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The Preferred Alternative would cross through the RPZ approximately 2,400 feet from the end
of runway 7L/25R, and is shown in Figure 4-29.

Figure 4-29
Preferred Alternative near DIA

Approach Surface

The approach surface is an imaginary vertical clearance surface that starts at the end of the
primary surface of a runway and extends 50,000 feet from the end of that runway. The slope of
the approach surface is 50 to 1 for the first 10,000 feet from the end of the runway and 40 to 1
for the remainder. The approach surface is a trapezoid that is 1,000 feet by 50,000 feet by
15,000 feet and covers the RPZ. In order to be clear of the approach surface, the entire
construction envelope for the commuter rail alignment must be below it.

The top of the commuter rail clearance envelope was determined by adding 30 feet to the track
profile elevation. The clearance envelope is based on the estimated maximum height of the
overhead contact system pole that is supporting a simple catenary system with a contact wire.
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The Preferred Alternative alignment would cross under the approach surface 2,400 feet from the
end of runway 7L/25R at an elevation of 5,367 feet. The elevation of the approach surface at
that location is 5,398 feet, which is 1.3 feet above the transit clearance envelope. It would cross
out of the approach surface at 2,600 feet from the end of the runway. The elevation of the
approach surface at this point is 5,408 feet. The top of the transit envelope is 5,354 feet, which
is 54.0 feet below the approach surface; therefore, the Preferred Alternative would be entirely
below the approach surface.

Transitional Surface

The transitional surface is a surface that extends perpendicular to the runway centerline and is a
vertical clearance line that starts at the edge of the BRL, RPZ, and approach surface. The slope
of the transitional surface is seven to one. Like the approach surface, in order to be clear of the
transitional surface, the entire construction envelope for the alignment must be below it. The
entire construction envelope of the Preferred Alternative alignment would be clear of the
transitional surface.

Runway Approach Lights

The Preferred Alternative alignment would cross under the approach lights at the eastern end of
the RPZ. The runway approach lights are evenly spaced along the centerline of the RPZ and
increase in elevation at a rate of 50 to 1. In order to be clear of the runway approach lights, the
construction envelope needs to be horizontally and vertically clear of the lights.

Clearances to existing and future runways west and south of the terminal were analyzed. With
the exception of runway 7L/25R, the alignment would be located far enough away from the
runways that clearances were not of concern. Because the alignment would run parallel to
runway 7L/25R and cross the RPZ on the east end, an additional analysis was performed.

Using data provided by DIA, the light elevations were determined for 100 feet on either side of
the Preferred Alternative alignment. It was determined that there would be 390 feet of clearance
between the lights and the transit clearance envelope for the Preferred Alternative alignment.
Table 4-30 identifies impacts to air travel facilities and associated mitigations.

Table 4-30
Air Travel Facilities Impacts and Mitigation Related to the Preferred Alternative

Impacts Mitigation

Direct Impacts e Continue coordination with DIA and FAA.
e Alignment would cross the runway
protection zone 2,400 feet from the end of

runway 7L/25R.
Indirect Impacts e No mitigation required.
e No impacts.
Temporary Construction Impacts ¢ No mitigation required.

e No impacts.
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4.8 TRANSPORTATION PLAN COMPATIBILITY

The No-Action and Preferred alternatives were evaluated to determine their compatibility with
local and regional transportation plans and policies. Table 4-31 presents a summary of the
alternatives and the applicable local and regional transportation plans. If the plans do not
identify the East Corridor, their compatibility is identified in the table as neutral.

Table 4-31
Local and Regional Plan Compatibility

Plan Name No-Action Preferred
Alternative Alternative

DRCOG Metro Vision 2020 (2000) No* Yes
DRCOG 2030 Metro Vision Regional Transportation Plan No* Yes
FasTracks — RTD (2004) No* Yes
[-225 Major Investment Study — RTD (2001a) No Yes
North Metro Major Investment Study — RTD (2001b) Neutral Yes
Denver Union Station Master Plan — FTA, RTD, DRCOG, CDOT, & CCD No Yes
(Draft 2004)
City and County of Denver Pedestrian Master Plan (2004a) Neutral Yes
Denver Bicycle Master Plan Update 2001 Neutral Neutral
Downtown Multi-Modal Access Plan — CCD (2005b) Neutral Yes
New Lands Transportation Plan — Commerce City (2000) Neutral Neutral
Curtis Park/Five Points Two-Way Conversion Study — CCD (2001) Neutral Neutral
Adams County Transportation Plan (1996 — Updated in 1999) Neutral Yes
40th Avenue Corridor Infrastructure Improvement Study — CCD (2002c) No Yes
Stapleton Development Plan (The Green Book) — CCD, Citizens Advisory No Yes
Board, and Stapleton Redevelopment Foundation (1995)
River North Plan — CCD Community Planning and Development Office No Yes **
(2003b) — UPDATE
Cole Planning Report — CCD Community Planning and Development Neutral Yes
Office(1998)
Curtis Park Neighborhood Plan — CCD Community Planning and Neutral Yes
Development Office (1987)
Park Hill Neighborhood Plan — CCD Community Planning and Neutral Yes
Development Office (2001a)
Montbello/Green Valley Ranch Neighborhood Plan — CCD (1991) No Yes
Stapleton Parks and Recreation Master Plan — CCD (2002b) No Yes
Gateway Concept Plan — CCD Community Planning and Development Neutral Yes
Office and Gateway/Stapleton Development Office (1990)
Denver International Airport Layout Plan — DIA (2004) No Yes
Denver Strategic Transportation Plan — CCD (2008) Neutral Yes
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Table 4-31
Local and Regional Plan Compatibility
Plan Name No-Action Preferred
Alternative Alternative

Blueprint Denver: An Integrated Land Use and Transportation Plan — Neutral Yes
CCD (2002a)

Central Park Boulevard Interchange Environmental Assessment — CCD, Yes Yes
CDOT, and FHWA (Ongoing)

* Plans acknowledge that implementation is contingent on the environmental review process.
** Compatible with transit-oriented development (TOD) in the area, but not to the same extent now the UPRR TOFC

site is not available.
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