
P-0530-001

The CRC project will not increase traffic levels or energy consumption

and will not decrease neighborhood livability. The LPA includes

substantial changes to the river crossing’s transportation infrastructure

and operations (extension of LRT, addition of tolling, and elimination of

bridge lifts) that would reduce, not increase, future automotive demand

and petroleum use. The LPA would increase daily transit mode share

and reduce the number of cars traveling over the I-5 bridges. This

increase in transit usage and decrease in auto travel is expected to

reduce automotive petroleum consumption.  The reduction in congestion

and accidents, and the elimination of bridge lifts would also improve fuel

efficiency and thus further reduce petroleum use.

Regarding livability, modeling conducted for the DEIS and FEIS indicate

that air emissions from I-5 traffic will be significantly lower by 2030 than

they are today, and will be well below established regulatory standards

designed to protect human health (see Chapter 3 [Section 10] of both the

DEIS and FEIS). Noise impacts from I-5 traffic, with the mitigation

proposed for the CRC project, will also be substantially lower with the

LPA than with the No-Build Alternative. Noise from the light rail can be

mitigated below FTA’s noise impact criteria as well (see Chapter 3

[Section 11] of both the DEIS and FEIS). By reducing congestion on I-5

and improving travel time reliability on the highway, traffic will also be

less likely to divert onto local streets.

 

P-0530-002

See comment above.

 

P-0530-003

See comment above.
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P-0530-004

Regarding noise and emissions, see response to comment P-0530-

001. It is also true that with the introduction of light rail, better bicycle

facilities, and a toll, the Average Daily Trips over the bridge will be

reduced from the levels expected under the No-Build Alternative. The

livability of residents along I-5 will also be improved as a result of greater

personal mobility, an improved transit network, an improved network for

walking and biking, less traffic cutting through neighborhoods, and the

subsequent job creation that is expected to occur as a result of this

major investment.

 

P-0530-005

As described in Chapter 3 (Section 3.4) of the DEIS and FEIS, and in

the Indirect Effects Technical Report, highway capacity improvements

and access improvements can induce development in suburban and

rural areas that were not previously served, or were greatly underserved,

by highway access.  The DEIS outlines a comprehensive analysis of the

potential induced growth effects that could be expected from the CRC

project. A review of national research on induced growth indicates that

there are six factors that tend to be associated with highway projects that

induce sprawl. These are discussed in the Indirect Effects Technical

Report. Based on the CRC project team’s comparison of those national

research findings to CRC’s travel demand modeling, Metro’s 2001 land

use / transportation modeling, and a review of Clark County, City of

Vancouver, City of Portland and Metro land use planning and growth

management regulations, the DEIS and the FEIS conclude that the

likelihood of substantial induced sprawl from the CRC project is very

low.  In fact, the CRC project, because of its location in an already

urbanized area, the inclusion of new tolls that manage demand, the

inclusion of new light rail, and the active regulation of growth

management in the region, the CRC project will likely reinforce the

region’s goals of concentrating development in regional centers,

reinforcing existing corridors, and promoting transit and pedestrian
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friendly development and development patterns.

In October, 2008, the project convened a panel of national experts to

review the travel demand model methodology and conclusions, including

a land use evaluation.  The panel unanimously concluded that CRC’s

methods and the conclusions were valid and reasonable.  Specifically,

the panel noted that CRC would “have a low impact to induce

growth…because the project is located in a mature urban area,” and that

it would “contribute to a better jobs housing balance in Clark County…a

positive outcome of the project”. These results are summarizes in the

“Columbia River Crossing Travel Demand Model Review

Report” (November 25, 2008).

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.

Even with a 12-lane river crossing, the model showed only minimal

changes in employment location and housing demand compared to the

No-Build Alternative.

For a more detailed discussion regarding potential indirect land use

changes as a result of the CRC project, including the likely land use

changes associated with the introduction of light rail, please see

Chapter 3 (Section 3.4) of the FEIS.

 

P-0530-006

The guidelines and standards for analyzing and mitigating highway noise

are established by the Federal Highway Administration (FHWA) and

state departments of transportation (DOTs). The guidelines for transit

noise are established by the Federal Transit Administration (FTA).

Regarding project impacts, with the LPA and recommended

mitigation, fewer highway noise impacts will be experienced relative to

the No-Build Alternative.  All moderate and severe transit noise impacts
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would also be mitigated. Please see Chapter 3 (Section 11) of the FEIS

for more discussion of noise impacts and mitigation.  
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