
L-023-001

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

DEIS.
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L-023-002

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

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. The authority to toll the I-5 crossing

is set by federal and state laws. Federal statutes permit a toll-free bridge

on an interstate highway to be converted to a tolled facility following the

reconstruction or replacement of the bridge, and the CRC project would

meet these conditions. Prior to tolling I-5, Washington and Oregon

departments of transportation (WSDOT and ODOT) would have to enter

into a toll agreement with the U.S. Department of Transportation

(USDOT). State legislation from 2008 in Washington permits WSDOT to

toll I-5 provided that the tolling of the facility is first authorized by the

Washington legislature. Once authorized by the legislature, the

Washington Transportation Commission has the authority to set the toll

rates. In Oregon, the Oregon Transportation Commission has the

authority to toll a facility and to set the toll rates. It is anticipated that prior

to tolling I-5, ODOT and WSDOT would enter into a bi-state tolling

agreement to establish a cooperative process for imposing tolls, set toll

rates, and guide the use of toll revenues. Please refer to Chapter 4 of the

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

operation of the LPA.

Since 2002, WSDOT has been developing a process of determining cost

and schedule estimates, the Cost Estimate Validation Process®

(CEVP®), to help deliver major projects. Compared to conventional cost

estimating, CEVP®is a risk-based estimating process, iterative in nature,

and represents a “snapshot in time” for that project under the conditions

known at that time. CEVP® is the expression of project cost and

schedule as a range rather than as a single number. Providing cost
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information as a range accounts for risk factors that might otherwise

cause costs to balloon over time. The cost information is given for the

year of expenditure and addresses even “unknown” issues that may

arise. CEVP® is a construction cost estimate tool and does not estimate

long-term operations and maintenance costs. WSDOT now mandates all

projects over $25 million use the process. Chapter 4 of the DEIS, and

the Cost Risk Assessment included as an appendix to the DEIS, include

information about how costs were estimated for the DEIS. See Chapter 4

of the FEIS for more discussion on how project costs were estimated in

the CEVP® that was conducted following publication of the DEIS.   

 

L-023-003

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.

 

L-023-004

As discussed in the Chapter 3 (Section 3.4) of the DEIS, the introduction

of light rail into Vancouver will support development and redevelopment

around transit stations. This could result in greater advancement of local

and regional land use goals to concentrate growth along transit corridors,

and potentially greater economic investment around station areas. 
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L-023-005

See response to L-023-006, below.

 

L-023-006

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
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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

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.

 

L-023-007

Based on 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 crossings,

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 greenhouse gas (GHG) emissions.

While there was no standard threshold or standardized methodology for

estimating GHG 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. Chapter 3 (Section 3.19) of the DEIS

summarized the results of GHG emissions and climate change analysis

conducted for the DEIS alternatives. Further detail was included in the
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Energy Technical Report that was released along with the DEIS.

Following the public comment period on the DEIS, the Metro Council and

Portland City Council requested the CRC project team 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 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 Alternative remains unchanged. 

The CRC project embodies nearly all of the Governor's Climate Change

Integration Group's recommendations for planning transportation

projects to reduce GHG 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 GHG emissions

compared to No-Build Alternative. This helps move GHG 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.

 

L-023-008

The ability to move freight efficiently in the Vancouver/Portland region is
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critical to the overall health of our economy.  As such, the CRC project is

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.

 

L-023-009

Please see response to L-023-008, above.

 

L-023-010

The Oregon Department of Transportation (ODOT) completed Phase I

construction of the I-5 Delta Park widening project in fall 2010. Phase I of

the project involved widening I-5 and lengthening the entrance and exit

ramps at Victory Boulevard and Columbia Boulevard. Phase II involves

improving local streets and will begin when funding is secured. Phase I

of the Delta Park project widened the current 2-lane segment of

southbound I-5 to 3 lanes. There are currently no immediate plans to

widen I-5 south of Delta Park. Neither the CRC project nor the Delta

Park projects are intended to address the southbound traffic congestion

that currently exists near the I-5/I-405 split. However, traffic analyses

show the congestion at the split will not be worsened because of the

Columbia River Crossing project. The main reason is that fewer cars are

Columbia River Crossing

Appendix P September 2011



expected to cross the river with a project in 2030 than without a project.

This is due to the provision of improved transit service and tolling.

Beyond the CRC and Delta Park projects, the I-5 Transportation and

Trade Partnership Final Strategic Plan recommended a comprehensive

list of modal actions relating to: additional transit capacity and service;

additional rail capacity; land use and land use accord; transportation

demand/system management; environmental justice; additional elements

and strategies (such as new river crossings); and financing. RTC and

Metro are tasked with initiating recommendations as part of their regional

transportation planning role. Examples of current efforts include RTC’s

evaluation of future high-capacity transit in Clark County, and evaluation

of needs for future river crossings. Regional planners have investigated

solutions to existing bottlenecks at the I-5 connections with I-405 and I-

84. ODOT is responsible for conducting ongoing studies to identify other

congestion problems on I-5 in Oregon that may need to be addressed in

the future.

 

L-023-011

The FEIS has many sections which address specific contributors to

livability (for example, see sections on Neighborhoods, Visual and

Aesthetics, and Air Quality), and the CRC project will likely result

in specific livability benefits relative to the No-Build Alternative, including

less cut-through traffic on local streets, lower traffic noise levels, and

improved access to transit and bicycle and pedestrian infrastructure.

Public safety is addressed in the neighborhoods (Section 3.5) and public

services (Section 3.6) sections of Chapter 3. The project has no adverse

effects related to public safety, and will actually contribute numerous

improvements through the use of a Crime Prevention Through

Environmental Design (CPTED) approach to design of transit stations on

Hayden Island and in Vancouver.
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L-023-012

The CRC project is a being designed to meet the commitments from its

sponsoring agencies to sustainability. The FEIS comprehensively

evaluates how this project will affect the many elements of our

environment. This evaluation found many benefits from this project,

including a shift in future travel patterns toward reduced motor vehicle

usage and greater transit ridership. Regarding construction specifically,

many decisions regarding construction materials and practices will

depend on decisions regarding design, contracting, material availability

and pricing, and other factors that cannot be finalized at this phase of

project planning. These and other options will be considered as the

project moves forward into final design and construction, in order to

reduce GHG emissions during construction.

 

L-023-013

The proposed design will serve to encourage walking, cycling, and

transit.  Not only will the project extend the MAX system 2.9 miles into

Vancouver, but the bike and pedestrian pathway will also

be substantially improved. The use of tolls will also contribute to

behavioral changes. Several pedestrian and bicycle forecasting

scenarios predict that pedestrian and bicycle travel demands would

increase substantially if a new I-5 bridge was constructed with sufficient

multi-modal facilities.

Transit mode share is expected to increase substantially by 2030 for

both the No-Build Alternative and the LPA. With the LPA, trips between

the key markets have a mode split that exceeds that in the 2030 No-

Build Alternative for all three transit service markets that were studied.

Additionally, with the LPA, the percent increase of transit trips would

grow substantially for the markets connecting Oregon and Washington

commuters.

Please refer to Section 3.1 of the FEIS for details regarding the bike and
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pedestrian system, mode split, and other improvements to the

transportation system.

 

L-023-014

No analysis was conducted to substantiate the project's ability

to promote equity.  However, the project is providing transportation

benefits, some of which (transit and pedestrian facilities in particular)

have been found to disproportionately benefit lower income users.  The

project team did complete an analysis to determine whether the project

would disproportionately impact lower income residents.  The conclusion

was that there is a potential for such related to the tolling aspect of the

project. However, these impacts could be mitigated.  Please refer to

Section 3.5 of the FEIS and the Environmental Justice Technical

Report. 

 

L-023-015

Impacts on local streets and development patterns as a result of the

CRC project have been identified, discussed, and documented as part of

the DEIS and FEIS. Please see Section 3.1 of the FEIS for an

updated discussion of local street impacts and Section 3.4 of the FEIS

for a discussion of land use impacts. In short, Hayden Island's

roadways would experience less congestion under the LPA than with the

No-Build Alternative and the CRC project would increase the potential

for transit-oriented development to occur. Interstate Avenue would

experience less change relative to Hayden Island, but would have

impacts such as gaining more frequent light rail service and experiencing

degraded traffic operations at Interstate and Going Street (mitigation

would be provided for the impacts at Interstate and Going). The indirect

land use impacts include the potential for a slight increase in

development activity near the I-5 corridor.

The CRC project design for interchanges, roadway elements, transit

stations, and other facilities will be context-sensitive and reflect the
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unique character of the surrounding area. CRC formed a 14-member, bi-

state Urban Design Advisory Group (UDAG), made up of design

professionals and neighborhood representatives. All UDAG

meetings were open to the public to attend and observe, and were

facilitated by the mayors of both the City of Vancouver and City of

Portland. Goals of the UDAG included achieving “design excellence that

can be embraced by affected communities and users” and providing “a

landmark bridge that is both inspired and inspiring and fully integrates

the design and function of the structure with the urban design elements."

Working closely with project designers, UDAG provided input and

guidance on integrating the new facilities with the surrounding

community. This work included identifying significant iconography (for

example, symbols and patterns) that reflects the history of the area, the

Native American communities, early pioneers, and other significant

themes.  These images will be incorporated into art master plans.  A

more detailed discussion of bridge designs can be found in the Visual

and Aesthetics Technical Report supporting the FEIS.

 

L-023-016

Please see the response to L-023-017, below. 

 

L-023-017

The protection of Pearson Field, although important from the perspective

of historic resource protection, the local economy, the provision of public

services, and preferences stated by the City of Vancouver, is not the

only factor influencing bridge heights over the Columbia River. Possible

intrusions into Portland International Airport airspace, maintenance of

marine navigation, construction staging, maintaining I-5 traffic, and

constraints imposed by the location and alignment of the river crossing

all constrain the ultimate design of the bridge. The upstream river

crossing alignment was dropped for further consideration in October

2007. The downstream option has a curved alignment primarily for

construction staging purposes, and connecting into existing I-5. The
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curved alignment limits the feasibility of several different structure types.

Since the publication of the DEIS, the Urban Design Advisory Group

(UDAG) met multiple times to discuss the design of the bridges and

ultimately endorsed the two-bridge concept in January 2009 and also

endorsed the open-web concept in September of 2009. The Project

Sponsors Council endorsed a two-bridge option in June of 2009, and

also endorsed the Pedestrian and Bicycle Advisory Committee

recommendations for a covered pathway with the conditions of the

maintenance and security plan in September of 2009. Then in February

2011, the CRC Bridge Review Panel recommended that the project

discontinue work on the open-web concept and instead select either a

composite deck truss, tied arch or cable-stayed bridge type. Following

additional analysis and outreach, the governors, in April 2011,

announced selection of the composite deck truss as the preferred bridge

type. For a more detailed description of the limitations and opportunities

that influenced the bridge type selection process, please see Technical

Screening Study Final Report December 2008, Aesthetic Screening

Study Final Report March 2009, Final Type Study Report October 2009,

CRC Project Bridge Review Panel Report, February 2011, CRC: Key

Findings and Recommendation Related to Bridge Type, February 2011

and the memo from the governors offices – Moving Forward; CRC

Background, Bridge-type Major Factors, Next Steps, April 2011. Much of

this information is also summarized in Chapter 2 of the FEIS.

 

L-023-018

The continued coordination with sponsoring agencies, regulatory

agencies, and project advisory bodies will ensure such consistency.

Project documents and processes also provide binding commitments.

 

L-023-019

Please see response to L-023-007.
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L-023-020

Please see response to L-023-002, above.

 

L-023-021

Many well coordinated TDM/TSM programs are already in place in the

Portland-Vancouver Metropolitan region and supported by agencies and

adopted plans. In most cases, the impetus for the programs is from

state-mandated programs: Oregon’s Employee Commute Options rule

and Washington’s Commute Trip Reduction law.

The physical and operational elements of the CRC project provide the

greatest TDM opportunities by promoting other modes to fulfill more of

the travel needs in the project corridor. These include: major new light

rail line in exclusive right-of-way, as well as express bus and feeder

routes; modern bicycle and pedestrian facilities that accommodate more

bicyclists and pedestrians, and improve connectivity, safety, and travel

time; park and ride lots and garages; and a variable toll on the highway

crossing.

In addition to these fundamental elements of the project, facilities and

equipment would be implemented that could help existing or expanded

TSM programs maximize capacity and efficiency of the system. These

include: replacement or expanded variable message signs or other

traveler information systems in the CRC project area; expanded incident

response capabilities; queue jumps or bypass lanes for transit vehicles

and other designated vehicles where multi-lane approaches are provided

at ramp signals for entrance ramps; and expanded traveler information

systems with additional traffic monitoring equipment and cameras.

The CRC project has crafted a multi-pronged TDM program to address

capacity demands during construction of the project. The program

promotes alternate modes of transportation for those crossing the bridge
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and includes increased carpool, vanpool and transit options and

promotion of pedestrian and bicycle trips.

 

L-023-022

Please see response to L-023-005, above.

 

L-023-023

Thank you for your detailed inquiry into the Environmental Justice

analysis, which includes the analysis of potential effects to Title VI

populations.  We have assessed the various issues that you have

requested.  Discussion of these can be found in great detail in the

Environmental Justice Technical Report, which is an appendix to the

DEIS and the FEIS.

 

L-023-024

It would be overly speculative to estimate whether or not emissions

would exceed future standards that have not yet been established or

proposed.  However, as noted in the FEIS air quality section (3.10), 2030

emissions from I-5 would be well within current standards.

 

L-023-025

Crash severity is related to “impact speed,” which is not necessarily

directly related to the operating speed on a modern freeway. There are

several aspects of the CRC project that can be expected to reduce

impact speed even if operating speed were to increase slightly. For

example, the project proposes removal of barriers adjacent to the

roadway and creation of clear zones. These are expected to not only

reduce the frequency of crashes, but also reduce the severity because of

additional deceleration that will occur before a vehicle that leaves the

travelled way impacts a fixed object. In multi-vehicle crashes, the

difference in speed between the vehicles is an important factor

and improving areas with high weaving and merging volumes will help to
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reduce speed differentials. In conclusion, the safety benefits cited above

can be expected to more than offset a possible increase in severity that

could be attributed to a modest increase in operating speed on the

proposed facility.

 

L-023-026

Industrial and airport facilities are generally regulated by federal and

state air quality standards, and thus subject to similar requirements as

projects that affect highway operations such as CRC. The air quality

modeling done to evaluate the effects of the CRC indicates that overall

the project should lower vehicle emissions in most areas around the

project relative to the No-Build Alternative, and thus contribute positively

toward improving air quality. Please see Chapter 3 (Section 3.10) for

more information regarding the project's direct effects on air quality and

Chapter 3 (Section 3.19.9) for information regarding cumulative air

quality effects.

 

L-023-027

As discussed in Chapter 3 (Section 3.11) of the FEIS, and in greater

detail in the Noise and Vibration Technical Report, the state departments

of transportation implement the FHWA traffic noise impact regulations.

While these regulations establish criteria for when mitigation must be

considered, they do not require mitigation be implemented in all

cases. The LPA includes mitigation in the form of noise walls

that substantially reduces the number of noise impacted properties

relative to existing conditions and the No-Build Alternative. However, in

some cases, noise walls are either not feasible or not reasonable, and

therefore were not recommended for the project. Chapter 3 (Section

3.11) identifies each property impacted by traffic noise and

explains whether noise wall mitigation is feasible and reasonable for

each of these properties.
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L-023-028

Traffic forecasts reported in the DEIS and used to inform decisions on a

locally preferred alternative were derived from adopted regional

employment and population forecasts  and state-of-the-art modeling and

evaluation conducted by Metro, RTC and the project team, and reviewed

by all project sponsor agencies as well as FTA and FHWA. In addition,

an independent panel of traffic modeling experts was convened in

October 2008 to review the modeling methods and findings.  These

experts concluded that the project's approach to estimating future travel

demand was reasonable and that it relied on accepted practices

employed in metropolitan regions throughout the country. These findings

are summarized in the “Columbia River Crossing Travel Demand Model

Review Report” (November 25, 2008), and include a detailed breakdown

of estimated costs of vehicle ownership. This report is available by

contacting the CRC project office. This independent review confirmed

the approach CRC modeling used to address multiple variables that can

affect travel demand, including gasoline prices, tolling, travel demand

measures and induced development.

 

L-023-029

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

DEIS.

 

L-023-030

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
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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.

 

L-023-031

Tolling was evaluated in the DEIS 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 of the facility.    

It is not yet clear how the Washington and Oregon Transportation

Commissions will structure the tolling system, or how long the tolls will

be in place. For more information about such, please refer to Chapter

4 of the FEIS.

 

L-023-032

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

Columbia River Crossing

Appendix P September 2011



including federal grants that would not be available to other

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.

 

L-023-033

The CRC project design for interchanges, roadway elements, transit

stations, and other facilities will be context-sensitive and reflect the

unique character of the surrounding area. CRC formed a 14-member, bi-

state Urban Design Advisory Group (UDAG), made up of design

professionals and neighborhood representatives. All UDAG meetings are

open to the public to attend and observe. Goals of the UDAG include

achieving “design excellence that can be embraced by affected

communities and users” and providing “a landmark bridge that is both

inspired and inspiring and fully integrates the design and function of the

structure with the urban design elements." Working closely with project

designers, UDAG will provide input and guidance on integrating the new

facilities with the surrounding community. This work includes identifying

significant iconography (for example, symbols and patterns) that will

reflect the history of the area, the Native American communities, early

pioneers, or other significant themes. These images will be incorporated

into an art master plan. Additional discussion of bridge designs can be

found in Chapter 2 of the FEIS and in the Visual and Aesthetics

Technical Report supporting the FEIS.

 

L-023-034

According to the Feasibility of Diverting Truck Freight to Rail in the

Columbia River Corridor Technical Memorandum produced by CRC

project staff in April 2006, trains cannot move smaller loads as cost-

effectively as trucks and may even be more costly for shipping distances

under 500 miles. This is a key point, as the average trip distance by truck
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in the Portland/Vancouver region is 199 miles. While there are certainly

some commodities that could shift form truck to rail in the region, it is

probably a very minimal amount, probably not part of a consistent and

regular shipment schedule, and would not significantly ease congestion

along I-5 in the project area. 

Additionally, the Vancouver-Portland region is the "last mile" for 85

percent of the freight traveling in the region.  That is, goods are

produced, assembled, and/or delivered within the region, and the

overwhelming majority of the local shippers and customers are not

located on a rail spur or within a rail/intermodal terminal.  Even if there

was a targeted effort to use railroads more frequently, the goods would

need to travel by truck on regional roads and freeways to arrive at rail

terminals.  In fact, most of the goods produced or received from the rail

system must be driven by truck to or from the rail lines; and, increased

rail service would likely lead to greater use of trucks for this very reason.

Regarding freight only lanes, 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 regions 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.

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

will include dramatically improved bicycle and pedestrian facilities by
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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

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 final design, as described in Chapter

2 (Section 2.2) of the FEIS, is the outcome of a long collaboration

process.

 

L-023-035

Please see response to L-023-021, above.

 

L-023-036

The DEIS and FEIS analyses of impacts to air quality, noise,

electromagnetic fields, and other factors that can affect human health,

are based on comparing the project’s impacts to specific standards that

have been established to protect public health. Ensuring the project will

meet or better these standards is used as a method to determine

whether the project will have an adverse effect on human health.  The

criteria used in the DEIS and the FEIS are based on government

regulatory standards where they have been established (such as for
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criteria air pollutants). Where regulatory standards do not exist, then the

criteria are based on government agency guidelines or thresholds

established by public health and safety professionals.

Modeling conducted for the DEIS and FEIS indicate that air emissions

from I-5 traffic will be significantly lower by 2030 than they are today, and

will be well below established regulatory standards designed to protect

human health (see Section 3.10 of the DEIS and Section 3.10 of the

FEIS). Noise impacts from I-5 traffic, with the mitigation proposed for the

CRC project, will also be substantially lower than today. Noise from the

light rail can be mitigated below FTA’s noise impact criteria as well (see

Section 3.11 of the DEIS and Section 3.11 of the FEIS).

The DEIS did not explicitly evaluate potential effects on physical activity

or obesity. However, the DEIS and FEIS both discuss how the project

could affect the surrounding urban form that would increase

opportunities for physical activity, including: improved bicycle and

pedestrian facilities crossing the river; improved connections between

existing and new bike and pedestrian paths and across I-5; the LRT

extension and transit stations that support increased pedestrian-oriented

development; improved sidewalks in Vancouver; and new pedestrian

and bicycle connections crossing I-5. The project would also reduce daily

hours of congestion on I-5 compared to the No-Build and provide greatly

improved transit service, both of which decrease the amount of time

travelers spend in cars, thus further promoting physical activity.

 

L-023-037

Chapter 3 (Section 3.5) of the FEIS and the Environmental

Justice Technical Report address potential impacts to low-income

populations and equity issues. 

 

L-023-038

As noted in Chapter 3 (Sections 3.1 and 3.19) of the FEIS, the LPA
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would reduce VMT and greenhouse gas emissions below the 2030 No-

Build Alternative projections. Please see response to L-023-007 for more

information.

 

L-023-039

The price of crude oil was nearly $140/barrel around the time that the

DEIS was published. The travel demand modeling in the DEIS, however,

used a vehicle operating cost assumption based on a much lower price

of crude oil.  A number of commenters were concerned that this could

exaggerate future travel demand and result in the construction of a larger

facility than would be necessary, if fuel prices rise significantly.

One of the key reasons that we do not use the current price of crude oil

as an assumption in models that forecast long term travel demand is

that the daily, weekly or even average annual price of crude oil can vary

significantly, while the longer term average is much less volatile.  While

crude oil prices peaked briefly at about $140/barrel in mid-2008,

shortly after that they dropped to less than $30/barrel. It is important to

note too that fuel price changes do not, as a rule, have significant effects

on long-term travel demand.  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 limited - some

travelers can drive less and/or change from driving to walking, biking or

transit for at least some trips; other travelers can not make such

changes.  During the 2008 increase in gasoline prices transit use

increased and off-peak highway travel decreased, but peak period

highway travel changed little.

Over the long term, travelers have more options for adjusting to changes

in gasoline prices, besides changing driving behavior. Longer term

responses to increasing fuel prices can include increases in vehicle fleet

fuel efficiency and advances in alternative fuel vehicles.  As older

vehicles wear out, consumers can replace them with more fuel efficient
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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, especially if the price of gasoline rises

again.  Substantial changes in the vehicle fleet don’t occur in the short-

term, but when looking ahead to the planning horizon for the CRC

project (2030), it’s important to remember that most of the vehicles that

will be on American roads in 2030 have not been designed yet, let alone

purchased. Over the longer term life of the river crossing infrastructure

(100 years or more) the fleet will change many times over, and will adjust

to changes in the price and availability of different types of fuels and

vehicles.

 

L-023-040

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.

 

L-023-041

The items (A through H) have all been incorporated with the LPA, except

for the following:
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1. No commitment has been made to a permanent toll as this will be set

by the two state legislatures

2. No improvements to the railroad bridge are included with the LPA.

Please see response to comment L-023-034.

 

L-023-042

The governors of Washington and Oregon formed the Project Sponsors

Council (PSC) in late 2008 to provide ongoing advice related to project

development. The members include representatives from Portland and

Vancouver, the Metro Council, Regional Transportation Commission,

and the transit agencies. PSC has deliberated and considered

recommendations on auxiliary lanes, size and design of the bicycle and

pedestrian facilities, bridge design aesthetics and constraints,  financial

risks and tolling, and analyses of induced travel demand and

greenhouse gas emissions. Information related to formation,

membership, and deliberations of PSC can be found in Appendix B of

this FEIS and on the CRC Web site at:

http://columbiarivercrossing.org/ProjectPartners/ProjectSponsorsCouncil.

aspx

 

L-023-043

There have been numerous independent reviews of different aspects of

the project, including the financial plan and bridge design issues and

options. Oregon Governor Ted Kulongoski and Washington Governor

Chris Gregoire convened an Independent Review Panel (IRP) for the

Columbia River Crossing Project in April 2010 to ensure that key project

study assumptions and methods are reasonable for the CRC project,

including the financial plan. The panel reported its findings to the

governors on July 30, 2010, and the CRC project implemented them.

A Columbia River Crossing Bridge Review Panel convened in November

2010 by the Oregon and Washington departments of transportation

Columbia River Crossing

Appendix P September 2011

http://columbiarivercrossing.org/ProjectPartners/ProjectSponsorsCouncil.aspx
http://columbiarivercrossing.org/ProjectPartners/ProjectSponsorsCouncil.aspx


submitted its final report in February 2011. The panel was asked to

evaluate the open web box girder bridge type previously under

consideration for the Columbia River Crossing project, as well as the

environmental, regulatory and physical constraints pertinent to the

crossing. The panel offered three bridge types for consideration that

panel members believe would have less construction risk and be

potentially less expensive to construct than the previous bridge type. The

three types were deck truss, tied arch and cable-stayed. As a result of

the bridge panel’s recommendation and public feedback, on April 25,

2011, the governors announced the deck truss bridge as the

recommended replacement structure for the aging Interstate 5 bridge.

Governor Kitzhaber asked the Oregon State Treasurer to conduct an

independent review of the Columbia River Crossing Project's financing

plan. The treasurer’s office provided its report to Governor Kitzhaber on

July 20, 2011. The treasurer’s office and its independent consultants

validated much of the CRC’s work, and also made tangible

recommendations that reduce and manage financial risk. The review

found that the CRC’s tolling financial projections should be adjusted to

account for the depth and length of the current economic recession. The

CRC project incorporated the treasurer’s recommendation to level the

debt service and adjusted the tolling financial projections found in

Chapter 4 of the FEIS to reflect the stalled economic growth. An

investment grade analysis will also be conducted prior to bonding.

More information on these, and other, independent reviews is available

on the CRC project Web site at http://www.columbiarivercrossing.org/

 

L-023-044

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
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tolling options will be made by both the Washington and Oregon

Transportation Commissions.

 

L-023-045

Please see response to L-023-007.

 

L-023-046

Please see response to L-023-017.

 

L-023-047

Mayor Adams has been the City of Portland's representative on the

Project Sponsors Council.

 

L-023-048

The CRC project design for interchanges, roadway elements, transit

stations, and other facilities will be context-sensitive and reflect the

unique character of the surrounding area. CRC formed a 14-member, bi-

state Urban Design Advisory Group (UDAG), made up of design

professionals and neighborhood representatives. All UDAG meetings are

open to the public to attend and observe, and are facilitated by the

mayors of both the City of Vancouver and City of Portland. Goals of the

UDAG include achieving “design excellence that can be embraced by

affected communities and users” and providing “a landmark bridge that is

both inspired and inspiring and fully integrates the design and function of

the structure with the urban design elements." Working closely with

project designers, UDAG will provide input and guidance on integrating

the new facilities with the surrounding community. This work includes

identifying significant iconography (for example, symbols and patterns)

that will reflect the history of the area, the Native American communities,

early pioneers, and other significant themes.  These images will be

incorporated into an art master plan.  A more detailed discussion of

bridge designs can be found in the Visual and Aesthetics Technical
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Report supporting the FEIS.

Please also see the response to L-023-017.

 

L-023-049

Please see the response to L-023-007. Travel demand modeling for the

FEIS indicates that the CRC project would not reduce VMT enough to

meet the entire state's GHG reduction goal, but it will reduce regional

VMT below the No-build projections.  Meeting the state-wide goals could

only occur through the combined reductions of many different actions.

 

L-023-050

Please see the response to L-023-040.

 

L-023-051

The Environmental Justice (EJ) analysis for the DEIS was significantly

more robust than is required by law or is typical for transportation

projects. We have more thoroughly documented the following

information in Section 3.5 of the FEIS and in the Environmental Justice

Technical Report: project efforts made to outreach, assess, and involve

potential EJ populations; what we heard from the outreach; and how the

project has responded or adapted to such input.

The FEIS also includes more advanced technical analysis of potential EJ

impacts than what was included in the DEIS. For example, the FEIS

reports on the demographic analysis of the tolling studies and survey

data from displaced businesses and residents. 

 

L-023-052

See response to L-023-012.
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L-023-053

Please see Chapter 3 (Section 3.14) of the FEIS and the Water Quality

and Hydrology Technical Report for more information on potential

stormwater management techniques likely to be included with the

project.

 

L-023-054

CRC project staff has worked closely with City of Portland staff on the

design of the Hayden Island and Marine Drive interchanges. Please see

the response to L-023-068.

 

L-023-055

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

DEIS.

 

L-023-056

Thank you for your comment. 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.

 

L-023-057

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
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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, 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-023-058

Please see response to L-023-017 and L-023-033.

 

L-023-059

Please see response to L-023-034.

 

L-023-060

Please see the response to L-023-012 and L-023-053.

 

L-023-061

Please see the response to L-023-021.

 

L-023-062

The authority to toll the I-5 crossing is set by federal and state laws.

Federal statutes permit a toll-free bridge on an interstate highway to be

converted to a tolled facility following the reconstruction or replacement

of the bridge, and the CRC project would meet these conditions. Prior to
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tolling I-5, Washington and Oregon Departments of Transportation

(WSDOT and ODOT) would have to enter into a toll agreement with the

U.S. Department of Transportation (USDOT). State legislation from 2008

in Washington permits WSDOT to toll I-5 provided that the tolling of the

facility is first authorized by the Washington legislature. Once authorized

by the legislature, the Washington Transportation Commission has the

authority to set the toll rates. In Oregon, the Oregon Transportation

Commission has the authority to toll a facility and to set the toll rates. It is

anticipated that prior to tolling I-5, ODOT and WSDOT would enter into a

bi-state tolling agreement to establish a cooperative process for

imposing tolls, set toll rates, and guide the use of toll revenues.

 

L-023-063

The gross VMTs in the study area will be slightly reduced with the LPA,

relative to the No-Build Alternative, as discussed in Chapter 3 (Section

3.1) of the FEIS. We similarly expect that per capita VMT will also be

reduced as a result of the project's tolls, extension of the light rail

system, and  improvements to bike facilities.

 

L-023-064

Please see the response to L-023-034.

 

L-023-065

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
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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

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.

 

L-023-066

Please see responses to L-023-006 and L-023-007.

 

L-023-067

Following the selection of the LPA in July of 2008, the CRC enlisted the

help of community members from North Portland and Hayden Island –

residents, business owners, transit dependent populations, and

commuters – who have interest in light rail planning to form the Portland

Working Group (PWG). The PWG meets regularly to develop

recommendations and provided feedback to the CRC project, the City of

Portland and TriMet on a variety of topics, including station area

planning. Recommendations provided by the PWG, with consideration of

community input and the Hayden Island Plan, were used to develop a

set of design principles that would meet the needs of users by

maximizing accessibility, while providing a safe and aesthetically-

pleasing station environment. For a description of how the PWG has

been involved, please see Appendix B, Public Involvement, of the FEIS.
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L-023-068

The CRC project includes several improvements to local roads and

circulation on Hayden Island. See Chapter 2 of the FEIS for a description

of these local road improvements and Appendix B for information on the

design process. Further development of local streets will be completed

during the design process in coordination with the IAMP process, as

needed.

Regarding the Marine Drive Interchange, 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.

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. For

more information regarding this interchange, please see Chapter 2 of the

FEIS. For more information on the design process, please see

Appendix B. 

As discussed in the DEIS, a replacement bridge over the Columbia River
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will include dramatically improved bicycle and pedestrian facilities.

Please see response to L-023-034.

 

L-023-069

Please see response to L-023-034.

 

L-023-070

Please see Chapter 2 of the FEIS for more information about the design

of the North Portland Harbor and Columbia River bridges as well as the

Marine Drive and Hayden Island interchanges.

 

L-023-071

Please see response to L-023-070.

 

L-023-072

Please see the response to L-023-003.

 

L-023-073

Please see Chapter 3 (Section 3.5) of the FEIS and the Environmental

Justice Technical Report for the evaluation of project impacts on

potential Environmental Justice populations.

 

L-023-074

Following the close of the 60-day DEIS comment period and the

selection of an LPA, a 10-member governor-appointed panel was formed

to advise the Oregon and Washington DOT on project development for

the CRC project.  The Project Sponsors Council (PSC) was charged with

advising the project on completion of the FEIS, project design, project

timeline, sustainable construction methods, consistency with greenhouse

gas emission reduction goals and the financial plan. 
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L-023-075

The Freight Working Group, Citizen and Environmental Justice Group,

Pedestrian and Bicycle Advisory Committee, and Urban Design Advisory

Group continued to meet and advise the CRC project after issuance of

the LPA.  In addition, a Portland Working Group, Vancouver Working

Group, and Vancouver Transit Advisory Committee were also formed to

ensure the community perspective was incorporated into design and

planning for extension of the MAX Yellow light rail linefrom the Expo

Center to Vancouver. See Appendix B of the FEIS for details on how

these committees were involved in the CRC project after issuance of the

DEIS.

 

L-023-076

Though the Portland City Council is independent of the CRC

project, City representation includes participation on the PSC and

several other CRC committees, and in this capacity, continued to be

actively engaged in advising the project after selection of the LPA.

 

L-023-077

Though the Bi-State Coordinating Committee is independent of the CRC

project, the Bi-State Coordinating Committee and PSC have members in

common, and the Bi-State Coordinating Committee has discussed the

CRC project at their meetings. 
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