
O-025-001

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

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
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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.

 

O-025-002

Regarding induced growth, see O-025-001. Regarding the Sightline

Report, see B-048-008. 

While there was no standard threshold or standardized methodology for

estimating greenhouse gas emissions when the DEIS was being

developed, the project team worked with federal and state agencies to

develop an appropriate analysis methodology that would allow disclosure

of impacts and a comparison of alternatives.  The DEIS, Chapter 3

(Section 3.19.8), summarized the results of GHG emissions and climate

change analysis conducted for the DEIS alternatives.  Further detail was

included in the Energy Technical Report that was released along with the

DEIS.   Following the public comment period on the DEIS, the CRC

project team was requested by the Metro Council and Portland City

Council to secure independent review of the GHG evaluation conducted

for the DEIS. The “Columbia River Crossing Greenhouse Gas Emission

Analysis Expert Review Panel Report” (January 8, 2009) describes the

activities and findings of the independent review panel.  The panel

concluded that the GHG evaluation methods and the findings in the
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DEIS were valid and reasonable. They also found that the findings were

likely conservative, and that the LPA would likely reduce GHG emissions

even more than estimated in the DEIS.  The GHG and climate change

analysis in Chapter 3 (Section 3.19) of the FEIS updates the analysis

that was in DEIS, but the basic conclusion that the LPA would have

lower emissions than No-Build, remains unchanged.  Based on the

modeling and analysis, the CRC LPA is expected to significantly

increase transit ridership and reduce the number of vehicles crossing the

river. This shift toward transit, reduction in auto crossing, reduced

congestion, removal of bridge lifts, and lower accident rates, are all

factors that contribute to lower CO2 emissions with the project than

without it.  These factors will also make it easier for the region to meet

goals for reducing GHG emissions.The CRC project embodies nearly all

of the Governor's Climate Change Integration Group's recommendations

for planning transportation projects to reduce greenhouse gas

emissions.  These recommendations include highway tolling, relieving

chronic highway bottlenecks, increasing transit, and increasing

pedestrian and bicycle facilities.  Meeting the legislative goal to reduce

future statewide emissions below 1990 levels will require numerous

actions in all sectors.  There is no requirement or expectation in law or

policy, that any single action by itself should or can have the effect of

reducing future emissions below existing emissions.  Such broad

reductions can only result from a wide variety of actions.  As stated in the

DEIS, the preferred alternative by itself would reduce greenhouse gas

emissions compared to No-Build.  This helps move greenhouse gas

emissions in the right direction, and when combined with other actions,

can play an integral role in helping the state meet its overall greenhouse

gas reduction goals.

 

O-025-003

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
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over the river crossing. Over the course of several months, PSC was

provided with operational characteristics and potential environmental

impacts of 8-, 10-, and 12-lane options. 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, PSC voted unanimously to recommend

10 lanes for the replacement bridges. For more information regarding the

number of lanes decision making process, see Chapter 2 (Section 2.7) of

the FEIS.   

In addition to decisions regarding the number of lanes, the CRC project

is considering more than two dozen TDM/TSM strategies to include in

the project. The project team will continue to support regional efforts

aimed at reducing travel demand and improving system efficiency,

including introducing variable tolling and adding high capacity transit.

WSDOT has a very successful, and state-mandated, commute trip

reduction program, which will provide CRC with access to state contacts

and best practices for working with employers. Many other region-wide

programs and strategies will be outside the control of the state

transportation departments, though ODOT and WSDOT will continue to

support activities aimed at reducing travel demand.  
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