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EXECUTIVE SUMMARY

The Third Bridge Now group has identified a set of solutions, collectively called the Third Bridge Corridor,
designed to improve transportation mobility and safety for all modes of travel in the Columbia River
Crossing (CRC) area. The Third Bridge Corridor has been dismissed as an option from the CRC EIS
without thorough evaluation. This report provides an overview of the area transportation issues and
assesses potential benefits of the Third Bridge Corridor proposal.

Traffic Concerns and History

Interstate 5 is critical to the local, regional, and national economy.

Existing travel demand exceeds capacity in the I-5 Columbia River crossing. Spillover traffic from
I-5 increases local congestion.

Growing demand and congestion will result in increasing delay, costs, and uncertainty for all
businesses that rely on this corridor for freight movement.

Freight volumes moved by truck are projected to more than double within 25 years, and vehicle
hours of delay are projected to increase by more than 90% over the next 20 years.

The Columbia River Crossing project has moved forward with a focus on improvements to
Interstate 5 only.

Third Bridge Corridor Proposal

This proposal has evolved from previous “west bridge” proposals developed over the last ten
years.

The Third Bridge Now proposal is essentially the same as the original Bi-State Industrial Corridor
freeway proposal with the addition of seismic upgrades to the existing I-5 bridge.

This approach would provide a new freeway connection between downtown Vancouver and US
30 in Oregon by way of a new Columbia River bridge approximately one mile west of the existing
I-5 bridge.

This plan also includes a new heavy speed rail bridge and a tunnel to Swan Island for vehicles,
bicycles, pedestrians, and heavy speed rail.

Interchange access to downtown Vancouver, Hayden Island, Port of Vancouver and Port of
Portland properties, and north Portland would be provided.

This plan has the potential for phased implementation.

Third Bridge Corridor Benefits

Adds roadway capacity, reduces congestion and maximizes use of existing infrastructure.
Improves industrial access and separates freight traffic from residential traffic.

Would have less impact to the built environment, including historical sites.

Provides an additional freeway route across the Columbia River and a second access to Hayden
Island.

Reduces truck traffic on I-5 within the Bridge Influence Area.

Reduces cut-through traffic in residential areas.

Would be constructed in areas where there are currently few existing buildings that would be
impacted.

Provides potential as an alternate route during construction of proposed I-5 bridge widening.
Better satisfies numerous regional plan goals and policies.

SHEA - CARR - JEWELL March 2011
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INTRODUCTION

Significant effort has gone into identifying a preferred solution for improving transportation mobility
and safety for all modes of travel across the Columbia River between the Portland and Vancouver metro
areas. The CRC Project Team was established as a multi-jurisdictional group to undertake an
environmental impact study for a new river crossing and potential improvements in the study area. The
study was to look at a variety of options including replacement and supplemental bridges for vehicle and
transit use, as well as a no-build scenario.

The Third Bridge Now group has been active in the public process of evaluating the most efficient and
cost-effective potential solutions. The Third Bridge Now group has identified a set of solutions
(collectively referred to as the Third Bridge Corridor) that could provide exceptional benefit for multi-
modal mobility in the study area. As of now the Third Bridge Corridor has not yet been accurately
analyzed and was dismissed as an option without receiving thorough evaluation in the Environmental
Impact Statement.

The following report provides a brief overview of the transportation issues and attendant planning
efforts in the area and an assessment of the potential benefits of the Third Bridge Corridor proposal. A
summary table listing the major technical and planning documents reviewed for this Preliminary Benefit
Analysis is provided in Appendix A. The summary table shows an overview of the elements covered in
each of the reviewed documents.

SHEA - CARR - JEWELL March 2011
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PROJECT OVERVIEW

The following overview of the underlying traffic concerns in the area and history of the project is
summarized from documentation prepared by the CRC Project Team:

The Portland/Vancouver area’s location at the convergence of two major rivers, two
transcontinental rail lines, two interstate highways, and one international airport is a unique
trade and transportation advantage. This allows businesses to transport goods from ships and
planes to trucks and railcars in a low-cost, timely manner. Because of this advantage, Portland
ranks first on the West Coast of the United States in terms of the value of wholesale trade per
capita. Employment in the transportation and distribution sectors represents a higher share of
total employment than it does in most other cities, including Seattle and Los Angeles.

Interstate 5 (I-5) is the only continuous interstate on the West Coast and, as such, is critical to
the local, regional, and national economy. The I-5 Columbia River Bridge connects Portland and
Vancouver for work, recreation, shopping, and entertainment. The Interstate 205 (I-205)
crossing, about five miles east, is the only other highway crossing over the Columbia River within
the metropolitan region. The number of crossings is unusually low compared to other metro
areas in the country with river barriers and comparable populations.

The existing travel demand exceeds capacity in the I-5 Columbia River crossing and associated
interchanges, causing heavy congestion and delay lasting two-to-five hours during both the
morning and afternoon peak travel periods. Spillover traffic from I-5 onto parallel arterials
increases local congestion.

The region’s economy is transportation-dependent for the movement of freight. Increasing
congestion will significantly impact the region’s ability to maintain and grow business, as well as
quality of life. Even with planned transportation improvements, the transportation system will
not keep pace with projected increases in freight and general traffic. Congestion is already
impacting businesses and hurting their competitiveness. Growing demand and congestion will
result in increasing delay, costs, and uncertainty for all businesses that rely on this corridor for
freight movement. Freight volumes moved by truck to and from the area are projected to more
than double over the next 25 years, and vehicle hours of delay are projected to increase by
more than 90% over the next 20 years. Daily traffic demand is projected to increase by 40%
within the next 20 years, with stop-and-go conditions increasing to at least to 10 to 12 hours
each day if no improvements are made.

In broad terms, the existing and projected traffic congestion on Interstate 5 and associated limitations to
freight mobility in the Columbia River crossing area could be addressed by some combination of the
following:

e Reducing travel demand in the area
e Improving the capacity of Interstate 5 in the Portland/Vancouver metro area
e Providing additional capacity via new river crossings

SHEA - CARR - JEWELL March 2011
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The CRC project has moved forward with a focus on improvements to Interstate 5. Other improvement
options did not score favorably based on the defined scope of the screening process and narrow
definition of the Interstate 5 Bridge Influence Area (BIA) shown later on Figure 1.

A third bridge option in the vicinity of the BNSF railroad bridge, approximately one mile west of I-5,
would offer capacity and safety benefits to the metro area in general and Interstate 5 specifically and
also offers benefits that Interstate 5-only improvements do not offer. These unique benefits include
providing direct freeway access for freight, reduced impact to the built environment (including
businesses and historic sites), and an alternate route in case of obstruction to the Interstate 5 bridges. A
third bridge could also be considered as an important bypass route to improve traffic flows in the area
during construction periods on the Interstate 5 bridges.

SHEA - CARR - JEWELL March 2011
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COLUMBIA RIVER CROSSING (CRC) PROJECT PURPOSE AND NEED

As study of cross-river mobility in the area progressed, the specific goals of the study were defined to
guide the next phase of potential project screening. Drawing on the recommendations of the bi-state
task force (adopted in the I-5 Partnership June 2002 Final Strategic Plan) and on community input
collected at stakeholder meetings in 2005 and 2006, the CRC Task Force and the project co-lead
agencies developed a Purpose and Need statement in advance of the preparation of a Draft
Environmental Impact Statement (DEIS). Through this process the scope of the study was refined to
specifically address the Interstate 5 crossing. The following excerpts are from Chapter 1 of the CRC DEIS
defining the Purpose and Need of the Columbia River Crossing project.

Project Purpose
“The purpose of the proposed action is to improve Interstate 5 corridor mobility by addressing
present and future travel demand and mobility needs in the Columbia River Bridge Influence
Area (BIA). The BIA extends from approximately Columbia Boulevard in the south to SR 500 in
the north. Relative to the No-Build alternative, the proposed action is intended to achieve the
following objectives:

a) improve travel safety and traffic operations on the Interstate 5 crossing’s bridges and
associated interchanges;

b) improve...public transportation modal alternatives in the BIA;
c) improve highway freight mobility...in the BIA; and

d) improve the Interstate 5 river crossing’s structural integrity.”

Project Need
The project need is also defined in Chapter 1 of the CRC DEIS. The following is a listing of the
major categories of project need; each of the identified needs is described in more detail in the
DEIS.

“The specific needs to be addressed by the proposed action include:

e Growing Travel Demand and Congestion...

Impaired freight movement...

Limited public transportation operation, connectivity, and reliability...
Safety and Vulnerability to Incidents...

Substandard bicycle and pedestrian facilities...

Seismic vulnerability...”

In the context of the CRC study, the Interstate 5 “corridor” Bridge Influence Area was defined to include
just Interstate 5 and not broader north-south transportation options (existing or proposed) in the
vicinity.

SHEA - CARR - JEWELL March 2011
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THIRD BRIDGE CORRIDOR PROPOSAL

History

The Third Bridge Corridor proposal has evolved from previous “west bridge” proposals that included
similar alignment. In 2000 the Northwest Passage was proposed that included a four-lane expressway
from the Port of Vancouver to US 30, generally along the BNSF alignment.

In 2003 the Bi-State Industrial Corridor was proposed as a freeway connecting I-5 at Mill Plain Blvd to US
30 near Linnton. The proposal included six general purpose (GP) lanes and two transit-oriented lanes as
well as provision for non-motorized use and commuter and freight rail. The Bi-State Industrial Corridor
was analyzed by the CRC (listed as option RC-14) as a four-lane surface arterial, not a freeway. The RC-
14 project began at the Port of Vancouver and ended at Marine Drive and lacked a direct connection to
I-5 or US 30.

The Third Bridge Corridor is essentially the same as the original Bi-State Industrial Corridor freeway
proposal with the additional provision of seismic upgrades to the existing I-5 bridges. The following is a
more thorough description of the Third Bridge Corridor as it is envisioned. Figure 1 shows a conceptual
layout of the Third Bridge Corridor proposal.

Third Bridge Corridor Proposal Overview

The Third Bridge Corridor proposal would provide a new freeway connection between downtown
Vancouver and US 30 in Oregon via a new Columbia River bridge approximately 1 mile west of the
existing Interstate 5 bridges. The freeway would include six general purpose lanes, two center managed
lanes for emergency vehicles and buses, and bicycle and pedestrian paths along the entire route. A new
heavy speed rail bridge and a new two-lane tunnel to Swan Island for vehicles, bicycles, pedestrians, and
heavy speed rail are included in the proposal. Interchange access would be provided to downtown
Vancouver, Hayden Island, and locations in North Portland. The alignment would extend from I-5 at Mill
Plain Boulevard, west to the Port of Vancouver, south following the BNSF rail line and North Portland
Road, west paralleling Columbia Blvd to North Time Oil Road and across to US 30 at approximately NW
Marina Way.

The following is a description of the individual sections and components of the proposal:

I-5 (at Mill Plain Boulevard in Washington) to Columbia River

This would be an elevated freeway section (viaduct) with three GP lanes in each direction and an
additional lane in each direction for emergency vehicles and buses. The roadway would connect to
Interstate 5 near East Mill Plain Boulevard at a high capacity interchange and would extend east-west
along the SR 501 alignment to the vicinity of Lincoln Avenue, where it would turn to north-south near
Port Way (and the BNSF rail line). Interchange access to the elevated freeway would be provided at I-5
and in the industrial area near the West 11" Street/Hill Street intersection.

Columbia River Crossing

The proposed roadway would cross the Columbia River and Hayden Island via a new eight-lane bridge
(or bridges) near the current BNSF rail bridge. The bridge would provide three GP lanes and one
bus/emergency vehicle lane in each direction. The bridge would also provide separated bicycle and
pedestrian lanes. An interchange would provide access to Hayden Island. The north span (from
Vancouver to Hayden Island) would be constructed at a height to provide adequate full-time clearance
for navigation channels on the Columbia River.

SHEA - CARR - JEWELL March 2011
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North Marine Drive to Columbia Slough

This section would be constructed as an at-grade freeway running north-south parallel to the BNSF
tracks between the Columbia River and the Columbia Slough. This section would provide three GP lanes
in each direction with an additional bus/emergency lane in each direction. The freeway would continue
to the west and interchange access would be provided to North Columbia Boulevard. Interchange
access may also be provided directly to Marine Drive.

North Portland Boulevard to US 30

This would continue as an at-grade freeway section along the Columbia Slough to the Willamette River
in the vicinity of North Time Oil Drive. The freeway section would provide three GP lanes in each
direction with an additional bus/emergency lane in each direction. The new freeway route would cross
the Willamette River at a new eight-lane bridge intersecting US 30 near NW Marine Drive. The new
freeway would be elevated between approximately North Lombard Street and at the intersection with
US 30. In this section, interchange access would be provided to North Lombard Street and US 30.

North Columbia Boulevard to Swan Island
A two lane arterial roadway would be constructed below grade via an expansion or addition to the
existing rail tunnel alignment between North Columbia Boulevard and North Willamette Boulevard.

Commuter and Freight Rail

As proposed, the Third Bridge Corridor would include a rail component. The new Columbia River Bridge
would include provision for heavy rail crossing to accommodate freight and commuter rail. The project
would also include appropriate connections to the existing rail lines to provide optimum access for
commuter rail and transcontinental industrial rail lines.

Pedestrian and Bicycle Access

The new bridges would be constructed with sidewalks and bicycle lanes separated from vehicular traffic.
The overall project would be designed to provide connections to existing pedestrian and bicycle facilities
within the area and would fill in the gaps in service where possible, providing continuous non-motorized
connections between downtown Vancouver and US 30 and Swan Island.

Seismic Retrofit to the Interstate 5 Bridges

The Interstate 5 bridges at the Columbia River crossing do not meet current seismic design standards
and would be vulnerable in a major seismic event'. To greatly increase bridge survivability in the event
of a major earthquake, the existing I-5 bridges would be seismically retrofitted.

Potential for Phased Implementation
The Third Bridge Corridor is easily defined in four geographic sections:

e Bridge across the Columbia River

e Freeway section from the Columbia River to US 30

e Viaduct from I-5 to the Columbia River

e Tunnel arterial section from Columbia Boulevard to Swan Island

! Page 3-29 CRC Draft Components Step A Screening Report, March 2006

SHEA - CARR - JEWELL March 2011
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Because each section offers immediate benefit to the transportation system independently of the rest,
the project lends itself well to phased implementation. Phased construction of the project along these
four geographic sections could proceed incrementally as transportation demand increases and funding
becomes available.

SHEA - CARR - JEWELL March 2011
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THIRD BRIDGE CORRIDOR BENEFITS

The following is a brief summary of the benefits that could be expected by construction of the Third
Bridge Corridor relative to constructing only improvements to Interstate 5.

e Added Roadway Capacity/Reduced Congestion
The Third Bridge Project would add significant new vehicle capacity within the area. The new
freeway section would have a daily carrying capacity of approximately 120,000 vehicles®. This
additional capacity could reduce traffic and improve operations on the surface streets within
North Portland and the Port of Vancouver area and would be expected to draw a significant
amount of existing and latent traffic demand from Interstate 5.

e Improved Industrial Access/Separation of Freight Traffic and Residential Traffic
Truck traffic from the Port of Vancouver and Port of Portland currently uses surface streets in
the area to access I-5 and US 30. Portions of North Columbia Boulevard, North Lombard Street,
North Going Street and North Greeley Avenue are designated “Priority Truck Streets” in the City
of Portland Freight Master Plan, and each of these routes also provides access to residential
neighborhoods. Construction of the Third Bridge Corridor would provide a more direct route to
I-5 and US 30 from the North Portland Rivergate area and would reduce the volume of truck
traffic on those streets. The St Johns Bridge provides the primary access to US 30 from the
Rivergate area. Construction of a new Willamette River crossing could greatly reduce the
volume of truck trips on the historic bridge.

Commercial, residential, and industrial traffic on Hayden Island currently shares the only access
to the island via Interstate 5. The Third Bridge Corridor would provide a second freeway access
to Hayden Island adjacent to the primary business center on the Island.

e Reduced Impact to the Built Environment
In the Bridge Influence Area, Interstate 5 runs through almost entirely built environment. |-5
widening and interchange improvements will impact many properties, particularly on Hayden
Island and the Fort Vancouver National Historic Site. Most of the proposed Third Bridge
Corridor alignment is in areas that currently do not have existing buildings and could be less
impactful to the built environment. Also, the Third Bridge Corridor would not be expected to
adversely impact the Fort Vancouver Historical Site. Appendix B contains documentation
regarding Section 4(f) of the Department of Transportation Act which deals with rules regarding
impacts to historic sites and other sensitive properties.

e Enhanced Safety
The Third Bridge Corridor would provide:
o Route Redundancy
Currently, there is only one Columbia River crossing in the vicinity, which leaves the area
vulnerable to severe mobility disruption in case of temporary closure of all or part of the
I-5 bridges. The parallel route of the Third Bridge Corridor would provide an additional
freeway route across the Columbia River and a second access to Hayden Island.

? Based on a generalized daily capacity of 20,000 vehicles per lane

SHEA - CARR - JEWELL March 2011
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o Reduced Trucks on I-5
With completion of the Third Bridge Corridor, truck traffic from the Port of Portland
could access Interstate 5 to/from the north via the new Columbia River bridge, which
would likely result in a reduction in truck traffic on Interstate 5 within the Bridge
Influence Area. An incremental reduction in truck traffic on I-5 in the BIA and reduced
entering and exiting truck traffic at the interchanges could reduce merge/weave friction
and have a positive effect on the crash rates within the study area. Reducing truck
traffic on the existing I-5 bridges may also help improve the lifespan of the bridges.

o Reduced Cut-Through Traffic in Residential Areas
When faced with congestion along a preferred route, drivers may opt to detour to
routes that are longer but are perceived to be quicker and less congested. Anecdotal
evidence indicates that currently peak period congestion on Interstate 5 in the BIA
results in drivers using neighborhood roads to bypass congestion in travelling to/from
Interstate 5.

e Potential Cost and Speed of Construction
Much of the Third Bridge Corridor would be constructed along areas where there are currently
few existing buildings that would be directly impacted. Also, construction of the proposed new
Columbia River bridges would have minimal impact on existing roads serving the area. The
relative “openness” of the proposed alighment could translate to reduced construction impacts,
increased speed of construction and reduced cost relative to the I-5 bridge construction project.

While portions of the route would be relatively easily constructed, the elevated “viaduct”
sections would require more comprehensive review to identify optimum routes and
construction staging to minimize impacts to the built environment and to existing traffic flows.

e Potential as a Construction Detour Route for the Proposed I-5 Bridge Widening
The Third Bridge concept has been identified in a number of local planning documents for
further analysis to alleviate traffic congestion and improve regional freight mobility. It is likely
that some form of the project will be constructed in the future. If the Third Bridge Corridor
were to be constructed prior to implementation of an Interstate 5 Columbia River crossing
project, it would provide tremendous benefit as an alternate route during I-5 bridge
construction. The construction staging potential of the Third Bridge Corridor should be
evaluated for inclusion as part of an Interstate 5 bridge construction plan.

SHEA - CARR - JEWELL March 2011
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COMPLIANCE WITH REGIONAL PLANS

Significant planning efforts have been completed and documented regarding transportation, freight
mobility, transit, non-motorized access and safety issues within the Portland-Vancouver metro area. We
have provided a partial listing of goals and policies described in these planning documents that would be
addressed in whole or part by the Third Bridge Corridor. Many of these goals and policies would be
better satisfied by the Third Bridge Corridor improvements than by improvements to the existing I-5

bridges alone.

The following table identifies a regional goal or policy and then provides an assessment of how well the
I-5 crossing improvements and Third Bridge Corridor improvements address each one. This assessment
is for illustrative purposes and is not intended to compare all facets of the two projects. The complete

text from the referenced planning documents is provided in Appendix C.

Question: How well does the proposed improvement (CRC I-5 bridge or Third Bridge Corridor) address the

following regional goal or policy?

Possible answers:

0) does not address

1) somewhat addresses
2) significantly addresses

City of Portland Freight Master Plan, May 10, 2006

Addressed
by Third
Addressed Bridge
Goal/Policy by CRC plan Corridor
Initiate a North Willamette River Crossing Study to assess the 0 2
feasibility of a new bridge between Rivergate and US 30
Construct a new west Hayden Bridge from Marine Drive to Hayden 0 2
Island
City of Portland Comprehensive Plan
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Goal 5.4 Transportation System; Objective A: Support Multimodal 1 2
freight transportation improvements
Policy 6.9 Objective B. Provide Regional Truckway interchanges that 0 5
directly serve freight districts
Policy 6.29 Multimodal Freight System; Support a well-integrated
freight system that includes truck, rail, marine, air, and pipeline modes 1 1
as vital to a healthy economy
SHEA - CARR -~ JEWELL March 2011
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Clark County Freight Mobility Study, Draft Technical Memorandum 4.B, May 25, 2010

Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Invest in freight mobility to support industrial development goals and 1 )
job creation
Strategies for a Sustainable and Prosperous Region, September 2009, Metro
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Make transportation investments that increase safe, affordable and
convenient travel options for everyone and help the region’s 1 2
businesses and industry remain competitive
Increase transportation choice, protect air quality, and reduce
congestion by accelerating development of transit, biking and walking 2 2
facilities
2001 Oregon Rail Plan
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Economic development
Policy 3b: assure effective (rail) transportation linkages for goods and 1 2
passengers
Freight Rail Policy
Policy 1: Increase economic opportunities for the state by having a 0 2
viable and competitive rail system
Freight Rail Policy
Policy 4: ...Assist in removing constraints to improved railroad 0 1
operating efficiency within urbanized areas
St. Johns Truck Strategy, May 2001, City of Portland
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Reduce through or non-local truck trips in predominantly residential
. . . 0 2
and retail-commercial areas of the North Portland peninsula
SHEA - CARR - JEWELL March 2011
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...Protect the St. Johns residential and commercial hub from through-

truck infiltration 0 2
Identify ways in which truck routing can be improved to and from the 0 5
St. Johns Bridge, Rivergate and I-5
Build a bridge between the Rivergate Industrial District and US-30 0 2
Portland Freight Committee’s Strategic Freight Initiative, July 6, 2005
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Advance i-5 trade corridor projects (highway/rail and relocated BNSF 1 1
rail bridge span opening)
Construct a bridge between US 30 and Rivergate 0 2
Portland/Vancouver I-5 Trade Corridor Study, December 1999
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
Building blocks we recommend for further evaluation should be:
Providing new highway and transit capacity across the ) )
Columbia River and in the I-5 corridor
Improving critical freight arterials in the corridor such as 1 1
Marine Drive and Columbia Boulevard
Improving the freight rail system in the corridor 0 2
Independent Review Panel Final Report, July 27, 2010
Satisfied by
Satisfied by | Third Bridge
Goal/Policy CRC plan Corridor
...extending light rail transit from expo center to downtown 5 5
Vancouver...
SHEA - CARR - JEWELL March 2011
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COLUMBIA RIVER CROSSING DEIS EVALUATION, INITIAL PRE-SCREENING

The CRC Project Team collected a large number of potential transportation improvement options to be
considered for the CRC DEIS. The group went through an initial screening to reduce the number of

options to an amount that would be assessed more thoroughly in the DEIS. The CRC Draft Components
Step A Screening Report was published dated March 22, 2006, which described the evaluation process.

The potential improvements were grouped into categories or “components” of distinct transportation
modes or strategies for evaluation. The categories are listed below:

1) Transit

2) River Crossings

3) Roadways North (of the Columbia River)

4) Roadways South (of the Columbia River)

5) Freight

6) Transportation System/Demand Management (TSM/TDM)
7) Bicycles

8) Pedestrians

The improvement options were divided into two main categories for review: Transit Components and
River Crossing Components. Each of the components was then screened based on the questions in the
table below. The questions were formulated to evaluate how each potential improvement addressed
the purpose and need of the project.

Table 2-1. Component Categories and Relevant Step A Questions
(Excerpted from page 2-2 of the Draft Components Step A Screening Report)
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Question: Does the component
1. Increase vehicular capacity or decrease vehicular demand within the bridge influence area? X X
2. Improve transit performance within the bridge influence area? X X
3. Improve freight mobility within the bridge influence area? X
4. Improve safety and decrease vulnerability to incidents within the bridge influence area? X X
5. Improve bicycle and pedestrian mobility within the bridge influence area? X
6. Reduce seismic risk of the I-5 Columbia River crossing? X

Note: components were only screened against questions indicated by X

Twenty-three different river crossing components were evaluated (identified as RC-1 through RC-23).
Components RC-14 through RC-19, RC-21 and RC-22 were identified as “New Corridor” components. Of
those, RC-14 and RC-15 were considered new “west” crossings in the vicinity of the existing BNSF rail
crossing and most closely represent the Third Bridge Corridor proposal.

The following is a description of RC-14 from the CRC Draft Components Step A Screening Report:

SHEA - CARR - JEWELL March 2011
Page 14




Third Bridge Corridor Preliminary Benefit Analysis

“This component creates a multi-modal bi-state industrial corridor next to the BNSF rail crossing
west of the existing I-5 bridges. The north end would start near Mill Plain and Fourth Plain
Boulevards in Vancouver and it would travel through Hayden Island connecting to Marine Drive near
North Portland road. This crossing would accommodate freight trains, trucks, autos, bus transit,
bikes/pedestrians and potentially light rail.”

RC-14 was removed from consideration because it was determined that it failed questions 2, 4, 5 and 6.
RC-15 is similar to RC-14, except that it would also raise the elevation of a portion of the existing
Interstate 5 bridges to eliminate the lift span and add two center turn lanes between the existing I-5
bridges. RC-15 was removed from consideration because it was determined that widening the existing
bridges to accommodate additional travel lanes was not feasible, and without that component the
results were essentially the same as RC-14.

The following shows the CRC “Rationale for Not Advancing” RC-14 (in italics quoted from page 5-15 of
the Draft Components Step A Screening Report) with our added discussion of the four questions that RC-
14 was determined to not adequately address:

CRC Rationale For Not Advancing

e This component fails Question #2. It would not improve transit service to the identified I-5
corridor transit markets, nor does it improve the performance of the existing transit system
within the Bridge Influence Area.

RC-14 (and the Third Bridge Corridor) would provide significant transit infrastructure (dedicated bus
lanes and a light or commuter rail component) and a reduction in traffic volumes on Interstate 5 relative
to the no-build scenario. However, because the new route is outside of the narrowly defined “Bridge
Influence Area” (BIA) it is shown to not satisfy Question #2.

Conclusion: It is our assessment that the Third Bridge Corridor option is near enough to Interstate 5 and
provides sufficient benefit to the north-south transit movement that it may be functionally equivalent to
transit options constructed on or directly adjacent to Interstate 5.

CRC Rationale For Not Advancing

e This component fails Question #4. Year 2020 I-5 peak traffic demands are projected to increase
over 15 percent over 2005 conditions and without added capacity and a re-design of the Bridge
Influence Area to meet standards, collisions are expected to increase approximately 40% over
2005 conditions.

This criterion is not satisfied because, as analyzed, RC-14 did not draw enough traffic away from
Interstate 5 to maintain future traffic volumes on I-5 at or below current levels.

Potential Traffic Volume Reduction on Interstate 5

RC-14 was evaluated as a four-lane surface arterial roadway; as such it could be estimated to have a
daily capacity of approximately 40,000 vehicles (based on 10,000 Average Daily Traffic (ADT) per lane).
Modeling efforts indicate that the RC-14 corridor would carry between 38,000 and 46,000 vehicles per
day® across the Columbia River and would be at capacity at opening.

3 Page 25; Southwest Washington Regional Transportation Council (RTC) Transportation Corridors Visioning Study
Summary Report
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Third Bridge Corridor Preliminary Benefit Analysis

The original intent of the Bi-State Industrial Corridor, on which RC-14 was based, was for it to provide
freeway capacity between I-5 and US 30. It does not appear that RC-14 has been analyzed as a freeway.
Itis likely that the route would attract much more than 38,000 to 46,000 ADT as a limited access six-lane
freeway.

Within the geographic area bounded by the Columbia River to the north, the Willamette River to the
west and south, and Interstate 5 to the east (which could be described as the Oregon “traffic-shed” for
the Third Bridge Corridor), there are at least eight roadways that provide direct access to I-5 in/out of
the area (roadways that provide interchange access to/from the south only were not included), and one
roadway that provides access to US 30. Figure 2 shows the existing ADTs on these roadways, which
indicates a total existing “traffic-shed” of 195,000 ADT. This does not include trips beginning and ending
within the area or trips that use roads that do not provide direct access to to/from the north on
Interstate 5 (for example, ADT on North Columbia Boulevard was not included in the total). A significant
portion of this traffic could be expected to use the proposed Third Bridge Corridor.

In addition to the potentially underestimated reduction of traffic volumes on Interstate 5, another factor
could influence safety in the I-5 Bridge Influence Area. The Third Bridge Corridor would reduce truck
traffic entering and exiting Interstate 5 in the study area, which would improve the traffic merge
operation at the interchanges. This would likely result in a reduction in accidents at these locations.

Conclusion: Additional modeling work is warranted to identify the potential traffic volumes that would
be drawn to the new route and away from Interstate 5. If the Third Bridge Corridor were predicted to
draw sufficient traffic volumes away from Interstate 5, Question #4 would be satisfied.

CRC Rationale For Not Advancing

e This component fails Question #5. This component would not improve or provide a new multi-
use pathway across the Columbia River in the I-5 corridor, nor does it improve bike/pedestrian
connections.

Bicycle and pedestrian connections were a component of the Bi-State Industrial Corridor option and
could have been included as part of the RC-14 option.

Conclusion: The Third Bridge Corridor option contains a significant bicycle pedestrian component and
would satisfy Question #5.

CRC Rationale For Not Advancing

e This component fails Question #6. River crossing components that locate new structures outside
of the I-5 corridor are not assumed to upgrade the existing bridges and therefore the seismic risk
of the I-5 bridges would not be reduced.

The construction of a new bridge across the Columbia River approximately one mile from Interstate 5
would improve the seismic bridge “health” within the I-5 corridor by providing a parallel route near
Interstate 5 constructed to current seismic standards. In addition, the Third Bridge Corridor proposal
includes seismically retrofitting the existing Interstate 5 bridges, to the extent that it is feasible.

Conclusion: With a broader description of I-5 corridor as described in previous I-5 corridor studies,
and/or with the seismic upgrade to the I-5 bridges, Question #6 would be satisfied.

SHEA - CARR - JEWELL March 2011
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Third Bridge Corridor Preliminary Benefit Analysis

SUMMARY AND RECOMMENDATIONS

e The Third Bridge Corridor provides most, if not all, of what is required of a preferred CRC project

e The Third Bridge Corridor addresses many goals and policies identified by multiple planning
agencies in the area — often better than the CRC I-5 bridge project

e The Third Bridge Corridor provides route redundancy and improves safety in the area in case of
temporary disruption to other routes

e The Third Bridge Corridor would provide great benefit as a detour route during construction on
I-5

e The Third Bridge Corridor freeway concept has not yet been analyzed and properly vetted. The
high potential benefits of the Third Bridge Corridor warrant a more thorough review of the
option as a part of the CRC DEIS

e The CRC DEIS Project Team should re-evaluate the RC-14 option based on the Third Bridge
Corridor conceptual plan to identify the full benefit of the proposal

e The CRC DEIS Project Team should consider the possibility of implementing all or part of the
Third Bridge Now project in conjunction with improvements to the Interstate 5 bridges and
freeway

SHEA - CARR - JEWELL March 2011
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Appendix A - Major Documents Reviewed/Elements Covered
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Transportation Corridor Visioning Study - by Southwest Washington

Regional Transportation Council (SWRTC): April, 2008 X X X X X

Regional Economic Effects of the I-5 Corridor/Columbia River Crossing

Transportation Choke Points: April, 2003 X

Draft Strategic Plan Recommendation - by Portland/Vancouver

Transportation and Trade Partnership: January, 2002. X X X X

Final Draft Review of Regional Freight Plan: August, 2009 X

Metro Draft Discussion Guide: November, 2008 X X X X X

Atlas of Mobility Corridors Draft 1.0: April, 2009 X X

St. Johns Truck Strategy Report and Recommendations - by City of

Portland: May, 2001

Portland/Vancouver I-5 Transportation and Trade Partnership Final

Strategic Plan: June, 2002 X X X X X X

Impresa Economics Financial Analysis of the Columbia River Crossing:

October, 2010 X X X

Preliminary Urban Growth Report: March and May, 2009

Congestion Management Process Monitering Report - by SWRTC: 2009 X X X

Clark County Freight Mobility Study Draft Tech Memo 4.B: May, 2010

City of Portland Freight Master Plan: May, 2006 X X

The Cost of Congestion to the Economy of the Portland Region:

December, 2005 X X X X X X

Portland/Vancouver I-5 Trade Corridor Freight Feasibility and Needs

Assessment Final Report: January, 2000 X X X X X X

Interstate 5 Columbia River Crossing Traffic Technical Report: January, X X X X X

2008

CRC Draft Components Step A Screening Report: March 22, 2006 X X X X X X

Note: This table represents many of the major studies reviewed for this report, but does not represent a complete listing of all available technical and planning studies.
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Section 4(f) at a Glance

What is Section 4(f)? Section 4(f) refers to the original section within the U.S.
Department of Transportation Act of 1966 which established the requirement for
consideration of park and recreational lands, wildlife and waterfowl refuges, and
historic sites in transportation project development. The law, now codified in 49
U.S.C. §303 and 23 U.S.C. §138, is implemented by the Federal Highway
Administration (FHWA) through the regulation 23 CFR 774.

When does Section 4(f) apply? Section 4(f) applies to projects that receive

funding from or require approval by an agency of the U.S. Department of
Transportation. Section 4(f) is considered by many to be a complex law.

What does Section 4(f) require? Before approving a project that uses Section 4(f)
property, FHWA must either (1) determine that the impacts are de minimis (see

discussion below), or (2) undertake a Section 4(f) Evaluation. If the Section 4(f)
Evaluation identifies a feasible and prudent alternative that completely avoids
Section 4(f) properties, it must be selected. If there is no feasible and prudent
alternative that avoids all Section 4(f) properties, FHWA has some discretion in
selecting the alternative that causes the least overall harm (see discussion below).
FHWA must also find that all possible planning to minimize harm to the Section 4(f)
property has occurred.

What are Section 4(f) properties? Section 4(f) properties include publicly owned

public parks, recreation areas, and wildlife or waterfow! refuges, or any publicly or
privately owned historic site listed or eligible for listing on the National Register of
Historic Places.

What is a use? Use of a Section 4(f) property occurs: (1) when land is permanently
incorporated into a transportation facility; or (2) when there is a temporary
occupancy of land that is adverse in terms of the statute's preservation purpose; or
(3) when there is a constructive use (a project's proximity impacts are so severe that
the protected activities, features, or attributes of a property are substantially
impaired). The regulation lists various exceptions and limitations applicable to this
general definition.

What is a de minimis impact? For publicly owned public parks, recreation areas,
and wildlife and waterfowl refuges, a de minimis impact is one that will not adversely
affect the activities, features, or attributes of the property. For historic sites, a de
minimis impact means that FHWA has determined (in accordance with 36 CFR Part
800) that either no historic property is affected by the project or that the project will
have "no adverse effect" on the historic property. A de minimis impact determination
does not require analysis to determine if avoidance alternatives are feasible and
prudent, but consideration of avoidance, minimization, mitigation or enhancement
measures should occur. There are certain minimum coordination steps that are also
necessary.

What is feasible? An alternative is feasible if it can be constructed as a matter of
sound engineering. Typically, alternatives that are studied in a draft environmental
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impact statement or environmental assessment are feasible; otherwise they would
not have been carried forward for detailed study.

What is prudent? An alternative is prudent if it meets the test in 23 CFR 774.17,
which includes factors assessing safety or operational problems; how well project
purpose and need are met; the severity of social, economic, or environmental
impacts; and the severity of impacts to environmental resources protected under
other Federal statutes. FHWA's evaluation of these factors begins with a "thumb on
the scale" in favor of protecting Section 4(f) property, and takes the relative value of
the Section 4(f) property into account.

What is least overall harm? If the analysis of avoidance alternatives concludes
that there is no feasible and prudent avoidance alternative, then the FHWA may only
approve the alternative that causes the least overall harm to the Section 4(f)
property. 23 CFR 774.3(c) includes a list of factors to consider in making this
determination of least overall harm. These factors include the ability to mitigate
adverse impacts to Section 4(f) property; the relative severity of remaining harm,
after mitigation, to Section 4(f) property; and the relative significance of each Section
4(f) property. For instance, will the project alternatives result in edge takes of a park
or will they cut through the middle? How will activities, features, or attributes of the 4
(f) property be affected by various alternatives and to what degree? If alternatives
are determined to cause "substantially equal" harm to Section 4(f) property, then
FHWA may choose any one.

Does Section 106 of the National Historic Preservation Act duplicate Section 4
(f)? Though enacted by Congress on the same day in 1966, they are two different

requirements. There is some overlap when historic properties are involved. A key
difference is Section 106 is essentially a consultative procedural requirement, while
Section 4(f) precludes project approval if the specific findings can not be made.

Who makes the 4(f) decision for highway projects? The FHWA is ultimately

responsible for making all decisions related to Section 4(f) compliance. These
include whether Section 4(f) applies to a property, whether a use will occur, whether
a de minimis impact determination may be made, assessment of each alternative's
impacts to Section 4(f) properties, and determining whether the law allows the
selection of a particular alternative after consulting with the appropriate officials with
jurisdiction.

For questions or feedback on this subject matter content, please contact MaryAnn
Naber. For general questions or web problems, please send feedback to the web
administrator.

FHWA Home | About Us | HEP Home | Site Map | Privacy Policy | Feedback
2 FHWA

United States Department of Transportation - Federal Highway Administration

http://environment.thwa.dot.gov/4f/4fAtGlance.asp 3/28/2011



e
What protection does 4(f) provide?

® 4(f) protected resources
e Publicly owned parks (Delta Park)
e Recreation area (Delta Park)
e Wildlife or waterfowl refuge (Oaks Bottom Wildlife Refuge)
e Significant historic site (Fort Vancouver, northbound bridge)

® Federal transportation agencies cannot approve the change
(or 'use’) of a 4(f) resource unless:

e There is no feasible or prudent alternative; and
e The project includes all possible planning to minimize harm

Columbia River
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What is feasible and prudent?

e Alternatives are feasible if they are possible to engineer,
design and build.

e Alternatives are not prudentif they exhibit unique problems
of an extraordinary magnitude, including:

Does not meet the project Purpose and Need

Operational or safety problems

Social, economic, or environmental impacts

Community disruption

Additional cost

Or, an accumulation of these factors that collectively have
adverse impacts of an extraordinary magnitude

Columbia River
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What factors are we considering to determine
“prudence”?

* How would they affect:

Traffic performance?

Transit performance?

Navigation safety and operations?
Community and the economy?
Natural resources?

® How much do they cost?
e What other considerations? (ownership)

® Prudence is based on performance and impacts relative to
the non-avoidance alternatives

Columbia River
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Appendix C
Referenced Planning Document Excerpts

City of Portland Freight Master Plan, May 10, 2006

Coordinate with the Columbia River Crossing Draft Environmental Impact Statement (DEIS)
process on the evaluation of freight mobility issues in this segment of the I-5 Trade Corridor (pg
26).

Initiate a North Willamette River Crossing Study to assess the feasibility of a new bridge
between Rivergate and US 30 (pg 26).

The following pages identify Portland’s freight infrastructure improvements by category...The
list of improvements is inclusive of the needs identified to date (pg 30). West Hayden Crossing,
N: New Bridge (Figure 14, pg 37). B17 West Hayden Crossing, N: New Bridge — New four-lane
bridge from Marine Drive to Hayden Island to serve as the primary access to Marine Terminals
on the island (pg B-11).

City of Portland Comprehensive Plan

Policies for Freight Mobility

Goal 5.4 Transportation System: Promote a multimodal regional transportation system that
stimulates and supports long term economic development and business investment.

o Objective A: Support multimodal freight transportation improvements to provide
competitive regional access to global markets and facilitate the efficient movement of
goods and services in and out of Portland’s major industrial and commercial districts.
Ensure access to intermodal terminals and related distribution facilities to facilitate the
local, national, and international distribution of goods and services.

Policy 6.9 Freight Classification Descriptions. Objective B. Regional Truckways:

o Provide Regional Truckway interchanges that directly serve Freight Districts and connect
to Priority Truck Streets and other streets with high levels of truck activity

o Provide for safe and efficient continuous-flow operation for trucks

Policy 6.29 Multimodal Freight System: Develop and maintain a multimodal freight
transportation system for the safe, reliable, and efficient movement of freight within and
through the City.

o Support a well-integrated freight system that includes truck, tail, marine, air, and
pipeline modes as vital to a healthy economy

o Coordinate with private and public stakeholders to identify improvement and funding
strategies for multimodal freight mobility needs

o Address freight access and mobility needs when conducting multimodal transportation
studies or designing transportation facilities.

Clark County Freight Mobility Study, Draft Technical Memorandum 4.B, Heffron Transportation, May 25,

2010

Recommended regional freight strategies:

Invest in freight mobility to support industrial development goals and job creation (pg 1)



e Support road improvements that benefit freight mobility (but also lists highest priority for
freight is Columbia River Crossing to add capacity across the river and address deficiencies at SR
14 and I-5) (pg 4)

e Support rail improvements (pg 5)

e Protect viability of industrial lands (pg 8)

e Manage access to the Port of Vancouver, west Vancouver, the Port of Ridgefield, Port of
Camas/Washougal and other industrial areas (pg 8)

Strategies for a Sustainable and Prosperous Region, September 2009, Metro
e Make transportation investments that increase safe, affordable and convenient travel options
for everyone and help the region’s businesses and industry remain competitive (p 21)
o Attract and retain businesses and family wage jobs through strategic investments in
roads and transit as well as critical air, marine and freight rail facilities
o Increase transportation choice, protect air quality, and reduce congestion by
accelerating development of transit, biking and walking facilities.

2001 Oregon Rail Plan

Economic Development
e Policy 3B: Itis the policy of the State of Oregon to assure effective transportation linkages for
goods and passengers to attract a larger share of international and interstate trade to the state.
e Policy 3C: Itis the policy of the State of Oregon to expand the capacity of Oregon’s freight
industry by facilitating increased cooperation among the providers of transportation facilities.
e Action 3D.3: Continue to support Portland’s role as a major freight hub for goods transported

by air, highway, rail, barge and ship and recognize the other metropolitan areas’ role as main
connectors for the multimodal system.

Freight Rail Policy
e Policy 1: Increase economic opportunities for the State by having a viable and competitive rail
system.

o Promote intermodal centers where freight may be interchanged between rail and other
modes by identifying suitable locations with adequate potential volumes and, if
necessary, funding rail improvements and providing adequate highway access.

e Policy 4: Integrate rail freight considerations into the State’s land use planning process.

o Work with communities to minimize conflicts between railroad operations and other
urban activities.

o Assist in removing constraints to improved railroad operating efficiency within
urbanized areas.

Rail Plan Passenger Advisory Committee Recommendations

e  Work with Oregon’s congressional delegation to secure a source of capital funds for rail
passenger service (p 108)

e Work with Amtrak and Washington State DOT to obtain sufficient and appropriate passenger
equipment to handle increases in passenger travel in the corridor (p 109)

e  Portland-Vancouver, WA: Ridership would be relatively low mainly due to the geographic
isolation of the BNSF Railway’s tracks from any concentrations of ridership in Clark County and



immediate locations. The cost associated with providing such service would be extremely high
since the railroad bridge over the Columbia River was approaching its operating capacity. The
railroad system would need additional capacity in order to permit the operation of time
sensitive commuter trains.

St. John’s Truck Strategy, May 2001, City of Portland

Short term

Reduce through or non-local truck trips in predominantly residential and retail-commercial areas
of the North Portland peninsula

Address freight movement needs of the North Portland industrial areas and protect the St.
Johns residential and commercial hub from through-truck infiltration

Identify ways in which truck routing can be improved to and from the St. Johns Bridge, Rivergate
and I-5

Consider a new Willamette River bridge between Rivergate and US 30 for truck movement (p

16)

Long-range

North Willamette Crossing. Build a bridge between the Rivergate Industrial District and US-30.
This option has a high potential in terms of capturing the cross-peninsula non-local truck
movement on the peninsula. Travel time analysis indicates that this route would provide
competitive trip times with possible alternatives. (p 23)

Portland Freight Committee’s Strategic Freight Initiative, July 6, 2005

Accelerate significant needed infrastructure improvements. Advance I-5 Trade Corridor projects
(highway/rail and relocated BNSF rail bridge span opening) (pg 7)

Construct a bridge between US 30 and Rivergate. Provide a new connection for trucks only
between US 30 and Rivergate to resolve congestion issues, expand freight capacity, and
separate heavy truck volumes from heavy passenger vehicles. (pg 8)

Portland/Vancouver I-5 Trade Corridor Study, December 1999

The magnitude of the problem requires new freight and passenger capacity across the Columbia
River. Addressing congestion in the corridor will require addressing the bottleneck created by
the existing Columbia River Bridge. (pg 4)
Building blocks we recommend for further evaluation should be:
o Providing new highway and transit capacity across the Columbia River and in the I-5
corridor
o Improving critical freight arterials in the corridor such as Marine Drive and Columbia
Boulevard
o Improving the freight rail system in the corridor in cooperation with the private
operators of the rail system (pg 5)



Independent Review Panel Final Report, July 27, 2010

e Light rail transit is essential. The systemic value of extending light rail transit from EXPO center
to downtown Vancouver seems obvious to the IRP as it contributes to the long-term mobility
needs of the region. (p 13)



