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Oregon

For Americans with Disabilities Act (ADA) or Civil Rights Title VI accommodations,
translation/interpretation services, or more information call 503-731-4128, TTY 800-735-2900 or
Oregon Relay Service 7-1-1.

Washington

Accommodation requests for people with disabilities in Washington can be made by contacting the
Washington State Department of Transportation (WSDOT) ADA Affairs team at
wsdotada@wsdot.wa.gov or by calling toll-free, 855-362-4ADA (4232). Persons who are deaf or hard of
hearing may make a request by calling the Washington State Relay at 711.
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Figure 1-1. IBR Program Location Overview
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1.1 Components of the Modified LPA

The basic proposed components of the Modified LPA* include:

e Anew pair of Columbia River bridges—one for northbound and one for southbound travel—
built west of the existing bridge. The new bridges would each include three through lanes,
safety shoulders, and one auxiliary lane in each direction. When all highway, transit, and
active transportation would be moved to the new Columbia River bridges, the existing

! All transportation facilities would be designed to current AASHTO, WSDOT, and ODOT specifications.
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Figure 1-3. Modified LPA - Geographic Subareas
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1.1.1 Interstate 5 Mainline

Today, within the 5-mile corridor, I-5 has three, typically 12-foot-wide, through lanes in each direction,
an approximately 6- to 12-foot-wide inside shoulder, and an approximately 6- to 12-foot-wide outside
shoulder, with the exception of the Interstate Bridge, which has approximately 1- to 2-foot-wide inside
and outside shoulders. There are currently intermittent one and two auxiliary lane sections between
the Victory Boulevard and Hayden Island interchanges in Oregon and between SR 14 and SR 500 in
Washington.

The Modified LPA would include three 12-foot through lanes from Interstate Avenue/Victory Boulevard
to SR 500/39th Street and one or two 12-foot auxiliary lanes, as detailed below and shown on

Figure 1-4. Many of the existing auxiliary lanes on I-5 between the SR 14 and Main Street interchanges
in Vancouver would remain, although they would be reconfigured. The existing auxiliary lanes
between the Victory Boulevard and Hayden Island interchanges would be replaced with changes to
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on- and off-ramps and interchange reconfigurations. The existing Interstate Bridge over the Columbia
River does not have auxiliary lanes; the Modified LPA would add one or two auxiliary lanes in each
direction across the new Columbia River bridges.

The Modified LPA would also include shoulders (11- to 14-foot inside shoulders and 10- to 14-foot
outside shoulders) to be consistent with the design standards of the Oregon Department of
Transportation (ODOT) and Washington State Department of Transportation (WSDOT). The inside
shoulder would be used by express bus service to bypass mainline congestion, known as “bus on
shoulder” (refer to Section 1.1.7, Transit Operating Characteristics). The shoulder would be available
for express bus service when general-purpose speeds are below 35 miles per hour.

1.1.1.1  Auxiliary Lane Design Options

The Modified LPA includes design options for one auxiliary lane in each direction or two auxiliary lanes
in each direction across the Columbia River bridges in addition to and in combination with existing
auxiliary lanes in the area. The one auxiliary lane design option would include an auxiliary lane in each
direction across the Columbia River bridges between the Marine Drive interchange and the Mill Plain
Boulevard interchange. The two auxiliary lane design option would include a second auxiliary lane
from the Interstate Avenue/Victory Boulevard interchange and the SR 500/39th Street interchange,
including on the Columbia River bridges (see Figure 1-4). This section provides an overview of the one
auxiliary lane and the two auxiliary lane design options.

Figure 1-5, which shows a single-level fixed-span bridge configuration for comparison purposes, shows
that the scale of the physical impacts (footprint, or the limits of permanent improvements) would be
similar for the Modified LPA with one auxiliary lane design option and the Modified LPA with two
auxiliary lanes design option, except over the Columbia River and in downtown Vancouver. For all
bridge configuration design options, the two auxiliary lane design option would add a net of
approximately 16 feet (8 feet in each direction) in total roadway width to the Columbia River bridges
compared to the one auxiliary lane design option.
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Figure 1-4. Auxiliary Lane Configurations
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Figure 1-5. Auxiliary Lane Configuration Footprint Differences
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ONE AUXILIARY LANE DESIGN OPTION - RECOMMENDED
DESIGN OPTION

The one auxiliary lane design option would include a 12-
foot-wide auxiliary lane in each direction across the
Columbia River bridges between the Marine Drive
interchange and the Mill Plain Boulevard interchange.

On northbound I-5, the auxiliary lane would extend the
existing auxiliary from the Marine Drive on-ramp to the
Hayden Island off-ramp to continue across the
Columbia River bridge, and end at the combined off-
ramp to Mill Plain/Fourth Plain Boulevard, north of SR
14 (see Figure 1-4). The existing auxiliary lane from the
SR 14 on-ramp to the Mill Plain/Fourth Plain off-ramp
would be extended to connect to the existing auxiliary
lane from the 39th Street on-ramp to the Main Street

The IBR Program recommends
advancing the one auxiliary lane in
each direction of I-5 design option.
The one and two auxiliary lane design
options would provide important
benefits to highway operations and
safety. Both options received a mix of
positive and negative feedback from
the public. The one auxiliary lane
design option is recommended
because it would reduce overall
environmental impacts while
improving transportation operations
and safety. The one auxiliary lane
design option is also supported by
local transportation agencies.

off-ramp, creating an auxiliary lane beginning at the SR
14 on-ramp and ending at the Main Street off-ramp. The
existing auxiliary lane located between the Mill Plain Boulevard on-ramp and the SR 500 off-ramp
would remain.

On southbound I-5, the two existing auxiliary lanes between SR 500/39th Street and Mill Plain
Boulevard would remain, with some reconfiguration due to the braided ramps between the SR
500/39th Street and Fourth Plain Boulevard interchanges. The new auxiliary lane across the Columbia
River would begin at the Mill Plain Boulevard on-ramp and would continue across the Columbia River
bridge, connecting to the existing auxiliary lane on Hayden Island and ending at the Marine Drive off-
ramp. The existing southbound auxiliary lane between Marine Drive and Victory Boulevard/Interstate
Avenue would be removed due to ramp reconfigurations as part of the Marine Drive braided ramp
with the Victory Boulevard/Interstate Avenue off-ramp.

TWO AUXILIARY LANE DESIGN OPTION

The two auxiliary lane design option would include the same improvements as described under the
one auxiliary lane design option and would add a second 12-foot-wide auxiliary lane in each direction
of I-5 across the Columbia River bridges to further improve safety and operations in the corridor.

On northbound I-5, the inside auxiliary lane would extend from the combined Interstate
Avenue/Victory Boulevard on-ramp, continue across the Columbia River bridge, and end at the SR
500/39th Street interchange, connecting to the existing auxiliary lane between the SR 14 on-ramp and
Mill Plain on-ramp and the existing auxiliary lane between the 39th Street on-ramp and the Main
Street off-ramp. The outside auxiliary lane would extend from the Marine Drive on-ramp across the
Columbia River bridge and end at the Mill Plain/Fourth Plain Boulevard off-ramp. A new outside
auxiliary lane would begin at the SR 14 on-ramp connecting to the existing auxiliary lane between the
Mill Plain Boulevard on-ramp and the SR 500/39th Street off-ramp.
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Figure 1-6. Portland Mainland and Hayden Island (Subarea A)
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Component

No-Build Alternative

Modified LPA with
Double-Deck Fixed-Span
Configuration

Modified LPA with
Single-Level
Fixed-Span Configuration 2

Modified LPA with Single-Level

Movable-Span Configuration

Maximum 247 feet at top of lift ~166 feet Girder: ~137 feet. ~243 feet at top of lift tower

he.ight of tower Extradosed: ~179 feet at top of

bridge pylons

component

(elevation

relative to

NAVD 88) ©

Movable span | 278 feet N/A N/A 450 feet

length (from

center of pier

to center of

pier)

Number of in- | Nine Six Six Six

water pier sets

Number of in- | N/A 72 96 108

water drilled

shafts

Shaft cap N/A 50 feet by 85 feet 50 feet by 230 feet e Piers2,3,4,and 7: 50 feet by

sizes 230 feet

e Piers5and 6: 50 feet by 312

feet (one combined footing at
each location to house
tower/equipment for the lift
span)

Conceptual 4.8% ~4% on the Washington side ~3% on the Washington side ~1.5% on the Washington side.

vertical grade ' ~4% on the Oregon side ~3% on the Oregon side ~3% on the Oregon side

LRT location N/A Below highway on SB bridge West of highway on SB bridge West of highway on SB bridge
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: : Modified LPA with Modified LPA with Modified LPA with Single-Level
Component No-Build Alternative Double-Deck Fixed-Span Single-Level . .
. . . . . Movable-Span Configuration
Configuration Fixed-Span Configuration 2
Express bus Shared roadway lanes | Inside shoulder of NB and SB Inside shoulder of NB and SB Inside shoulder of NB and SB
(upper) bridges bridges bridges
Shared-use Sidewalk adjacentto | Below highway on NB bridge East of highway on NB bridge East of highway on NB bridge
path location | roadway in both
directions

All dimensions and quantities are approximate.
a  When different bridge types are not mentioned, data apply to both bridge types under the single-level fixed-span bridge configuration.

b The No-Build Alternative assume existing conditions that restrict bridge openings during weekday peak periods (Monday through Friday 6:30 a.m. to 9 a.m.; 2:30 p.m. to
6 p.m., excluding federal holidays). For the Modified LPA with a single-level movable-span bridge configuration design option, additional timing restrictions, which
would increase restrictions on the timing for and duration of bridge openings, except for emergencies, would be requested and coordinated with the USCG. Bridge
openings would be required for vessels and/or cargo with heights greater than 72 feet under the No-Build Alternative; whereas, bridge openings for vessels and/or cargo
requiring more than 99 feet of clearance would be required for the Modified LPA with the movable-span bridge configuration design option.

¢ Forthe purposes of the transportation analysis in the Final SEIS (Section 3.1, Transportation of the Final SEIS), the movable-span opening time is assumed to be an
average of 13.2 minutes.

d “Out-to-out width” is the measurement between the outside edges of both northbound and southbound bridge across its width at the widest point and includes the
space between the two bridges. The deck width is the measurement of the outer edges of either the northbound bridge or the southbound bridge.

e NAVD 88is a vertical control datum (reference point) used by federal agencies for surveying.
f  The maximum allowable vertical grade according to ODOT and WSDOT standards on the I-5 mainline is 4%.

Interstate 5; LPA = Locally Preferred Alternative; LRT = light-rail transit; N/A = not applicable; NAVD 88 = North American Vertical Datum of 1988; NB = northbound; ODOT
= Oregon Department of Transportation; SB = southbound; SEIS = Supplemental Environmental Impact Statement; USACE = U.S. Army Corps of Engineers; USCG = U.S.
Coast Guard; WSDOT = Washington State Department of Transportation

&
I
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1.1.4  Downtown Vancouver (Subarea C)

This section discusses the geographic Subarea C (Figure 1-3 shows an overview of the geographic
subareas). Figure 1-23 shows all highway and interchange improvements in Subarea C.

1.1.4.1 Highways, Interchanges, and Local Roadways

North of the Columbia River bridges in downtown Vancouver, improvements are proposed to the SR
14 interchange (Figure 1-23).

SR 14 INTERCHANGE/DOWNTOWN VANCOUVER

The new Columbia River bridges would touch down just north of the SR 14 interchange (Figure 1-23).
The function of the SR 14 interchange configuration would remain essentially the same as it is now,
but the interchange would be elevated to meet the new Columbia River bridges that cross over the
BNSF Railway tracks. Direct connections between I-5 and SR 14 would be rebuilt. Access to and from
downtown Vancouver would be provided as it is today, but the connection points would be relocated.
Access from downtown Vancouver to eastbound SR 14 would be relocated from the Washington
Street and W 5th Street intersection to a new intersection at Columbia Street and W 3rd Street. Access
from westbound SR 14 would also be shifted from C Street to the new Columbia Street and W 3rd
Street intersection. Access from downtown Vancouver to southbound I-5 would be relocated from the
Washington Street and W 5th Street intersection to C Street. Access from northbound I-5 to downtown
Vancouver would remain at C Street. Connections to downtown Vancouver would vary under the two
design options under consideration for this area (with C Street ramps and without C Street ramps), as
detailed below.

Main Street would be extended between 5th Street and Columbia Way. Vehicles traveling from
downtown Vancouver to access SR 14 eastbound would use the new extension of Main Street to the
intersection underneath I-5. If coming from the west or south (waterfront) in downtown Vancouver,
vehicles would use the Phil Arnold Way/3rd Street extension to the intersection, then continue to SR
14 eastbound. The existing Columbia Way roadway under I-5 would be realigned to the north of its
existing location and would intersect both the new Main Street extension and Columbia Street with
T intersections.

In addition, the existing overcrossing of I-5 at Evergreen Boulevard would be reconstructed.
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Figure 1-23. Downtown Vancouver (Subarea C)
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On southbound I-5, the off-ramp to SR 14 would join the southbound I-5 on-ramp from Mill Plain
Boulevard to form a C-D roadway. The C-D roadway would provide access from southbound I-5 to the
off-ramp to eastbound SR 14 and from Mill Plain Boulevard to the off-ramp to eastbound SR 14 and the
on-ramp to southbound I-5.

Figure 1-25. Collector-Distributor Roadways
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Figure 1-26. Typical Cross Section of the Collector-Distributor Roadways
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The location of this cross section is shown on Figure 1-25:
1.1.42  Transit

LIGHT-RAIL ALIGNMENT AND STATIONS

Under the Modified LPA, the light-rail tracks would exit the highway bridge and be on their own bridge
along the west side of the I-5 mainline after crossing the Columbia River (see Figure 1-23). The
light-rail bridge would cross over the BNSF Railway tracks. An elevated light-rail station near the
Vancouver waterfront (Waterfront Station) would be situated near the overcrossing of the BNSF tracks
between Columbia Way and 3rd Street. Access to the elevated station would be primarily by elevator
because the station would be situated approximately 90 feet above existing ground level. A
stairwell(s) would be provided for emergency egress. The number of elevators and stairwells provided
would be based on the ultimate platform configuration, station location relative to the BNSF
trackway, projected ridership, and fire and life safety requirements. Passenger drop-off facilities
would be located at ground level and would be coordinated with the C-TRAN bus service at this
location. Active transportation facilities, described below, would connect to the new Waterfront
Station. A new TPSS would be constructed north of the transit platform. The elevated light-rail tracks
would continue north, cross over the westbound SR 14 on-ramp and the C Street/6th Street on-ramp
to southbound I-5, and- then straddle the southbound I-5 C-D roadway. Transit components in the
downtown Vancouver area would be similar between the C Street ramp and I-5 westward shift design
options discussed above.

North of the Waterfront Station, the light-rail tracks would continue to the Evergreen Station, which
would be the terminus of the light-rail extension (Figure 1-23). The light-rail tracks from downtown
Vancouver to the terminus would be entirely on an elevated structure supported by single columns,
where feasible, or by straddle bents* on either side of the roadway where needed. The Evergreen
Station would be located at the same elevation as Evergreen Boulevard and the proposed Community
Connector, and it would provide connections to the existing C-TRAN BRT system. Passenger drop-off
facilities would be near the station and would be coordinated with the C-TRAN bus service at this
location. Active transportation facilities, described below, would connect to the new Evergreen

12 A straddle bent is a type of bridge support structure that “straddles” vehicle lanes and supports a flyover
ramp.
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Station. A new TPSS would be located on the south side of 7th Street, approximately 750 feet south of
Evergreen Station.

PARK AND RIDES

Park and rides can expand the catchment
area of public transit systems (the
geographic area from which a station
draws ridership), making transit more

The Modified LPA would provide parking capacity to
accommodate 1,270 vehicles at designated park and
rides in Vancouver along the LRT alignment (Figure
1-23) located near the Waterfront and Evergreen LRT
stations. Parking capacity would be provided for 570
vehicles near the Waterfront Station and for 700
vehicles near the Evergreen Station.

accessible to people who live farther away
from fixed-route transit service, and
attracting new riders who might not have
considered using public transit otherwise.

The park and rides would be designed to accomplish
the following:

e Support transit ridership.
e Promote station access by walking, biking, rolling, and transit.
e Support City of Vancouver objectives to increase mobility and access for a vibrant downtown.

e Include existing parking facilities in downtown Vancouver to help meet the projected demand
for park and rides in areas where City of Vancouver studies show surplus parking supply.

Additional information regarding the park and rides can be found in the Transportation Technical
Report.

As presented in the Draft SEIS, the Modified LPA would provide parking capacity for LRT riders by
locating a single park and ride near the Waterfront Station with approximately 570 parking spaces;
three sites were considered for this facility. Similarly, a single park and ride near the Evergreen Station
would provide approximately 700 parking spaces; two sites were considered. Based on further design
analysis, public comment received on the Draft SEIS, and coordination with local agencies, the
approach to providing parking capacity for LRT riders was adjusted to focus on dispersed parking
across more facilities, including using all three sites previously identified near the Waterfront Station
and both sites previously identified near the Evergreen Station. The approach to disperse parking
capacity across more sites would correlate to smaller sites in terms of structure size above or below
ground.
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The sites under consideration are described below, and
the evaluation of impacts and benefits to developing a
single, large park and ride at each of the two LRT station
or five smaller park and rides are evaluated in this
report.

Waterfront Station Park and Rides

Studies included in Appendix D to the Final SEIS have
shown the need for park-and-ride capacity to
accommodate 570 vehicles in the vicinity of the
Waterfront Station. Three possible sites are analyzed
(Figure 1-23):

e la.Columbia Way (below I-5). This 0.75-acre site
could be developed as a new aboveground one-
level parking structure. Access would be via
Columbia Way. It could support approximately
70 parking spaces.

e 1b. Columbia Street/SR 14. This 0.50-acre site
could be developed as a new aboveground six-
level structure along the east side of Columbia
Street and north of the SR 14 westbound off-
ramp. Access would be via Washington Street. It
could accommodate approximately 250 parking
spaces. To provide all 570 parking spaces at this
site, the structure would need to be 10 to 12
levels.

e 1c. Columbia Street/Phil Arnold Way (Waterfront
Gateway Site). This 1.5-acre site could be
developed as a new surface lot along the west
side of Columbia Street, north of Phil Arnold
Way. Access would be via Phil Arnold Way. A
surface lot would provide approximately 250
parking spaces. To provide all 570 parking

The IBR Program recommends advancing
1,270 park-and-ride spaces dispersed
across five sites in Vancouver along the
light-rail alignment, including three sites
near the Waterfront Station and two sites
near the Evergreen Station. All of the park
and rides would provide similar benefits to
the community by increasing the transit
stations’ catchment areas and making transit
more accessible. There could be minor
localized differences in traffic patterns and
transit ridership depending on the location of
spaces. Dispersing the 1,270 parking spaces
across five park and rides rather than
concentrating the spaces at a single location
each near the Waterfront Station and
Evergreen Station would promote
compatibility with local planning goals and
plans for multiuse development, multimodal
access, and attractive public spaces. As the
FTA’s Capital Investment Grant process
progresses, the IBR Program team will refine
the Program’s transit components, which will
contribute to further information on parking
needs to support transit ridership.

Studies (Appendix D to the Final SEIS) leading
to the Modified LPA in 2022 evaluated a mix of
light-rail station sites and park and rides and
found that 1,270 spaces serving the
Waterfront and Evergreen Stations, combined
with bus and active transportation
improvements, would attract the most riders.

spaces at this site, a new four-level structure would be needed.

Evergreen Station Park and Rides

Studies included in Appendix D to the Final SEIS have shown the need for park and rides to
accommodate 700 vehicles in the vicinity of the Evergreen Station. Two possible sites are analyzed in

this technical report (see Figure 1-23):

e 2a.Library Square. This 3.2-acre site could be developed as a new underground three- to four-
level structure east of C Street and south of Evergreen Boulevard. It could accommodate
approximately 400 parking spaces. To provide all 700 parking spaces at this site, the structure
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Figure 1-28. Ruby Junction Light-Rail Operations and Maintenance Facility Study Area
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All tracks in the west LRV storage yard would also be extended southward to connect to the proposed
runaround track. The runaround track would connect to existing and proposed tracks adjacent to the
existing Ruby Junction building located to the south. The connections to the runaround track would
require partial demolition of an existing TriMet building and, full demolition of one existing building
and partial demolition of another building on the adjacent private property to the south. These
affected functions would be housed in a new replacement building on site.

Athird track would be needed at the north entrance to the Ruby Junction Light-Rail OMF to
accommodate increased train volumes without decreasing service. The additional track would also
reduce operational impacts during construction and maintenance outages for the yard. Constructing
the third track would require reconstruction of Burnside Court east of Eleven Mile Avenue. An
additional crossover would also be needed on the mainline track where it crosses Eleven Mile Avenue;
it would require reconstruction of the existing track crossings for vehicles, bicycles, and pedestrians.

1.1.6.2 Expo Center Overnight LRV Facility

An overnight facility for LRVs would be constructed on the southwest corner of the Expo Center
property (as shown on Figure 1-29). The inclusion of the Expo Overnight Facility allows TriMet the
ability to maintain current service and maintenance operations on their Blue Line system and reduce
deadheading between Ruby Junction and the northern terminus of the MAX Yellow Line extension.
Deadheading occurs when LRVs travel without paying passengers to move the vehicles to and from
service. Currently, Blue Line is maintained through a limited nighttime work window. With the
inclusion of the Expo Overnight Facility, trains originating service at Evergreen have substantially less
deadhead time, reducing Yellow Line operating costs, and Blue Line maintenance windows are
retained.

The facility would provide a yard access track, storage tracks for approximately 13 LRVs, one building
for light LRV maintenance and operator facilities, a TPSS, a sand silo, a parking lot for operators and
facility staff, space for security personnel, and other associated facilities. This facility and the lead
tracks connecting to it would necessitate relocation and reconstruction of the internal circulation
road from the Expo Road entrance to approximately 100 feet west of Building E of the Expo Center
(including southern areas of the parking lot, including gates and booths). However, it would not affect
existing Expo Center buildings.

The overnight facility lead track would connect to the mainline tracks by crossing Expo Road just
south of the existing Expo Center MAX Station. The connection tracks would require relocation of one
or two existing LRT facilities, including a TPSS building and potentially the existing
signals/communication building, which are both just south of the Expo Center MAX Station. Existing
artwork at the station may require relocation.

1.1.6.3  Additional Bus Bays at the C-TRAN Operations and Maintenance Facility

Three bus bays would be added to the existing C-TRAN OMF located at 2425 NE 65th Avenue in
Vancouver. These additional bus bays, which would not require the acquisition of any new property,
would provide maintenance capacity for the additional express bus service on I-5 (Section 1.1.7,
Transit Operating Characteristics). Modifications to the facility would accommodate new vehicles as
well as maintenance equipment.
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Figure 1-29. Expo Center Overnight LRV Facility
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1.1.7  Transit Operating Characteristics

1.1.7.1 LRT Operations

Nineteen new LRVs would be purchased to operate the extension of the MAX Yellow Line. These
vehicles would be similar to those currently used for the TriMet MAX system. With the Modified LPA
including all design options, LRT service in the new and existing portions of the Yellow Line in 2045
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would operate with 6.7-minute average headways™ during the 2-hour morning peak period. Midday
and evening headways would be 15 minutes, and late-night headways would be 30 minutes. LRT
service would operate between the hours of approximately 5 a.m. (first southbound train leaving
Evergreen Station) and 1 a.m. (last northbound train arriving at the station), which is consistent with
current service on the Yellow Line. LRVs would be deadheaded at Evergreen Station before beginning
service each day. A third track at this northern terminus would accommodate layovers.

1.1.7.2 Express Bus Service and Bus on Shoulder

C-TRAN provides bus service that connects to LRT and augments travel between Washington and
Oregon with express bus service to key employment centers in Oregon. Beginning in 2022, the main
express route providing service in the I-5 corridor, Route 105, had two service variations. One pattern
provides service between Salmon Creek and downtown Portland with a single intermediate stop at
the 99th Street Transit Center, and one provides service between Salmon Creek and downtown
Portland with two intermediate stops: the 99th Street Transit Center and downtown Vancouver. This
route currently provides weekday service with 20-minute peak and 60-minute off-peak headways.

In 2045, for both the No-Build Alternative and Modified LPA, C-TRAN Route 105 would be revised to
only provide direct service from the Salmon Creek Park and Ride and 99th Street Transit Center to
downtown Portland with no intermediate stops in downtown Vancouver. Under the Modified LPA with
all design options, this route would operate at 5-minute peak headways with no service in the off-
peak, compared to 10-minute peak headways under the No-Build Alternative. Under both the No-
Build Alternative and the Modified LPA, C-TRAN Route 105 intermediate stop service through
downtown Vancouver would be replaced with C-TRAN Route 101, which would provide direct service
from downtown Vancouver to downtown Portland and would operate at 15-minute peak and 30-
minute off-peak headways and 10-minute peak and 30-minute off-peak headways, respectively.

Two other existing C-TRAN express bus service routes would remain unchanged after completion of
the Modified LPA. C-TRAN Route 190 would continue to provide service from the Andresen Park and
Ride in Vancouver to Marquam Hill in Portland. This route would continue to operate on SR 500 and I-5
within the study area. Route headways would be 10 minutes in the peak periods with no off-peak
service. C-TRAN Route 164 would continue to provide service from the Fisher’s Landing Transit Center
to downtown Portland. This route would continue to operate within the study area only in the
northbound direction during PM service to use the I-5 northbound high-occupancy vehicle lane in
Oregon before exiting to eastbound SR 14 in Washington. Route headways would be 10 minutes
during the peak and 30 minutes during the off-peak. These two routes provide the same routing and
frequencies in both the No-Build Alternative and the proposed Modified LPA.

C-TRAN express bus Routes 105 and 190 are currently permitted to use the existing southbound inside
shoulder of I-5 from 99th Street to the Interstate Bridge in Vancouver. However, the existing shoulders
are too narrow for bus-on-shoulder use in the rest of the I-5 corridor in the study area. The Modified
LPA would include inside shoulders on I-5 that would be wide enough (approximately 14 feet on the
Columbia River bridges and 11.5 to 12 feet elsewhere on I-5) to allow northbound and southbound
buses to operate on the shoulder, except where I-5 would have to taper to match existing inside

* Headways are defined as gaps between arriving transit vehicles.
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Bus Route Existing Route

Changes with Modified LPA

C-TRAN #30
Burton

Connects the Fisher’s Landing Transit
Center with downtown Vancouver via
164th/162nd Avenues and 18th, 25th,
28th, and 39th Streets. Within the
study area, service currently runs along
McLoughlin Boulevard and on
Washington and Broadway Streets
between 8th and 15th Streets.

Route would be modified to begin/end near C
Street and 9th Street in downtown Vancouver.

C-TRAN #60
Delta Park
Regional

Connects the Delta Park MAX Station in
Portland with downtown Vancouver
via I-5. Within the study area, service
currently runs along I-5, Mill Plain
Boulevard, and Broadway Street.

Route would be discontinued.

1.1.8

Consistent with the CRC LPA, tolling cars and trucks
that would use the new Columbia River bridges is
proposed as a method to help fund the bridge
construction and future maintenance, as well as to
provide different mode, time, and destination
choices for trips across the Columbia River. The
sections below describe the tolling authority and
tolling operations.

Tolling

1.1.8.1  Tolling Authority

Federal and state laws provide authority to toll the I-
5 crossing. The IBR Program plans to toll the new
Columbia River bridges under the federal tolling
authorization program codified in 23 U.S. Code
(U.S.C.) § 129 (Section 129). Section 129 allows public
agencies to impose new tolls on federal-aid interstate
highways for the reconstruction or replacement of
toll-free bridges or tunnels. In 2023, the Washington
State Legislature authorized tolling on the Interstate
Bridge, with toll rates and policies to be set by the
Washington State Transportation Commission
(WSTC). In Oregon, the legislature authorized tolling
on the Interstate Bridge in 2013 and gave the Oregon
Transportation Commission (OTC) the authority to
set toll rates and policies. Subsequently, in January
2025, the OTC reviewed and approved the I-5 tollway
project application that designated the IBR Program
as a “tollway project” and the facility (the I-5 bridge)

March 2026

Tolling Equipment

Below are the key types of equipment
used to collect data for billing
purposes.

Transponders: Small tags affixed to
vehicles that communicate with tolling
equipment as the vehicle passes.

Antenna/Readers: As a vehicle with a
transponder enters a toll zone, an
antenna transmits a signal between
the transponder and the reader. The
reader then transmits pertinent
information to the toll zone controller.

Automatic Vehicle Classification:
Various roadway devices installed
overhead and/or in pavement to
detect and identify the vehicle type
(e.g., truck, bus, personal vehicle, etc.).

License Plate Image Capture
Cameras: Cameras and software that
capture images of license plates as
vehicles pass.

Digital Video Audit System: Various
types of cameras monitor traffic flow
and equipment locations.
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as a tollway for construction as defined in Oregon Revised Statutes (ORS) 383.003(8) and pursuant to
ORS 383.015.

At the beginning of 2024, the OTC and the WSTC entered into a bi-state tolling agreement to establish
a cooperative process for setting toll rates and policies. This included the formation of the I-5 Bi-State
Tolling Subcommittee, which consists of two commissioners each from the OTC and WSTC, and
tasked the subcommittee with developing toll rate and policy recommendations for joint
consideration and adoption by each state’s commission. At the direction of the commissions, all toll
scenarios being analyzed in the next round of tolling analysis (referred to as a level 3 toll traffic and
revenue study) for the IBR Program assume a low-income discount. Formal action is still needed by
the commissions to implement rates and policies, including discounts and exemptions.

In December 2024, a memorandum of understanding was executed by both states that outlined their
shared understanding of tolling operations, including cooperation between the state Departments of
Transportation and roles and responsibilities for the IBR Program. Toll collection would be managed
by WSDOT, including drivers’ option to use Good To Go! accounts for paying tolls. In addition to the
memorandum, the two states plan to enter into a separate agreement guiding the sharing and uses of
toll revenues, including the order of uses (flow of funds) for bridge construction, debt service, and
other required expenditures. WSDOT and ODOT also plan to enter into one or more agreements
addressing implementation logistics, toll collection, and operations and maintenance for tolling the
bi-state facility.

1.1.8.2  Tolling Operations

The Modified LPA includes a proposal to apply variable tolls on vehicles using the Columbia River
bridges with the toll collected electronically in both directions. Tolls would vary by time of day with
higher rates during peak travel periods and lower rates during off-peak periods. The IBR Program
evaluated multiple toll scenarios with two different variable toll schedules by time of day. For purposes
of this National Environmental Policy Act (NEPA) analysis, the lowest toll schedule was analyzed, with
tolls assumed to range between $1.50 and $3.15 (state fiscal year 2026 dollars) for passenger vehicles
and light trucks (i.e., vehicles with two axels) with a Good To Go! account. The assumed toll range and
other assumptions are documented in the IBR Program Level 2 Toll Traffic and Revenue Study (IBR
2023). Medium and heavy trucks (i.e., vehicles with more than two axels) would be charged a higher toll
than passenger vehicles and light trucks. Passenger vehicles and light trucks without a Good To Go!
account would pay an additional $2.00 per trip to cover the cost of identifying the vehicle owner from
the license plate and invoicing the toll by mail.

It is assumed that tolling would begin on the existing Interstate Bridge, referred to as “pre-completion
tolling,” in 2027, allowing time after receiving a Record of Decision to hire a contractor, install tolling
equipment, and conduct the rate-setting process. The purpose of pre-completion tolling would be to
generate initial capital construction funding on a pay-as-you-go basis. Later, toll revenue would be
used to secure a portion of Program financing to pay back bonds or loans. Pre-completion tolling
would also help pay current interest on the debt to minimize interest costs. Once the new Columbia
River bridges are completed, the traffic and tolling operations would shift from the existing Interstate
Bridge over to the new bridges, and 24-hour tolls would be implemented; this is referred to as “post-
completion tolling.”
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The start dates for pre-completion tolling would be determined based on the IBR Program
environmental and construction timelines; placeholders for tolling start dates were used in this NEPA
analysis. This NEPA analysis assumed that pre-completion tolling on the existing Interstate Bridge
would be toll-free overnight between 11 p.m. and 5 a.m. (IBR 2023). The OTC and WSTC are also
considering this as an option during the level 3 toll traffic and revenue study; however, a decision has
not been made on whether these toll-free hours would be implemented. This toll-free period could
help avoid situations where users would be charged during lane or partial bridge closures when
construction delays may occur.

Tolls would be collected using an all-electronic toll collection system using transponder pass readers
and license plate cameras mounted to structures over the roadway. Each traffic lane and shoulder
would have a pass reader and license plate camera to ensure accurate detection of vehicles. Toll
collection booths would not be required. Instead, motorists could obtain a pass and set up a Good To
Go! account that would automatically bill the account holder associated with the pass each time the
vehicle crossed the bridge. Customers without passes would be tolled by a license plate recognition
system that would bill the address of the owner registered to that vehicle’s license plate.

There would be two separate “toll zones,” which are the area in which the tolling system would detect
and classify passing vehicles and then transmit pertinent information to the toll zone controller
(Figure 1-30). There would be one zone for northbound traffic and one zone for southbound traffic.
During pre-completion tolling, the toll zones would be located on I-5 in Vancouver, between the
Interstate Bridge and the BNSF Railway. The location of the

post-completion toll zones would be determined at a later Figure 1-30. Toll Zone

date, but it is anticipated that both toll zones would remain [

in Vancouver. [canty

One gantry (i.e., overheard structure) would be located in
each toll zone (Figure 1-30). Generators and equipment
cabinets would be located nearby, which would house
various equipment needed to support toll operations.
Additional equipment cabinets would be placed throughout
the Program area to support tolling operations, such as near
the toll rate signage (see below).

As previously noted, a key element of tolling would be variable-rate pricing, where toll rates would
differ based on the time of day a vehicle uses the bridge. To accomplish this, toll rate signs would be
installed at route decision points on local roads, I-5 on-ramps, and on I-5, including locations north
and south of the bridges where drivers make informed route decisions (e.g., I-5/Interstate 205 junction
and I-5/Interstate 84 junction). The intent of the toll rate signs is to provide both static and variable
pricing information. The static sign would contain details such as direction, wayfinding, or other
information. These signs would also include a variable message sign panel that would show toll
rate(s) in effect at that time.
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1.1.9  Transportation System- and

Demand-Management Measures

Many well-coordinated transportation demand-
management and system-management programs are
already in place in the Portland-Vancouver
metropolitan region. In most cases, the impetus for the
programs comes from state regulations: Oregon’s
Employee Commute Options rule and Washington’s
Commute Trip Reduction law (described in the sidebar).

The physical and operational elements of the Modified
LPA provide the greatest transportation demand-
management opportunities by promoting other modes
to fulfill more of the travel needs in the corridor. These
include:

e Major new light-rail line in exclusive right of
way, as well as express bus routes and bus
routes that connect to new light-rail stations.

e |-5inside shoulders that accommodate express
buses.

e Modern bicycle and pedestrian facilities that
accommodate more bicyclists and pedestrians
and improve connectivity, safety, and travel
time.

e Parkandrides.

e Avariable-rate toll on the new Columbia River
bridges.

State Laws to Reduce Commute
Trips

Oregon and Washington have both
adopted regulations intended to
reduce the number of people
commuting in single-occupancy
vehicles (SOVs). Oregon’s Employee
Commute Options Program, created
under Oregon Administrative Rule
340-242-0010, requires employers with
over 100 employees in the greater
Portland area to provide commute
options that encourage employees to
reduce auto trips to the work site.
Washington’s 1991 Commute Trip
Reduction (CTR) Law, updated as the
2006 CTR Efficiency Act (Revised Code
of Washington §70.94.521) addresses
traffic congestion, air pollution, and
petroleum fuel consumption. The law
requires counties and cities with the
greatest traffic congestion and air
pollution to implement plans to
reduce SOV demand. An additional
provision mandates “major
employers” and “employers at major
worksites” to implement programs to
reduce SOV use.

In addition to these fundamental elements of the Modified LPA, facilities and equipment would be
implemented that could help existing or expanded transportation system-management measures
maximize the capacity and efficiency of the system. These include:

e Replacement or expanded variable message signs in the primary study area. These signs alert
drivers to incidents and events, allowing them to seek alternate routes or plan to limit travel

during periods of congestion.

e Replacement or expanded traveler information systems with additional traffic monitoring

equipment and cameras.

e Expanded incident response capabilities, which help traffic congestion to clear more quickly

following accidents, spills, or other incidents.
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