minority students are the majority of 
students, is forecast/supported by this project. We are extremely concerned about the displacement of 
Black children to facilitate a freeway project. This is a repeat offense, history is repeating itself. ODOT 
needs more lanes and Black children are in the way, so they must go.  BAC fully supports restorative 
justice efforts by ODOT and the State of Oregon and we hope that they achieve a solution that is guided 
by the African American community. 
 
10)  We are confused by this statement in the project FAQ: “Nearly 99% of southbound vehicles using 
the I-405 Fremont Bridge exit I-5 within 2 miles, either at Broadway, I-84, or the Morrison Bridge. These 
three exits are all within the project area.” Broadway already has an auxiliary lane so what is the % exiting 
to I-84 and Morrison?  Is I-405 really the culprit here? There are also on-ramps from N Greeley Ave and N 
Wheeler Ave onto I-5. So this leads to yet another concern: How many other southbound vehicles using 
I-5  besides I-405 will exit within the 2 miles of the project area? They will need to change lanes to the 
auxiliary lanes too. Will we just be creating a new bottleneck of lane changing and weaving to/from the 
proposed auxiliary lane? 
 
11)  Failure to analyze impact of building a lid without impacting current lane miles of I-5. Nowhere in 
the SEA does ODOT refer to a successful freeway tunnel in an urban area. Solving the merge problem for I-
405 users will create a lane change and weaving problem for I-5 users.  
 

 
1 HB 5202-1 Amendment: Index of Sections (2022 Budget Reconciliation). 
https://olis.oregonlegislature.gov/liz/2022R1/Downloads/CommitteeMeetingDocument/254502 
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In the figure above, we see that I-5 users will have to change lanes twice to exit at Broadway or I-84, first 
weaving to their right across the Morrison Bridge auxiliary lane and then changing lanes into the Greeley 
auxiliary lane to I-84 exit. I-5 users wishing to exit at Morrison Bridge will have to decide when to weave 
and change lanes, at Greeley, at 405, or after I-84 to take the Morrison bridge exit. A similar hazard will be 
present for northbound traffic. I-5 users will now have to change lanes twice to exit at Weidler or I-405, 
first weaving to their right across the I-405 auxiliary lane and then changing lanes into the I-84 auxiliary 
lane to Weidler exit. Northbound I-5 users wishing to exit at Greeley will have to decide when to weave 
and change lanes at I-84, at Weidler, or after I-405 to take the Greeley Ave exit. In the figure below we see 
that much of this lane changing and weaving of I-405, I-84, and I-5 will take place across three lanes in just 
900 feet. There is research that shows “crash frequency is positively proportional to the number of lanes 
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on the freeway and the average daily traffic per lane on the freeway, but negatively proportional to the 
length of the auxiliary lane and the percentage of heavy vehicles on the freeway.”2  
 

 
 
Another study found that “if the weaving segment is followed by an entrance/exit ramp and this ramp has 
high traffic volume, it can be less operationally favorable to extend and terminate the auxiliary lane at this 
entrance/exit ramp location. Instead, dropping the auxiliary lane before this entrance/exit ramp 
represents a more operationally effective option.”3  
 
A third study finds: that for an auxiliary lane diverging and merging from outside, the optimum length 
should be “1,000m – 1,500m and be added from around the start of vertical curve to several hundred 
meters beyond the end of vertical curve.”4 1000m is 3280 feet, not 900’. 
 
From a fourth study, “Providing an auxiliary lane was expected to decrease crash frequency, although this 
reduction appeared to be primarily in crashes that were less severe (possible injury and property damage 
only). “5 
 
We take umbrage to this statement in the Active Transportation Supplemental Technical Report. 
“Because people walking and bicycling are sensitive to conditions on a more granular scale, the active 
transportation network’s functionality and attractiveness would largely depend on design details, which 
are less defined at this level of analysis. Route directness, level of stress and risk, grades, delay, and other 

 
2 Safety Impacts of Auxiliary Lanes at Isolated Freeway On-Ramp Junctions: Journal of Transportation Safety & 
Security: Vol 5, No 4. https://www.tandfonline.com/doi/abs/10.1080/19439962.2012.761661 
 
3 Methods of dropping auxiliary lanes at freeway weaving segments: Transportation Planning and Technology: Vol 
41, No 4. https://www.tandfonline.com/doi/abs/10.1080/03081060.2018.1453462 
 
4 Effective Installation of an Auxiliary Lane at Sag Sections to Mitigate Motorway Traffic Congestion. 
https://www.sciencedirect.com/science/article/pii/S2352146516305452 
  
5 Combined Crash Frequency–Crash Severity Evaluation of Geometric Design Decisions: Entrance–Exit Ramp 
Spacing and Auxiliary Lane Presence. https://journals.sagepub.com/doi/10.3141/2521-06 
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factors would collectively inform the user’s perception.” How can the current level of design for vehicle 
traffic and circulation be completed without similar efforts for people walking and riding bicycles? Again, 
ODOT is not treating all people who use the roadway the same, instead deprioritizing the more vulnerable 
road users. Conflicts with vehicles for people are not a ‘perception,’ but a stark and often tragic safety 
reality.  In fact, mentions of right hook risk have been entirely removed. In making these statements, we 
feel that ODOT has abandoned people who ride bicycles, people who walk, and people who take transit. 
 
In 2019, PBOT reviewers advised the design team to use the word ‘could’ instead of ‘would’ as PBOT will 
need to vet and agree that people riding bicycles “would use a particular facility” as opposed to “could 
use a particular facility.” The word ‘would’ is still quite prevalent in the SEA. We are concerned that ODOT 
claims to be designing this project for an ODOT LTS 1 user and even provides a few tables (yet the “design 
details are less defined at this level of analysis).” We are concerned that Region 1 has not addressed the 
200+ instances of events annually near Moda Center and Veterans Memorial Coliseum that generate 
significant pedestrian traffic near Williams and throughout the Rose Quarter. PBOT notified the design 
team in 2019 that Winning Way is actually Ramsay Way and yet they have failed to correct a reference to 
Winning Way in section 6.2.1 of the Transportation Safety Technical Report. We are concerned that this 
confirms the project's focus is on the freeway, not on the local street network.   
 
In summary 1) We would like to work with ZGF architects to ensure that the Clackamas Street bridge is 
built by the I-5 Rose Quarter project. 2) We need ODOT to empower and support the entire design team 
to respect and implement Portland standards for safety, attractiveness, and modal priority. 3) We need 
ODOT to make meaningful investments in sidewalks, bike lanes, public transportation, lower speed limits, 
variable speed limits, and speed limit enforcement that will make the area safer for all people using the 
roadway, especially the most vulnerable ones. We need these investments to be THE priority, far and 
away higher than a limited widening solution. 
 
Respectfully, 
 
 
 
Joseph Perez David Stein 
Vice Chairperson Member, Former Chairperson 
Portland Bicycle Advisory Committee Portland Bicycle Advisory Committee 
  
 Member and BAC Liaison 
 PBOT Bureau Budget Advisory Committee 
 
Cc:  Sharon Daleo, PBOT 


