L-004-001
Thank you for taking the time to submit your comments on the I-5 CRC
DEIS.
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L-004-002
Thank you for taking the time to submit your comments on the I-5 CRC
DEIS.

L-004-003

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 |-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 1-5 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-004-004

The Purpose and Need is based on extensive analysis of the existing
and projected transportation problems in the 1-5 CRC corridor, and
reflects extensive feedback from the public and stakeholder groups. This
includes analysis and input during the CRC study as well as the I-5
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Transportation and Trade Partnership Study and Strategic Plan that
preceded CRC. The Purpose and Need focuses largely on metrics that
do not inherently require substantial, or exclusive, increases in highway
capacity. The purpose statement is intentionally worded so as to allow
consideration of a wide range of solutions including demand
management, transit, highway, tolling, and other options for addressing
the stated needs. Following the development of the Purpose and Need
statement, analysis of a wide range of alternatives, and input from the
public, agencies and stakeholders on those alternatives and analysis, it
became clear that that the Purpose and Need could not be met by any
single type of improvement. It is best met by a multimodal alternative
that improves highway, transit, and bicycle and pedestrian facilities in the
I-5 corridor, and adds tolling to the highway river crossing.

L-004-005

As described in Chapter 3 (Section 3.4) of the DEIS 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
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management in the region, 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
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.
The model showed only minimal changes in employment location and
housing demand compared to the No-Build.

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.

Regarding freight and the economy, the ability to efficiently move freight
in the Vancouver/Portland region is 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, comprised of representatives of the Vancouver-Portland
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metropolitan area's freight industry, met several times throughout the
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-004-006

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 1-5/1-405 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.

L-004-007
Please see the discussion of neighborhood impacts in the FEIS Chapter
3 (Section 3.5).
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L-004-008

The Urban Design Advisory Group has provided extensive input and
considered citizen input, on the design and aesthetics of the proposed
CRC bridges over the river. Also see response to comment L-004-018.

L-004-009

As discussed in the DEIS, a replacement bridge over the Columbia River
will include dramatically improved bicycle and pedestrian facilities by
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 updated design, as described in
Chapter 2 (Section 2.2) of the FEIS, is the outcome of a long
collaboration process.

L-004-010

Thank you for your recommendations for a "world class" pedestrian and
bicycle facility over the Columbia River. Many considerations were
included in the development of such facilities as part of the LPA. Since
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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. See response to comment L-004-009.

L-004-011

Ideas such as eliminating interchanges or reducing posted speeds were
considered during earlier phases of the CRC project, but were dropped
for further consideration because they did not meet the accessibility
goals of the project, did not meet highway design standards, and/or were
not supported by the local jurisdictions.

L-004-012

The proposed new add/drop lanes (i.e., lanes that connect two or more
interchanges) are used to alleviate demand and 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.
These add/drop lanes provide space for these traffic movements 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 LRT, would actually reduce the total daily volume
of traffic using the I-5 and 1-205 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 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.
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Regarding designating lanes for freight, representatives of the
Vancouver-Portland metropolitan area's freight industry served on the
CRC project's Freight Working Group. The Freight Working Group
worked with the project team to determine how best to accommodate
freight needs in the crossing project. The Freight Working Group and
project team analyzed a number of ideas, including truck-only lanes in
the project area. It was determined that truck-only lanes tend to primarily
benefit trucks traveling long distances. For truck-only lanes covering
relatively short distances, the maneuvers required to enter and exit the
truck-only lane limits their usefulness. Several of the region's major truck
freight generators are accessed to and from I-5 in the project area, such
as the Port of Vancouver, the Port of Portland, and the Columbia
Corridor. Truck-only lanes would not effectively benefit trucks traveling
to and from these destinations. Rather than creating truck-only lanes,
the CRC project will benefit truck freight through such actions as
reducing congestion and redesigning interchanges so they are easier
and safer for trucks to use.

L-004-013

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
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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.

Providing express light rail service between Portland and Vancouver
would require a third, and possibly fourth track, to be built through north
Portland without providing access to those residents. This would require
a significant capital investment and greater community impacts that are
not a part of the CRC project.

L-004-014

Project staff have worked with the Pedestrian and Bicycle Advisory
Committee on each interchange. These interchange designs have been
modified to accommodate pedestrian connectivity and cycling. The
facilities will be safer than the current designs. Bike crossings at
interchanges have been significantly improved, with the river crossing
(for bikes) no longer having intersections with vehicles. These are
described in Chapter 2 of the FEIS.

L-004-015

The CRC project is being designed to meet the commitments of 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 vehicle usage
and greater transit ridership. The FEIS also explores a variety of ways
for this project to further sustainability causes (see Chapter 3).

In addition to sustainability, the CRC project design for interchanges,
roadway elements, transit stations, and other facilities will be context-
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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. The
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 has provided input and
guidance on integrating the new facilities with the surrounding
community. A more detailed discussion of bridge designs can be found
in Chapter 2 of the FEIS.

L-004-016

The evaluation of the five alternatives in the DEIS was preceded by an
evaluation and screening of a wide array of possible solutions to the
CRC project's Purpose and Need statement. Chapter 2 of the DEIS
(Section 2.5) and Chapter 2 (Section 2.7) of the FEIS explain how the
project's Sponsoring Agencies solicited the public, stakeholders, other
agencies, and tribes for ideas on how to meet the Purpose and Need.
This effort produced a long list of potential solutions, such as a possible
third transportation corridor across the Columbia River, alternative transit
modes, and techniques for operating the existing highway system more
efficiently. After identifying this wide array of options, the project
evaluated whether and how they met the project's Purpose and Need,
and found that alternatives that do not include improvements to the
existing I-5 facility generally do not address the seismic vulnerability of
the existing I-5 bridges, traffic congestion on I-5, or the existing safety
problems caused by sub-standard design of I-5. Traffic modeling showed
that even significant investment in improving transit options in the
corridor or building a third corridor was not enough to alleviate future
traffic demand and existing safety hazards on I-5. It is important to note
that transit and river crossing components were not eliminated simply
because they could not accommodate future vehicular trips. For
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example, both light rail and tolling help to decrease vehicular demand.
See Chapter 2 (Section 2.7) of the FEIS for more discussion on the
screening process used to develop project alternatives.

L-004-017

As described in Chapter 3, Section 3.4 of the 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. 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 Chapter 3 (Section 3.4) of the
FEIS. 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, Metro's 2010 running of the Metroscope
Model, 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, 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.

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.

There are, as you noted, examples of good planning, integrating
transportation and land use analyses, in places such as Vancouver BC.
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The Portland/ Vancouver area also provides great examples of
integrated, progressive planning. As part of such, this project introduces
light rail transit to Vancouver, includes tolls and congestion pricing. The
investment has been found likely to induce development, though mostly
around light rail stations and within the existing urban area, where high
density, mixed use development is planned and occurring.

L-004-018

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. The 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 is providing input and guidance on integrating the new
facilities with the surrounding community.

The visual and aesthetic analysis in the DEIS was quantitative,

because reviewing agencies and professional staff agreed to use the
FHWA visual assessment methodology. This methodology is the industry
standard, and provides an assessment which can be compared to that of
other similar projects. Additionally, for the DEIS, only major bridge types
and general transit facilities were being assessed. The design had not
progressed to a point where the analysis could take all other factors into
consideration (such as lighting, textures, colors, etc). Inthe

FEIS, designs are refined and assessed in greater detail.

L-004-019
Project staff have met with the Multnomah County Health Department
staff, studied the June 9, 2008 assessment, and incorporated information
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as appropriate. Please see responses to comments from the Multhomah
County Health Department (comment letter L-009).

The evaluation of environmental impacts was not limited to the
immediate project vicinity. The EIS covers regional impacts to air
quality, travel behavior, energy, greenhouse gas emissions, and other
impacts at the regional and larger scales, where there would be potential
meaningful impacts at that scale.

L-004-020

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-004-021

Actually, most evidence and the detailed analyses of individual growth
suggest the project would not encourage dispersed land use patterns.
See discussion in L-004-005 above.

September 2011



Columbia River Crossing
Appendix P

Representatives of the Vancouver-Portland metropolitan area's freight
industry served on the CRC project's Freight Working Group. The
Freight Working Group worked with the project team to determine how
best to accommodate freight needs in the crossing project. The Freight
Working Group and project team analyzed a number of ideas, including
truck-only lanes in the project area. It was determined that truck-only
lanes tend to primarily benefit trucks traveling long distances. For truck-
only lanes covering relatively short distances, the maneuvers required to
enter and exit the truck-only lane limits their usefulness. Several of the
region's major truck freight generators are accessed to and from I-5 in
the project area, such as the Port of Vancouver, the Port of Portland, and
the Columbia Corridor. Truck-only lanes would not effectively benefit
trucks traveling to and from these destinations. Rather than creating
truck-only lanes, the CRC project will benefit truck freight through such
actions as reducing congestion and redesigning interchanges so they
are easier and safer for trucks to use.

The Vancouver-Portland region is a trade hub, acting as a gateway and
distribution center for domestic and international markets. The region
has become a trade hub, in large part, because of its direct access to the
freeway system, navigable rivers, rail lines, and international air
shipping. The region’s continued competitiveness as a trade hub is
dependent on the ability to efficiently move freight on and between these
transportation facilities. Though 1-205 is a convenient, cost-effective
route for some freight trips, it cannot replace the role of I-5 as a freight
route. For many freight trips, 1-205 would be out of direction, adding to
travel time and shipping costs. In addition trucks will travel on I-5
because it is shorter and faster than 1-205. In 2005, the I-5 Interstate
Bridge carried approximately 3,240 more trucks per day or 42 percent
more than the [-205 Glenn Jackson Bridge. Trucks try to avoid
congestion and travel during uncongested periods and because the
travel distance on I-5 from junction to junction is only 19.3 miles
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compared to 25.5 miles on [-205 trucks will travel on I-5. Increased
shipping costs can have a significant impact on the overall costs of doing
business in our region, making us less competitive and threatening our
status as a trade hub.

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 1-205, 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 March 2009, PSC made a final recommendation of 12-
lanes with the condition that a bi-state Columbia Crossing Mobility
Council be formed to monitor the performance of the river crossings and
advise the state DOTs and transit districts on adapting demand
management measures to optimize performance.

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. Two of the three directional add/drop
lanes are primarily between Marine Drive/Hayden Island and SR 14/Mill
Plain Blvd. The project does not propose to add lanes north or south of
the project limits.
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L-004-022

As mentioned in L-004-006, 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. The project will not exacerbate
congestion on I-5 south of the project area, such as at the I-5/1-405

split. There would be fewer daily auto crossings with the project than with
No-Build. Also see response to comment L-004-012 regarding how the
addition of add/drop lanes in this section of I-5 does not necessarily
result in increased traffic further south on I-5.

L-004-023

The project staff has worked closely with Hayden Island residents and
the City of Portland to test design options that would not include an
interchange on the island. These options failed to adequately provide
transportation capacity and address safety goals.

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

September 2011



Columbia River Crossing
Appendix P

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-004-024

The scenic values of particular views are integrated with the design
methodology in the DEIS. With the completion of the FEIS, the Visual
and Aesthetic Technical Report has been updated to include more about
the Urban Design Advisory Group recommendations and

guidelines, including scenic views. The view to the south, from the mid-
point of the bridge will include a wider highway facility than currently
exists. The same view will still include the Portland west hills, portions of
the downtown skyline, and other features in the landscape.

The designs used for the highway are appropriate to high-speed, high
volume, access controlled facilities (the Interstate highway system). The
project also includes local roadways in Portland and Vancouver as well
as light rail, which will also be designed with a sensitivity to scale, speed,
and a dense walkable urban environment.

The project team is working with stakeholders to achieve the goals you
speak of, within the parameters of safe design, reasonable cost, and
public support.

L-004-025

As discussed in the DEIS, a replacement bridge over the Columbia River
will include dramatically improved bicycle and pedestrian facilities. These
facilities will be adequate for both commuters and casual cyclists and
pedestrians. As noted earlier, the new facilities would offer protections
from traffic noise and debris for pedestrians and bicyclists on the river
crossing. A new multi-use path will be constructed on one side of the
new bridge facility but it will accomodate bicyclists and pedestrians
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travelling both north and south.

The new facilities will provide better connections to transit for bicyclists
and pedestrians by adding stairs, ramps, and elevators, as well as
pathway extensions that connect in with existing or planned facilities and
public transit.

Greater details for bicycle and pedestrian facility designs are included in
the FEIS. The design, as described in Chapter 2 (Section 2.2) of the
FEIS, is the outcome of a long collaboration process and the project
appreciates your input.

L-004-026
Please see response to L-004-011.
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