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O-027-001

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

DEIS.

 

O-027-002

Please see the response to Comment O-035-037.  See also responses

below to specific points raised.
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O-027-003

Significant increases in oil prices can have both short term and long term

effects on travel behavior.  In the short term, the options for responding

to rising gas prices are more limited, and include driving less and/or

changing from driving to walking, biking or transit for at least some trips. 

During recent increases in gasoline prices transit use increased and off-

peak highway travel decreased. Peak period highway travel changed

little.

Over the long term, there are more options for adjusting to changes in

gasoline prices, besides changing driving behavior. Technological

advances and legislative mandates can increase fuel efficiency

standards in the long term. In turn, as older vehicles wear out, more

consumers can replace them with more fuel efficient vehicles.

Automobile manufacturers are developing and will continue to develop

new vehicle and engine technologies that require much less, or even no,

petroleum-based fuels. This trend is already happening as evidenced by

the growing popularity of gasoline-electric hybrid and small electric

vehicles.

 

O-027-004

The CRC project has been developed and will continue to be developed

within the context of relevant local and regional plans, including any

relevant changes in the Portland Comprehensive Plan and the Regional

Transportation Plan.

Regarding consistency with the Governor's transportation and global

warming initiatives, please see the response to comment O-035-037.  As

discussed in Chapter 3 (Section 3.1) of the FEIS, the LPA reduces VMT

relative to the No-Build Alternative. Such VMT reductions, however, are

only one measure for reducing greenhouse gas emissions. The LPA

also reduces chronic highway bottlenecks, reduces crashes, and
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eliminates bridge lifts, actions that will also help reduce greenhouse gas

emissions.

 

O-027-005

The construction of the CRC project is not intended to be a substitute for

creating jobs in Clark County. The project’s improvements for freight,

reliability and transit access are expected to stimulate economic activity

and job growth. The economic analysis indicates that job growth in

Vancouver and at the Port of Vancouver will benefit from the project. The

construction of the project itself will also provide jobs to workers in Clark

County.  Vancouver, Clark County, the Columbia River Economic

Development Council, and other organizations work together to increase

the jobs to population ratio in Clark County.

 

O-027-006

Over the course of the CRC project, the project team analyzed a variety

of geographic areas. The boundaries of these areas were designed to

meet specific purposes, such as analyzing the impacts of project

alternatives.  The boundaries of the Bridge Influence Area (BIA) were

developed by the Portland/Vancouver I-5 Transportation and Trade

Partnership as a way of determining how effectively project components

and alternatives met the project's Purpose and Need.  The project area

extends from approximately Columbia Boulevard in the south to SR 500

in the north, along the I-5 corridor. This did not, however, limit the extent

to which impacts were evaluated.  Analysis of traffic impacts south of the

BIA on I-5 has occured, as well as analysis of potential diversion of traffic

to I-205.

Regarding I-5 traffic south of the BIA, the southbound traffic congestion

that currently exists near the I-5/I-405 split will not be improved by either

the CRC project or the Delta Park project. However, traffic analyses

show the congestion will not be worse because of the Columbia River

Crossing project. The main reason is that fewer cars are expected to
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cross the river with the project in 2030 than without the project. This is

due to the provision of improved transit service and tolling.  

Regarding I-205, traffic modeling indicates that tolling I-5, but not I-205,

would divert some traffic to I-205.  However, under existing and No-build

conditions, trips already, and would continue to, divert to I-205 because

of the unreliability and congestion in the I-5 corridor.  With the CRC

improvements to I-5, many of those diverted trips would shift back to I-5

because it would be a shorter and more reliable trip than I-205. Tolling

the I-5 crossing causes some trips to shift to I-205 in order to avoid the

toll.  Thus the net difference in the number of trips crossing on I-205 is

only slightly higher with the CRC project as without it. Section 3.1 of the

DEIS discusses the effects of the project on traffic levels in the I-5 and I-

205 corridors.

 

O-027-007

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

based on human health risks. 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 section 3.10 of the DEIS or FEIS for an explanation of

the pollutants regulated by state and federal law. 

The DEIS also evaluated how the project alternatives would affect

emissions of mobile source air toxins (MSATs) from I-5 traffic.  MSAT
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emissions from vehicles are not currently regulated. The evaluation in

the DEIS found "that future (no-build or build) emissions of all pollutants

would be substantially lower than existing emissions for the region and

the subareas" (page 3-277). These reductions in emissions are largely

the result of on-going reductions in vehicle emissions that will occur with

or without the project, and are based on standard assumptions regarding

future vehicles and fuel.  The anticipated vehicle emission reductions are

based largely on regulation-driven improvements in fleet fuel efficiency

standards and cleaner gasoline and diesel fuels. Any extraordinary

improvements in fleet fuel efficiency or fuels would result in even greater

emission reductions. 

Projected reductions in vehicle fleet emissions would result in a 30% to

90% reduction in I-5 related pollutant emissions over existing conditions,

even with the anticipated growth in population, employment and VMT.  In

addition, the build alternatives would provide small further reductions in

vehicle emissions at the regional level and for most pollutants in each of

the sub-areas along I-5.  CO and NOx emissions would be slightly higher

with the project than with No-Build (but still lower than existing

conditions) in the sub-area around the I-5 / SR14 interchange, as

discussed in DEIS Chapter 3 (Section 3.10) and  FEIS Chapter 3

(Section 3.10).  The updated analysis conducted for the FEIS resulted in

very similar findings to those in the DEIS.

There is no substantive or procedural need or purpose to be served in

developing a supplemental EIS related to air quality.  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.

 

O-027-008

The ability to move freight efficiently in the Vancouver/Portland region is

critical to the overall health of our economy.  As such, the CRC project is
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designed to improve freight mobility on I-5, as well as make it safer and

easier for trucks to get on and off I-5 to reach businesses and Port

facilities.  The Freight Working Group (FWG), comprised of

representatives of the Vancouver-Portland metropolitan area’s freight

industry, met 22 times throughout the DEIS and FEIS development

process to advise and inform the Columbia River Crossing project team

about freight issues. The group provided insight, observation, and

recommendation about the needs for truck access and mobility within the

corridor; characterized the horizontal and vertical clearances,

acceleration/deceleration, and stopping performance needs of trucks that

must be accommodated; and provided meaningful comments on the

effect of geometric, regulatory, and capacity changes on truck

movements in the corridor. See Chapter 3 (Section 3.1) of the FEIS for

detailed discussion of how the project increases freight mobility and

access along I-5 and in the region.

 

O-027-009

As the only continuous north-south Interstate on the West Coast

connecting the Canadian and Mexican borders, I-5 is vital to the local,

regional, and national economy.  The I-5 crossing also provides the

primary transportation link between Vancouver and Portland, and the

only direct connection between the downtown areas of these cities.  As

described in the DEIS, serious problems face this important crossing,

including growing congestion, impaired freight movement, limited public

transit options, high auto accident rates, substandard bicycle and

pedestrian facilities, and vulnerability to failure in an earthquake. The fact

that other important issues face our communities does not diminish the

importance of addressing the problems plaguing the I-5 crossing. 

CRC assumes funds allocated to other projects would remain dedicated

to those projects, and anticipates needing to find new funds to finance

the project. Funding for the project will come from a variety of sources

including federal grants that would not be available to other
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transportation projects in the region, State of Oregon, State of

Washington, regional and local sources. In addition, it is assumed that

the replacement bridge will be tolled. Please refer to Chapter 4 of the

FEIS for a description of the current plans for funding construction and

operation of the LPA.

 

O-027-010

Modeling has indicated that tolling I-5 without making the improvements

that are part of the CRC project would not meet the project’s Purpose

and Need. This does not mean that some form of tolling prior to

constructing CRC couldn’t be implemented. The ultimate decision on any

tolling option must be made by both the Washington and Oregon

Transportation Commissions and legislatures. Tolling I-205 is not part of

this project, but could be implemented separately if Oregon and

Washington, in partnership with the Federal Highway Administration,

determine it is needed to advance regional transportation objectives.

 

O-027-011

The evaluation of the five alternatives in the DEIS was preceded by an

extensive evaluation and screening of a wide array of possible solutions

to the CRC project's Purpose and Need statement. Chapter 2 of the

DEIS (Section 2.5) explains how the project's Sponsoring Agencies

generated ideas and solicited the public, stakeholders, other agencies,

and tribes for ideas on how to meet the Purpose and Need. This effort

produced a long list of potential solutions, many of which were non-auto

oriented options such as various transit modes and techniques for

operating the existing highway system more efficiently without any

capital investment. These options were evaluated for whether and how

they met the project's Purpose and Need, and the findings were

reviewed by project sponsors, the public, agencies, and other

stakeholders. Alternatives that included only TDM/TSM strategies, or

provided only transit improvements, would provide benefits, but could

only address a very limited portion of the project’s purpose and need.
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This extensive analysis found that in order for an alternative to meet the

six "needs" included in the Purpose and Need (described in Chapter 1 of

the DEIS), it had to provide at least some measure of capital

improvements to I-5 in the project area. Alternatives that did not include

such improvements did not adequately address the seismic vulnerability

of the existing I-5 bridges, traffic congestion on I-5, or the existing safety

problems caused by sub-standard design of the highway in this corridor.

The DEIS evaluated alternatives with more demand management

(higher toll) and increased transit service with less investment in highway

infrastructure improvements (Alternatives 4 and 5) compared to the toll

and transit service levels included in Alternatives 2 and 3. The additional

service and higher toll provided only marginal reductions in I-5 vehicle

volumes, and they came primarily at the cost of greater traffic diversion

to I-205. This analysis found that a more balanced investment in highway

and transit, as represented by Alternatives 2 and 3, performed

considerably better on a broad set of criteria.

 

O-027-012

The Locally Preferred Alternative includes extending light rail into

Vancouver with a terminus at Clark College.

 

O-027-013

As discussed in the DEIS, a replacement bridge over the Columbia River

will include dramatically improved bicycle and pedestrian facilities by

providing:

A new 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

•
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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.

 

O-027-014

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.

 

O-027-015

Representatives of the Vancouver-Portland metropolitan area's freight

industry served on the CRC project's Freight Working Group.  The

Freight Working Group worked with the project team to determine how

best to accommodate freight needs in the crossing project. The Freight

Working Group and project team analyzed a number of ideas, including

truck-only lanes in the project area.  It was determined that truck-only

lanes tend to primarily benefit trucks traveling long distances. For truck-

only lanes covering relatively short distances, the maneuvers required to

enter and exit the truck-only lane limits their usefulness.  Several of the

region's major truck freight generators are accessed to and from I-5 in
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the project area, such as the Port of Vancouver, the Port of Portland, and

the Columbia Corridor.  Truck-only lanes would not effectively benefit

trucks traveling to and from these destinations.  Rather than creating

truck-only lanes, the CRC project will benefit truck freight through such

actions as reducing congestion and redesigning interchanges so they

are easier and safer for trucks to use.

 

O-027-016

See response to comment O-027-010.

 

O-027-017

Please see Chapter 3 (Section 3.14) of the FEIS for a discussion of

efforts to preserve and protect the water quality and hydrology of surface

waters impacted by the CRC project.

 

O-027-018

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 summarized in the

“Columbia River Crossing Travel Demand Model Review Report“

(November 25, 2008), available on request through the CRC project

office.  

In addition, 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 greenhouse gas (GHG)

evaluation conducted for the DEIS. The “Columbia River Crossing
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Greenhouse Gas Emission Analysis Expert Review Panel Report”

(January 8, 2009) describes the activities and findings of this

independent review panel.  The panel concluded that the GHG

evaluation methods and the findings in the 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 GHG

emissions than the No-Build Alternative remains unchanged. 
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