Columbia River Crossing
Appendix P

P-0323-001
Thank you for your comment. Please see the responses to your detailed
comments below.

P-0323-002

The proposed new add/drop lanes (i.e., lanes that connect two or more
interchanges) are used to alleviate safety issues associated with the
closely spaced interchanges in the project area and are not designed to
increase capacity generally on I-5. 68 to 75% of I-5 traffic enters and/or
exits I-5 within the CRC project area, and these add/drop lanes provide
space for this traffic to do so without disrupting cars and trucks traveling
to destinations further north and south of the project area. The project
does not propose to add lanes north or south of the project limits.

The DEIS evaluation found that the project, with a toll and light rail,
would actually reduce the total daily volume of traffic using the I-5 and I-
205 river crossings by approximately 3%. The FEIS analysis of the
project has been updated to include an evaluation of how the CRC
project would affect Vehicle Miles Traveled (VMT) (see Chapter 3,
Section 3.1). Rather than inducing sprawl, the CRC project will likely
reinforce the region’s goals of concentrating development in regional
centers, reinforcing existing corridors, and promoting transit and
pedestrian friendly development and development patterns. In 2010,
Metro ran the MetroScope model (an integrated land use and
transportation model) to forecast growth associated with transportation
improvements of a 12-lane river crossing and light rail to Clark College.
The model showed only minimal changes in employment location and
housing demand compared to the No-Build. For more information see
FEIS Chapter 3, Section 3.4.
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P-0323-003

As discussed in the DEIS, a replacement bridge over the Columbia River
will include dramatically improved bicycle and pedestrian facilities by
providing:

* Anew 16 to 20 foot multi-use pathway over the Columbia River
completely separated from vehicle traffic due to the design of the
Stacked Transit Highway Bridge

» Protections from traffic noise, exhaust and debris for pedestrians
and bicyclists on the river crossing

* More direct connections on each side of the river, consisting of
stairs, ramps, and elevators, as well as pathway extensions that
connect in with existing or planned facilities and public transit

* Many new or enhanced sidewalks, bike lanes, and crosswalks near
the bridge and throughout the project area

Since the publication of the DEIS in May 2008, and the selection of the
LPA in July 2008, the CRC project team has continued to work with the
Pedestrian and Bicycle Advisory Committee and project partners to
refine route and facility design. The updated design, as described in
Chapter 2 (Section 2.2) of the FEIS, is the outcome of a long
collaboration process.
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P-0323-004

Many well coordinated TDM/TSM programs are already in place in the
Portland-Vancouver Metropolitan region and supported by agencies and
adopted plans. In most cases, the impetus for the programs is from
state-mandated programs: Oregon’s Employee Commute Options rule
and Washington’s Commute Trip Reduction law.

The physical and operational elements of the CRC project provide the
greatest TDM opportunities by promoting other modes to fulfill more of
the travel needs in the project corridor. These include: major new light
rail line in exclusive right-of-way, as well as express bus and feeder
routes; modern bicycle and pedestrian facilities that accommodate more
bicyclists and pedestrians, and improve connectivity, safety, and travel
time; park and ride lots and garages; and a variable toll on the highway
crossing.

In addition to these fundamental elements of the project, facilities and
equipment would be implemented that could help existing or expanded
TSM programs maximize capacity and efficiency of the system. These
include: replacement or expanded variable message signs or other
traveler information systems in the CRC project area; expanded incident
response capabilities; queue jumps or bypass lanes for transit vehicles
and other designated vehicles where multi-lane approaches are provided
at ramp signals for entrance ramps; and expanded traveler information
systems with additional traffic monitoring equipment and cameras.

The CRC project has crafted a multi-pronged TDM program to address
capacity demands during construction of the project. The program
promotes alternate modes of transportation for those crossing the bridge
and includes increased carpool, vanpool and transit options and
promotion of pedestrian and bicycle trips.
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P-0323-005

TSM/TDM projects, by themselves, would not solve the many problems
identified in the Project purpose and need, including seismic
vulnerability, poor bicycle and pedestrian facilities and connections,
poor transit mobility, and substandard highway design features.
However, the CRC project has considered a variety of TSM/TDM
measures to complement the infrastructure improvements. See Chapter
2 of this FEIS for a description of the TSM/TDM measures currently
proposed as part of this project.

P-0323-006

The Vancouver-Portland region is a trade hub, acting as a gateway and
distribution center for domestic and international markets. The region
has become a trade hub, in large part, because of its direct access to the
freeway system, navigable rivers, rail lines, and international air
shipping. The region’s continued competitiveness as a trade hub is
dependent on the ability to efficiently move freight on and between these
transportation facilities. Though 1-205 is a convenient, cost-effective
route for some freight trips, it cannot replace the role of I-5 as a freight
route. For many freight trips, 1-205 would be out of direction, adding to
travel time and shipping costs. In addition trucks will travel on I-5
because it is shorter and faster than 1-205. In 2005, the I-5 Interstate
Bridge carried approximately 3,240 more trucks per day or 42 percent
more than the [-205 Glenn Jackson Bridge. Trucks try to avoid
congestion and travel during uncongested periods and because the
travel distance on I-5 from junction to junction is only 19.3 miles
compared to 25.5 miles on 1-205 trucks will travel on I-5. Increased
shipping costs can have a significant impact on the overall costs of doing
business in our region, making us less competitive and threatening our
status as a trade hub.

P-0323-007
Please see responses to P-0323-004 and -005.
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P-0323-008

As described in Chapter 3 (Section 3.1) of the DEIS, ODOT's Safety
Priority Index System (SPIS) ranked two locations within the CRC project
area, the Hayden Island Interchange and the North Portland Harbor
Bridge, within the top 5% of the highest scored sites or, high crash
locations, in the state for 2004 to 2006. Within Washington, five locations
along I-5 in the project area have been categorized by WSDOT as high
accident locations, as reported in the DEIS.

Improving safety and mobility of cars and freight using the bridge and
highway is a part of the CRC project’s purpose and need. As described
in Chapter 3 (Section 3.1) of the DEIS and FEIS, the replacement bridge
and highway alignment, which was chosen as part of the LPA, includes a
range of safety and design improvements. Some of those improvements
include:

* A new bridge structure high enough for marine traffic, which
eliminates the need for a lift span

» The addition of safety shoulders for stalled vehicles and incident
responders

« Improved sight lines so drivers can see over the crest of the bridge,
reducing the potential for rear-end collisions during congested
periods

» Longer on-ramps and off-ramps to make it easier for drivers to
merge onto traffic, and improve connections between interchanges

* Reducing congestion over the bridge compared to No-Build, by
improving traffic operations, providing light rail and charging a toll to
cross the river.

Additional potential safety measures, such as eliminating interchanges or
reducing posted speeds, were considered during earlier phases of the
CRC project but were dropped from further consideration because they
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did not meet the accessibility goals of the project, did not meet highway
design standards, and/or were not supported by the local jurisdictions.

P-0323-009
Please see response to P-1194-004.

P-0323-010

The project would change some circulation patterns on local streets, but
in general, by reducing congestion on I-5, and improving travel time
reliability on the highway, traffic will be less likely to divert onto local
streets. Therefore the project is expected to reduce cut-through traffic on
neighborhood streets and potentially increase livability in neighborhoods
adjacent to the I-5 improvements of CRC. This, and other effects on local
streets, are described in Chapter 3 (Section 3.1) of the DEIS and FEIS.
CRC is not intended to fix bottlenecks on I-5 south of the project area,
such as the 1-5/1-405 split. However, CRC would not exacerbate
congestion at these locations because it would not increase the traffic
volume traveling through this portion of the corridor. As discussed in the
DEIS and FEIS (Section 3.1), this project would not increase daily traffic
levels due to the toll moderating demand and the introduction of light rail
increasing transit mode share. For additional information on impacts to
Neighborhoods and Environmental Justice communities, please see
Chapter 3 (Section 3.5) of the FEIS.

P-0323-011
Please see response to P-1194-010.

P-0323-012

Following the selection of the LPA in July of 2008, the CRC Project
Sponsors Council (PSC) was developed to provide recommendations to
the project on a variety of issues, including the number of add/drop lanes
over the river crossing. Over the course of several months, PSC was
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provided with operational characteristics and potential environmental
impacts of 8-, 10-, and 12-lane options. These technical evaluation
criteria included, but were not limited to, traffic safety, congestion, traffic
diversion onto local streets and 1-205, regional vehicle miles travelled,
transit ridership, regional economic impact, effects to neighborhoods,
and protected species and habitats. In additional to the technical
information, PSC received input from CRC advisory groups and
reviewed public comment submitted to the project and obtained during
two public Q&A sessions in January 2009 regarding the number of lanes
decision, as well as hearings conducted by Portland City Council and by
Metro Council. In August 2010, the PSC voted unanimously to
recommend that the replacement bridges be constructed with 10 lanes
and full shoulders. For more information regarding the number of lanes
decision making process, see Chapter 2 (Section 2.7) of the FEIS.

The proposed new lanes are add/drop lanes (i.e., lanes that connect two
or more interchanges), which are used to alleviate safety issues
associated with the closely spaced interchanges in the project area, and
accommodate the 68 to 75% of traffic that enters and/or exits I-5 within
two miles of the Columbia River.

P-0323-013
Please see the response to P-1194-012.

P-0323-014

High occupancy vehicle (HOV) lanes work when they are part of a
network, and could potentially be a useful tool in the CRC area if
employed as part of a regional plan. The 5-mile CRC project by itself is
too short in length to provide the true benefits of HOV lanes, but should
the region adopt and develop a HOV system, lanes within the bridge
influence area could potentially be designated as part of the network.

The CRC project team has looked at HOV lanes and freight lanes, which
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are typically located on the inside freeway lane next to the barrier, as
part of its technical analysis. Because about 70 percent of the vehicles
enter and/or exit I-5 within the 5-mile study area, access to and from a
HOV lane or freight lane could create traffic operational problems by
increasing lane changes (for example, HOVs entering the freeway and
needing to merge all the way to the inside lane). The results of this
analysis are described in more detail in Section 3.1 of the DEIS.

P-0323-015

The CRC Project is focused on providing a high-capacity transit option
through downtown Vancouver to Clark College. RTC has completed a
High-Capacity Transit System Study which recommends specific high-
capacity transit improvements, including light rail, bus rapid transit and
bus service improvements that will best serve Clark County residents in
the mid-term (by 2030) and long-term (beyond 2030). To view their Final
HCT System Study, visit RTC’s website at www.rtc.wa.gov. Though
these recommendations are designed to connect with CRC transit
improvements, they are not part of the CRC project.

P-0323-016

Providing express light rail service between Portland and Vancouver
would require a third, and possibly fourth track, to be built to allow light
rail trains traveling along the Yellow Line to bypass certain transit stops
and non-express trains. This would require a significant capital
investment and greater community impacts that are not a part of the
CRC project.

P-0323-017
Thank you for your comment. It is addressed in detail in the specific
responses above.
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