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L-017-001

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

DEIS.

 

L-017-002

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.

The Oregon and Washington departments of transportation anticipate

that tolling will be part of any funding plan for the CRC project. Additional

funding will likely come from federal, state and regional sources.

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

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

FEIS.

 

Columbia River Crossing

Appendix P September 2011



L-017-003

Following the publication of the DEIS in May 2008, and the selection of

the LPA in July 2008, the CRC project team established a Stakeholder

Group to provide feedback on the function and design of the Marine

Drive interchange.  This advisory group was comprised of a wide range

of stakeholders with strong interests in the final design of this

interchange including Metro; TriMet; the Oregon Department of

Transportation; the City of Portland; the Port of Portland; trucking and

distributions companies; the Audubon Society; nearby property owners

or operators, such as Diversified Marine and the Metropolitan Exposition

Recreation Commission; as well as community members from the

surrounding Bridgeton, Kenton, and East Columbia Neighborhoods.

As discussed in Chapter 2 (Section 2.7) of the FEIS, working with this

advisory group, the CRC project team conducted studies that analyzed

the traffic operations, property impacts, and potential environmental

effects for a range of potential interchange designs. The Marine Drive

interchange design included in the LPA that is analyzed in the FEIS was

developed with this stakeholder advisory group to balance many

competing interests, including freight mobility, property impacts to nearby

properties, and environmental impacts. More detailed information

regarding this process and its outcome is available in the Marine Drive

Interchange Alignment Recommendation Process: Final Summary

Report and Stakeholder Recommendation, available online in the

project’s electronic library at www.columbiarivercrossing.org or by

contacting the project office.

 

L-017-004

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

DEIS.  We appreciate the close coordination that we have had with the

Port of Portland, as well as with Hayden Island residents.  The arterial

connection is included in the updated cumulative impacts list of

foreseeable projects, included in Chapter 3 (Section 3.19) of the FEIS.
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L-017-005

As discussed in Chapter 3 (Section 3.2) of the DEIS, the Columbia River

and the North Portland Harbor are designated Federal Navigable

Waterways, and therefore the U.S. Coast Guard must approve

construction or alteration of the I-5 bridges. During hours where bridge

lifts are restricted (weekdays, between 6:30 and 9:00 a.m. and between

2:30 and 6:00 p.m.), vessels must either wait or make relatively sharper

turns in a short stretch of river and use channels that may have lower

height clearance, narrower width, or shallower depths, which represents

a safety hazard. The project team, in consultation with the U.S. Coast

Guard, established a vertical minimum of 95 feet of clearance so that

new structures could be built without a lift-span. Higher vertical

clearances would have violated restricted airspace for flight navigation.

Under the No-Build Alternative, the lift span restrictions would continue

to cause delays and potential hazards to river traffic. The CRC project,

as proposed, will require fewer piers, creating less of an obstacle to river

navigation than either the existing crossing or the supplemental crossing.

Taller vessels would not be restricted by the hours of lift-span operation

and would not have to navigate a difficult path around the lift-span

channel.

 

L-017-006

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

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. These technical evaluation

criteria included, but were not limited to, traffic safety, congestion, traffic

diversion onto local streets and I-205, regional vehicle miles travelled,

transit ridership, regional economic impact, effects to neighborhoods,

and protected species and habitats. In additional to the technical

information, PSC received input from CRC advisory groups and
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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, the PSC voted unanimously to

recommend that the replacement bridges be constructed with 10 lanes

and full shoulders. For more information regarding the number of lanes

decision making process, see Chapter 2 (Section 2.7) of the FEIS.

The proposed new lanes are add/drop lanes (i.e., lanes that connect two

or more interchanges), which are used to alleviate safety issues

associated with the closely spaced interchanges in the project area, and

accommodate the 68 to 75% of traffic that enters and/or exits I-5 within

two miles of the Columbia River.

 

L-017-007

Traffic modeling indicates that tolling I-5, but not I-205, would divert

some traffic to I-205 although most trips would remain on I-5. However,

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

to do so under No-Build because of the unreliability of, and congestion

in, the I-5 corridor. With the CRC improvements to I-5, many of those

diverted trips would shift 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. The net difference in the number of

trips crossing on I-205 is only slightly higher with the CRC project than

without it.

With few exceptions, federal statutes do not permit tolling of an existing

interstate highway without associated improvements. FHWA does have

pilot programs that allow state departments of transportation to apply for

the approval to toll a facility. The project sponsors are not proposing to

toll the I-205 crossing as part of the CRC project. It is possible that a toll

could be placed on the I-205 crossing in the future separate from the

CRC project. Section 3.1 of the DEIS and FEIS discusses the effects of
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the project on traffic levels in the I-5 and I-205 corridors.

In addition, tolling prior to or during construction can be used to manage

demand and begin collecting the revenue. This is not currently proposed

but could be implemented if approved.
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