
P-0744-001

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-0744-002

The CRC Task Force - composed of 39 leaders from a broad cross

section of Washington and Oregon communities – was tasked with

advising the CRC project team, including federal sponsors, and providing

guidance and recommendations at key decision points over the course

of nearly 3 ½ years. Public agencies, businesses, civic organizations,

neighborhoods and freight, commuter and environmental groups were all

represented on the Task Force. The Task Force voted to develop a

supplemental bridge alternative, in an attempt to find an alternative to

total bridge replacement that would still meet the project's purpose and

need but at lower cost and with greater reliance on managing demand

with higher tolls and more transit service.  The two most promising

supplemental alternatives were considered in the DEIS.  Based on the

detailed analysis that followed, the Task Force recommended, and all

project sponsors agreed, that the replacement bridge with light rail was

the locally preferred alternative.

 

P-0744-003

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

interchanges) are used to alleviate safety issues associated with the

closely spaced interchanges in the project area and are not designed to

increase capacity generally on I-5. 68 to 75% of I-5 traffic enters and/or

exits I-5 within the CRC project area, and these add/drop lanes provide

space for this traffic to do so without disrupting cars and trucks traveling

to destinations further north and south of the project area. The project

does not propose to add lanes north or south of the project limits.

The DEIS evaluation found that the project, with a toll and light rail,

would actually reduce the total daily volume of traffic using the I-5 and I-

205 river crossings by approximately 3%. The FEIS analysis of the

project has been updated to include an evaluation of how the CRC

project would affect Vehicle Miles Traveled (VMT) (see Chapter 3,

Section 3.1). Rather than inducing sprawl, the CRC project will likely
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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 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.

The model showed only minimal changes in employment location and

housing demand compared to the No-Build. For more information see

FEIS Chapter 3, Section 3.4.

 

P-0744-004

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

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-0744-005

As indicated in Chapter 3 (Section 3.8) of the DEIS, the 1917

(northbound) I-5 bridge structure is listed on the NRHP. The 1958

(southbound) bridge, as a bridge on the National Interstate System, was

determined not to be significant at a national level and is not considered

eligible for the NRHP. However, the two bridges together are an
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important element of the historic fabric both for the region and for

downtown Vancouver.

Because the 1917 bridge is listed on the NRHP, it is afforded special

protection under section 4(f) of the Department of Transportation Act.

This law prohibits the USDOT from funding any project that would have

an adverse impact on significant historic resources, unless it can be

demonstrated that there are no prudent and feasible alternatives that

would avoid that impact.

The Supplemental River Crossing, which maintained the existing bridges

with seismic retrofits and was analyzed as a component of two of the five

alternatives studied, was determined feasible, but not prudent. It would

not satisfactorily meet the project need. In addition, the alterations

necessary to make the existing bridges safe, reliable, and fully multi-

modal, as described in Chapter 4 of the DEIS and FEIS, would

undermine the historic integrity of the bridges. The Sponsoring Agencies

therefore decided to remove and replace the existing bridges.

Proposed mitigations for the adverse effects of the NRHP-listed I-5

bridge can be found in Chapter 3 (Section 3.8) of the FEIS.

 

P-0744-006

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
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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.

 

P-0744-007

The project would change some circulation patterns on local streets, but

in general, by reducing congestion on I-5, and improving travel time

reliability on the highway, traffic will be less likely to divert onto local

streets. Therefore the project is expected to reduce cut-through traffic on

neighborhood streets and potentially increase livability in neighborhoods

adjacent to the I-5 improvements of CRC. This, and other effects on local

streets, are described in Chapter 3 (Section 3.1) of the DEIS and FEIS.

CRC is not intended to fix bottlenecks on I-5 south of the project area,

such as the I-5/I-405 split. However, CRC would not exacerbate

congestion at these locations because it would not increase the traffic

volume traveling through this portion of the corridor. As discussed in the

DEIS and FEIS (Section 3.1), this project would not increase daily traffic

levels due to the toll moderating demand and the introduction of light rail

increasing transit mode share. For additional information on impacts to

Neighborhoods and Environmental Justice communities, please see

Chapter 3 (Section 3.5) of the FEIS.

 

P-0744-008

The air quality analysis indicates that emissions will be substantially

lower by 2030, with or without the project, than they are today.

 

P-0744-009

The air quality analysis in the FEIS Chapter 3 (section 3.10) indicates

that air emissions from I-5 will be substantially lower in the future than

they are today, and that the project will further reduce regional emissions
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compared to the No-Build Alternative.  Localized emissions will be higher

in some areas, but still well within national ambient air standards.

 

P-0744-010

Please see response to comment P-0744-007.

 

P-0744-011

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
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methods and the conclusions were valid and reasonable.  Specifically,

the panel noted that CRC would “have a low impact to induce

growth…because the project is located in a mature urban area,” and that

it would “contribute to a better jobs housing balance in Clark County…a

positive outcome of the project”. These results are summarizes in the

“Columbia River Crossing Travel Demand Model Review

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.

 

P-0744-012

By 2030, the region’s population is expected to increase by one million

people. This increase will result in more people needing to travel

between home, work, school, recreation, etc. In 2005, 135,000 vehicles

crossed the Columbia River on the Interstate Bridge, which led to 4-6

hours of congestion each weekday. By 2030, 184,000 are predicted to

cross the river, which would lead to 15 hours of daily congestion if no

action is taken.

Congestion occurs when vehicle demand is greater than a transportation

system’s capacity. It results in slower speeds and increased travel times.

CRC defines congestion as vehicles traveling less than 30 mph. The

Columbia River Crossing project uses information gathered from Metro’s
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nationally-recognized travel demand models to determine the project’s

effect on congestion. These models predict trip frequency, types or

modes of transportation, destination, and time of day. Transportation

planners use these models to analyze the effects of such factors as

increased population and employment, transportation improvements,

and new developments on the transportation system.

Based on the Metro model’s past ability to predict transportation effects,

the CRC project is confident in the data received from Metro and uses it

to determine what impact the project will have on congestion. The

improvements proposed by the project to the highway and seven

interchanges will help better accommodate increased future vehicle

traffic. New auxiliary lanes and longer on/off ramps will allow safer and

more efficient merging and weaving to enter or exit the freeway. Narrow

lanes and shoulders will be widened to current standards. Shoulders will

be added where they are currently missing. All of these changes will

improve the flow of traffic in the bottleneck area of the Interstate Bridge.

 

P-0744-013

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

Columbia River Crossing

Appendix P September 2011



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.

 

P-0744-014

As discussed in Chapter 3 (Section 3.19) of the FEIS, the LPA would

result in lower GHG emissions than the No-Build Alternative.

 

P-0744-015

Light rail has been endorsed by every local Sponsoring Agency

(Vancouver City Council, C-TRAN, RTC, Portland City Council, TriMet,

and Metro), whose boards are comprised of the elected leadership of

the region.

Annual light rail passenger trips crossing the I-5 bridge in 2030 are

projected to be 6.1 million, with daily ridership around 18,700. The travel

time for the morning commute by light rail between downtown Vancouver

and Pioneer Square in downtown Portland will be approximately 34

minutes. Light rail would travel on a dedicated right-of-way, with more

reliable travel times than auto drivers dealing with unpredictable road

conditions, traffic congestion, and parking challenges.

The CRC project planning for light rail incorporates and supports the

principles of the Vancouver's City Center Vision Plan. Downtown

Vancouver has seen recent growth in higher density mixed use projects

from three to 12 stories in height. In addition, another 4,000 downtown

condominiums are proposed or pending as part of new developments.

The core of Vancouver has, along with many of the larger corridors such

as Fourth Plain Blvd, medium to high density residential development

and an urban mix of uses. Transit demand in these areas is quite high,

and ridership will increase with the introduction of light rail.
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Long-term operation and maintenance of the new light rail line will be

funded through C-TRAN and TriMet. For its share of the operations and

maintenance funding, C-TRAN plans on having a public vote.

 

P-0744-016

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-0744-017

As Chapter 3 (Sections 3.10 and 3.11) of the DEIS described, and as

Chapter 3 (Sections 3.10 and 3.11) of the FEIS further elaborated, noise

and air emission levels will improve for communities and most

households along I-5.  Air quality will be improved in large part by

measures unassociated with the CRC project, such as regulated

improvements in vehicle fuel emissions and in cleaner gasoline and

diesel. Highway noise mitigation proposed for the CRC project would

result in fewer noise impacts in the future with the project than there are

today. There will be some locations where noise impacts cannot be

mitigated. It is also true that with the introduction of light rail, better

bicycle facilities, and a toll, the Average Daily Trips over the bridge will

be reduced from the levels expected under the No-Build Alternative. The

livability of residents along I-5 will also be improved as a result of greater

personal mobility, an improved transit network, an improved network for

walking and biking, less traffic cutting through neighborhoods, and the

subsequent job creation that is expected to occur as a result of this

major investment.
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P-0744-018

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.
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