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The project team has focused the evaluation of traffic impacts from CRC

on the I-5 corridor, but has looked at regional impacts too. Current traffic

patterns indicate that the 5 mile segment of I-5 around the river crossing,

which is the area of the CRC project's improvements, influences a larger

portion of the I-5 corridor extending to downtown Portland, as well as the

adjacent I-205 corridor. Downtown Portland is a key destination for

commuters living in Clark County who travel over the I-5 bridges, and  I-

205 is the only alternative north-south corridor that crosses the river in

this region. Therefore, the DEIS and the FEIS analyze traffic

performance, including duration of congestion, traffic volumes, and

speeds along a 23-mile segment of I-5 between downtown Portland and

northern Clark County and the I-205 river crossing. Local roads and

highways adjacent to CRC's I-5 improvements are also included in this

analysis. Traffic patterns on other highways in the region, such as US

26, are largely outside the influence of this project, though are included

in the regional travel demand modeling that underpins the transportation

analysis included in the DEIS and in the FEIS. Traffic performance on

these highways is not discussed in the DEIS or FEIS because their

performance is not meaningfully affected by CRC.
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Many different options for addressing the project's Purpose and Need

were evaluated in a screening process prior to the development and

evaluation of the alternatives in the DEIS. Options eliminated through the

screening process included a new corridor crossing over the Columbia

River (in addition to I-5 and I-205), an arterial crossing between Hayden

Island and downtown Vancouver, a tunnel under the Columbia River,

and various modes of transit other than light rail and bus rapid transit.

Section 2.5 of the DEIS explains why a third corridor, arterial crossing,

and several transit modes evaluated in screening were dropped from

further consideration because they did not meet the Purpose and Need.

Regarding a supplemental bridge alternative, 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.
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Thank you for taking the time to submit your comments on the I-5 CRC

DEIS. In the appendix to the DEIS, the land use technical memorandum

provided pages of detailed assessment of the TOD and land use impacts
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of light rail transit. The FEIS has, as you recommended, continued the

analysis with more detailed information about the location of light rail

stations and alignments. 

The DEIS was used to facilitate a decision on the Locally Preferred

Alternative (LPA).  But, with the completion of the DEIS, only certain

decisions were made as a part of the LPA - bridge type, transit mode,

transit terminus.  Following on the LPA decision, the Vancouver Working

Group was formed to develop a recommendation on the details of the

transit service, including the alignment in downtown and the location of

stations, as shown in Chapter 2 of the FEIS.   
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While climate change is not one of the problems this project seeks to

address, it is nevertheless an important consideration because of the

strong connection between transportation and GHG emissions. By

causing more travelers to use transit or other alternative modes and

improving the efficiency that cars and trucks operate in the project

corridor, CRC provides a modest reduction in vehicular GHG emissions

in this area. More significant gains may also be possible as a result of

land use changes induced by this project. TOD is expected to occur

around new light rail stations on Hayden Island and in downtown

Vancouver. TOD can reduce GHG emissions by providing compact

development and by encouraging greater use of nearby transit facilities.

However, it is difficult to quantify the degree and precise nature of TOD

that would be induced by this project and therefore tenuous to estimate

GHG emission reductions from this development. FEIS does address

this topic, but does so qualitatively rather than accounting for any

emissions reductions in the GHG emissions analysis.
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Throughout the planning process and through construction, the CRC

project is committed to minimizing construction related environmental

Columbia River Crossing

Appendix P September 2011



effects. Potential temporary effects, and potential measures to

avoid/reduce those effects, were described in each section of Chapter 3

of the DEIS. Measures the CRC project proposes to mitigate these

effects are described in each section of Chapter 3 of the FEIS. These

mitigation measures have been developed through consultation with

federal, state, and local agencies, and community stakeholders.  These

measures are intended to ensure that construction activities will comply

with regulatory requirements and will minimize impacts to people living

and working in the project area during construction.

Additional information on temporary impacts will be developed after the

publication of the FEIS. The NEPA process does not allow a project to

complete more than a 30% design. Similarly, the staging and

construction plans have not been fully developed to be included in the

FEIS. Instead the DOT's and the transit agencies will continue to work

with citizens, business owners, and people like yourself, throughout the

later design and construction periods.

 

B-036-006

The FEIS includes an evaluation of how gas prices and petroleum supply

may affect travel demand. However, as discussed in Chapter 3 (Section

3.19) of the FEIS, factors such as increasing fuel efficiencies, alternative

fuels, and increasing population size may counteract the effect of

increasing gas prices. Regarding demographic trends, these are

accounted for in the analysis, and despite an aging population, long-

term regional job growth is anticipated. 
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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-
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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

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.
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