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P-091-001

Light rail is an integral part of the CRC project. Light rail has been
endorsed by every local Sponsoring Agency (Vancouver City Council, 
C-TRAN, RTC, Portland City Council, TriMet, and Metro), whose boards
include elected leadership from throughout the area.

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 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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P-092-001

There will not be a public vote on construction of the various CRC project
elements. However, as a public project, it must be approved and funded
by the decisions of elected officials who are themselves directly elected
by voters. 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 pursuing a
public vote.
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P-093-001

The job estimations were developed using standard methodologies,
which were reviewed by staff in all sponsoring agencies. 

 

P-093-002

The LPA will displace businesses, as addressed in FEIS Section 3.3
Property Acquisitions and Displacement, and in the Property Acquisitions
and Displacement Technical Report. These displacements will affect
businesses with employees, as addressed in FEIS Section 3.4 Land Use
and Economics, and in the Economics Technical Report. However, the
displacement of businesses and jobs will be offset to some degree by
the project creating or sustaining jobs over the life of the project.

 

P-093-003

The issue of economic impacts was addressed as part of the economics
analysis and is described in detail in the Economics Technical Report.
This report, and Chapter 3 (Section 3.4) of the FEIS, note that the
increased costs incurred because of tolls would generally be offset by
the improved travel options and travel times. Under existing and No Build
Alternative conditions, congestion delays and high crash rates have
significant costs for local businesses and travelers; improving these
conditions is one of the purposes of the project.  

Tolls could discourage home-based shopping trips from Clark County to
points in northern Oregon, such as Hayden Island and Airport Way.
However, the variable-rate toll structure that was evaluated in the DEIS
allows for different rates to be charged by time of day. Therefore,
discretionary trips, such as those between Oregon and Washington for
retail purposes, could be taken in off-peak hours when toll rates are at
their lowest, reducing the effect of the tolls on these types of trips. Also,
CRC would provide improved transit connections between Clark County
and Oregon, offering travelers a toll-free alternative for reaching
destinations across the river.
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Tolling I-205 or any other facility is not part of this project, but could be
implemented separately. 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 approval to toll a facility. Local
and State governments are struggling to fund needed infrastructure
improvements and maintenance. Tolls, user fees, and other systems that
require "users" to pay additional costs are likely to become increasingly
common.

 

P-093-004

While a third crossing would provide some benefits, and several new
crossing options were considered in the CRC alternatives analysis and
screening, none of them would adequately address the fundamental
needs that have been identified for this project, as discussed in
Chapter 2 of the FEIS.
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P-094-001

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 in the project
area 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
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-094-002

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
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without it.

These factors will also make it easier for the region to meet goals for
reducing greenhouse gas (GHG) emissions. Chapter 3 (Section 3.19) of
the FEIS summarizes the results of GHG emissions and climate change
analysis conducted for the alternatives. 

 

P-094-003

A project almost never has the funds for construction during the decision
making process and environmental analysis. It is the Record of Decision
that completes the environmental phase and positions the project to
receive funding for construction. 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. 

 

P-094-004

The alternatives evaluation and screening process, described in
Chapter 2 of the FEIS, considered a wide range of alternatives.
Proposals that arose after the DEIS was developed were also
considered. The rationale for the Selected Alternative is described in the
ROD and in Chapter 2 of the FEIS.
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P-095-001

Significant work has gone into developing the CRC project, including an
ongoing public involvement effort. The public involvement program
includes numerous advisory groups to ensure that the values and
interests of the community are reflected in project decisions. These
groups include representatives of public agencies, businesses, civic
organizations, neighborhoods, and freight, commuter, and environmental
groups. Feedback from the general public and advisory groups has been
generally supportive of the project, including support for the transit,
bicycle, pedestrian, highway, interchange, and financing elements of the
project. See Chapter 2 (Section 2.7) of the FEIS for more discussion on
the process used to develop project alternatives and select a Locally
Preferred Alternative.
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P-096-001

Light rail has been endorsed by every local Sponsoring Agency
(Vancouver City Council, C-TRAN, RTC, Portland City Council, TriMet,
and Metro), whose boards include elected officials from throughout the
area.

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 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.

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-096-002

All specific comments and criticisms received have been considered.
The FEIS analysis and findings show benefits from the selected
alternative, as well as adverse impacts. Independent analysis was
provided on many topics, as discussed in the FEIS.
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P-096-003

This issue was addressed as part of the economics analysis and is
described in detail in the Economics Technical Report. This report, and
Chapter 3 (Section 3.4) of the DEIS, note that the increased costs
incurred because of tolls would generally be offset by the improved travel
options and travel times. Under existing and No-Build
Alternative conditions, congestion delays and high crash rates have
significant costs for local businesses and travelers; improving these
conditions is one of the purposes of the project.  

Tolls could discourage home-based shopping trips from Clark County to
points in northern Oregon, such as Hayden Island and Airport Way.
However, the variable-rate toll structure that was evaluated in the DEIS
allows for different rates to be charged by time of day. Therefore,
discretionary trips, such as those between Oregon and Washington for
retail purposes, could be taken in off-peak hours when toll rates are at
their lowest, reducing the effect of the tolls on these types of trips. Also,
CRC would provide improved transit connections between Clark County
and Oregon, offering travelers a toll-free alternative for reaching
destinations across the river.

 

P-096-004

Significant work has gone into developing the CRC project, including an
ongoing public involvement effort. The public involvement program
includes numerous advisory groups to ensure that the values and
interests of the community are reflected in project decisions. These
groups include representatives of public agencies, businesses, civic
organizations, neighborhoods, and freight, commuter, and environmental
groups. Feedback from the general public and advisory groups has been
generally supportive of the project, including support for the transit,
bicycle, pedestrian, highway, interchange, and financing elements of the
project. See Chapter 2 (Section 2.7) of the FEIS for more discussion on
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the process used to develop project alternatives and select a Locally
Preferred Alternative.

 

Columbia River Crossing
Appendix E - Public Comments Received during FEIS Review Period and CRC Responses December 2011



Page 1078

P-097-001

A response and these materials were provided on the 28th of
September.
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P-098-001

Multiple methods have been used to engage the public so as to address
the needs of a wide variety of people in the project decision-making
process. Public feedback has helped guide the outreach effort.
Examples include workshops with facilitated small-group discussions,
open houses where participants can talk one-on-one with staff, public
hearings, presentations and discussions at community and
neighborhood-sponsored meetings (often at the group’s request), and
advisory group meetings where CRC seeks recommendations from a
citizen committee. These events and meetings have taken place at a
variety of locations, days of the week, and times of the day to meet the
needs of the entire community. For more information on the project’s
public outreach, please see Appendix B (Public Involvement) of the
FEIS.
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P-099-001

Light rail has been endorsed by every local Sponsoring Agency
(Vancouver City Council, C-TRAN, RTC, Portland City Council, TriMet,
and Metro), whose boards include elected leadership from
throughout the area.

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 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 Boulevard, 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.

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-099-002

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 from state-of-the-art modeling
and evaluation conducted by Metro, RTC, and the project team. These
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traffic forecasts were reviewed by all project sponsor agencies as well as
FTA and FHWA.

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). This independent review
confirmed the CRC modeling approach used to address multiple
variables that can affect travel demand, including gasoline prices, tolling,
travel demand measures, and induced development.

The number of trips on I-5 across the river is projected to reach 184,000
in 2030. Even if this level of traffic did not occur until 2050, the facility
would still need to accommodate it. And the facility is intended to have
decades of functional service. 

 

P-099-003

As illustrated in the DEIS, and summarized in Exhibit 29 (page S-33) of
the Executive Summary, light rail would better serve transit riders than
bus rapid transit (BRT) within the CRC project area. Light rail would carry
more passengers across the river during the PM peak, result in more
people choosing to take transit, faster travel times through the project
area, fewer potential noise impacts, and lower costs per incremental
rider than BRT. Additionally, light rail is more likely to attract desirable
development on Hayden Island and in downtown Vancouver, which is
consistent with local land use plans.

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 five-mile CRC project by itself is
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too short in length to provide the true benefits of HOV lanes, but should
the region adopt and develop an 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 five 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-099-004

Changing technology, peak oil, and other projections of future conditions
have been considered.  While automated personal vehicles could
eventually dramatically increase interstate capacity, it is not likely to
eliminate or significantly diminish the demand for public transit,
particularly in the foreseeable future. Mode choice depends on much
more than just the volume-to-capacity ratio of interstate links. For
example, parking capacity and cost are also significant factors in mode
choice. See the CRC Traffic Technical Report for further discussion of
factors that affect mode choice.

 

P-099-005

Past financial performance is an important issue but is not relevant to the
NEPA review process. The Record of Decision concludes the NEPA
analysis. It indicates which alternative has been selected by the federal
government, and allows for the continued design, eligibility for federal
funding and permitting, and eventual construction of that alternative. The
Locally Preferred Alternative is supported by local, regional, state, and
federal agencies and has been selected following an exhaustive analysis
and public involvement program.
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The project takes the issues of financial management very seriously. The
project is currently developing new financial reporting mechanisms and
has started providing monthly reports on the internet. The project will
continue to work with the public to improve transparency and an
understanding of the resources required for an undertaking of this scale.

 

P-099-006

There will not be a public vote on construction of the various CRC project
elements. However, as a public project, it must be approved and funded
by the decisions of elected officials who are themselves directly elected
by voters. 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 pursuing a
public vote.
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P-100-001

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
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, 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.

 

P-100-002

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
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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 will likely support the region’s goals of
concentrating development in regional centers, reinforcing existing
corridors, and promoting transit and pedestrian friendly development and
development patterns. The region’s goals are reinforced by the project’s
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.

In October, 2008, the project convened a panel of national experts to
review the travel demand model methodology and conclusions, including
a land use evaluation. The panel unanimously concluded that CRC’s
methods and the conclusions were valid and reasonable. Specifically,
the panel noted that CRC would “have a low impact to induce growth…
because the project is located in a mature urban area,” and that it would
“contribute to a better jobs housing balance in Clark County… a positive
outcome of the project”. These results are 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
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introduction of light rail, please see Chapter 3 (Section 3.4) of the FEIS.

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 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.

Traffic volumes fluctuate and did decrease during some years. Traffic
volumes obtained from the Oregon Department of Transportation’s
automatic traffic recorder (ATR) monitoring sites show that traffic
volumes have, in fact, been increasing in the last few years. Whether the
traffic volumes forecast for year 2030 will actually be achieved in that
year should not be the only consideration. In its July 27, 2010 report, the
Independent Review Panel (IRP) expressed concerns about a longer
horizon. The IRP commented “The desirability of living in the
Portland/Vancouver region is not going to diminish, so populations will
continue to grow…. [T]he IRP believes the greatest risk in the decision-
making process is not over-sizing the bridges but not building enough
capacity for the next 100 years.” [1]

Past financial performance is an important issue but is not relevant to the
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NEPA review process. The Record of Decision concludes the NEPA
analysis. It indicates which alternative has been selected by the federal
government, and allows for the continued design, eligibility for federal
funding and permitting, and eventual construction of that alternative. The
Locally Preferred Alternative is supported by local, regional, state, and
federal agencies and has been selected following exhaustive analysis
and public involvement program.

The project takes the issues of financial management very seriously. The
project is currently developing new financial reporting mechanisms and
has started providing monthly reports on the internet. The project will
continue to work with the public to improve transparency and an
understanding of the resources required for an undertaking of this scale.

Following the close of the 60-day DEIS public comment period in July
2008, the CRC project's six local sponsor agencies selected light rail to
Clark College as the project's preferred transit mode. These sponsor
agencies, which include the Vancouver City Council, Portland City
Council, C-TRAN Board, TriMet Board, RTC Board and Metro Council
considered the DEIS analysis, public comment, and a recommendation
from the CRC Task Force (a broad group of stakeholders representative
of the range of interests affected by the project - see the DEIS Public
Involvement Appendix for more information regarding the CRC Task
Force) before voting on the LPA.

As illustrated in the DEIS, and summarized in Exhibit 29 (page S-33) of
the Executive Summary, light rail would better serve transit riders than
bus rapid transit (BRT) within the CRC project area. Light rail would carry
more passengers across the river during the PM peak, result in more
people choosing to take transit, faster travel times through the project
area, fewer potential noise impacts, and lower costs per incremental
rider than BRT. Additionally, light rail is more likely to attract desirable
development on Hayden Island and in downtown Vancouver, which is
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consistent with local land use plans.

[1] Warne, Thomas (2010). I-5 Columbia River Crossing Project,
Independent Review Panel, Final Report. Independent Review Panel,
Olympia, July 27, 2010.

 

P-100-003

Over the course of the CRC project, a public involvement program has
been used to educate and involve stakeholders and the public in order
for them to become active participants in shaping the CRC project. At the
time of DEIS publication, the project team had participated in over 350
public events, giving over 10,000 people a face-to-face opportunity to
learn about the project and provide meaningful input. In order to
encourage the highest levels of attendance as possible, most meetings
scheduled by the project team were on weekday evenings or weekends
during the day. Meetings have been held primarily within the project area
to ensure proximity to those potentially most affected by the project. In
addition to public events, the program also enabled significant
involvement for those who are unable to attend meetings through the
project's website and project update notifications.

Prior to publication of the DEIS, property owners potentially affected by
project alternatives were notified directly via mail, and six meetings
specifically focused on potential right-of-way needs were held in
September of 2007. Extensive outreach has been conducted through
distribution of written information in hard copy and electronic form,
including comment forms, the creation of a project website, and outreach
to local and regional media. 

When the DEIS was published, the project's database had grown to over
3,000 e-mail addresses and over 10,000 postal mailing addresses. The
database was used to encourage participation in public events and
involve the broader community. Through implementation of the public
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involvement program, over 3,000 public comments were received before
publication of the DEIS and over 1,600 comments were received during
the 60-day DEIS comment period. In addition, since the DEIS comment
period there have been numerous community meetings, open houses,
and public hearings by project sponsors, providing more opportunities for
public input and comment.

Please see Appendix B of the FEIS for a broader discussion of the public
involvement program, including a list of public involvement events that
have occurred related to this project. There will not be a public vote on
construction of the various CRC project elements. However, as a public
project, it must be approved and funded by the decisions of elected
officials who are themselves directly elected by voters. 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 pursuing a public vote.

 

P-100-004

The 3rd bridge port to port crossing idea was evaluated and removed
from consideration, as discussed in Chapter 2 of the FEIS. No additional
analysis was required to know that it did not address the identified needs
for the CRC project. Other locations for a new crossing were also
considered and removed from consideration because they could not
adequately meet the purpose and need.

The C-TRAN board and Regional Transportation Council both voted on
and approved the locally preferred alternative.
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P-101-001

Option A, which includes the local multimodal bridge to the island is a
firm commitment of the project. The Record of Decision will be based on
Option A, including the bridge. And though the Hayden Island station
design has evolved, the project remains committed to an innovative
design which is based on community input. The design of the station has
changed over time because the main roadway and structural designs
have changed on the island.

The Portland Working Group (PWG) was formed in May 2009 to advise
the project on transit related issues for the Oregon side of the project,
using the LPA and Hayden Island Plan as the basis for discussion.
Beginning in September 2009, the PWG held a series of three interactive
design workshops with CRC project, TriMet, the City of Portland
staff and the general public to develop a set of design principles. The
design principles capture the community’s values while remaining broad
enough to apply to the future station design regardless of CRC project
decisions that may affect the position of I-5, local road circulation, and
land development patterns.

The resulting Hayden Island Light Rail Station Conceptual Design Report
(CDR), published January 2010, provides guidance to the CRC project,
TriMet, and the City of Portland regarding the Hayden Island station
design. PWG members reviewed and approved the report. The CDR
solidified the Hayden Island Light Rail Design Principles. CRC is
committed to work with the community to advance the station design.
Station design work will take place during final design. The Hayden
Island LRT station cross section illustrations in the FEIS shows a
conceptual design with place holders for station elements. The
illustration shows the Hayden Island LRT station as an elevated station
with a center platform. Again, the project will continue to work with the
Hayden Island community to refine the station area design.
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As with the light rail station, displacements on the island have changed
as the designs have advanced. And, when project staff have found
access and other impacts to properties, which have as yet unknown
ramifications for the businesses, these businesses have been identified
as displacements. Thereby, project staff have potentially overestimated
the number of displacements, and is eager to work with individual
businesses to retain their operations on the island. This is particularly the
case for some of the businesses east of the Interstate, where only small
portions of the property may need to be acquired.

 

P-101-002

The Record of Decision is based on Option A. Although Option B was
carried into the FEIS, it is not the design that will be constructed. There
will be a local multimodal access provided to the island.

 

P-101-003

Refinements and new information resulted in additional
displacements. We do not expect that all the businesses assumed to be
displaced will necessarily have to be displaced, but it is prudent to be
conservative about impacts in the NEPA process. Also, some of the
displacements would be affected only by diminished access, not by
demolition. It is possible that some of these properties and buildings
could be re-occupied by other businesses that would not be so affected
by the changes in access.

As the design is advanced there may be ways to avoid some
displacements, through modification of the proposed new streets.
However, it is also important to provide new streets that satisfy the City's
requirements and those of the Hayden Island Plan. There should be
adequate sidewalks, travel lanes, and other elements to the islands new,
"complete" streets.
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P-101-004

Please see the response to P-101-001 regarding the Hayden Island
Light Rail Station Conceptual Design Report. The Hayden Island Light
Rail Design Principles are:

Create a station environment that is safe, attractive, and inviting for
transit users, visitors, and island residents

•

Provide circulation paths that allow clear connections to or through
the station area for users of all modes with varied abilities

•

Develop a station area that embraces and engages its surroundings
with transparency and activity

•

Design a station that protects transit users from freeway noise and
the natural elements, while providing light, views, and clear way-
finding

•

Design a station that includes features referencing historical or
cultural values unique to Hayden Island

•

CRC is committed to work with the community to advance the station
design.  Station design work will take place during final design.

The Hayden Island LRT station cross section illustrations in the FEIS
shows a conceptual design with place holders for station elements. The
illustration shows the Hayden Island LRT station as an elevated station
with a center platform. Again, the project will continue to work with the
Hayden Island community to refine the station area design.

At the December 2010 PWG meeting, TriMet representatives discussed
bus service. TriMet will work closely with the contractors during CRC
construction to ensure that Line 6 continues service to Hayden Island.
When developing a bus service plan along a new light rail line, TriMet re-
evaluates all bus service within the vicinity of the new line with the
intention of maximizing ridership and limiting service duplications. As
part of this process, TriMet conducts ridership, cost, and operational
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analyses. TriMet seeks input from the following community groups:

Customers and operators•
Neighborhood associations•
Business groups•
Social service agencies and organizations serving seniors and
people with disabilities

•

Citizen advisory committees•
Jurisdictional leaders and staff•

The project will work with TriMet and the Hayden Island community to
develop a bus service plan during construction and after light rail opens
in 2019. A circulator service, perhaps with shuttles, will be developed
during the bus service planning public process that will begin two years
prior to the start of light rail.

On-street parking is shown in the current roadway designs for
Tomahawk Island Drive. The project will work with the City of Portland
and the Hayden Island community to refine the parking designations
near the LRT station. Delta Park will serve as the nearest park and ride
to the Hayden Island light rail station, a distance of 1.17 miles from the
Hayden Island light rail station.  The distance between the park and ride
lots at Expo Center and Delta Park is 0.69 miles.

 

P-101-005

The stormwater facilities shown in the FEIS will continue to be refined as
design work progresses. Under the terms of the biological opinion (BO),
the CRC project must treat stormwater runoff using bioretention,
bioslopes, infiltration ponds, porous pavement, constructed wetlands,
and vegetated and soil amended swales designed for infiltration. Based
on the information we have on file, stormwater runoff is currently not
treated before being released to North Portland Harbor or the Columbia
River.

Columbia River Crossing
Appendix E - Public Comments Received during FEIS Review Period and CRC Responses December 2011



Page 1094

The Hayden Island Redevelopment Plan states that runoff from local
streets will be treated in roadside planters and that CRC stormwater will
be managed in a “green, state-of-the-art manner.” Although the Hayden
Island Plan map did not show the constructed wetlands, these are a
“green” concept for stormwater treatment, and have been shown in
project designs as early as May 2009. The stormwater treatment
proposed in the FEIS does include the “green streets” approach
proposed in the Hayden Island Redevelopment Plan to the extent
feasible. This approach to stormwater treatment is not suitable for streets
located under bridges (where it will be difficult to establish plants) or
where streets are at or below the seasonal high groundwater table. We
will continue to review the developing design to determine whether
additional streets lend themselves to this method of runoff treatment.
Regardless, the project still needs to manage runoff from almost 28
acres of impervious area consisting of I-5 pavement across Hayden
island, associated ramps, the elevated transit guideway, and structures.

 

P-101-006

The Hayden Island Redevelopment Plan map does not show any
specific locations to manage and treat stormwater runoff from the CRC
project or the impact that it will have on the land available on the island
for redevelopment; the Plan simply states that stormwater will be
managed in a “green, state-of-the-art manner.” The current proposed
water quality facilities fulfill that requirement. In addition, care was taken
to ensure that the facilities are located on land that is either currently
owned by ODOT or would need to be acquired for CRC construction,
independent of stormwater management. While wetlands are typically
permanent bodies of water, they are not stagnant. Water flows through
them during the frequent rainfall events producing conditions that are not
conducive to mosquito larval development. As stated above, a
constructed wetland is one of the BMPs listed by NMFS in its BO as
providing the level of treatment necessary to protect endangered species
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found in the Columbia River. As such, the discharges are considered by
the agency to meet its stringent requirements. We will be further
evaluating the potential for infiltration.

 

P-101-007

The proposed transfer of 0.4 acre of surplus right of way to the City of
Vancouver is mitigation for the project’s direct impact on the City’s
Waterfront Park, an existing public park and a Section 4(f) resource. 
The project has no impact to public parks on Hayden Island and no land
that is subject to Section 4(f) protection, and therefore no need for such
mitigation. The CRC project does not currently propose to convert the
existing Thunderbird site on Hayden Island into a public park, but it also
does not preclude it from becoming a public park in the future. Decisions
regarding the disposal of surplus property after project construction will
be made at a later date. The City of Portland has also noted their interest
in that parcel following construction and the project has committed to
continue coordinating with them on it.

 

P-101-008

Project refinements and new information resulted in additional
displacements since the early planning phases of the project. We do not
expect that all the businesses assumed to be displaced will necessarily
have to be displaced, but it is prudent to be conservative about impacts
in the NEPA process. Also, some of the displacements would be affected
only by diminished access, not by demolition. It is possible that some of
these properties and buildings could be re-occupied by other businesses
that would not be so affected by the changes in access.

The character of central Hayden Island is changing, and the project will
contribute to further changes. The project is consistent with the direction
embodied in the Hayden Island Plan. The multi-million dollar
improvements that result from the project will help facilitate
redevelopment on the island. The redeveloped commercial areas will, if
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consistent with the Hayden Island Plan, better serve local residents than
the regional commercial/ big-box uses there now.

 

P-101-009

The project will seek funding for the construction of the LPA in its
entirety. And although there are limited funding opportunities and limited
available funding, this project is recognized by our federal partners as
having national significance. We are optimistic that being designated one
of a few Corridors of the Future will assist us in obtaining the necessary
funding.

The project will be built in stages. These stages will be dictated by the
variety of contracting mechanisms that will be used, the in water work
window, and available funding. Chapter 2 of the FEIS shows how the
work will most likely progress. In the event that portions of the project
need to be phased, the decision on which portions would include public
input and a formalized process. NEPA allows for a sequenced
progression of construction. However, if portions of the project were to
be significantly delayed, NEPA reevaluations would likely be required.

 

P-101-010

The project will be developing a shuttle bus system to mitigate mobility
impacts on the Island during construction. There will also be plans to
protect east-west mobility on the Island during construction for vehicles,
bikes, and pedestrians.

 

Columbia River Crossing
Appendix E - Public Comments Received during FEIS Review Period and CRC Responses December 2011



Page 1097

P-101-011

Many basic bridge concepts (low, medium and high) as well as tunnels,
were considered in the early alternatives analysis prior to the DEIS. A
medium level, fixed span bridge emerged as the best choice for meeting
the purpose and need and minimizing impacts and costs, and that was
carried forward into the DEIS, as discussed in Chapter 2 of the FEIS.
The DEIS did not define a specific bridge type; it evaluated bridge-
related impacts based on a definition of vertical clearances above and
below it, horizontal alignment, capacity, and a pier configuration concept.
This allowed for multiple types of bridges, including the open web box
that emerged through the UDAG group sessions and the composite deck
truss that eventually became the preferred type following the Bridge
Expert Review Panel (BERP) proceedings and the decisions by both
governors.

FHWA and FTA were fully aware of the BERP activities and report. An
FHWA engineer was among the members of the BERP. The straight
alignments were straight across most of the water but had curves at
either end to reconnect with the I-5 alignment. While the straight
alignments were originally believed to have potentially lower costs and
possibly fewer piers, it was clear after further analysis that this would not
be the case. The straight alignment would not be expected to reduce
costs or environmental impacts. The BERP report recommended that the
project adopt any one of three bridge types. One of those types
(composite deck truss) was selected, with a curved alignment across the
river. This bridge type was selected because it met the purpose and
need, would have lower environmental impacts, and would likely be
lower cost and carry less risk than the other bridge types recommended
by the BERP.

See the discussion of the Bridge Review Panel, evaluation of bridge
types and final bridge type recommendation on pages 2-80 and 2-81 of
the FEIS. 
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P-102-001

There will not be a public vote on construction of the various CRC project
elements. However, as a public project, it must be approved and funded
by the decisions of elected officials who are themselves directly elected
by voters. 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 pursuing a
public vote.
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P-103-001

The design speed of the bridge is 60 mph transitioning to 70 mph slightly
south of the bridge; the posted speed is expected to be 60 mph or less. 
A stop light on Interstate 5 would be inappropriate and unsafe. The
proposed West Hayden Island development would not be expected to
eliminate the need for a Hayden Island interchange.

 

P-103-002

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 vehicles are
predicted to cross the river annually, which would lead to 15 hours of
daily congestion if no action is taken. And while the project will
encourage light rail ridership, light rain on its own will not meet the
project's purpose and need.

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
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 the
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Hayden Island interchange 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 when entering or
exiting 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.
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P-104-001

Project staff have read and reviewed the entirety of every comment
submitted on the FEIS, including the comments forwarded by Mr.
Valenta. The comments forwarded by Mr. Valenta and the responses to
them are included as their own individual items within this folder.
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P-105-001

Mr. McCaulley has provided an assessment of the project’s Marina
Study, conducted to assess the likelihood of a new marina being
developed in time to aid in the relocation of displaced floating homes.
The main purpose of the Marina Study was to compile information and
study issues related to the establishment of new marinas or additional
slips by private developers. The project maintains that it is unlikely there
would be significant development of additional marinas or floating home
slips in the foreseeable future and especially in the 12 to 18 month
window when the project is likely to displace the floating homes. 

Although Mr. McCaulley has suggested that permitting for a new
marina could take place within a single year, the project’s estimation also
included time for the preparation of the plans and studies required for
permit applications, and have estimated that potentially four years would
be needed for permitting, feasibility studies, financing, bidding and
construction.  Mr. McCauley’s critique points out several items he
believes are factual errors or errors of interpretation. The project
acknowledges Mr. McCauley’s authority on these matters and will make
the factual corrections he suggests. However, the basic conclusion
remains the same - it is unlikely that a developer would be able to
design, develop, permit and construct a marina, even with the support of
coordinated agencies, in time to provide slips for displaced floating
homes.

The marina study was not intended to address compensation and
relocation benefits provided for by the Uniform Relocation Assistance
and Real Property Acquisition Policies Act of 1970, as amended (42
U.S.C. 4601 et seq.) (Uniform Act).

As stated in the Final Environmental Impact Statement (FEIS), all
property owners will be offered Just Compensation for any ownership
interests in parcels acquired for the project; and displaced occupants of
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said parcels will be offered all relocation benefits for which they are
entitled under the Uniform Act. 

Floating homes will be treated as real property unless it is determined
there are sufficient replacement sites to which the floating homes can be
economically relocated. If a Relocation Study determines that sufficient
replacement sites are not available, the floating homes will be purchased
at fair market value and the occupants will be provided relocation
assistance which may include payments, if necessary, to acquire decent,
safe and sanitary replacement housing.
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