
P-0618-001

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 options will be made by both the Washington and Oregon

Transportation Commissions.

 

P-0618-002

Preferences for specific alternatives or options, as expressed in

comments received before and after the issuance of the DEIS, were

shared with local sponsor agencies to inform decision making. Following

the close of the 60-day DEIS public comment period in July 2008, the

CRC project's six local sponsor agencies selected a replacement I-5

bridge with light rail to Clark College as the project's Locally Preferred

Alternative (LPA). These sponsor agencies, which include the Portland

City Council, Vancouver City Council, TriMet Board, C-TRAN Board,

Metro Council, RTC Board, considered the DEIS analysis, public

comment, and a recommendation from the CRC Task Force when voting

on the LPA.

With the LPA, new bridges will replace the existing Interstate Bridges to

carry I-5 traffic, light rail, pedestrians and bicyclists across the Columbia

River. Light rail will extend from the Expo Center MAX Station in Portland

to a station and park and ride at Clark College in Vancouver. Pedestrians

and bicyclists would travel along a wider and safer path than exists

today.

For a more detailed description of highway, transit, and bicycle and

pedestrian improvements associated with the LPA, see Chapter 2 of the

FEIS.
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P-0618-003

Tolling was evaluated in the DEIS and FEIS, and included in the LPA for

two important reasons. First, a toll may be necessary to pay for the

construction of this project, as discussed in Chapter 4 of the FEIS.

Second, a toll provides a valuable travel demand management tool that

encourages travelers to take alternative modes (including light rail

provided by this project), travel at off-peak periods, or reduce their auto

trips. This demand management reduces congestion and extends the

effective service life of the facility. When the existing I-5 northbound

bridge was built in 1917, it was paid for with a toll. The southbound I-5

bridge, built in 1958, was also funded partially by tolls. In 2008, the

Washington legislature passed enabling language for tolling on I-5,

provided that each facility is later authorized under specific legislation.

Once authorized by the legislature, the Washington Transportation

Commission has the authority to set the toll rates. In Oregon, and the

Oregon Transportation Commission has the authority to toll a facility and

to set the toll rates.

 

P-0618-004

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

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
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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-0618-005

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

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.

 

P-0618-006

The CRC project proposes to include a variable rate toll. The goal of

variable-rate tolling is to reduce congestion and maximize the flow of

traffic through this corridor. With a variable rate toll, a lower toll is

charged when traffic demand is lower and a higher toll is charged when

the corridor is at its highest demand. Because a toll is charged by time of

day, variable-rate tolling gives travelers an incentive to change travel

times, reduce optional trips, take an alternate route, or choose transit as

an alternative to driving alone. Experiences in other cities in the U.S. and

around the world have shown that these fees can help reduce

congestion and improve the performance of the roadway.
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P-0618-007

See discussion of starting a toll prior to bridge construction, above.

 

P-0618-008

Please refer to Chapter 4 of the FEIS for a description of the current

plans for funding construction and operation of the LPA. This discussion

provides an updated assessment of likely funding sources for this

project, though it is not common practice to receive funding

commitments prior to completion of the alternative selection process. As

described in the FEIS, project funding is expected to come from a variety

of local, state, and federal sources, with federal funding and tolls

providing substantial revenue for the construction.  As Oregon and

Washington businesses and residents will benefit from the project’s

multi-modal improvements, both states have been identified as

contributors to the project.  As jurisdictions on both sides of the river

seek to encourage non-auto travel, tolls are not anticipated for bikes,

pedestrians, and transit users. Lastly, CRC assumes funds allocated to

other projects and purposes would remain dedicated to those projects

and purposes.

 

Columbia River Crossing

Appendix P September 2011


