
L-012-001

Thank you for your comments and the City of Vancouver's ongoing

involvement in the project.

 

L-012-002

Thank you for taking the time to submit your comments on the I-5 CRC

DEIS.  We address your specific issues and recommendations below.

 

L-012-003

This overall concern is articulated in a little more detail later in the letter,

and thus more effectively addressed in those comments. However, this

general concern about potential cumulative impacts to the historic

cultural landscape is addressed in Chapter 3 of the DEIS. Section 3.8 of

the DEIS evaluates potential direct and indirect effects to historic and

cultural resources as a result of the CRC project, and Section 3.19

assesses a variety of potential cumulative effects of this project, past

actions, and reasonably foreseeable future projects on this cultural

landscape, including neighborhoods, historic resources, and

archaeological resources. The FEIS includes updated evaluations of how

this project may affect the cultural landscape in Vancouver, including any

related cumulative effects.

 

L-012-004

We agree that the City of Vancouver has been rapidly progressing in its

downtown revitalization, in its reuse of the historic barracks buildings,

and in the achievement of a variety of planning goals.  We have worked

hard to provide a light rail system and highway improvements that will

complement the progress that has been made and will be compatible

with the remaining projects. 
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L-012-005

The technical reports which provided the foundation of the DEIS

addressed the cultural landscape of the City, the Cultural Landscape

Plan for the Reserve, and the potential for regional impacts of elements

such as land use and economics.  If there is a specific aspect of the

cultural landscape that we are likely to impact and have failed to

address, please identify such for us.   

In the DEIS, sound walls were only preliminarily identified for areas along

the Reserve.  We understand the potential for sound walls, themselves,

to cause impacts such as those you describe.  We have also been asked

by regulating agencies and the National Park Service to provide sound

impact mitigation and landscaping.  Some of the walls along the West

Barracks have been redesigned.  The project has contributed

considerable support and financing for the design competition for

the Community Connector.

The project engineers and planners have worked diligently to minimize

right of way impacts.  As you can see in Chapter 3 (Section 3.3) the

FEIS, there is very little property acquisition associated with the project. 

The project will displace very few residents or businesses in

Washington.  But, limited property impacts are unavoidable. The City has

supported the decision to construct the locally preferred alternative,

which provides auxiliary lanes and cannot entirely fit within the existing

right of way.   
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L-012-006

The project is no longer considering Alternative 4 or 5, and

therefore figures related to these alternatives were not carried into the

FEIS. Please refer to Chapter 2 of the FEIS for a full description of the

LPA, including the location of bicycle and pedestrian pathways for the

multimodal river crossing and highway improvements.

 

L-012-007

The Purpose and Need is based on extensive analysis of the existing

and projected transportation problems in the I-5 CRC corridor, and

reflects extensive feedback from the public and stakeholder groups. The

Purpose and Need focuses largely on metrics that do not inherently

require substantial, or exclusive, increases in highway capacity. The

purpose statement is intentionally worded so as to allow consideration of

a wide range of solutions including demand management, transit,

highway, tolling, and other options for addressing the stated needs. 

Following the development of the Purpose and Need statement, analysis

of a wide range of alternatives, and input from the public, agencies and

stakeholders on those alternatives and analysis, it became clear that that

the Purpose and Need could not be met by any single type of

improvement.  It is best met by a multimodal alternative that improves

highway, transit, and bicycle and pedestrian facilities in the I-5 corridor,

and adds tolling to the highway river crossing.

Other factors that you have listed, such as vibrant land use, aesthetics

and community cohesion, are not part of the fundamental purpose of the

project, but they have been and are continuing to be carefully evaluated

and considered in project analyses and decision-making.
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L-012-008

We have revised the documentation of deficiencies of the existing

facility.  The new facility will rise and fall at more gentle grades. This will

actually allow more users, including those who have mobility limitations,

to safely utilize the bridge.  Currently, bridge users with vertigo have to

ride next to (within two feet) of the edge of the bridge deck.  Riders will

be able to use the new facility without riding next to the edge,

overlooking the water.

 

L-012-009

The LPA includes light rail in downtown Vancouver with a Washington-

Broadway couplet. As shown in Chapter 2 of the FEIS, the light rail

tracks travel east between Washington and Broadway on 7th Street. 
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L-012-010

Please refer to the FEIS (Chapter 2 and Section 3.1) for revised and

more exact definition of the bicycle system and facilities.

 

L-012-011

Since the LPA does not include bus rapid transit, the FEIS does not

include the exhibit referenced.
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L-012-012

The final design will address bicycle parking.

 

L-012-013

The park and ride and transit station are located on current Clark College

property, and property will need to be purchased from Clark College to

build the park and ride. The facility will be immediately adjacent to Clark

College.

The official name of the station and associated park and ride will not be

finalized until after the FEIS process.

 

L-012-014

Regarding impacts to the bicycle system, please refer to the responses

provided to your similar comments. The project is making substantial

improvements in the bicycle system at many interchanges and across

the river. The FEIS provides more detailed assessments of impacts than

was possible for the DEIS.

 

L-012-015

In Chapter 2 of the FEIS, exhibits showing the transit alignment for the

LPA are updated to show station blocks and non-station blocks.

 

L-012-016

In partnership and in agreement with City of Vancouver representatives,

the downtown network has been planned with the assumptions that

Columbia would provide the north-south bike lane in the downtown. On-

street parking along the transit couplet will not be converted to bike

lanes.
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L-012-017

Please see response to comment L-012-015.  

 

L-012-018

Though not discussed in the DEIS or FEIS, the CRC project team

uses the trunnion project as an example of Northwest projects that have

successfully used TDM during construction. Discussing case studies in

the DEIS and FEIS would only add to the length of the documents

without clarifying the actual mitigation that would be included. See

Chapter 2 of the FEIS for an updated discussion of relevant elements of

TDM that would be employed during CRC construction.

 

L-012-019

A discussion of the planned extension of the Waterfront Trail, as well as

alterations to access from this trail to nearby parks, has been added to

the FEIS. Please see Section 3.7 of Chapter 3, Parks and Recreation,

for this discussion.
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L-012-020

The FEIS provides more information on proposed bike pathways and

facilities, their safety, and the potential impacts of construction.
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L-012-021

Planning for safety and security on and around light rail is a high priority.

The light rail system will be designed to promote safe interactions

between light rail trains, cars, bicycles and pedestrians. Through a

cooperative team effort and the systematic application of safety and

security principles, the project will be designed and constructed to run

safely, securely, dependably, and efficiently.  A Safety and Security

Management Plan (SSMP) was created, in part, to address public

concerns about safety, and is a requirement for funding from the Federal

Transit Administration.

Safety measures that will be designed into the project as appropriate

include 1) physical barriers such as medians, fencing, landscaping or

chain and bollard to help channel automobiles, pedestrians and

bicyclists; 2) signage, tactile pavers, audio warnings, and pavement

markings at the track crossing to alert individuals they are approaching

tracks; 3) active treatments such as flashing lights, bells, illuminated and

audible warning devices in traffic signals; 4) Creating inviting, well-lit

platforms and station areas; 5) maintaining clear sight lines for the

oncoming train and 6) implementing a public safety education campaign

before the start of service.

According to the United States Bureau of Transportation Statistics, public

transportation represents less than one percent of the national average

of all street and highway fatalities.  Light rail is one of the safest forms of

public transportation. As described on page 3-56 of the DEIS, collisions

on TriMet’s light rail system have decreased over the years. For more

information on how the CRC project is accounting for safety in the design

of light rail, please see Chapter 3 (Section 3.1) of the FEIS.

All other impacts associated with the park and rides (air quality, visual,

traffic) were fully assessed as part of the project.
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L-012-022

The FEIS includes more construction impact documentation. The project

is making a considerable investment in bike and pedestrian

infrastructure.  Additionally, the project has continued to work with bike

and pedestrian advocates, the City of Vancouver and the Pedestrian and

Bicycle Advisory Committee on refinements and improvements in

numerous locations where inter-modal conflicts may arise.

 

L-012-023

The DEIS summarized information critical to the decision at hand. The

Traffic Technical Report, which was published as an appendix to the

DEIS, did provide the detailed information necessary to fully compare

many aspects of the alternatives. In addition to this project's voluminous

reporting and documentation, CRC staff have been meeting with the City

of Vancouver's transportation planning staff on a regular basis for years.

In these meetings, the details of modeling assumptions, system

performance, and potential impacts have been disclosed, discussed, and

revised. Lastly, because an LPA was selected, the FEIS is able to

provide a more detailed discussion of project impacts and mitigations.

 

L-012-024

There is more detail provided in Chapter 2 and Chapter 3 (Section 3.1)

of the FEIS. The travel times will improve as a result of the shorter

distance, the reduced grades, and the elimination of at grade street

crossings.

 

L-012-025

The FEIS includes local street performance analysis specific to the LPA.

The analysis in the FEIS Chapter 3 (Section 3.1)is expanded from the

DEIS, and the Traffic Technical Report expands even further. The

Vancouver local street performance analysis is based on performance

standards for the facilities under the jurisdiction of the City of Vancouver.
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For more information, please see Chapter 3 (Section 3.1) of the FEIS

and the associated section of the Traffic Technical Report.

 

L-012-026

We have appreciated meeting with representatives from the City of

Vancouver dozens of times on these issues. The resulting agreements

and designs are well documented in the FEIS. Please refer to Chapter 2

and Chapter 3 (Section 3.1) for details on the new designs including the

overall distance of the river crossing and how it compares favorably with

the existing crossing in distance, grade, safety, and other factors.

 

L-012-027

Crossing regulations for bicyclists and pedestrians at intersections will be

the jurisdiction of local or state governments.
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L-012-028

The CRC project modeled how drivers would access the three proposed

Park and Ride lots in Vancouver during the morning peak commute. 

Two of the three Park and Rides – Clark College and Columbia Park and

Rides – are located near major highways (I-5 and SR 14). The Mill Plain

Park and Ride, though not adjacent to I-5 or a state route, is located

between two major arterials, Mill Plain and Fourth Plain Boulevards. 

This modeling confirmed the majority of drivers (69%-92%) would access

the park and rides from major roads including I-5, SR 14, SR 500, Mill

Plain and Fourth Plain. 

Following the selection of the LPA, the CRC, working with the City of

Vancouver, enlisted the help of community members - residents,

business owners, transit-dependent populations and commuters - who

had interest in light rail planning to form the Vancouver Working Group

(VWG). The VWG met regularly to develop recommendations and

provided feedback to the CRC project, the City of Vancouver and C-

TRAN on transit alignments, proposed station locations and design,

security and park and ride facilities in downtown Vancouver. Following

approximately 5 months of coordination, in addition to public open

houses and walking tours, the VWG recommended the Washington-

Broadway Couplet through downtown Vancouver to C-TRAN and City of

Vancouver staff. Per the Vancouver Working Group Final Report

(October 2009), this alignment was preferred largely because it spread

the potential impacts and benefits across two streets, as opposed to

concentrating them on a single street. This alignment was adopted as

part of the LPA and is analyzed in the FEIS. For more information on the

transit alignment decision-making process please see Chapter 2

(Section 2.7) of the FEIS.

Since the decision was made to proceed with the Washington-Broadway

couplet, the section of the DEIS comparing two-way Washington to the

Washington-Broadway couplet has been removed and the description of
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the impacts and mitigations of the couplet have been refined.

The adoption of an LPA allows for greater refinement and analysis of

that option in the FEIS. The FEIS includes a more detailed analysis of

impacts and mitigation measures regarding the light rail alignment.

Please see Chapter 3 (Section 3.1) for more information.

 

L-012-029

Findings regarding the impacts of tolling can be found throughout

Chapter 3 of the DEIS and the FEIS. The different sections of the FEIS

discuss the implications and impacts of tolling in the context of

economics, traffic, transit use, land use, environmental justice, and

climate change.

 

L-012-030

I-5 would remain open to traffic throughout project construction, though

temporary lane closures may be required. These temporary lane

closures would likely occur during the night to minimize impacts. Drivers

with destinations north or south of the Portland/Vancouver area may be

encouraged to use I-205 to avoid the construction, but drivers traveling

within the project area would be able to access their destinations. It is

expected that some drivers would choose to use I-205 to avoid

construction, which may result in increased traffic congestion [as

discussed in Chapter 3 (Section 3.1) of the FEIS]. Constructions impacts

on traffic will continue to be analyzed after the publication of the FEIS.

Any necessary mitigation for traffic impacts during construction in

Vancouver will be coordinated with City staff.

Access for bicyclists and pedestrians across the Columbia River and

North Portland Harbor will be maintained throughout construction.

Detouring these users to I-205 is not planned.  
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L-012-031

Efforts will be made to encourage travelers to shift to alternate modes of

transportation, such as riding transit, bicycling, and walking, during

construction. This could include providing simple, attractive, and

convenient infrastructure and buses that would be easily accessed

during construction. One example of such, could include the construction

of the new bicycle and pedestrian path on the light rail bridge over North

Portland Harbor that would be opened prior to the closure of the existing

path on the I-5 bridge. Regardless of the efforts made, this area will still

be a major construction zone and will at times be challenging to navigate

through.

 

L-012-032

Between the publication of the DEIS and FEIS, CRC project staff have

worked with the City of Vancouver to minimize impacts and commit to a

process for finding mitigation for unavoidable effects during construction.

The closure of the SR 14 access would impact access into downtown

Vancouver, though drivers would sill be able to access this area via

detours along Columbia Way and to the Mill Plain Boulevard

interchange. The potential impacts of this and other closures are

discussed in the appropriate sections of Chapter 3 of the FEIS, as are

possible measure to minimize the effect of these closures on nearby

communities and businesses. Not all impacts can be completely

mitigated. However, construction traffic management will continue to be

studied and coordinated with City staff. A discussion about the potential

impact of closing Evergreen Boulevard during construction can be found

in Chapter 3 (Section 3.7), Parks and Recreation, of the FEIS.

The suggested mitigation measures of separate queuing space/bike

lanes for bike traffic, level non-skid crossing of steel plates, traffic

calming measures within work zones, or parallel temporary facilities

outside of work zones, have been added to Chapter 3 (Section 3.1) of
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the FEIS. The City of Vancouver is ultimately responsible for approving

traffic control plans for the project during construction and will have the

authority to require such mitigation.

Bicyclists and pedestrians may be required to use the bicycle and

pedestrian path on the northbound I-5 structure during later phases of

construction before the path on the new bridge is open. Mitigation for the

closure of the path on the southbound bridge, and potential increased

bicycle and pedestrian traffic on the path on the northbound bridge, will

be determined during the traffic control planning process. Bicycle and

pedestrian access to Hayden Island will be maintained throughout

construction.

The use of the Confluence Land Bridge as an official detour route is not

expected to occur, although bicyclists and/or pedestrians may choose to

use this route to avoid the construction zone. No 4(f) use would be

expected from added bicyclists and walkers on this facility.

As mentioned above, specific mitigation for closures to bicycles and

pedestrian access will be determined during the development of the

traffic control plans.

A separate section discussing bicycle and pedestrian performance

during construction has not been added to the FEIS. What information is

currently available is included in Chapter 3 (Section 3.1) of the FEIS.

As appropriate, this FEIS provides more detail about mitigation

measures specific for certain temporary impacts. These are discussed in

each section of Chapter 3. These mitigation measures will continue to be

developed and refined and will ultimately be committed to in the Federal

Record of Decision.
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L-012-033

You are correct, that the airfield is part of the VNHR. This has been

clarified in Chapter 3 (Section 3.2) of the FEIS.

 

L-012-034

We have addressed these impacts within the technical reports for

neighborhoods, economics, and land use, and summarized them in the

respective section of Chapter 3 of the FEIS.  We have not found that the

very few and very small property impacts in Washington are likely to

have long-term adverse impacts to neighborhoods, land use plans, or

the regional economy.

 

L-012-035

The mitigation section of Chapter 3 (Section 3.3) of the FEIS states that

where property acquisition and residential or business displacements are

unavoidable, the project will provide mitigation.

 

L-012-036

As stated in the response to the referenced questions, these analyses

are found in the neighborhoods sections of the DEIS and FEIS (Section

3.5 of Chapter 3), and within the Neighborhoods Technical Report.
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L-012-037

Thank you for the correction. We have updated these adoption dates in

both the FEIS and in relevant Technical Reports.

 

L-012-038

We have amended the table comparing the alternatives. We now show

all of the alternatives, except for the No-build, as being "consistent." The

FEIS and its technical report appendices document the different plans

that call for the CRC project. The extension of light rail, investment in

freight mobility and highway safety, and minimal acquisition of additional

right of way are based on direction found in the adopted plans, such as

Vancouver's Comprehensive Plan. Though certain impacts are adverse

and unavoidable, the project as a whole has been determined to be

critically important to Vancouver, and its integrated plan of community

development. 

The FEIS includes discussions of indirect effects and cumulative

effects. These sections have been revised since the DEIS.  The project

has also taken an integrated approach to mitigating certain groups of

impacts.  The land use pattern, form of urban development, and mix of

uses is not adversely affected by the widened facility. Very little widening

of the Interstate right of way is required. The widened facility does have

visual, historic, and traffic impacts, but does not separate the actual land

uses more than the existing divide that runs through the City. In fact, the

southern extension of Main Street is a good example of the project's

restoration of the early City street grid and resulting increases in

connectivity. 

Land use planning and the attainment of plan goals requires, as you

have stated, a cumulative understanding of impacts. We have worked

together with the National Park Service, the Vancouver National Historic

Reserve Trust and yourselves to find a solution to the narrow passage

between the Riverwest project, House of Providence (Academy) and the
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old Post Hospital, as well as other important uses on both sides of I-5.

The solution is meant to address the complexities of visual impacts,

noise impacts, land use connectivity, and historic impacts. The

Community Connector represents the City and the project's collective

attempt to come up with creative solutions.    

 

L-012-039

The Land Use and Economic Activity section of the FEIS [Chapter 3

(Section 3.4)] is updated to represent the LPA which includes only light

rail and not bus rapid transit. Therefore, the comments comparing the

economic impacts of BRT versus LRT are not relevant to the FEIS.
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L-012-040

We have addressed the impacts associated with the wider facility

throughout the FEIS, and in responses to your other comments. The

increased access, reduced congestion, and the introduction of light rail

will overwhelmingly benefit the downtown land uses and businesses.

The LPA will not close 6th Street at Washington. The intersection of 6th

and Washington will be open for east-west traffic to cross. Southbound

traffic will be forced to turn right. No northbound traffic will be permitted

on Washington between 5th and 6th Street.

The LPA, as compared to the existing bridge, would reduce the trip

distance as measured from Esther Short Park to Delta Park, from 2.25

miles to 2.20 miles. The maximum grade on the existing facility is 4.73%.

The maximum grade on the new facility would be about 3.0% - quite a bit

less. To accommodate the higher elevation of the bridge deck, the

pathway would have a loop ramp in Vancouver that would rise at about

4.75% to meet the covered pathway on the bridge.

In addition to the improvements noted above, the new bike and

pedestrian facilities will require the crossing of no signalized

intersections. There will be room for two bikes to pass each other. The

pathway will be covered from the elements over half its length.
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L-012-041

The reference to the VCCV specifying light rail as the preferred method

of high capacity transit has been removed from the FEIS.

 

L-012-042

The alternatives with BRT have been dropped from further analysis,

consistent with the selection of light rail for the Locally Preferred

Alternative. The potential for changes in land use and economic

conditions is addressed in detail in the respective technical reports, and

in the indirect effects technical report. These reports are included as

appendices to the FEIS.

The research suggests that light rail transit is likely to contribute to a

more dense, vibrant, downtown with a mix of uses, and a reduced

reliance on the automobile. This analysis does not provide parcel-by-

parcel speculation of land use impacts.  

 

Columbia River Crossing

Appendix P September 2011



Columbia River Crossing

Appendix P September 2011



Columbia River Crossing

Appendix P September 2011



L-012-043

We have added bike parking to the equivalent section of the FEIS.

 

L-012-044

Thank you for taking the time to submit your comments on the I-5 CRC

DEIS and helping us to correct these errors.

 

L-012-045

The Traffic Technical Report that supported the DEIS did provide

information regarding local traffic operations.  Please refer to the same

report for the FEIS, which provides additional detail.

 

L-012-046

Although the paragraph includes an error, the basic meaning is still clear,

that the Wellness Project would have been displaced by the alignment of

the light rail guideway terminating at the Lincoln Station. This alignment

was not included in the LPA, so this text is not included in the FEIS.

 

L-012-047

That is correct.  We considered general support for High Capacity

Transit to include BRT. However, neighborhood plans that call

specifically for light rail were not considered to be supportive of a BRT

system.
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L-012-048

As discussed in Chapter 3 (Section 3.11) of this FEIS, the FHWA,

WSDOT, and ODOT do not provide building sound insulation for

properties that are affected by traffic noise. With sound walls, the LPA

Full-Build traffic noise impacts are reduced from 468 to 78. This is 192

fewer than the No-Build traffic noise impact of 270. [per reviewer

comment: specifically address Fort Apartments (13th, just south of

interchange) and Normandy Apartments (7th and I-5)]

 

L-012-049

We used "consistent" for BRT when the different neighborhood plans call

for either High Capacity transit, good transit, or Light Rail.  However,

since some plans call specifically for Light Rail, we considered the

options with Light Rail as being "highly consistent" with the plans. 

 

L-012-050

Obstruction of sunlight at Smith Towers, and most areas within

Vancouver, will change little from construction of the CRC project.

Regarding aesthetics, as discussed in Chapter 3 (Section 3.9) of the

FEIS, the creation of vertical concrete sound walls, more visually

complex systems of interchange ramps at higher elevations, and

introduction of light rail will result in aesthetic changes in Vancouver.

This is true of Smith Towers, which is located near the SR 14

interchange and will be adjacent to the new light rail alignment.

 

L-012-051

The CRC project is using design strategies that have been proven to

reduce the potential for crime at stations and on trains.  In addition, CRC

has received input from advisory groups, jurisdictions, and the public to

design a system that will enhance safety and security.

Recommendations include, but are not limited to, locating stations near
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residential and commercial buildings; controlling pedestrian access to

stations through the strategic placement of entrances and exits, fencing,

lighting, and landscaping; lighting stations so that all activity is easily

visible; and designing a clear line of sight into and out of the station. A

Safety and Security Management Plan (SSMP) was created, in part, to

address public concerns about safety, and is a requirement for funding

from the Federal Transit Administration. Safety will be designed into

every phase of the project.

The CRC project is also working with the City of Vancouver and Portland

police and C-TRAN and TriMet security to promote passenger safety at

stations and park and ride facilities, as well as on light rail trains.

Measures to increase public safety on and near light rail could include

enforcing fare payment; installing closed-circuit TV at light rail stations,

park and rides, and on trains; and patrolling stations and trains by transit

security and local police officers. For more information about how safety

and security associated with light rail is being addressed by the CRC

project, see Chapter 3 (Section 3.1) of the FEIS. 

 

L-012-052

The CRC project designers have worked to avoid displacing residences

for the design of the LPA, but not all such displacements are avoidable.

Please see Chapter 3 (Section 3.3) of the FEIS for a description of the

residences that would be displaced by the LPA.  

 

L-012-053

Please see FEIS Chapter 3 (Section 3.11) for an updated analysis of

noise impacts and mitigation.  In this chapter, the FEIS also evaluates

the visual impact of noise walls in sensitive locations (Section 3.9).

 

L-012-054

This information has been provided in greater detail for the FEIS.
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L-012-055

As discussed in Chapter 3 (Section 3.4) of the FEIS, maintaining access

for pedestrians is a key component of construction plans. This strategy

includes several components, including:

Work on short sections of affected roadways and intersections while

leaving a portion open for travelers of all modes.

•

When a detour becomes necessary, the project will provide a quick,

well-defined detour route around construction.

•

The project will also deploy flagging crews to guide pedestrians

through work zones, as needed.

•

 

L-012-056

Please see Chapter 3 (Section 3.11) of this FEIS for a discussion of

construction noise standards and mitigation, including discussion of

nighttime construction noise.

 

L-012-057

As discussed in Chapter 3 (Section 3.5) of the DEIS and FEIS, tolling

could impact low-income populations by introducing a new expense that

could be proportionally a greater share of total income for low-income

individuals, requiring that all users obtain transponders for electronic toll

collection, and instituting a new tolling system that could be confusing or

difficult to communicate to individuals with limited English proficiency.

However, without a toll, the project likely could not be funded, or if

funded, the new capacity on the bridge would be filled faster.  Including a

toll would reduce congestion, improve travel times, and could result in a

slight improvement in air quality by reducing emissions, which would

benefit all users. See Chapter 3 (Section 3.5) of the DEIS and Chapter 3

(Section 3.5) of the FEIS for a description of impacts and benefits of the

project to EJ populations.
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L-012-058

We look forward to working directly with the neighborhoods and with

businesses during construction. There will be robust public

involvement which will include design workshops, mitigation workshops,

and many other opportunities for neighborhood involvement.

 

L-012-059

This information has been included in technical reports and in the FEIS.

 

L-012-060

Substations to serve light rail will be located within buildings. Please see

the section on EMF, Chapter 3 (Section 3.13) of the FEIS, for discussion

of substation locations.

 

L-012-061

A discussion of the planned extension of the Waterfront Trail, as well as

potential future park improvements, has been added to the FEIS. Please

see Chapter 3 (Section 3.7) of the FEIS for this discussion. The city has

completed conceptual plans for the waterfront, and the project will work

closely with the city on the design under and near the bridge.

 

L-012-062

Missing park and recreation facilities have been added to exhibits.

Additionally, park names have been corrected to match the names

provided. Bicycle and pedestrian facilities in the project that are not

identified as recreation trails are not included in this map, but can be

found in the map of bicycle and pedestrian routes in Chapter 3 (Section

3.1) of the FEIS.

 

L-012-063

The eastside path has been closed during some past fireworks displays

to prevent people from congregating on the bridge, as such, impacts to
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event participants or the event itself is speculative. Evergreen Boulevard

has been described as a scenic road in Chapter 3 (Section 3.7) of the

FEIS.

Only recreational events that draw large numbers of residents from

Portland or North Clark County are listed in this section. Old Apple Tree

Park, Marshall Community Center, and Luepke Senior Center have not

been identified as having received LWCF, though parks that received

other federal or state funding have been identified in Chapter 3 (Section

3.7) of the FEIS.

The LPA full-build of the SR-500 interchange is expected to reduce the

number of vehicles traveling over the 39th Street overpass compared to

No-Build. This reduction of vehicular traffic, in combination with the

bicycle and pedestrian improvements provided by the project along 39th

Street, would result in improved conditions for users accessing Leverich

Community Park and Discovery Middle School. For more information

about these proposed improvements, please see Chapter 3 (Section 3.1)

of the FEIS.

As mentioned in responses to previous comments, the Discovery

Historic Loop Trail has been added to the analysis of impacts to park and

recreation resources. A discussion of this trail can be found in Chapter 3

(Section 3.7) of the FEIS.

The I-5 improvements included as part of the CRC project are not

expected to permanently affect the existing or planned trail connections

across I-5. The construction of sound walls along the Vancouver

National Historic Reserve, though they may be justified, would not be

constructed unless the local jurisdiction approves of this mitigation.

Tolling the I-5 bridge will be done electronically and will therefore not

require the toll booths that could result in traffic congestion and impacts
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to air quality.

Potential construction-related effects to parks are included in Chapter 3

(Section 3.7) of the FEIS. Potential mitigation measures for construction-

related air quality impacts are also included in Chapter 3 (Section 3.10).

The Evergreen Community Connector has been incorporated as part of

the CRC project and will enhance nearby parks and the pedestrian

experience.

 

L-012-064

Potential noise and vibration impacts that would result from the CRC

project were disclosed in the Chapter 3 (Section 3.11) of the DEIS, and

have been updated in Chapter 3 (Section 3.11) of the FEIS. Chapter 3

(Sections 3.8 and 3.9) also discussed the aesthetic impacts of noise

walls. 

The FHWA, with input from the DOT’s, set the traffic noise abatement

criteria for highway noise, which are implemented by the state DOT’s.

Noise walls, to the extent that they are effective at reducing noise and

can be constructed at a reasonable cost, are the most common type of

mitigation for highway noise when project related noise levels exceed the

abatement criteria. The DEIS proposed potential locations for new or

replacement noise walls that were preliminarily considered reasonable

and feasible by state criteria.  Information on the noise walls used to

mitigate project related highway noise impacts can be found in the DEIS

(pages 3-301 through 3-305). The analysis performed for the FEIS is

based on more refined designs and updated traffic modeling (Chapter 3

Section 3.11). Though the exact noise mitigation designs will be based

on negotiations and discussions with the immediately adjacent property

owners, there are some preliminary dimensions recommended in the

FEIS and the Noise and Vibration Technical Report.
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As described in the DEIS, the FTA has also developed impact criteria for

acceptable levels of ground-borne vibration. Light rail operations could

result in some vibration impacts, which could be mitigated by installing

vibration isolation between the rails and ground. This too has been

updated for the FEIS in Chapter 3 (Section 3.11).

Lastly, the project has been working with property owners, vibration

specialists, and contractors to assess the potential for vibration related

impacts to historic structures. Specifically, the Clark County Historic

Museum and the Post Hospital have been considered; and an approach

has been developed to address the potential for impacts. Projects which

had greater potential to cause vibration impacts than those projected for

these sites have been successful in monitoring construction and

incorporating vibration dampening elements in the light rail guideways

and light rail vehicles. 

The numerous, similar construction and operation impacts that have

been managed in the region have provided many lessons in vibration

estimating, management, and monitoring. Tunnel construction planned

for the Alaska Way Viaduct, and which was used for previous extension

of the MAX system in Portland, have both generated far higher levels of

vibration impacts than those that are projected at the Post

Hospital. These projects have not found it necessary to reinforce or

modify historic structures prior to construction. These projects have

made commitments, as will the CRC, that the buildings will be monitored,

and if necessary restored to pre-construction condition.  

 

L-012-065

Thank you for the suggestions. The FEIS and the revised Visual and

Aesthetics Technical Report has been amended based on your input.

The project team understands the potential visual impacts associated

with sound and retaining walls. The updated Technical Report discusses

this in some detail.
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L-012-066

Please see the response to comment L-012-060.

 

L-012-067

Thank you for taking the time to submit your comments on the I-5 CRC

DEIS. We have disclosed numerous potential project impacts. These

have been assessed for the local plan, political, economic, and historic

context. The project team has worked closely with the City of

Vancouver. We have become very familiar with City zoning, economic

development opportunities, pending development, historic properties,

and the adopted neighborhood, subarea, and other plans. 

The project impacts have been described in detail, organized by

technical discipline and geography.  These reports have also been

synthesized in the cumulative impacts analysis, for the MOA on historic

properties, etc. 

For your concerns regarding noise walls, please refer to the updated

Visual and Aesthetics Technical Report and Sections 3.8 and 3.9 of the

FEIS.  We also address this concern in our response to comments L-

012-064 and L-012-065.

 

L-012-068

Please see the response to comment L-012-060.

 

L-012-069

The revised Visual and Aesthetic Technical Report and the FEIS

describe the potential benefits of the waterfront underneath the I-5

landing in Vancouver, and addresses the sound walls and the visual

impacts of such.
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L-012-070

The subject images were early simulations meant to express general

massing and alignment of the alternatives. The simulations also do not

include lights, signage, and other details.

 

L-012-071

The FEIS provides additional information on intersection designs and

inter-modal issues. There is no additional information provided for Light

Rail alignments on north Main Street, which was eliminated with the

selection of the LPA.

 

L-012-072

These two light rail alignments have been dropped from further analysis. 

Please refer to the Visual and Aesthetic Technical Report for a more

comprehensive discussion of the potential visual impacts of light rail

facilities.

 

L-012-073

Please see the response to comment L-012-060.

 

L-012-074

The UDAG recommendations, as shown in the Visual and Aesthetics

Technical Report for the FEIS, are used as an evaluation criteria for

project options and as a guide to the development of mitigations.

 

L-012-075

The air quality evaluation presented in the DEIS assessed how

emissions would be expected to change by 2030 and how the project

would affect emissions of pollutants regulated by state and federal

standards as well as vehicle emissions that are not regulated. Oregon

and Washington, as well as the federal government, have established

ambient air quality standards for criteria pollutants. These standards are
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based on human health risks, including risks to bicyclists and

pedestrians. The DEIS evaluation included an analysis demonstrating

that the CRC project would allow the region to retain conformity with

state and federal air quality standards for relevant criteria pollutants. See

the Air Quality Technical Report for a detailed explanation of the state

and federal regulations concerning air quality and the evaluation of how

the project complies with relevant air quality regulations. See Chapter 3

(Section 3.10) of the FEIS for an explanation of the pollutants regulated

by state and federal law. Impacts have been analyzed and disclosed in

the DEIS and refined in the FEIS, and this information has been made

available to stakeholders and decision makers.

 

L-012-076

The CRC project team, together with federal and state regulatory and

transportation agencies, agreed upon an approach for estimating mobile

source air toxics (MSAT) emissions at the regional and subarea levels.

The CRC air quality study also followed well-developed analysis

methods to evaluate criteria pollutants, which included an analysis of the

six most congested locations (three in Washington and three in Oregon)

for potential violations of carbon monoxide (CO) standards. Even the

highest volume and most congested intersections would have CO

concentrations well within applicable standards, eliminating the need to

model emissions at the less affected intersections. As discussed in

Chapter 3 (Section 3.10) of the FEIS, differences in 2030 MSAT

emissions among the alternatives are extremely low and the CO

concentrations at each of the study intersections would be below federal

standards regardless of the selected alternative. Please see the Air

Quality Technical Report for more information on regulatory standards,

analysis methods, and the results of the air quality analysis.

 

L-012-077

Noise impacts to pedestrians and bicyclists were not modeled but were

considered.  The highest impacts would be associated with options
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where the pedestrian and bicycle path would be adjacent to the highway

lanes.  The selected LPA locates the bicycle and pedestrian path on the

crossing underneath the highway deck, which would substantially reduce

noise levels. 

See the FEIS for an updated discussion of potential wheel squeal

impacts and mitigation.

 

L-012-078

The noise and vibration analysis does take into account the effect of the

walls themselves. Responses to your other comments have been

provided where these comments are repeated (such as the project

response regarding the height of noise walls).

 

L-012-079

The combination of impacts near the Hospital constitute an adverse

effect to the resource.

 

L-012-080

See Chapter 3 (Section 3.11) of the FEIS and the Noise and Vibration

Technical Report regarding FTA and FHWA policy on residential sound

insulation.  House or apartment owners impacted by transit noise

exceeding the FTA's transit noise abatement criteria would be given the

option of receiving sound-insulating window replacement, other

insulation, and possibly air conditioning units for impacted bedrooms. 

Additional payments to cover the electrical energy associated with

operating air conditioning is not proposed.  LRT track and train testing

will occur before the LRT opens for fare operations.  This will provide an

opportunity to detect and address unanticipated wheel squeal before fare

operations begin.
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L-012-081

The proposed vibration monitoring will be used to only allow impacts

under agreed-to thresholds.  Rather than simply a means of reporting the

vibration impacts, the monitoring program would be continual, enabling

the field crews to stop work if thresholds are exceeded.

 

L-012-082

The DEIS and FEIS estimate the project's impacts on operational energy

consumption as well as construction energy consumption.  The

operational analysis is based on traffic demand modeling and an energy

multiplier.  This method captures the primary energy savings at the river

crossing associated with changes in trips and speed, but does not

capture the full energy savings from reducing the congestion associated

with bridge lifts and crashes.  Bridge lifts and crashes both result in

increased traffic congestion, traffic idling and higher energy

consumption.  This model also does not reflect the secondary energy

savings associated with reduced fuel consumption.  As such it is only a

partial estimate of energy reduction associated with operations.

The construction analysis uses a CALTRANS model that reflects the

comprehensive energy "costs" associated with all construction activities

and materials (both primary and secondary energy use). Therefore,

because the construction estimates and operational estimates are not

comparable, there is no estimate of an energy "payback" period. 

The various components of each alternative - tolling, light rail, highway

interchange improvements, river crossing, bicycle/pedestrian

improvements - were not modeled individually.  The project did not

propose to implement these components individually, but rather

to implement multi-modal alternatives. 

The tolling scenarios were described in the Project Description chapter

of the DEIS, Chapter 2 (Section 2.3.5).  Please see Chapter 2 (Section
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2.2.4) of the FEIS Chapter for an updated description of the proposed

tolling for the LPA.

 

L-012-083

You are correct.  This has been revised in the FEIS, Chapter 3 (Section

3.13).

 

L-012-084

Please see response to L-012-086.

 

L-012-085

This typo was corrected for the FEIS.

 

L-012-086

Peregrine use of the existing bridge is also noted in the FEIS to ensure

that decision-makers and the public understand the impacts the LPA

could have on this species. As a matter of policy, information on priority

species obtained from the Washington Department Fish and Wildlife

(WDFW) may not be publicly disclosed. However, as information on

Peregrine use of the bridge is accessible from a variety of publicly

available sources, including the Oregonian and Oregon Department of

Transportation, this discussion does not violate WDFW policy.

 

L-012-087

The FEIS has been updated to identify all currently existing wetland

resources that may be impacted by the project, based on current

available information and professional judgement.

 

L-012-088

The project is planning for compliance with NPDES permit requirements

and the FEIS includes the requested statement regarding flow controls.
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Graphic size was limited by the volume of information included in the

DEIS, however, larger floodplain exhibits are included in the Water

Quality and Hydrology Technical Report that supports the FEIS.

Regarding stormwater facilities, they will be designed in accordance

with relevant code requirements. 

 

L-012-089

Thank you for the clarification regarding the updated earthquake hazard

maps.

The protection of the Sole Source Aquifer is of great importance. The

project staff has completed a focused evaluation of the potential impacts

and has worked with the City since publication of the DEIS on this topic.

The project has found (Section 1.4.2.2 of the Hazardous Materials

Technical Report) that all park and ride structures and light rail stations

will be constructed using shallow footings. Only one park and ride

structure will require excavation, the Clark College Park and Ride. The

depth to groundwater at McLoughlin is relatively deep (greater than 90

feet). This will need to be verified in the field during the GeoTech Drilling

Program. Potential impacts to groundwater from the Park and Ride are

low.
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L-012-090

It is unclear how the cumulative effects section in the DEIS is inadequate

to draw informed conclusions regarding cumulative impacts in

Vancouver.  To clarify, cumulative effects for the purposes of this EIS are

not just "cumulative project effects," but rather an assessment of how the

effects of this project may relate to previous actions and reasonably

foreseeable future actions to cumulatively affect the environment.

Regarding the Heritage Place development, we have corrected our

statement to "mixed use." 

Again, this section treats "cumulative" as a method of looking at this

project in relation to other past and reasonably foreseeable future

actions. Overall project effects to a certain element of the environment,

such as economics, are addressed in a separate section. So, the

assessment of how this project would affect planned growth in

Vancouver is located in Chapter 3 (Section 3.4) of the FEIS.

Our assessment of the wider freeway revealed it would not significantly

widen the divide between the western and eastern halves of the freeway.

Though in some places there will be several more auxiliary lanes, as you

note, there would be relatively modest increases in right-of-way used by

I-5. 

Landscaping has not yet been determined, but along most areas of I-5

through the project area landscaping is expected to be accommodated.

Though much of the existing landscaping will likely need to be removed

for construction, landscaping will be added back to locations where

feasible.

See above for landscaping and the width of the freeway. Regarding east-

west connectivity, the project proposes a variety of bicycle and

pedestrian improvements along streets crossing the freeway. In general,
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bicycle and pedestrian connections across I-5 would improve with

construction of the CRC project. The 7th Street overcrossing and other

planned crossings over I-5 in the project area are discussed in various

sections of Chapter 3 in the FEIS.

Low-speed vehicles are not currently planned to be accommodated on

the I-5 crossing, as these cannot operate safely on interstate facilities, or

on pathways dedicated for bicyclists and pedestrians.

Potential impacts to historic resources are discussed in Chapter 3

(Section 3.8) of the DEIS and FEIS, including how the project may affect

the Post Hospital.

Impacts to the Discovery Trail and other parks and recreation facilities

are discussed in Chapter 3 (Section 3.7) of the DEIS and FEIS. See

above for bicycle and pedestrian connections across the freeway.

Aesthetic impacts of sound walls and a widened I-5 corridor are

addressed in greater detail in Chapter 3 (Section 3.19) of the FEIS,

however, the impacts do not represent a substantive difference in the

cumulative effects of past, present, and reasonably foreseeable future

actions on visual quality.
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L-012-091

As discussed in Chapter 3 (Section 3.5) of the DEIS, tolling could impact

low-income or minority populations by introducing a new expense that

could be proportionally a greater share of total income for low-income

individuals, requiring that all users obtain transponders for electronic toll

collection, and instituting a new tolling system that could be confusing or

difficult to communicate to individuals with limited English proficiency.

However, without a toll the project likely could not be funded, or if

funded, the new capacity on the bridge would be filled faster and light rail

transit ridership would be lower.  Including a toll would reduce

congestion, improve travel times, and could result in a slight

improvement in air quality by reducing emissions, which would benefit all

users. See Chapter 3 (Section 3.5) of the DEIS and Chapter 3 (Section

3.5) of the FEIS for a description of impacts and benefits of the project to

EJ populations. Proposed measures to reduce the potential impacts to

low-income or minority residents as a result of instituting a toll are listed

in Chapter 3 (Section 3.5) of the FEIS. 

The impacts of project financing are discussed in the various sections

of the DEIS and the FEIS. Impacts to businesses are in Chapter 3

(Section 3.4) and impacts to EJ communities are in Chapter 3 (Section

3.5).

 

Columbia River Crossing

Appendix P September 2011



L-012-092

The City of Vancouver will not be forced into having sound walls along its

property boundaries. If sound walls are determined cost-effective, it is

the property owner that will have the ultimate authority to decide if the

sound wall is desired.

The statement regarding the removal of Anderson Street as being

consistent with VNHR plans has been removed from the document.

The design of the Evergreen Community Connector is being coordinated

with the City of Vancouver, NPS, the VNHR Trust, and other

stakeholders.

As discussed in Chapter 3 (Section 3.8) of the FEIS, there will not be

vibration impacts to the Carnegie Library building, nor will the parking be

displaced. Dust from construction activities will be controlled on site. No

construction will occur on the streets (16th and Main) adjacent to the

museum.

The updated layout of the Marshall Community Center complex has

been used in the Final Section 4(f) Evaluation. CRC project staff has

worked closely with Vancouver-Clark Parks and Recreation staff to

minimize impacts to this property and identify appropriate mitigation for

unavoidable impacts.

Chapter 3 (Section 3.7) of the DEIS and the Draft Section 4(f) Evaluation

disclosed both the permanent direct property impacts to Old Apple Tree

Park, as well as the potential for construction-related impacts to, and

post-construction shading of, the Heritage Apple Tree. These effects

would not have made access to Old Apple Tree Park more difficult. The

design of the SR 14 interchange has been refined and now avoids all

direct impacts and airspace impacts to Old Apple Tree Park, and

provides more space between the interchange ramp and the Heritage
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Apple Tree, thereby avoiding any potential for shading the tree.

Similar to Old Apple Tree Park, the DEIS does address the potential for

construction-related impacts to Waterfront Park and describes the

potential long-term impacts to the Park. At the time of DEIS publication, it

was not yet known whether Waterfront Park would have been allowed to

continue to function beneath the new I-5 bridge, hence the uncertainty

regarding specific impacts. An updated discussion regarding the impacts

to Waterfront Park can be found in Chapter 3 (Section 3.7) of the FEIS

and the Final Section 4(f) Evaluation, as can measures to mitigate for

these impacts.

Suggested text changes have been included in the Final Section 4(f)

Evaluation.

As discussed in Chapter 3 (Section 3.7) of the FEIS, much of

the Discovery Trail is public sidewalk. The portion of the trail that is a

dedicated recreation facility (i.e., the Waterfront Renaissance Trail) is

addressed in the Final Section 4(f) Evaluation.

Vibration and visual impacts to the Post Hospital are discussed in

Chapter 3 (Section 3.8) of the FEIS.

Potential permanent impacts to Leverich Community Park were

addressed in the Draft Section 4(f) Evaluation and are addressed in the

Final Section 4(f) Evaluation.

In a Section 4(f) Evaluation, impacts that are considered de minimis (i.e.,

minimal) do not require an evaluation of alternatives to further minimize

harm to these resources.

The proximity impacts to Post Hospital are evaluated in the constructive

use section of the Final Section 4(f) Evaluation.
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The project selected both the Intermediate alignment and reduced a

northbound auxiliary lane to minimize impacts to the VNHR.

Temporary impacts are not considered a "use" of a Section 4(f) resource.
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L-012-093

Parcel ID numbers have been corrected. 
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L-012-094

Thank you for taking the time to submit these additional materials.
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