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Laura Dawson-Bodner 

From: Richard Benner 
Sent: 
To: 

Monday, August 15, 2011 9:25 AM 
Laura Dawson-Bodner 

Subject: FW: Notice of Adoption of a Land Use Final Order Amendment for the Columbia River 
Crossing Segment of the South/North Light Rail Project 

For the LUFO record 

-----Original Message----
From: Ken Ray 
Sent: Friday, August 12~ 2Bl1 3:58 PM 
To: Ken Ray 
Cc: Dylan Rivera 
Subject: Notice of Adoption of a Land Use Final Order Amendment for the Columbia River 
Crossing Segment of the South/North Light Rail Project 

NOTICE OF ADOPTION OF A LAND USE FINAL ORDER AMENDMENT FOR THE COLUMBIA RIVER CROSSING 
SEGMENT OF THE SOUTH/NORTH LIGHT RAIL PROJECT 

This constitutes Metro's official notice of adoption of a Land Use Final Order (LUFO) 
Amendment for the Columbia River Crossing Segment of the South/North Light Rail Project, 
following a public hearing on August 11, 2B11. This order was reduced to writing and signed 
by Council President Tom Hughes on August 11, 2Bll. 

In 1996, the Oregon Legislature passed legislation authorizing the Metro Council to approve 
Land Use Final Orders (LUFO) to address multi-jurisdictional light rail projects in the 
South/North corridor and associated highway improvements consolidated in environmental 
statements addressing south/North light rail projects. The 1998 LUFO for the South/North 
Project established the initial light rail alignment extending from Clackamas Town Center to 
the Oregon/Washington state line. This 2Bl1 LUFO represents the fourth time the Metro Council 
has amended the original LUFO. Earlier amendments include Interstate MAX (1999), 1-285 and 
downtown Portland (2BB4), and Portland to Milwaukie (2BB8). 

This 2B11 LUFO Amendment modifies the 1998 LUFO by realigning the light rail route between 
the Expo Center and the Oregon/Washington state line and relocating the Hayden Island station 
location. It also authorizes a number of highway improvements between N Victory Boulevard and 
the state line, including new northbound and southbound Interstate 5 Columbia River bridges 
and removal of the existing bridges; widening of 1-5 northbound and southbound to include 
three travel lanes and two auxiliary lanes; newly designed interchanges at Marine Drive and 
Hayden Island and improvements to the Victory Boulevard interchange; a new multi-modal bridge 
across North Portland Harbor connecting Hayden Island with the Expo Center; realignment, 
widening or modification of N Marine Drive, NE Martin Luther King Boulevard. N Vancouver Way, 
NE Union Court, N Janzen Avenue, N Jantzen Drive, N Hayden Island Drive and N Tomahawk Island 
Drivej and new road~ay connections between NE Martin Luther King Boulevard and both N 
Vancouver Way and NE Union Court, N Jantzen Avenue and N Hayden Island Drive, and N Expo Road 
and N Force Avenue. 

The 2811 LUFO Amendment was adopted in writing by the Metro Council on August 11, 2Bll, 
through Resolution No. 11-428B, entitled «For the Purpose of Amending the 1998 Land Use Final 
Order for the South/North Light Rail Project and adopting a Land Use Final Order for the Expo 
Center/Hayden Island Segment of the Project including the I 5 Columbia River Crossing Bridge 
and Associated Highway Improvements." 
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Copies of Metro's 2011 Land Use Final Order Amendment for the Columbia River Crossing Segment 
of the South/North Light Rail Project may be obtained at 
www.oregonmetro.gov/columbiarivercrossing or, between 8:00 a.m. and 5:00 p.m. Monday through 
Friday, at the Metro Regional Center, 600 NE Grand Avenue, Portland, Oregon 97232, or by 
calling that office at 503-797-1756. 

Appeals from decisions contained in the 2011 Land Use Final Order Amendment for the Columbia 
River Crossing Segment of the South/North Light Rail Project must be initiated within 14 days 
following the adoption of Resolution No. 11-4280 through personal delivery to the Land Use 
Board of Appeals, State Court Administrator and Metro's Council President of a notice of 
intent to appeal that conforms with the requirements of Section 9 of Oregon Laws 1996 Special 
Session, Chapter 12 (House Bill 3478). 

Sincerely, 

Tom Hughes 
Metro Council President 
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NOTICE OF ADOPTION OF A 
LAND USE FINAL ORDER AMENDMENT FOR THE 

COLUMBIA RIVER CROSSING SEGMENT OF THE SOUTHJNORTH LIGHT RAIL PROJECT 

This constitutes Metro's official notice of adoption of a Land Use Final Order (LUFO) Amendment for the 
Columbia River Crossing Segment of the SouthlNorth Light Rail Project, following a public hearing on August 
11, 2011. This order was reduced to writing and signed by Council President Tom Hughes on August 11, 2011. 

In 1996, the Oregon Legislature passed legislation authorizing the Metro Council to approve Land Use Final 
Orders (LUFO) to address multi-jurisdictional light rail projects in the SouthINorth corridor and associated 
highway improvements consolidated in environmental statements addressing SouthINorth light rail projects. The 
1998 LUFO for the SouthINorth Project established the initial light rail alignment extending from Clackamas 
Town Center to the OregonlWashington state line. This 2011 LUFO represents the fourth time the Metro Council 
has amended the original LUFO. Earlier amendments include Interstate MAX (1999),1-205 and downtown 
Portland (2004), and Portland to Milwaukie (2008). 

This 2011 LUFO Amendment modifies the 1998 LUFO by realigning the light rail route between the Expo Center 
and the OregonlWashington state line and relocating the Hayden Island station location. It also authorizes a 
number of highway improvements between N Victory Boulevard and the state line, including new northbound and 
southbound Interstate 5 Columbia River bridges and removal of the existing bridges; widening ofI-5 northbound 
and southbound to include three travel lanes and two auxiliary lanes; newly designed interchanges at Marine 
Drive and Hayden Island and improvements to the Victory Boulevard interchange; a new multi-modal bridge 
across North Portland Harbor connecting Hayden Island with the Expo Center; realignment, widening or 
modificationofN Marine Drive,~"'E Martin Luther King Boulevard. N Vancouver Way, NE Union Court, N 
Janzen Avenue, N Jantzen Drive, N Hayden Island Drive and N Tomahawk Island Drive; and new roadway 
connections between NE Martin Luther King Boulevard and both N Vancouver Way and NE Union Court, N 
Jantzen Avenue and N Hayden Island Drive, and N Expo Road and N Force Avenue. 

The 2011 LUFO Amendment was adopted in writing by the Metro Council on August 11, 2011, through 
Resolution No. 11-4280, entitled "For the Purpose of Amending the 1998 Land Use Final Order for the 
SouthINorth Light Rail Project and adopting a Land Use Final Order for the Expo CenterlHayden Island Segment 
ofthe Project including the I-5 Columbia River Crossing Bridge and Associated Highway Improvements." 

Copies of Metro's 2011 Land Use Final Order Amendment for the Columbia River Crossing Segment of the 
SouthINorth Light Rail Project may be obtained at www.oregonmetro.gov/columbiarivercrossing or, between 
8:00 a.m. and 5 :00 p.m., Monday through Friday, at the Metro Regional Center, 600 NE Grand A venue, POltiand, 
Oregon 97232, or by calling that office at 503-797-1756. 

Appeals from decisions contained in the 2011 Land Use Final Order Amendment for the Columbia River 
Crossing Segment of the SouthINorth Light Rail Project must be initiated within 14 days following the adoption 
of Resolution No, 11-4280 through personal delivery to the Land Use Board of Appeals, State Court 
Administrator and Metro's Council President of a notice of intent to appeal that conforms with the requirements 
of Section 9 of Oregon Laws 1996 Special Session, Chapter 12 (House Bill 3478). 

Sincerely, 

Tom Hughes 
Metro Council President 
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JOE ROWE 
6325 N ALBINA STE 14 
PORTLAND OR 97217 

DAN MCFARLING 
AORTA 
PO BOX 2772 
PORTLAND OR 97208-2772 

JIM HOWELL 
AORTA 
3325 I\lE 45 AVE 
PORTLAND OR 97213 

JOSEPH CORTWRIGHT 
IMPRESA, INC. 
1424 NE KNOn ST 
PORTLAND OR 97212 

CHRIS GIRARD 
PLAID PANTRIES INC 
10025 SW ALLEN BLVD 
BEAVERTON OR 97005 

KAY WILLIFORD 
9407 NE GERTZ CT 
PORTLAND OR 97211-1275 

. EVAN MANVEL 
4047NE 14 AVE 
PORTLAND OR 97212 

MICHAEL LILLY 
4800 SW GRIFFITH DR STE 325 
BEAVERTON OR 97005 

RONALD BUEL 
2817 NE 19TH AVE 
PORTLAND OR 97212 

PAMELA L FERGUSON 
HAYDEN ISLAND MANUFACTURING HOME 
2270 N BROUGHTON DR 
PORTLAND OR 97217 

JOHN MOHLIS 
OREGON BUILDING TRADES COUNCIL 
3535 SE 86 AVE 
PORTLAND OR 97266 

'MN'fflS MURPHY 
HILP 
1501 N HAYDEN ISLAND DR # 47 
PORTLAND OR 97217-8249 

HERMAN KACHOLD 
HILP 
1501 N HAYDEN ISLAND DR # 42B 
PORTLAND OR 97217-8249 

JOE SMITH 
2211 NE 21 AVE 
PORTLAND OR 97212-4623 

SETH KING AND STEPHEN L. PFEIFFER 
PERKINS COlE LLP 
1120 NW COUCH ST, 10TH FL 
PORTLAND OR 97209 

MARA GROSS 
COALITION FOR A LIVABLE FUTURE 
107 SE WASHINGTON ST STE 239 
PORTLAND OR 97214 
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Laura Dawson-Bodner 

From: Ken Ray 
Sent: 
To: 

Monday, August 15, 2011 9:34 AM 
Laura Dawson-Bodner 

Subject: 
Attachments: 

RE: Media distribution list for eRG LUFO 
media_contacUist - eRe LUFO notice - 8-12-11.xls 

Attached is the media contact list for the LUFO notice. 

-----Original Message----
From: Richard Benner 
Sent: Monday, August 15, 2011 9:26 AM 
To: Ken Ray; Dylan Rivera; Laura Dawson-Bodner 
Subject: RE: Media distribution list for eRe LUFO 

Thanks, Ken. 

Laura, 
Please add the list to the record 

-----Original Message----
From: Ken Ray 
Sent: Friday, August 12, 2011 4:01 PM 
To: Dylan Rivera; Richard Benner 
Subject: Media distribution list for eRe LUFO 

Dylan and Dick 

Attached is the list of news media outlets to which I sent the legal notice on the LUFO for 
eRe. 

Ken 

1 
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BEFORE THE METROCOUNCJL 

FOR THE PURPOSE OF AMENDING TIlE 1998 ) 
LAND USE FINAL ORDER FOR THE ) 
SOUTHINORTH LIGHT RAJL PROJECT AND ) 
ADOPTING A LAND USE FINAL ORDER FOR ) 
THE EXPO CENTERJHA YDEN ISLAND ) 
SEGMENT OF THE PROJECT INCLUDING THE ) 
J-5 COLUMBIA RIVER CROSSING BRIDGE ) 
AND ASSOClA TED HlGHW A Y ) 
IMPROVEMENTS 

RESOLUTION NO. 11-4280 

INTRODUCED BY COUNCILOR REX 
BURKHOLDER 

V/HEREAS, the Oregon Legislature enacted Oregon Laws 1996, Chapter 12 (the Act), 
establishing procedures for developing the SouthlNorth Light Rail Project through adoption by 
the Metro Council of a Land Use Final Order (LUFO); and 

WHEREAS, in accordance with section 4 of the Act, the Oregon Land Conservation and 
Development Commission adopted criteria to govern Council review of an application for a 
LUFO for tl1e South/~Jorth Light P~l Project, or any segment of it, on I\1ay 30, 1996; and 

WHEREAS, the Metro Council endorsed a Locally Preferred Alternative eLP A) for the I-
5 Columbia River Crossing Project by Resolution No. 08-3960B (For the Purposes of Endorsing 
the Locally Preferred Alternative for the Columbia River Crossing Project and Amending the 
Metro 2035 Regional Transportation Plan ·with Conditions), adopted July 17, 2008, that includes 
extension of SOLJthiN orth Light Rail from the Expo Center to Vancouver, Washington; and 

WHEREAS, among the conditions of Council endorsement of the LP A was a list of 
concerns a..'ld considerations, contained in Exhibit A to Resolution No. 08-3960B, to be 
addressed before the COlIDcil would approve a land use final order for the project; and 

WHEREAS, by Resolution No. 11-4264 (For the Purpose of Concluding that the 
Concerns and Considerations Raised about the Columbia River Crossing Project in Exhibit A to 
Resolution No. 08-3960B Have Been Addressed Satisfactorily), adopted June 9, 2011, the 
Council accepted the responses to the concerns and considerations, based upon the assessment 
set forth in Exhibit B to P~esolution No~ 11-4264, and the ackn.o\vledgement that fi.1rther 
refinements and decisions, involving the Council, would be made to address the concerns and 
considerations during later design, engineering and fmancial phases of project development, with 
involvement of the Council and the local community and its elected representatives; and 

WHEREAS, Metro's Regional Transportation Plan (RTP) calls for extension oflight rail 
from the Expo Center to Vancouver, Washington, as part of the I-5 Columbia River Crossing 
Project and places the project on the RTP's Financialiy Constrained Roadway Network; and 

WHEREAS, section 6.3.2.1 of the RTP required reconsideration of the I-5 Columbia 
River Crossing Project and amendment of the RTP if the number and design of auxiliary lanes on 
the 1-5 Columbia River Bridge or approaches to the bridge are inconsistent with the description 
oftl1e project in the RTP; and 
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WHEREAS, in accordance with section 6 of the Act, on June 23, 2011, the LUFO 
Steering Committee recommended that TriMet submit to Metro an application for, and the Metro 
Council adopt, an amendment to the 1998 South/North Light Rail LUFO to approve the light rail 
route, a station and highway improvements within the Expo Center/Hayden Island Segment of 
the SouthlNorth Light Rail Project; and 

WHEREAS, in accordance with section 6 of the Act, in a letter from Matt Garrett, 
Director, the Oregon Department of Transportation (ODOT) recommended that TriMet submit to 
Metro an application for, and the Metro Council adopt, an amendment to the 1998 South/North 
Light Rail LUFO to approve the light rail route, a station and highway improvements v"ithu'l the 
Expo Center/Hayden Island Segment of the South/North Light Rail Project; and 

WHEREAS, in accordance \vith section 6 of the Act, on July] 3,2011, TriMet filed an 
application for a LUFO for the Expo CenterlHayden Island segment of the SouthINorth Light 
Rail Project with the light rail route, station and highway improvements recommended by both 
the LUFO Steering COIrur.tittee and ODOT; and 

VlHERE.Il~S, the light rail route, station and highway improvements are in. the form of 
boundaries within which the light rail route, station and highway improvements win be located, 
as required by section 6 of the Act; and 

WB.EREAS, the number and design of auxiliary lanes on the 1-5 Columbia River Bridge 
and the approaches to the bridge project proposed in the TriMet LUFO application are consistent 
with the 1-5 Columbia River Crossing Project described in the RTP; and 

V.r::f-I.EREAS, Metro published a notice in The Oregonian, containing all the information 
required by section 7 ofthe Act, on July 14,2011, ofa public hearing before the Metro Council 
to consider TriMefs LUFO application on August 11,2011; 

\VHEREAS, Metro provided additional public notice of the August 11, 2011, public 
hearing by mailing postcards to all persons who own property within 250 feet of the proposed 
light rail alignment and stations and by posting notice at Metro's website, both on July 14,2011; 
and 

WHEREAS, Metro sent notice of the public hearing on July 15, 2011, to ODOT, 
Clackamas and Multnomah counties and the cities of Portland, Milwaukie, Gladstone, Gresham 
and Oregon City; and 

VlHEREAS, the Council finds and determines that The Oregonian is a newspaper of 
general circulation in the region and the above-described notices are reasonably calculated to 
give notice to persons who may be affected substantially by a decision to approve TriMet's 
LUFO application; and 

2 
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WHEREAS, on July 14,2011, Metro made available for public inspection a staff report 
addressing compliance of TriMet's application with the requirements of the Act; and 

WHEREAS, the Council held a public hearing on the TriMet LUFO application on 
August 11,2011; and 

WHEREAS, the Council President made a statement at the beginning of the hearing 
containing the information required by section 7 of the Act; and 

WHEREAS; the Council considered TriMet's application, the recommendations of the 
LUFO Steering Committee and ODOT, the staffreport, the Findings of Fact and Conclusions of 
Law and all public testimony presented on the application; now, therefore, 

BE IT RESOL~iED rrliAT the Ivletro Council: 

L Hereby amends the 1998 Land Use Final Order (LUFO) for the South/North Light Rail 
Project, and adopts the LUFO faT the Columbia River Crossing Light Rail Project, Expo 
CenteriHayden Island Segment of the South/North Light Rail Project, attached and 
incorporated into this resolution as Exhibit A, including the locations ofthe light rail 
route, station and highway improvements extending from the Expo Center to the Oregon
Washington line, and as shown in Exhibit A to be identical to the TriMet LUFO 
application. 

2. il~dopts the Findings of Fact &'1d Conclusions of Law, attached and incorporated into this 
resolution as Exhibit B, as the Council's written findings demonstrating how the 
application and Council's decision comply with the applicable criteria. 

ADOPTED by the Metro Council this 11th day of AUgllst, 2011. 

3 
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Exhibit A to Resolution No. 11-4280 

2011 SouthlNorth Land Use Final Order Amendment 

Columbia River Crossing Project 
Expo CenterlHayden Island Segment 

Adopted by the Nletro Council 

August 11,2011 
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1. Introduction 

This document constitutes a Land Use Final Order (LUFO) for the SouthlNorth Project in 
accordance vvith Oregon Laws 1996, Chapter 12 (House Bill 3478). This 2011 SouthINorth 
LUFO Amendment is the fifth in a series of LUFOs adopted by the Metro Council that 
established or amended the light rail route, light rail stations, light rail park-and-ride lots and 
maintenance facilities, and the highway improvements for the SouthlNorth Project, including 
their locations. The four previously adopted LUFOs are as follows: 

.. On July 23, 1998, the Metro Council adopted Resolution No. 98-2673 (the 1998 
LUFO), establishing the initial light rail route, stations, lots and maintenance facilities 
and the highway improvements, including their locations, for the Southlt-Jorth Project. 

• On October 28, 1999, the Metro Council adopted Resolution No. 99-2853A (the 1999 
LUFO), amending the 1998 LUFO to reflect revisions for that portion of the 
South/l'~orth Project extending fron} the Steel Bridge northv/ard to the Portland 
Metropolitan Exposition Center (Expo Center), primarily along Interstate Avenue. The 
1999 LUFO modified the northern lig..~t rail alig.."'1l'llent; established, relocated or 
expanded light rail station locations along that alignment; and authorized park-and
ride lots at Portland International Raceway (PIR) and the Expo Center along the Jight 
rail route. 

• On January 15, 2004, the Metro Council adopted Resolution No. 03-3372 (the 2004 
LUFO), further amending the previous SoutrJJ'.Jorth LUFO resolutions to (1) establish 
the light rail route, stations and park-and-ride lots, including their locations, along the 
Interstate-20S right-of-way from the Gateway Transit Center to Clackamas Regional 
Center; (2) modify the route along the dov.mtO\vn Portland Transit Mall to extend light 
rail transit (LRT) to Portland State University (PSU) and establish, adjust or relocate 
station locations; (3) modify the 1998 L UFO for the segment from Portland to 
Milwaukie by revising the align..ment and adding study areas; (4) remove the 1998 
LUFO designations from Milwaukie to Clackamas Regional Center; and (5) complete 
technical amendments to the 1999 LUFO alignment to reflect the tinal built 
configuration at certain stations consistent with the Full Funding Agreement Grant 
approved by the Federal Transit Adlninlstration4 

• On July 25, 2008, the Metro Council adopted Resolution No. 08-3964 (the 2008 
LUFO) , amending the 1998 and 2004 Sout})North LUFOs as they relate to the 
segment of the SouthlNorth Project extending from Portland State University (PSU) in 
downtmvn Portland through SE Portland and dovmtmVll Milwaukie to SE Park 
A venue in unincorporated Clackamas Cmmty. The 2008 LUFO realigned the light rail 
route between PSU and SE i h Avenue; established the route from SE Tacoma Street 
to SE Park Avenue; relocated light rail stations or authorized new stations along the 
light rail route; and established the park-311d-ride lots 311d highway improvements for 
the Portland to Milwaukie segment. 

Page 1: Exhibit A to Resolution No. 11-4280 
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This 2011 SouthlNorth LUFO Amendment (the 2011 LUFO) amends the 1998 LUFO as it 
relates to the segment of the SouthINorth Project in north Portland extending northward from 
the Expo Center and the Interstate 5Nictory Boulevard Interchange to the 
OregonlWashington state line on the Columbia River. This 2011 LUFO realigns the light rail 
route between the Expo Center and the Oregon/Washington state line westward from its 
alignment in the 1998 LUFO and it relocates the Hayden Island station west of its previous 
location. Over the river it provides for the light rail route to be accommodated on the lower 
tier of a new southbound Interstate 5 bridge. This 2011 LUFO also establishes a number of 
highway improvements, including new nOlihbolmd and southbound Interstate 5 Columbia 
River bridges and removal of the existing bridges; widening of Interstate 5 in both directions 
between approximately N Victory Boulevard and the Oregon/Washington state line on the 
Columbia River; new or modified interchanges at N Marine Drive, Hayden Island and Victory 
Boulevard; a new integrated rail/vehicular/bicycle pedestrian bridge connecting Hayden 
Island with the Expo Center; and roadway realignments, widenings, modifications and new 
connections within the project area. 

This 2011 LlJFO further provides for expa11sion and improven1ent of the P,-uby Jthl1ction 
Maintenance Facility along NW Eleven Mile Avenue in Gresham within the facility 
boundaries established L.7} the 2008 LUFO, to accommodate and maintain additional IJR T 
vehicles associated with the Columbia River Crossing Project. 

2. Requirements of House Bill 3478 

Chapter 12 of the 1998 Oregon Laws (House Bill 3478) provides procedures for siting the 
SouthlNorth light rail route, associated light rail facilities, and the highway improvements 
included in the SouthINorth Project. 1.1 brief, it provides a set of rel:';ulations for malcing and 
for appealing land use decisions related to the SouthINorth Project as it may be amended or 
extended from time to time. The law includes a provision directing the Land Conservation and 
Development Commission (LCDC) to adopt criteria for land use final orders; a requirement 
that TriMet make application for land use final orders; requirements for how the Metro 
Council conducts its public hearings; and procedures for appeal. 

Pursuant to House Bill 3478, upon application by TriMet and following a public hearing held 
on August 11, 2011, and in consideration of the whole record and based on a finding that 
there is slibstantial evidence Sllpporting t.'1e proposed action, the l\1etro Council hereby adopts 
this 2011 SouthINorth LUFO Amendment for the Project by Resolution No. 11-4280. 

3. Establishment of Columbia River Crossing Project Light Rail Routes, 
Stations, Maintenance Facilities and Highway Improvements, Including their 
Locations 

The Metro Council approves the light raii route, light rail station and highway improvements 
identified textually below and illustrated in the location boundary maps (Figures 1.1 to 1.3) 
that follow. These light rail facilities and highway improvements and their location 
boundaries are identical to those that the LUFO Steering Committee and ODOT 
recommended to TriMet and that TriMet included in its application for a LUFO amendment. 

Page 2: Exhibit A to Resolution No. 11 A280 
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The Metro Council also approves expansion and improvement of the Ruby Junction 
Maintenance Facility within the location boundaries established in the 2008 LUFO to 
accommodate light rail vehicles associated with the Columbia River Crossing Project. See 
Figure 2.1. 

The LUFO boundary maps contained in this order were prepared using cad line work of 
proposed improvements on top of aerial photos talcen in 2005 and 2007. The maps illustrate 
the adopted boundaries at 3n approximate scale of one inch equals 400 feet. The boundaries 
shown on these maps represent the areas within which the light rail facilities and highway 
improvements may be located. 

Preliminary and final englneering have not yet been completed. PrelL'11inary and advanced 
~""AI~1"Y'I.;-n~ ..... '(! .c>cY\,n-;nAt:::L1"; ...... n- nl~l1 [,,>A1"\.+~nn~ nnt~l cko1'lt ()r>tf'\'hpT' '1{)1 'J urhpT1 thp Pl~A..fpr-t it:' pvnp0fpr1 
PJ..vLUJ.l.lJ...H.U)' \ •. J1l6L1 .. JVVLUL6 YYJ...ll .....,V1..U .. J.LIL.Po •. ,1 .... UJ.l..tJ. UUV\..-l.I. '-"''-''-VU,"d "::"'-V.l.";"', Vl'.LJ.....,..lJ.. 1,...1..1. ..... ..l- .I..VJ ...... '-IL.l.'-' '""~:!...t-' .............. L'-"\0....1.-

to enter into its final engineering phase. "'lith lllore detailed, engilleering and environmental 
information available, some variations from the illustrations in the attached figures may be 
needed when t.lle project is built Accordingly, the LUFO shows a larger, more generalized 
boundary than t~at actually needed for the track alignment, station and highway 
improvements to ficcommodate such variations. Final location of the light rail facilities 8.l1d 

higlnvay improvements anywhere within the boundaries found on lhe LUFO maps would be 
consistent with this LUFO. 

The 1998 LUFO established a light rail alignment that included a segment extending from 
downtown Portland across the Steel Bridge and through northeast and north Portland to thc 
Expo Center and the Oregon/Washington state line. The 1999 LUFO amended the light rail 
alignment for that portion located between approximately the Steel Bridge and the Expo 
Center. 

This 2011 LUFO further modifies the 1998 LUFO by: 

1) Relocating the light rail alignment and Hayden Island station farther to the west; 

2) Relocating the light rail alignment leading into Vancouver, Washington onto the 
lower tier of a new southbound Interstate 5 bridge; 

3) Providing sibrnificant highway improvements between approximately N. Victory 
Boulevard and the Oregon/Washington state line on the Columbia River, including but 
not limited to new northbound and southbound Interstate 5 bridges to accommodate 
highway, rail, pedestrian and bicycle travel; ·widening of northbound and southbound 
Interstate 5 to accommodate three travel lanes and two auxiliary lanes; and 
interchange and roadway modifications and improvements and new roadway. 

In the 1998 U .. JrO there were two segments that, together, provided LRT service between the 
Expo Center and the Oregon/Washington state line on the Columbia River. These segments 
were the North Portland segment and the Hayden Island segment. In the 1999 LUFO, the 
Metro Council renamed the portion of the North Portland segment extending from south of 
the Columbia Slough near N Columbia Boulevard to the Expo Center the "Expo Center 

Page 3: Exhibit A to Resolution No. 11-4280 
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Segment." This 2011 LUFO amendment retains the name "Expo Center Segment" and 
extends it to N Marine Drive, where the I-Iayden Island Segment begins. This 2011 LUFO 
amendment also extends the Expo Center and Hayden Island segments east of Interstate 5 
approximately 2,500 feet to include all areas identified for highway improvements. For 
convenience purposes, these two segments are consolidated and addressed as a single segment 
(Expo Center/Hayden Island). 

Light Rail Alignment and Station 

From the Expo Center station, the light rail alignment proceeds northward tmder N Marine 
Drive and onto a new, integrated light raillvehicular/bicycle/pedestrian bridge crossing over 
the North Portland Harbor onto Hayden Island west of 1-5. The alignment then continues 
northward towards Vancouver, Washington, crossing over N Hayden Island Drive onto the 
lower deck of the new southbound Interstate 5 bridge. 

A single light rail station is located in the Expo Center/Hayden Island Segment. The Hayden 
Island Station Volin be elevated and positioned adjacent to 1-5, over or near Tomahavvlc Island 
Drive. Tomal1awk Island Drive will be extended under I-5to provide a third easlJwest street 
connection for Hayden Island. 

There are no new park-and-ride Jots or maintenance facilities within the Expo CenterlI-Iayden 
Island Segment. 

Highway Improvements 

The hjghway improvements ill the Expo Center/Hayden Island Segment include the 
following: 

1. New northbound and southbound 1-5 Columbia River bridges and removal of the 
existing 1-5 Columbia River bridges. The new southbound bridge is a two-tier bridge 
with highway on tJ1e upper deck and light rail on the lower deck. lbe new northbound 
bridge is a two-tier bridge with highway on the upper deck and bicycle and pedestrian 
facilities on the lower deck. Each new bridge will include three travel lanes and 1:\'10 

auxiliary lanes. 

2. \Videning of 1-5 in bot11 tIle DOItl1bound 3Jjd southbound directions fTom 1".J \Tictory 
Boulevard to the Oregon/Washington state line, Northbound, 1-5 will widen from tl1ree 
travel lanes at N Victory Boulevard to three travel lanes and two auxiliary lanes on the 
new northbound 1-5 Columbia River bridge. Southbound, 1-5 will narrow from three 
travel lanes and two auxilimy lanes on the new southbound 1-5 Columbia River bridge 
to three lanes south ofN Victory Boulevard. 

3. A newly designed 1-5/Marine Drive intercha.nge, including ramps connecting 1-5 with 
N Marine Drive and NE Martin Luther King Ir. Boulevard. 

4. A newly designed 1-5/Hayden Island interchange including relocated nOlihbound and 
southbound exit and entrance ramps. 

Page 4: Exhibit A to Resolution No. 11-4280 
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5. A new integrated ligbt raillvehicular/bicycle/pedestrian bridge west of 1-5 connecting 
Hayden Island with the Expo Center and N Expo Road. 

6. Realignment and widening of NE Martin Luther King Jr. Boulevard between the new 
1-5lMarine Drive interchange and approximately N Hayden Meadows Drive. 

7. Realignment and vv'idening ofN Marine Drive between N Gantenbein Avenue and N 
Vancouver Way. 

8. Modification, widening and extension ofN Vancouver Way between east ofN Haney 
Drive and approximately the light rail alignment west ofl-5. 

o Do ...... l;,....,"'"YV'Ia.,-,+ ..... .,..."",i 'I""i:?~....:i.a.1""'t;'r\ ..... f'"'o+'l'\T]:; TT'Y'\;A't"'I r"A"I1-rt· ho.+'Cl.)',,:::.,,:::..Y\ 1\.1 U<')urlAn 'J\Kp~r1rq:'lT(i nr'~'!.:rDo 
J. 1.,\,..JU.ll61J..LU"'-'lH UJ.1U VYH .. L'I, • ...-H.lU6 Vi. 1,~0 VJ..UV.U VVU..J.~ 1../\, • ...-L.VVv\.;.L.l..l"j ...l.LUyU\",-,Ll .l"'~Vu.uvn0 L .... .1J.V'-"' 

al1d N \lancoU"/ef \\Tay. 

10. A new northbound COl1..nection between NE Martin Luther King k Boulevard and N 
Vancouver Way and a new southbound connection between Nb Martin Luther King 
Jr. Boulevard and NE Union Court. 

11. Realignments, widening and roadway modifications to N Jantzen Avenue, N Jantzen 
Drive and N Hayden Island Drive. 

12. Modilkation, widening and extension of N Tomahawk Island Drive from east of N 
Jantzen Drive to the west of 1-5. 

13. Construction of a new roadway west of I-5 and the light rail alignment between N 
Jantzen Avenue and N Hayden Island Drive. 

14. A new public road extending N Expo Road westward to N Force Avenue. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries vvithin which the above described light 
rail facilities and highway improvements would be located. 

Ruby ~Jlinction IVlaintenance Facility 

The Ruby Junction Maintenance Facility along NW Eleven Mile Avenue in Gresham was first 
authorized in 1980 as part of the Portland to Gresham light rail project. The facility includes 
light rail tracks, vehicle storage spaces and maintenance bays, an operation center, and related 
facilities necessary to maintain light rail vehicles. 

As part of the 2008 LUFO amendments for the Portland to Milwaulde Project, the Metro 
Council approved the modification and expansion of the Ruby Junction Maintenance Facility 
and adopted location boundaries for it. See Figure 2.1 of this 2011 LUFO. This LUFO 
authorizes the use of that facility to serve light rail vehicles associated with the Columbia 
River Crossing Project. Such use was expressly anticipated in the 2008 LUFO findings. 
Because use and improvement of the facility in connection with the Columbia River Crossing 

Page 5: Exhibit A to Resolution No. 11-4280 



20

project will occur -within the location bOLmdaries approved in 2008, no location boundary 
amendments are necessary. 

4. Interpretation of Terms 

As it did in the 1998, 1999, 2004 and 2008 LUFOs, the Metro Council interprets the terms 
"light rail route", "stations", "lots", "maintenance facilities" and "highway improvements" as it 
did in its previous SouthINorth LUFOs, to have the following meanings: 

co "Light rail route" means the alignment upon which the light rail tracks will be located. 
The light rail route will be located on land to be owned by or under the operating 
control of TriMet. 

co "Stations" means those facilities to be located along the light rail route for purposes of 
accessing or serving the light rail system. Stations include light rail station platforms; 
kiss-and-ride areas; bus transfer platfomls and transit centers; vennor facilities; and 
transit operations rooms. 

'" "Lots" me~T}S those parking structures or surface parking lots that are associated \vith a 
station, owned hy or under the operating control of either TriMet or another entity 
with the conCliilenCe of TriMet, and intended primarily for uSe by persons riding 
transit or carpooling. Parking structures may include some retail or office spaces in 
association with the primary use. 

• ''If.1aintenance facilities" means those facilities to be located on land to be oV'med or 
controlled by TriI\1et for purposes of operating, servicing, repairing or maintaining the 
light rail transit system, including but not limited to light rail vehicles, the light rail 
tracks, stations, lots, and ancillary facilities and improvements. Maintenance facilities 
include maintenance facility access trackways; storage tracks for light rail vehicles; 
service, repair and maintenance shops and equipment; office facilities; locker rooms; 
control and communications rooms; transit district employee and visitor parking lots; 
and storage areas for materials and equipment and non-revenue vehicles. 

110 HHighway improvements" include new roads, road extensions or road widenings 
outside existing rights-of-ways that have independent utility in themselves and are not 
needed to mitigate adverse traffic impacts associated with the light rail route, stations, 
lots or maintenance facilities. 

Also consistent with its previous South/North L1JFOs, the Metro Council determines that 
implementation of the SouthINorth LUFO under sections 8(1 ) (a) and (b) of Chapter 12 of the 
1996 Oregon Laws (HB 3478), including the construction, operation and maintenance of the 
light rail route, stations, lots and maintenance facilities and the highway improvements for the 
Project, necessitates and requires development approval of certain associated actions and the 
permitting of certain associated or ancillary facilities or improvements. These associated 
actions or ancillary facilities or improvements generally are required: (1) to ensure the safe 
and proper functioning and operation of the light rail system; (2) to provide project access; (3) 
to improve traffic f10w, circulation or safety in the vicinity of the Project; or (4) to mitigate 
adverse impacts caused to the adjoining roadway network resulting from tbe alignment, 
stations, lots or maintenance facilities. For these reasons, these actions, facilities or 
improvements are integral and necessary parts of the Project. 

Page 6: Exhibit A to Resolution No. 11-4280 
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The Metro Council further determines that the associated actions and ancillary facilities or 
improvements for the SouthlNorth Project include, but are not limited to: ties, ballast, and 
other track support materials such as tunnels and bridges; modifications to existing tracks; 
retaining walls and noise walls; culverts and other drainage systems; traction electri±1cation 
equipment including substations; light rail signals and communications equipment and 
buildings; lighting; station, lot and maintenance facility accesses, including road accesses, 
pedestrian bridges and pedestrian and bicycle accessways; roadway crossing.protection; and 
the provision of pedestrian paths, bike lanes, bus stops, bus pullouts, shelters, bicycle storage 
facilities and similar facilities. They also include temporary LRT construction-related 
roadways, staging areas and road or lane closmes; roadway reconstruction, realignment, 
repair, widenit'lg, channelization, signalization or signal modification, lane reconfiguration or 
rcdu.ction, addition or modification of tlh"Tiing lanes or refLlges, lTIodification of traffic 
circulation patterl1S, or other lTIodificatiolls or improvements that provide or huprove Project 

. access, improve traffic flow, circulation or safety in the vicinity of the Project, facilitate or are 
necessary for the safe or proper functioning and operation of the Project, or are necessary to 
mitigate adverse traffic impacts created by the Project; modifications of private roadways 
adjoining the Project; permanent road, lane or access closures associated '\X/lth and 
necessitated by the Project; and other associated actions or associated or 2;lIlcillary facilities or 
improvements related to the Project. 

5. Applicable Land Use Criteria 

On May 30, 1996, pursuant to Section 4 ofI-Iouse Bill 3478, LCDC established the criteria to 
be used by the Metro Council in making land use decisions establishing or amending the light 
rail route, stations, lots and maintenance facilities, and the highway improvements for the 
SouthINorth Project, including their locations. The approved criteria include two procedural, 
six substantive, and two alignment-specific standards, set out below. Compliance with these 
criteria must be demonstrated. 

Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah counties, 
the cities of Gladstone, fv1ilwaukle, Oregon City and Portland, the T'ri-(,=ollnty 
Metropolitan Transportation District of Oregon and the Oregon Department of 
TranspOliation to submit testimony on the light rail route, light rail stations, pmk-and
ride Jots and vehicle maintenance facilities, and the highway improvements, including 
their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on 
the light rail route, light rail stations, park-and-ride lots, vehicle maintenanc.e facilities 
and the highway improvements, including their locations. 

Page 7: Exhibit A to Resolution No. 11-4280 
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Exhibit B 
Metro Council Resolution No. 11-4280 

Findings of Fact and Conclusions of Law 

SouthlNorth Corridor Land Use Final Order 
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1. Introduction 

1.1 Nature of the Metro Council's Action 

This action adopts a Land Use Final Order (LUFO) for the Columbia River Crossing (eRC) 
Project, which is an element of the larger SouthINorth Corridor Project. The action is taken 
pursuant to Oregon Laws 1996 (Special Session), Chapter 12 (referred to herein as "House 
Bill 3478" or "the Act"), which directs the Metro Council (Council) to issue LUFOs 
establishing the light rail route, light rail stations, park-and-ride lots and maintenance 
facilities, and any highway improvements to be included in the SouthlNorth Project, including 
their locations (i.e. the boundaries within which these facilities and improvements may be 
located). I 

This LUFO is the ,fifth in a series of LUFOs the Council has adopted for the Soutr1JfI'.Jorth 
Project. The previously adopted LUFOs are as follows: 

e On July 23, 1998, the Metro Council adopted Resolution No. 98-2673 (the 1998 
LUFO), establishing the initial light rail route, stations, lots and maintenance facilities 
and the highway improvements, including their locations, for the South/J'~orth Project. 

It On October 28, 1999, the Metro Council adopted Resolution No. 99-2853A (the 1999 
LUFO), amending the 1998 LUFO to reflect revisions for that portion of the 
SouthlNorth Project extending from the Steel Bridge northward to the Portland 
Metropolitan Exposition Center (Expo Center), primarily along Interstate Avenue. The 
1999 LUFO modified the northern light rail alignment; established, relocated or 
expanded light rail station locations along that alignment; and authorized park-and
ride lots at Portland International Raceway (PIR) and the Expo Center along the light 
rail route. 

• On January 15, 2004, the Metro Council adopted Resolution No. 03-3372 (the 2004 
LUFO), further amending the previous SouthINorth LUFO resolutions to (1) establish 
the light rail route, stations and park-and-ride lots, including their locations, along the 
Interstate-20S right-of-way from the Gateway Transit Center to Clackamas Regional 
Center; (2) modify the route along the dovvnto\vn Portland Transit NIall to extend light 
rail transit (LRT) to Portland State University (PSU) and establish, adjust or relocate 
station locations; (3) modify the 1998 LUFO for the segment from Portland to 
Milwaukie by revising the alignment and adding study areas; (4) remove the 1998 
LUFO designations from Milwaukie to Clackamas Regional Center; and (5) complete 
technical amendments to the 1999 LUFO alignment to reflect the final built 
configuration at certain stations consistent with the Full Funding Agreement Grant 
approved by the Federal Transit Administration. 

I Metro's Regional Transportation Plan shows northward extension of light rail to Clark County Washington. 
However, the Metro Council's jurisdiction is limited to the Oregon portion of the SouthlNorth Project 
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• On July 25, 2008, the Metro Council adopted Resolution No. 08-3964 (the 2008 
LUFO), amending the 1998 and 2004 SouthINorth LUFOs as they relate to the 
segment of the SouthINorth Project extending from Portland State University (PSU) in 
downtown Portland through SE Portland and downtown Milwaukie to SE Park 
Avenue in unincorporated Clackamas County. The 2008 LUFO realigned the light rail 
route between PSU and SE i h A venue; established the route from SE Tacoma Street 
to SE Park Avenue; relocated light rail stations or authorized new stations along the 
light rail route; and established the park-and-ride lots and highway improvements for 
the Portland to Milwaukie segment. 

This 2011 SouthINorth LUFO Amendment (the 2011 LUFO) amends the 1998 LUFO as it 
relates to the segment of the South/North Project in north Portland extending northward from 
the Expo Center and from the Interstate 5 (I-5)/Victory. Boulevard Interchange to the 
Oregon/Washington state line on the Columbia River. This 2011 LlJFO realigns the light rail 
route between the Expo Center and the Oregon/Washington state line westward from its 
alignJnent in the 1998 LUFO and it relocates the Hayden Island station ,:vest of its previous 
location. It also provides for the rail route to be accommodated on the lower tier of a new 
southbound 1-5 bridge. This 2011 LUFO also establishes a number of highway improvements 
for the Columbia River Crossing Segment of the South/Nonh Project, induding new 
northbound and southbound 1-5 bridges; widening of I-5 in both directions between 
approximately N Victory Boulevard the Oregon/Washington state line on the Columbia River; 
new or modified interchanges at Marine Drive, Hayden Island and Victory Boulevard; a new 
integrated raillvehicular/bicyde pedestrian bridge connecting Hayden Island with the Expo 
Center; and roadway realignments, widenings, modifications and new connections within the 
project area. 

This 2011 LUFO also provides for expansion and improvement of the Ruby Junction 
Maintenance Facility along NW Eleven Mile A venue in Gresham to accommodate and 
maintain additional LRT vehicles associated with the Columbia River Crossing Project 

This 2011 LUFO is also the latest in a long string ofland use final orders dating back to1991 
to the approval of the first LUFO for the Westside Corridor Project. That LUFO, and several 
amendments to that LUFO which followed, expanded the Portland metropolitan region's 
commitment to a multi-modal transportation net\vork including Ught rail transit serving 
populations to the north, south, east and west of the Central City, an improved state highway 
and local street network, and facilities to encourage walking and bicycle travel. These steps 
coincided with the Land Conservation and Development Commission's adoption in 199] of 
the Transportation Planning Rule, which encourages and supports the availability of a variety 
of transportation choices for moving people that balance vehicular use with other modes to 
avoid principal reliance on anyone mode. The Westside LUFOs, among other things, 
approved the extension of light rail initially through Portland, unincorporated Washington 
County and Beaverton and then later into downtown Hillsboro. They also approved highway 
and bicycle improvements associated with the light rail projects, including the widening of 
US 26 and Oregon 217, new or modified freeway ramps, a new bridge crossing US 26 at 
Sylvan, a new collector-distributor road system west of the Sylvan Interchange, a new US 26 
bridge crossing at Sylvan, the closing of some local accesses to and from US 26, local street 
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realignments, modifications and improvements, and bicycle facility improvements extending 
from approximately the Oregon Zoo to Oregon 2] 7. The SouthINorth Project continued this 
commitment to a multi-modal transportation system with a series of light rail and highway 
improvements extending along the SouthINorth corridor between Clackamas County and the 
Oregon/Washington state line. 2 The Council anticipates that this 2011 LUFO amendment will 
not be the final step in that process, as House Bill 3478 envisions that at some future point, 
light rail transit will extend farther south into Oregon City. 

1.2 Relationship of Council's Order to Requirements of the National 
Environmental Policy Act of 1969 

Like the 1998, 1999,2004 and 2008 LUFOs before it, this 2011 UJFO is adopted solely to 
;1Y'1nl.p.1:""Y\£)o.-nt tht:l< nrrnl;,,;rvne< ;" un 'lA,Q .r::lll+'hA."""~'7;'Y\O thp f'll.llnr-l1 fA 1'Y'i'.:l:1rP l".lnrl llCP ,tPf"lCll\"tlC r\n 
.l.Lll!-'.lv.LL.lvLlL Ll.lv p.l V" J..:JIV.ll.J J.11 ~..LLJI ,.J' I U UUL.llV.l.lL...l..l.l5 L.l.Lv "--'VU-.Ll'-'J.l LV .l.L.H .. ~_n.v J.U.l.1U- u.-,-,v Uv\,.ll.>J .. nJ.I..lIJ \J.1.1 

the light rail route, stations, lots and maintenance facilities and the highway improveinents for 
the SouthINorth Project, including their locations. This land use decision is not required by 
the National Environmental Policy Act of 1969 (NEPA) or other federal law, 

1 '2 D~~":-emen';''' ",I' u o" se Blon '2A"7Q .J .n .. 'I:O'-IulI L~ UJ. ...... u U J"r / U 

Section 6(1) of House Bill 3478 requires the Council to "establish the light rail route, stations, 
lots and maintenance facilities, and the highway improvements for the project or project 
extension, including their locations." Section 6(l)(a) further provides that the locations for 
each of these faciiities and improvements: 

"shall be in the form of boundaries within which the light rail route, stations, 
lots and maintenance facilities, and the highway improvements shall be 
located. These boundaries shall be sufficient to accommodate adjustments to 
the spec(jic placements of the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for which need commonly arises 
upon the development of more detailed environmental or engineering data 
following approval of a Full Funding Grant Agreement." 

Section 6(2) of the Act addresses amendments to the 1998 LUFO. It provides: 

''Any siting of the light rail route, a station, lot or maintenance facility, or a highway 
improvement outside the locations established in a land use final order, and any new 
station, lot, maintenance facility or highway improvement, shall require a land use 
final order amendment or a new land use final order which shall be adopted in 
accordance with the process providedfor in subsection (1) of this section. /I 

2 The region's rail transit system now has 50 miles of light raiL vvith a new line south from the Central City to 
Milwaukie (7.3 miles) now under construction. The system includes a 14.7-mile commuter rail serving the 
southwest part of the region, opened in 2008, and four miles of streetcar with another eight miles under 
construction. Future light rail projects under consideration include a light rail line along the Em·bur Boulevard 
corridor. 
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Section 7 ofHB 3478 requires the Council to apply land use criteria established by the Land 
Conservation and Development Commission (LCDq in making decisions in a land use final 
order on the light rail route, stations, lots and maintenance facilities, and the highway 
improvements, including their locations, and to prepare and adopt findings of fact and 
conclusions of law demonstrating compliance with those criteria. These findings serve to 
demonstrate compliance with LCDC's criteria for the mod[fications and new improvements 
selected in this LUFO amendment. 

Section 3(1) of HB 3478 provides that the procedures and requirements set out in the Act are 
the only land use procedures and requirements to which the Council's decisions on the light 
rail route, the stations, lots and maintenance facilities, and the highways improvements for the 
Project, including their locations, are subject. Consequently, these findings focus on the 
matters identified in HB 3478 as land use actions being taken at this time. 

The Columbia River Crossing Project is an integrated bridge, light rail transit and highway 
project within the Expo Center and Hayden Island segments of the SouthlNorth corridor in 
Oregon that extends northward into the state of Washington. The Council finds that the 
combination of light rail and highway improvements is consistent with and authorized by 
House Bill 3478. Section 1 (18) of House Bill 3478 defines "Project" to mean the Southll'.Jorth 
Light Rail Project as it may be amended from time to time. "The project includes the light rail 
route, stations, lots and maintenance facilities and any highway improvements to be included 
in the project." The Council finds that this definition anticipates that the character of the 
Project may change over time and may include highvJay improvements. Section 1(12) defines 
"highway improvements" to mean "the highway improvements, if any, to be included in the 
project * * *. The highway improvements shall be selected from among the highway 
improvements, if any, described in a Draft Statement or Final Statement for the project or 
project extension for the project * * *. The Council finds that this provision anticipates the 
inclusion of highway improvements to the Project where such improvements are addressed in 
a draft or final environmental impact statement involving the project. Similarly, Section 6(2) 
anticipates new highway improvements being added as amendments to an earlier LUFO. 
Section 1(13) defines "land use final order" as an order or orders of the Council deciding, 
among other things, the highway improvements for the project. The Council finds that this 
language, together with Sections 6(1) and 6(2) of the Act, authorizes the Council to make 
decisions on highway improvements for the project in a land use final order. Section 3(3) 
provides that "the procedures and requirements provided for in [HB 3478] shall be the only 
land use procedures and requirements applicable to * * * [d]ecisions on the highway 
improvements for the project * * *." The Council finds that this language directs it to follow 
the requirements ofHB 3478 for any highway improvements that are included in the project. 

The Council finds that the language in HB 3478 parallels language in Oregon Laws 1991, 
Chapter 3 (Senate Bill 573) for the Westside Corridor Project, which extended light rail transit 
from Portland to Hillsboro. Portions of that project included highway improvements along US 
26 and Oregon 217, as well as along local arterials and local streets in the vicinity of these 
highways. 3 Like HB 3478, SB 573 similarly defined "Project" to include highway 

3 Among other highway improvements, the \1,,1 estside Corridor Project authorized a neVi yvestbound truck 
climbing lane on US 26, the widening of US 26 to six lanes (three in each direction) between the Skyline 
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improvements, and it similarly defined "highway improvements" as "those highway 
improvements to be included in the project" as described in a draft environmental statement. 
SB 573 similarly defined "final order" as a decision (made by the TriMet Board) deciding the 
light rail route, light rail facilities and highway improvements", and it similarly provided that 
the procedures and requirements of that Act were the only procedures and requirements 
applicable to TriMet Board decisions on the light rail facilities and highway improvements. 4 

The Council further finds that in Section 2(1) of SB 573, the Oregon Legislature found that to 
obtain maximum federal funding for the Westside Corridor Project, it was necessary to 
consolidate land use decisions regarding light rail and highway improvements into a single 
land use decision, and in Section 2(2), it found that the Act should be liberally construed to 
accomplish the purposes set out in Section 2(1). Similarly, for the SouthlNorth Project, 
Section 2(1) of liB 3478 provides that to maximize the state's and metropolitan region's 
ability to obtain the highest available level of federal funding for the SouthINorth Light Rail 
Project and to ensure the timely and cost-effective construction of the project, it is necessary 
"to establish a process to be used in making decisions in a land use final order on the light rail 
route, light rail stations, light rail park-and-ride lots, light rail maintenance facilities and any 
highway improvements to be included in the SouthINorth MAX Light Rail Project, including 
their locations." Like Section 2(2) of SB 573, Section 2(2) oo-rn 3478 states, "Sections 1 to 
13 of this Act shall be liberally construed to accomplish the purposes enumerated in 
subsection (1) of this section." The Council finds that the purposes of obtaining the highest 
level possible of federal funding and ensuring the timely and cost-effective construction of the 
Project as it may be amended from time to time remain important priorities for the region and 
state. It fllrther finds that a large portion of the project cost of the Columbia River Crossing 
Project will be federally funded and that the procedures and requirements in HB 3478 were 
developed to help the region obtain maximum federal funding for the Project. 5 

The Council finds that the Columbia River Crossing Project is a significant multi-modal 
public works project designed to accommodate the interstate travel needs of Portland 
metropolitan area residents, including residents of Vancouver, \Vashington in a manner that 
moves people and freight efficiently and minimizes conflicts between the various travel 
modes. The Council finds that the Project reflects negotiation and compromise among 

Interchange and Oregon 217, widening of Oregon 217 from four to six lanes with an additional auxiliary lane 
both southbound and northbound between the Walker Road and Canyon Road interchanges, changes to the Zoo 
and Sylvan interchanges, construction of an eastbound collector-distributor road system between the Sylvan 
Interchange and SW Camelot Court, realignment of SW Canyon Court east of SW Skyline Boulevard, 
realignment of SW Hewitt Boulevard, and other local street improvements. 
4 See Senate Bill 573, Sections 2(10), (11) and (13) and Section 3(1). 
5 The Council finds that the legislature anticipated a need to amend the Project over time in, among other things. 
the Act's definitions of "Project", "Project extension", "Draft Statement" and "Final Statement", all of which 
authorize amendments from time to time; in its definition of "Land use final order" as a written order or orders 
of the Council; and in the language of Section 6(2) of the Act . The Council further finds that by so providing 
for amendments, the Act demonstrates consistency with the Westside Corridor Project, which included an initial 
LUFO adopted on April 11, 1991, establishing the light rail alignment through Beaverton and the highway 
improvements on and near US 26 and Oregon 217; a LUFO adopted on July 28, 1993 for the "Hillsboro 
Extension" of light rail project; and amendments to these LUFOs dated July 28, 1993 and November 22, 1995 
for light rail facilities and August 23, 1995 and February 28, 1996 for highway improvements. The Council takes 
official notice of those TriI\1et Board decisions. 
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governmental bodies and that for all practical purposes, the light rail component could not 
have gone forward without the highway component and the highway component could not 
have gone forward without the light rail component. Indeed, the Council finds that the 

. extension of light rail transit to Vancouver without accompanying highway improvements 
was attempted in 1998 but rejected by the voters. 

More specifically, the Council finds that the original 1998 LUFO that this action is amending 
was borne out of the proposal to build the SouthINorth light rail project from Clackamas 
Town Center through Milwaukie and downtown Portland to Vancouver, terminating in the 
vicinity ofI-S and I-20S in the State of Washington. The crossing of the Columbia River was 
via a proposed new bridge for light rail transit purposes only west of the existing I-SIInterstate 
Bridge. TriMet successfully obtained voter support of General Obligation Bonds for one-third 
of the local match in November 1994 by a wide margin. That ballot measure was predicated 
on a state legislative contribution of another one-third and a \\Tashington State/Clark County 
contribution of the final one-third. In early 1995 the voters of Clark Co. turned down a ballot 
measure for their local match contribution It was clear from this action that a stand-alone light 
rail project was not politically acceptable to the voters of Clark County. In response, TriMet 
and the Oregon side of the region proceeded to implement segments of the Project in Oregon 
(Illterstate WJAX, 1-205 ~v1AX to the Clackainas Town Center and Portland to I\1ilvvaukie 
MAX). 

The question of how to address travel needs in the I-S corridor started over through a bi-state 
initiative called the I-5 Transportation and Partnership. In June 2002, the conclusions of the I
S Transportation and Trade Partnership were published, 6 calling for a comprehensive 
approach to addressing the needs in the corridor, including improvements to 1-S from north of 
the Fremont Bridge in Oregon to I-20S in Vancouver, extension of the newly completed 

. Interstate MAX from the Expo Center to downtown Vancouver, implementation of demand 
and system management strategies to encourage more efficient use of the transportation 
system, and implementation of tolling to help pay for the Columbia River crossing and other 
corridor improvements. While light rail remained an important element of the improvement 
plan to meet the needs, it became clear that it could only become part of a more 
comprehensive solution. As such, light rail is functionally linked to the bridge and highway 
improvements because of the demonstration through the I-S Transportation and Trade 
Partnership that the functional requirements of the corridor required all of the elements 
included in the recommendations. The conclusion was reached that the Oregon interests 
required emphasis on a multi-modal solution, including better management of traffic demand, 
because of the difficulty of accommodating that demand through a highway-only expansion 
of I-S. At the same time, the conclusion recognized the Clark County interests would benefit 
from those improvements but needed a highway element because the land use patterns of 
Clark County requires a system with greater dependence on auto access. 

This LUFO reflects the conclusion of the Columbia River Crossing Project on how to best 

6 See http://www.coiumbiarivercrossin£.org/FileLibrary/NonCRCReiatedDocumentsll-
5 Partnership 2002 Final Strategic Plan.pdf, incorporated herein by this reference. The Metro Council 
endorsed that plan, including highvvay and light rail improvements, through its adoption of Resolution No. 02-
3237A on Noyember 14, 2002. 
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implement the recommendations of the 1-5 Transportation and Trade Partnership. There is not 
light rail without the freeway bridge being replaced. 

Additionally, the Council finds that the highway improvements are necessitated by the light 
rail improvements. Extension oflight rail transit to Vancouver along the 1-5 corridor requires 
a new bridge crossing over the Columbia River. The proposed J-5 Columbia River bridge 
crossing consists of two bridge structures. The light rail extension is located beneath the 
bridge structure carrying southbound 1-5 traffic, and a bicycle and pedestrian crossing is 
located beneath the bridge structure carrying northbound 1-5 traffic. The Council finds that the 
proposed pedestrian and bicycle facilities on the northbound bridge are needed to connect 
pedestrians and bicyclists wishing to travel across the Columbia River between Oregon and 
Washington to the light rail transit stations located north and south of the bridge, including the 
Expo Center Station and the new Hayden Island Station. 

The Council further finds that construction of these new bridge structures will necessitate 
improvements to the 1-5 highway and interchanges, including the Hayden Island and Marine 
Drive Lrlterchanges, and to the local street network that connects those interchanges including 
realignments, widenings or extensions of or new connections between N Marine Drive, NE 
Martin Luther King Boulevard, N Gantenbein Avenue, N Expo Road, N Vancouver Way, N 
Haney Drive, NE Union Court, N Jantzen Drive, N Jantzen Avenue, N Hayden Island Drive, 
N Tomahawk Island Drive and N Force A venue. It also finds that additional highway 
improvements are needed to integrate the transit corridor extension into the existing 
transportation network and to facilitate multimodal access to and from the existing light rail 
station at the Expo Center and a new light rail station at Hayden Island. Specifically, the 
Council finds that the extension of light rail tracks requires grade-separated crossings with the 
local road system. Accommodation of the grade-separated crossings necessitate modifications 
to the 1-5/Marine Drive Interchange and connecting roadways including the realignments ofN 
Vancouver Way and N Marine Drive and modifications ofthe road connections to NE Martin 
Luther King Boulevard. 

The Council finds that the extension of the light rail alignment requires an additional bridge 
crossing over the North Portland Harbor, a navigable waterway. The new local bridge will be 
a multimodal facility accommodating the light rail extension as well as bicycles, pedestrians 
and vehicles. 

The Council finds that the Expo Center Station will serve as a multimodal connection to 
enhance accessibility and connectivity with the East Columbia and Bridgeton neighborhoods 
east ofl-5. Accommodation of this connection to Hayden Island requires improvements to the 
local street network including the construction of a new local multimodal bridge over the 
North Portland Harbor, a new public road extending N Expo Road westward to N Force 
Avenue, the extension ofN Tomahawk Island Drive under 1-5 to the Hayden Island Station, 
the creation of "Avenue A" in front of the Hayden Island Station, and modifications to N 
Janzen Drive, N Jantzen A venue and N Hayden Island Drive. 

The Council finds that the Hayden Island Station will be sited where the existing 1-5lHayden 
Island interchange southbound on- and off-ramps are currently located, prompting the need to 
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reconfigure the existing I-5lHayden Island Interchange. It further finds that the reconfigured 
interchange requires modifications to the local roadway network to provide local access to the 
light rail station and to reconnect local streets to the reconfigured Hayden Island Interchange. 

As discussed in Section 6.3.1 of these findings, the Council finds that nearly all of the 
highway improvements identified as part of the Columbia River Crossing Project are already 
identified as transportation improvements in the City of Portland's acknowledged 
Transportation System Plan (TSP) or comprehensive plan, or in Metro's Regional 
Transportation Plan (RTP). The only exceptions to this are the new local multimodal bridge 
over the North Portland Harbor connecting Hayden Island with the Expo Center and local 
roadway improvements in the vicinity of the Marine Drive Interchange. As noted above, the 
new multimodal bridge is an integrated multi-modal facility that includes the light rail 
alignment as well as travel lanes, bike lanes and sidewalks to serve motor vehicles, bicyclists 
and pedestrians. l\..s further noted above, the local road in1provements in the vicinity of the 
Marine Drive Interchange will improve local access to and from the Expo Center and Hayden 
Island light rail stations. These improvements are needed as well to accommodate the new I-5 
Columbia River bridges and the modifications to the Hayden Island and Marine Drive 
interchanges. 7 

Finally, the Council notes that HB 3478 authorizes the Council to make land use decisions 
only with respect to light rail facilities and highway improvements. See Sections 6(1) and 
6(2). The effect of these decisions is to pennit such facilities to be constructed within the 
location boundaries established in the LUFO. The LUFO does not decide or address the 
design of these improvements, nor does it decide what mitigation will be provided. Design 
issues are addressed in local proceedings pursuant to Section 8 of the Act. Mitigation is 
detennined through the FEIS process or during local pennitting proceedings pursuant to 
Section 8 of the Act. 

7 As elements of the Columbia River Crossing Project, the highway improvements are eligible for federal 
funding. While as noted, most of these improvements are already identified in Portland's acknowledged 
Transportation System Plan and the RTP, they are nonetheless included in the LUFO and addressed in these 
findings because, as part of the Columbia River Crossing Project~ they remain subject to the requirements of I-IB 
3478. 
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2. Amendments to the Light Rail Route, Stations, Lots and 
Maintenance Facilities, and Highway Improvements for the Project, 
Including Their Locations 

2.1 Introduction 

The Metro Council initially approved a light rail route, stations, park-and-ride lots, 
maintenance facilities and highway improvements for the Project, including their locations, in 
the 1998 LUFO. That decision established an alignment from the Clackamas Town Center 
through downtown Milwaukie to downtown Portland and northward to the 
Oregon/Washington state line on the Columbia River. 

The 1999 LUFO modified the 1998 LUFO by relocating the light rail alignment farther to the 
west, establishing new light rail station locations, and providing an interim terminus at the 
Expo Center. 8 The remainder of the Project outside that portion between the Steel Bridge and 
the Expo Center remained unchanged. 

This 2011 LUFO modifies the 1998 LUFO by: 

1) Relocating the light rail alignment and Hayden Island station farther to the west; 

2) Relocating the light rail alignment leading into Vancouver, Washington onto the 
lower tier of a new southbound L'1terstate 5 bridge; 

3) Providing significant highway improvements between approximately N. Victory 
Boulevard and the Oregon/Washington state line on the Columbia River, including but 
not limited to new northbound and southbound Interstate 5 bridges to accommodate 
highway, rail, pedestrian and bicycle travel; widening of northbound and southbound 
Interstate 5 to accommodate three travel lanes and two auxiliary lanes; and 
interchange and roadway modifications and improvements and new roadway 
connections within the Project area. 

These 2011 findings replace and supersede findings supporting the 1998 LUFO as follows: 

.. That part in Section 6.4.8 of the ] 998 LUFO findings addressing the portion of the 
North Portland segment between the Expo Center and N Marine Drive; 

.. In their entirety, Section 6.4.9 of the 1998 LUFO findings addressing the Hayden 
Island segment. 

Further, to the extent these 2011 LUFO findings create inconsistencies with other sections of 
the 1998 LUFO findings [see, e.g., Sections 2.1,6.1 and 6.3], these 2011 findings control and 
supersede the earlier findings. 

8 The 1999 LUFO did not amend the Expo Center station location or the light rail alignment immediately south 
of the Expo Center in any significant 
1 
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This 2011 LUFO also authorizes use of the Ruby Junction Maintenance Facility in Gresham 
to serve light rail vehicles associated with the Columbia River Crossing Project. 
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2.2 Selected Expo CenterlHayden Island Segment Amendments 

The Metro Council amends the ] 998 LUFO to select and establish the locations of the light 
rail route, stations, maintenance facilities and highway improvements identified below. The 
Council finds that its selected light rail route, stations, maintenance facilities and highway 
improvements, including their locations, are identical to those for which TriMet requested 
Council approval in its "Application for SouthINorth Land Use Final Order Amendment 
(Expo Center/Hayden Island Segments)", which TriMet filed on July 13,2011 and which the 
Council incorporates herein by this reference. 9 The light rail route, station, maintenance 
facility and highway improvements selected by this amendment are described textually and 
illustrated on the maps contained in the Council's adopted 2011 LUFO. 

Tn the 199R TJ TFO there were two segments that. tOfTether. orovided lifTht rail transit (LRT) - -~ --- - - - - - - - - --- - -- - - - - ~ - ~r - - - - -' I.-' ~ .l "-' "/ 

service between the Expo Center and the Oregon/Washington state line on the Columbia 
River. These segments were the North Portland segment and the Hayden Island segment. In 
the 1999 LUFO, the Metro Council renamed the portion of the North Portland segment 
extending from south of the Columbia Slough near N Columbia Boulevard to the Expo Center 
the "Expo Center Segment." This 2011 LUFO amendment retains the name "Expo Center 
Segment" and extends it to r.~ ~v1arine Drive, \tvhere the Hayden Island Segment begins. This 
2011 LUFO amendment also extends the Expo Center and Hayden Island segments east of 
Interstate 5 approximately 2,500 feet to include all areas identified for highway 
improvements. For convenience purposes, these two segments are consolidated and addressed 
"c ., ";nglPo spOT'!"Ipont (Evpr. rponterlH"y,ipon Td"nd) in th""""" find;n<N t..i.-oJ u oJ.l. ...., _6J.J..l_.l.l1o- /\.. '--' '-"_.1.1.1... ..L ...... U-_.i..I- ,",,-UJ._ J. J..i..L " ... ,",'-..7_ .1-.1- J. ... b""~ 

The Metro Council now deems it appropriate to approve the 2011 LUFO changes for the 
Expo Center/Hayden Island Segment as follows: 

Light Rail Alignment 

From the Expo Center station, the light rail alignment proceeds northward under N Marine 
Drive and onto a new, integrated light raillvehicular/bicycle/pedestrian bridge crossing over 
the North Portland Harbor onto Hayden Island west of 1-5. The alignment then continues 
northward, crossing over N Hayden Island Drive onto the lower deck of the new southbound 
Interstate 5 Bridge. 

From the state line on the Columbia River, the alignment continues northward into 
Vancouver, Washington. Because the portion of the Project in the State of Washington is 
outside the jurisdiction of the State of Oregon, it is not subject to compliance with House Bill 
3478 and is not addressed in the LUFO or these LUFO findings. 

9 TriMei's application is attached as Exhibit B to Resolution No. 11-4289. 
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Light Rail Stations 

A single light rail station is located in the Expo CenterlHayden Island Segment. The Hayden 
Island Station will be elevated and positioned adjacent to 1-5, over or near Tomahawk Island 
Drive. Tomahawk Island Drive will be extended under 1-5 to provide a third east/west street 
connection for Hayden Island. The Hayden Island Plan calls for retail development, a mixed
use station community, and a well-connected street system to be developed adjacent to the 
station. 

Park-and-Ride Lots 

There are no new park-and-ride lots in the Expo Center/Hayden Island Segment. 

Operations & l\1aintenance Facilities 

There are no operations & maintenance facilities in the Expo' CenterlHayden Island Segment. 
Maintenance will be provided at the existing Ruby Junction Maintenance Facility in Gresham, 
discussed in Section 2.3 below. 

Highway Improvements 

The highway improvements m the Expo CenterlHayden Island Segment include the 
following: 

1. New northbound and southbound 1-5 Columbia River bridges. The southbound bridge 
is a two-tier bridge with highway on the upper deck and light rail on the lower deck. 
The northbound bridge is a two-tier bridge with highway on the upper deck and 
bicycle and pedestrian facilities on the lower deck. Each bridge will include three 
travel lanes and two auxiliary lanes. 

2. Widening of 1-5 in both the northbound and southbound directions from N Victory 
Boulevard to the Oregon/Washington state line. Northbound, 1-5 will widen from three 
travel lanes at N Victory Boulevard to three travel lanes and two auxiliary lanes on the 
new northbound 1-5 Columbia River bridge. Southbound, 1-5 will narrow from three 
travel lanes and two auxiliary lanes on the new southbound 1-5 Columbia River bridge 
to three lanes south ofN Victory Boulevard. 

3. A newly designed I-5lMarine Drive interchange, including ramps connecting 1-5 with 
N Marine Drive and NE Martin Luther King Jr. Boulevard. 

4. A newly designed 1-5lHayden Island interchange including relocated northbound and 
southbound exit and entrance ramps. The redesign is intended to further the Hayden 
Island Plan and implement features that are supportive of transit. 

5. A new integrated light rail/vehicularlbicycle/pedestrian bridge west of 1-5 connecting 
Hayden Island with the Expo Center and N Expo Road. 
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6. Realignment and widening of NE Martin Luther King Jr. Boulevard between the new 
1-5lMarine Drive interchange and approximately N Hayden Meadows Drive. 

7. Realignment and widening ofN Marine Drive between N Gantenbein Avenue and N 
Vancouver Way. 

8. Modification, widening and extension ofN Vancouver Way between east ofN Haney 
Drive and approximately the light rail alignment west ofI-5. 

9. Realignment and widening of NE Union Court between N Hayden Meadows Drive 
and N Vancouver Way. 

10. A new northbound connection between NE Martin Luther King Jr. Boulevard and N 
Vancouver Way and a new southbound connection between NE Martin Luther King 
Jr. Boulevard and NE Union Court. 

11. Realignments, widening and roadway modifications to N Jantzen Avenue, N Jantzen 
Drive and N Hayden Island Drive. 

12. Modification, widening and extension of N Tomahawk Island Drive from east of N 
Jantzen Drive to the west ofI-5. 

13. Construction of a new roadway west of 1-5 and the light rail alignment betvveen N 
Jantzen Avenue and N Hayden Island Drive. 

14. A new public road extending N Expo Road westward to N Force Avenue. 

15. Removal of the existing 1-5 Columbia River bridges. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which the above described light 
rail facilities and highway improvements would be located. 

2.3 Ruby Junction Maintenance Facility Improvements 

The Ruby Junction Maintenance Facility along NW Eleven Mile A venue in Gresham was first 
authorized in 1980 as part of the Portland to Gresham light rail project. The facility includes 
light rail tracks, vehicle storage spaces and maintenance bays, an operation center, and related 
facilities necessary to maintain light rail vehicles. 

As part of the 2008 LUFO amendments for the Portland to Milwaukie Project, the Council 
approved the modification and expansion of the Ruby Junction Maintenance Facility and 
adopted location boundaries for it. See Figure 2.1 of this 2011 LUFO. This LUFO authorizes 
the use of the facility to serve light rail vehicles associated with the Columbia River Crossing 
Project. Such use was expressly anticipated in the 2008 LUFO findings. Because use and 

in connection v/ith the Colulnbia River Crossing Project \vill 
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occur within the location boundaries approved in 2008, the Council finds it is not necessary to 
amend those boundaries. 
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3. SouthlNorth Project Land Use Final Order Criteria 

On May 30, 1996, pursuant to Section 4 ofHB 3478, LCDC established the criteria to be used 
by the Council in making land use decisions establishing or amending the light rail route, 
stations, lots and maintenance facilities, and the highway improvements for the Project or 
Project Extension, including their locations. The approved criteria include two procedural, six 
substantive, and two alignment-specific standards, set out as follows: 

3.1 Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah Counties, 
the cities of Gladstone, Milwaukie, Oregon City and Portland, the Tri-County 
J\1etropolitan Transportation District of Oicgon and the Oregon Department of 
Transportation to submit testimony on the light rail route, light rail stations, park-and
ride lots and vehicle maintenance facilities, and the highway improvements, including 
their locations. 

Hold a public hearing to provide an opportunity for the public to submit testimony on 
the light rail route, iight rail stations, park-and-ride lots and vehicle maintenance 
facilities, and the highway improvements, including their locations. 

3.2 Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on affected residential, 
commercial and industrial neighborhoods and mixed-use centers. Identify measures to 
reduce those impacts which could be imposed as conditions of approval during the 
National Environmental Poljcy Act (J'-JEPA) process or, if reasonable and necessary, 
by affected local governments during the local pennitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and 
vehicle maintenance facilities, including their locations, balancing (1) the need 
for light rail proximity and service to present or planned residential, 
employment and recreational areas that are capable of enhancing transit 
ridership; (2) the likely contribution of light rail proximity and service to the 
development of an efficient and compact urban form; and (3) the need to 
protect affected neighborhoods from the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (1) the need to improve the highway system with (2) the need to 
protect affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the permitting process. 
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5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that 
adverse impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, 
riparian, wetland and park and recreational areas, including the Willamette River 
Greenway, that are protected in acknowledged local comprehensive plans. Where 
adverse impacts cannot practicably be avoided, encourage the conservation of natural 
resources by demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA process or, if 
reasonable and necessary, by local governments during the permitting process. 

7. Identify adverse impacts associated with stormwater runoff. Demonstrate that there 
are measures to provide adequate storm water drainage retention or removal and 
protect water quality which could be imposed as conditions of approval during the 
NEP A process or, if reasonable and necessary, by local governments during the 
permitting process. 

8. Identify adverse impacts on significant historic and cultural resources protected in 
acknowledged comprehensive plans. Where adverse impacts cannot practicably be 
avoided, identify local, state or federal revievJ processes that are available to address 
and to reduce adverse impacts to the affected resources. 

3.3 Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City 
of Milwaukie's Downtown. Consider an extension of the light rail route connecting the 
City of Oregon City and the City of Gladstone with the City of Milwaukie via the 
Interstate 205 corridor andlor the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of 
:tvlil\vaukie's Dov·/ntov~/n via hiller southeast Portland neighborhoods and, in the C,ity of 
Milwaukie, the McLoughlin Boulevard corridor, and further connecting the Central 
City with north and inner northeast Portland neighborhoods via the Interstate 
5/Tnterstate A venue corridor. 

Compliance with Procedural Criteria 1 and 2 is demonstrated in Section 5 of these findings. 
Compliance with Substantive Criteria 3 through 8 is demonstrated in Section 6 (long-term 
impacts) and Section 7 (short term construction impacts) ofthese findings. The Council finds 
that Criterion 9 is not relevant to this 2011 LUFO because the South/North Project already 
connects Clackamas Town Center with downtown Milwaukie and this amendment does not 
concern light rail extensions from Milwaukie to Gladstone or Oregon City. It finds that 
compliance with Criterion 9 has been addressed in prior SouthiNorth LUFOs, including the 
2004 LUFO. Regarding Criterion 10, the Council finds that this 2011 LUFO amendment 
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further connects the Central City with the Kenton and Hayden Island neighborhoods in north 
Portland via the existing alignment along the Interstate Avenue corridor. 

For all of the reasons set out in these findings, the Council finds and concludes that these 
2011 LUFO amendments comply with the applicable LCDC criteria. 
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4. Implementation of a Land Use Final Order 

4.1 Overview of Process for Selecting Mitigation Measures 

LCDC Criteria 3 through 8 require the Council to identify (1) specified adverse impacts (e.g., 
impacts to neighborhoods and natural resources) that would result as a consequence of its 
decisions, and (2) "measures" to reduce those impacts which potentially could be imposed as 
conditions of approval during the NEPA process or, if reasonable and necessary, by local 
governments during the local jurisdiction permitting processes. Consideration of appropriate 
measures is consistent with local comprehensive plan policies and land use regulations which 
recognize that development can have adverse impacts on persons and property and which seek 
to reduce those impacts to the extent reasonable and permitted by law. 10 

The CounciPs decisions seiecting the iight rail route, stations, lots and maintenance facilities, 
and the highway improvements for the Project, including their locations, are not the final 
steps in the process culminating with completion of construction of the Soutll/North Project. 
Subsequent to or concurrent with Council actions, Final Environmental Impact Statements 
(FEIS) are submitted to the Federal Transit Administration (FTA) and the Federal Highway 
Administration (FHWA). As part of that process, mitigation plans are developed addressing 
mitigation of adverse impacts associated with the selected rail and highway improvements for 
the Project. In each case, following federal approval of the FEIS, issuance of a Record of 
Decision and the signing of a Full Funding Grant Agreement with FTA and FHWA, the Final 
Design phase will begin. During Final Design, all necessary federal and state permits for 
project construction are obtained. 

Also during Final Design, the siting of light rail and highway improvements is subject to local 
permitting processes. Section 8(l)(b) of House Bill 3478 directs all affected local 
governments and agencies to "issue the appropriate development approvals, permits, licenses 
and certificates necessary for the construction of the Project or project extension consistent 
with a land use final order." Section 8(1 )(b) fbrther allows these affected local governments to 
attach approval conditions to their development approvals permits, licenses and certificates. 
However, any such conditions must be "reasonable and necessary" and "may not, by 
themselves or cumulatively, prevent implementation of a land use final order." Under Section 
8(3) of HB 3478, unreasonable or unnecessary conditions would include 1) measures for 
which there are insufficient funds within the Project budget to pay for those measures; 2) 
measures that would significantly delay the completion or otherwise prevent the timely 
implementation of the Project; and 3) measures that would significantly negatively impact 
Project operations. See also TriMet v. City of Beaverton, 132 Or App 253 (1995). II A 
condition prevents implementation of a LUFO if its imposition would require TriMet to 
finance construction of the condition at the expense of improvements funded under the Full 

lOSection 1(17) of HB 3478 defines "measures" 10 include "any mitigation measures, design features, or other 
amenities or improvements associated with the project or project extension." 
II In the Beaverton case the Court explained: "The reasonable and necessary test applies to conditions that are 
related to or necessitated by the project, but the bill does not permit conditions of a kind that are designed to 
further umelated land use oflocal plans and " 



42

Funding Grant Agreement or to go beyond the available federal funds and local matching 
funds for the Project. The Council finds that these funds constitute the envelope of available 
funds for the Project. 

In summary, Criteria 3 through 8 require the Council to identify measures which potentially 
"could be imposed" later in the process as part of an approved mitigation plan under NEPA or 
through local permitting (if reasonable and necessary). However, the actual determination and 
imposition of appropriate measures occurs only through these later federal or local processes, 
not through this Council action. The Council finds this approach to be reasonable and 
appropriate, particularly given that the LUFO is not based on final design plans. Through final 
design, many identified adverse impacts may be avoided, and appropriate mitigation can be 
better determined. 

4.2 Effect of Land Use Final Order on Local Comprehensive Plans and 
Land Use Regulations 

Section 8(1)(a) ofHB 3478 requires the affected cities and counties and Metro to amend their 
comprehensive or fimctional plans, including their public facility and transportation system 
plans and land use regulations, to the extent necessary to make them consistent with a land 
use final order. Section 8(2) further provides that a LUFO "shall be fully effective upon 
adoption." 

The legal effects of these provisions are (l) to immediately authorize, as permitted uses, the 
light rail route, stations, lots and maintenance facilities and the highway improvements, 
including their locations, as identified and approved in a land use final order, and (2) to 
require appropriate plan and land use regulation amendments so that local land use 
requirements are consistent with a land use final order. 12 However, as noted above, the uses 
approved in a land use final order remain subject to local imposition of reasonable and 
necessary approval conditions under Section 8(1 )(b). 

While approval of a LUFO identifies where rail and highway improvements may go and 
authorizes their development at these locations subject to reasonable and necessary 
conditions, it does not concurrently prevent other uses allowed by existing zoning. Stated 
another way, a LUFO is not a right-of-way preservation tool. It does not prevent development 
of economically feasible uses currently permitted under acknowledged plans and land use 
regulations. It merely adds to the list of uses permitted on the properties affected by the LUFO 
without eliminating other uses from that list. 

Similarly, a LUFO does not require local zoning amendments to allow more intense scales of 
development. Instead, it requires amendments only as necessary to authorize the approved 
Project elements and ancillary facilities or improvements that may be required to ensure the 
safe and proper functioning and operation of the light rail system or other Project elements, 

12This may require amendments to authorize the ancillary facilities and improvements for the SouthINorth 
Project. 

2 



43

provide Project access, improve traffic flow, circulation or safety in the Project vicinity, or 
mitigate adverse impacts resulting from the Project. 

In summary, Metro Council adoption of a LUFO has the immediate effect of authorizing, on 
the affected properties, the light rail and highway facilities and improvements approved in the 
LUFO. It also identifies the affected locations for future public acquisition for rail or highway 
purposes. However, LUFO adoption in no way prevents or limits currently allowed uses on 
these properties during the interim period pending ultimate public acquisition, nor does it 
mandate the rezoning of areas nearby light rail stations to achieve regional growth 
management objectives. 
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5. Compliance with Procedural Criteria (1-2) 

5.1 Criterion 1: Agency Coordination 

"Coordinate with and provide an opportunity for Clackamas and 
Multnomah Counties, the cities of Gladstone, Milwaukie, Oregon City and 
Portland, the Tri-County Metropolitan Transportation District of Oregon 
and the Oregon Department of Transportation to submit testimony on the 
light rail route, light rail stations, park-and-ride lots and vehicle 
maintenance facilities, and the highway improvements, including their 
locations. " 

Criterion 1 ensures I'v1etro coordination with the Tri-County I"v1etropolitan Transportation 
District of Oregon (TriMet), the Oregon Department of Transportation (ODOT), and six cities 
and counties within the SouthINorth corridor that are directly affected by the Project or 
Project Extension. Criterion 1 further requires Metro to provide these jurisdictions and 
agencies an opportunity to submit testimony on the light rail and highway facilities and 
improvements for the Project or Project Extension, including their locations. 

The light rail route, station, maintenance facility and highway improvement decisions that are 
the subject of this LUFO amendment fall within the jurisdictional boundaries of the cities of 
Portland and Gresham. While the City of Gresham is not identified in Criterion 1, the Council 
finds that coordination with the city is appropriate because the maintenance facility serving 
light rail vehicles associated with the Columbia River Crossing Project is located in Gresham. 
The Council finds that the City of Portland's planning, engineering, and other technical staff, 
as well as staff from TriMet and ODOT, have been actively involved in the process resulting 
in these proposed amendments, and that TriMet staff has met with City of Gresham staff with 
regard to expanding use of the Ruby Junction Maintenance Facility. 

The Council finds that Metro coordination with TriMet, ODOT, Clackamas and Multnomah 
Counties and the cities of Portland, Milwaukie, Gresham, Oregon City and Gladstone has 
occurred both through their participation (except for Gladstone) on the LUFO Steering 
Committee to make recommendations to TriMet on a 2011 LUFO amendment, and through 
invitations to these local governments and agencies to submit testimony to the ~,-1etro Council 
on this amendment. The Council finds that on or about June 13, 2011, TriMet staff mailed 
Project materials (Proposed LUFO Steering Committee Recommendation Concerning the 
2011 South/North Land Use Final Order, dated June 23, 2011) describing all aspects of the 
proposed Project to ODOT and to elected officials of the cities of Portland, Milwaukie, 
Gresham, and Oregon City, the counties of Multnomah and Clackamas, and Metro, providing 
them with information regarding the proposed 2011 LUFO amendments for the Columbia 
River Crossing Project. The Council fhrther finds that the LUFO Steering Committee, which 
includes representatives from Metro, TriMet, ODOT, Clackamas and Multnomah Counties, 
and the cities of Portland, Milwaukie, Gresham and Oregon City, reviewed the proposed 
LUFO amendments and on June 23, 2011, made recommendations to TriMet on those 
amendments as documented in the 2011 LUFO and as provided for in Section 6(1)(a) of 
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House Bill 3478. Also, the Council finds that ODOT separately submitted its own 
recommendations to TriMet as required by Section 6(1)(a). 

In addition, the Metro Council finds that notice of its August 11, 2011, public hearing to 
consider this LUFO amendment was mailed directly to each of the above-identified local 
governments and agencies, including the City of Gladstone, thus providing those local 
governments and agencies with the opportunity to submit testimony to the Council on the 
proposed LUFO amendments at that hearing. 

In adopting these 2011 LUFO amendments, the Metro Council carefully considered the 
recommendations of the LUFO Steering Committee and ODOT and the comments of the 
affected jurisdictions. The Council's decision in this 2011 LUFO amendment proceeding is 
fully consistent with TriMet's application, which in tum is consistent with the 
recommendations of the LUFO Steering Committee and ODOT~ 

For all of these reasons, the Metro Council finds that Criterion 1 is satisfied . 

.:; 2 r °t ° 2 COt' P to, to ..,. ~n enon: I lzen ar IClpa~lOn 

"Hold a public hearing to provide an opportunity for the public to submit 
testimony on the light rail route, light rail stations, park-and-ride lots and 
vehicle maintenance facilities, and the highway improvements, including 
their iocations. " 

Criterion 2 ensures that the public has an opportunity to submit testimony and be heard in the 
process leading to the Metro Council's selection of the light rail route, stations, lots and 
maintenance facilities, and the highway improvements for the Project, including their 
locations. 

On August 11,2011, consistent with Criterion 2, the Metro Council held a public hearing and 
accepted public testimony on the proposed amendments to the 1998 LUFO. This followed 
public notice, which Metro published in The Oregonian on July 14, 2011, which is more than 
14 days prior to its hearing. The Metro Council finds that The Oregonian is a newspaper of 
general circulation and that this publication of notice in The Oregonian meets and exceeds the 
requirements for notice set out in fiB 3478. 

In addition to the published notice, a postcard mailing announcing the hearing was mailed to 
people on Metro's SouthINorth mailing list for the Columbia River Crossing Project. This list 
includes owners of property within 250 feet of the light rail and highway alignments and 
within 250 feet of the Ruby Junction Maintenance Facility boundary. Also, announcements of 
the 2011 LUFO public hearing were included on Metro's website. 

Further, the Metro Council finds that there has been substantial community participation in 
the process leading to the selection of the proposed amendments. The Metro Council takes 
notice of, and incorporates by reference herein, the description of the community participation 
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process leading up to adoption of these 2011 LUFO amendments as set out in Appendix B of 
the Columbia River Crossing Draft Environmental Impact Statement (2008). 

In summary, the Metro Council finds that the holding of the public hearing on August 11, 
2011, satisfies the requirement of Criterion 2. It further determines and concludes that the 
notices provided through publication, mailings, recorded announcements and by other means 
were reasonably calculated to give notice to people who may be substantially affected by the 
Metro Council's decision on TriMet's application. 

The Council heard argument that the nature of this proceeding required the Council to follow 
quasi-judicial hearing procedures. The Council doubts that a proceeding involving miles of 
light rail track and roadway improvements affecting scores of properties and serving many 
tens of thousands of users each day is quasi-judicial. More significantly, the Councii finds that 
the procedures it follows in adopting land use final orders are dictated by Section 7 of HB 
3478 and that Section 7 does not mandate the use of quasi-judicial procedures in such 
proceedings. The Council finds that its compliance with the process set out in HB 3478 
providing public notice of this proceeding, authorizing submittal of written testimony and 
calling for a public hearing provided interested parties with an adequate opportunity to present 
their views to the Council is sufficient, noting that the process set out in HB 3478 is an 
alternative land use siting process authorized by the legislature to achieve the purposes of the 
legislation. See Seto v. Tri-County Metro. Transportation Dist., 311 Or 456 (1991). All that 
stated, the Council also finds that the procedures it authorized for this LUFO amendment 
provided for limited rebuttal to any new evidence introduced by the applicant during the 
applicant's rebuttal. 
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6. Compliance with Substantive Criteria (3-8) Long Term Impacts 

6.1 Introduction 

The Columbia River Crossing portion of the SouthfNorth Project will extend SouthINorth 
light rail transit from the Expo Center to the Oregon/Washington state line on the Columbia 
River and then farther northward into Vancouver, Washington. The total length of the LRT 
extension is 2.9 miles, of which 1.0 mile is within the State of Oregon. Additionally, the 
Columbia River Crossing portion of the Project will provide two new bridge spans over the 
Columbia River, enhance pedestrian and bicycle travel in the area, widen and improve 1-5, 
and substantially improve mobility on and the connectivity of the surrounding roadway 
network between N Victory Boulevard and the Columbia River. 

This LUFO amendment affects the Hayden Island segment and a portion of the Expo Center 
segment of the SouthlNorth Project, as identified by the Council in the 1998 and 1999 
LUFOs. For ease of analysis, those i'.vo segments are addressed as a single, consolidated 
segment (Expo CenterlHayden Island) in these findings. 

6.2 Supporting Documentation 

In addition to the findings of fact addressing the selected light rail route, stations, maintenance 
facilities and highway improvements for the Columbia River Crossing Section of the 
SouthlNorth Project, the Metro Council believes, adopts and incorporates by reference herein 
the facts set forth in the following documents: 

*Columbia River Crossing Draft Environmental Impact Statement (2008) 13 

*CRC Project Description for Oregon (describing the Oregon portion of the Project to 
be included inthe FElS) (2011) 
*Preliminary Columbia River Crossing Technical Reports (including appendices) 
(2011): 

* Acquisitions Technical Report 
* Air Quality Technical Report 
* Archaeology Technical Report 
* Aviation Technical Report 
*Cumulative Effects Technical Report 
*Economics Technical Report 
*Ecosystems Technical Report 
*Electromagnetic Fields Technical Report 
*Energy Technical Report 
*Environmental Justice Technical Report 

13 The Council is aware that the CRC Project as identified in the DEIS has been modified and supplemented and 
its supporting information has been updated. The 2011 technical reports reflect the Project. as it will appear in 
the FElS. To the extent the DEIS is inconsistent with the Project as developed for the FEIS (e.g., a lO-lane 
bridge instead of a l2-1ane bridge) and information in the 2011 Preliminary Columbia River Crossing Technical 
Reports. the Council relies on the more recent information. 
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*Geologyand Groundwater Technical Report 
*Hazardous Materials TechnicaIReport 
*Historic Built Environmental Technical Report 
*Indirect Effects Technical Report 
*Land Use Technical Report 
*Navigation Technical Report 
*Neighborhoods and Population Technical Report 
*Noise and Vibration Technical Report 
*Parks and Recreation Technical Report 
*Public Services Technical Report 
*TDM and TSM Technical Report 
*Traffic Technical Report 
*Transit Technical Report 
*Utilities Technical Report 
*Visual and Aesthetics Technical Report 
*Water Quality and Hydrology Technical Report 
*Wetlands and Jurisdictional Waters Technical Report 

*Stacked Transit/Highway Bridge Memorandum 
*Highway, local road and transit roll map 
*Biological Assessment for Threatened, Endangered, and Candidate Fish 
*Draft Storm water Management Design 

Additionally, the Metro Council takes official notice of the following documents: 
1. Oregon Laws 1996 (Special Session), Chapter 12 (House Bill 3478) and Oregon 
Laws 1991, Chapter 3 (Senate Bill 573) 
2. Metro Regional Framework Plan and its components, including the 2040 Growth 
Concept Map, the Urban Growth Management Functional Plan, the 2035 Regional 
Transportation Plan (RTP) and the Regional High Capacity Transit System Plan 
3. City of Portland Comprehensive Plan, Transportation Plan and Land Use 
Regulations 
4. The following resolutions adopted by the Metro Council, including their exhibits 
and attachments: 

• Resolutions No. 98-2673, July 23, 1998; No. 99-2853A, October 28, 1999; No. 
03-3372, January 15, 2004; and No. 08-3964, July 24, 2008, (adopting or 
amending the South/J'.Jorth Land 'Use Final Order) 

• Resolution No. 02-3237A, November 14, 2002, (endorsing the 1-5 
Transportation and Trade Partnership'S "Final Strategic Plan" (June 2002» 

• Resolution No. 08-3960B, July 17, 2008 (endorsing the Locally Preferred 
Alternative for the Columbia River Crossing Project) 

.. Resolution No. 11-4264, June 9, 2011 (regarding considerations and concerns 
raised about the Columbia River Crossing Project) 

5. Metro Ordinance No. 10-1241B, June 10, 2010 (adopting the 2035 Regional 
Transportation Plan) 
6. The following resolutions adopted by TriMet, including their exhibits and 
attachments: 
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• Resolution Adopting a Land Use Final Order (SB 573), April 12, 1991 
(adopting the Westside Corridor Project Land Use Final Order) 

• Resolutions No. 93-07-56, July 28, 1993; No. 93-07-57, July 28, 1993; No. 95-
08-60, August 23, 1995; and No. 96-01-10, February 28, 1996 (adopting the 
Hillsboro extension of the Westside Corridor Project and amendments to the 
Westside Corridor Project and Hillsboro Extension Land Use Final Orders) 

6.3 Expo Center/Hayden Island Segment: Findings and Mitigation 
Measures 

As noted in Section 2.2 of these findings, the Expo CenterlHayden Island Segment of the 
SouthINorth Project includes the following facilities in Oregon: 

• For light rail, the Project extends the existing IvlAX light rail facilities from the Expo 
Center Station in north Portland northward across tiayden ISland to the 
Oregon/Washington state line on the Columbia River. The light rail transit alignment is 
located generally to the west of the alignment approved in the i 998 SouthfNorth LUFO 
and includes one LRT station on Hayden Island. 

• For the highway improvements, the Project begins just south ofN Victory Boulevard and 
extends northward to the Oregon/Washington state line on the Columbia River. The multi
modal Project includes a new bridge crossing over the Columbia River (including the LRT 
extension noted above), and related highway, interchange and bicycle and pedestrian 
improvements. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which these light rail facilities 
and highway improvements ,viII be located. 

6.3.1 Criterion 3: Neighborhood Impacts 

"IdentifY adverse economic, social and traffic impacts on affected 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessary, by affected 
local governments during the local permitting process." 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
balancing (1) the need for light rail proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neighborhoods from the identified adverse impacts." 
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"B. Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

Criterion 3 requires the Council to provide for a light rail route, stations, lots, maintenance 
facilities and associated highway improvements, "balancing" the need to protect affected 
neighborhoods from identified adverse impacts with the positive benefits provided by light 
rail proximity and service (including the development of an efficient and compact urban form) 
and by an improved highway system. 

The Council finds that the Columbia River Crossing Project amending the 1998 LUFO 
includes both light rail facilities and associated highway improvements. These improvements 
were identified and analyzed as Alternative 3 in the DEIS issued in 2008. After a public 
hearing on the DEIS on 11ay 29, 2008 and extensive public revie\x;, a Locall)! Preferred 
Alternative (LPA) was selected. The LPA was endorsed by TriMet and ODOT and is being 
advanced into the Final Environmental Impact Statement as the Preferred l-1Jtemative. The 
Preferred Aitemative includes the light raii improvements necessary and appropriate to extend 
the SouthINorth Light Rail Project into the State of Washington and the associated highway 
improvements, as presented in this application. 

The Council finds that the CRC Project, as set out in the LPA and the LUFO application, will 
be a significant transportation improvement project in which light rail, highway, bicycle and 
pedestrian improvements are all associated as part of an integrated, multi-modal project. The 
Council finds that the affected local governments and agencies involved in this Project have 
expressed strong interest that the Project be a joint light rail and highway project. It finds that 
the associated highway improvements directly and indirectly serve the light rail improvements 
by accommodating the alignment (e.g., new 1-5 bridges, new arterial bridge over the North 
Portland Harbor) or providing regional and local access to the Expo Center and Hayden Island 
light rail stations (e.g., 1-5 interchange improvements, access and circulation improvements 
and roadway modifications on Hayden Island and in the vicinity of the Marine Drive 
interchange). The Council further finds that some of the highway improvements are needed 
for engineering purposes to accommodate the nevv' bridge containing the light rail alignment 
and the modifications to the 1-5 interchanges and their approaches. And the Council tInds that 
the light rail and highway improvements are linked together as well in federal and state 
proposals for D.mding the Project. See Metro Resolution No. 11-4264 and Exhibit A attached 
thereto, incorporated herein by this reference. 

Description of Affected Neighborhoods in the Expo CenterlHayden Island Segment 

The consolidated Expo Center/ Hayden Island segment extends north from N Marine Drive 
across the North Portland Harbor and Hayden Island to the Oregon/Washington state line in 
the Columbia River. The segment includes portions of the East Columbia, Kenton, Bridgeton 
and Hayden Island neighborhoods. These neighborhoods are identified and described in the 
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Neighborhoods and Population Technical Report, incorporated herein by reference. Major 
public land uses in this segment include the Portland International Raceway, the Expo Center, 
and Delta Park. 

The East Columbia Neighborhood is located directly east of 1-5 and extends from the 
Columbia Slough north to Marine Drive. East Columbia contains a variety of land uses 
including large recreational and entertainment uses on the western and eastern boundaries of 
the neighborhood. One such use is East Delta Park, which is 86 acres in size. It features the 
Delta Sports Complex with five lighted softball fields and a synthetic soccer field. The 
complex also hosts additional softball fields, seven grass soccer fields, six sand volleyball 
courts, a playground, picnic tables, an off-leash dog area, and nature trails. The neighborhood 
also includes wetlands, trucking companies, and small industrial businesses. Other amenities 
within the East Columbia Neighborhood are Portland Meadows Race Track and Columbia 
Edgewater Golf Course. Between these large tracts of land are several manufactured home 
parks and large tracts of industrial land. 

Tne East Columbia Neighborhood contained an estimated 2000 US Census population of 344. 
The percentage of African American residents is approximately twice that of the county or 
city, while the percentage of Hispanic or Latino residences is substantially smaller than that of 
the county or city. The percentage of population 65 years of age or older is one-third of the 
city percentage and slightly more than one-third of the county percentage. 

The Kenton Neighborhood is located west ofI-5 and extends from Lombard Avenue to North 
Portland Harbor. Kenton contains a wide range of uses, including residential, commercial, 
industrial, and recreationaL Single-family residential development is concentrated south of 
Columbia Boulevard, with commercial and industrial uses located to its north. Multi-family 
residential dwellings are scattered throughout the neighborhood, but a majority are found 
among densely packed commercial structures along Interstate and Lombard LA~_venue,s. 

The northern portion of Kenton contains multiple community resources including Portland 
International Raceway, Heron Lakes Golf Course, Multnomah County Fairgrounds, and the 
Expo Center. The large Paul Bunyan statue at the intersection of N Interstate and N Argyle 
A venues, the Kenton Neighborhood Rose Garden, and the Historic Kenton Firehouse are also 
important cultural resources that provide identity to the community. West Delta Park and 
Vanport Wetlands serve as natural resources, as does Kenton Park on Brandon Avenue. There 
are many historic resources including the Kenton commercial historic shopping district on 
Denver Avenue, the historic David Cole House on N McClellan, and the historic Kenton 
Firehouse on Brandon A venue. 

The Kenton Neighborhood contained an estimated 2000 US Census population of 7,086. The 
percentage of African American residents in Kenton is more than twice that of the county or 
city, while the percentage of Hispanic or Latino residents is slightly higher than that of the 
county or city. The percentage of popUlation 65 years of age or older is within one percent of 
the city percentage and county percentage. 

The Bridgeton Neighborhood is located east of 1-5 on North Portland Harbor. It is an early 
Portland neighborhood with cottages buiit between 1915 and 1930 along the Columbia River. 

:2 
1:) 
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Residential uses are concentrated at the eastern end of the neighborhood, both on land in 
rowhouses and detached single-family dwellings, and on the river in floating homes. 
Industrial uses can be found directly adjacent to I-S around the Marine Drive interchange. 
There is a small commercial node at Marine Drive and I-S. Columbia High School and its 
adjacent playfield act as important community resources, as do the neighboring sloughs and 
the Columbia River, which provide recreational uses. 

The Bridgeton Neighborhood contained an estimated 2000 US Census popUlation of only 39 
within the area of potential impact from the CRC Project. The percentage of Hispanic or 
Latino population is lower than the county and city, while the percentage of African 
Americans is double that found in Multnomah County and almost double the percentage 
found in Portland. The percentage of population 6S years of age or older is one-third of the 
city percentage and slightly more than one-third of the county percentage. 

While a range of uses is located in the Hayden Island Neighborhood, the primary use is 
commercial. Jantzen Beach Center, a large commercial mall, and other retail uses are located 
to the west of I-S. Hotels and restaurants are also located on the island. Residential uses are 
located in the northwestern and eastern portions of the island. The residences in the 
northwestern area are manufactured homes. In the eastern portion of the island the residences 
are both on the land and in the river; floating homes are located on the south side of the island 
and along North Portland Harbor. Small marinas are located around the island. 

The Hayden Island Neighborhood contained an estimated 2000 US Census population of 
2,086. The percentage of minority population and proportion of households below the poverty 
level is lower in the neighborhood than for the county and the region. The percentage of 
population over 6S years of age is considerably higher than averages for the county and the 
region 

The LRT alignment will generally parallel the west side of I-S through this segment, with a 
station located at the east end of the Jantzen Beach Center. 

Identify adverse economic, social and traffic impacts on affected neighborhoods. 
Identify measures to reduce those impacts. 

Economic, social and traffic impacts specific to the Expo CenterlHayden Island segment are 
addressed in the following section. Economic, social and traffic impacts are also described, 
along with corresponding mitigation measures, in the Acquisitions Technical Report, Aviation 
Technical Report, Economics Technical Report, Environmental Justice Technical Report, 
Land Use Technical Report, Navigation Technical Report, Neighborhoods and Population 
Technical Report, Traffic Technical Report, Transit Technical Report, and Visual and 
Aesthetics Technical Report. 

For the purpose of these findings, long-term adverse impacts generally are grouped under one 
of three headings: economic, social or traffic impacts. The Council recognizes, however, that 
impacts often can fall under more than one heading. For example, impacts on freight 
movement may be relevant as both economic and traffic impacts. Displacements have both 
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economic and social implications. Parking can be categorized as an economic, social and 
traffic concern. The Council intends these findings to be interpreted broadly to allow overlap 
among these different categories. 

Although the following list is not exclusive, the Council finds that the economic, social and 
traffic impacts associated with the CRC Project fall primarily within the following categories: 

Economic Impacts 
• Business displacements 
• Loss of parking/access 
• Tax base 
• Freight movement (train, truck, water and air) 

Social Impacts 
• Residential displacements 
• Access to community facilities 
• Barriers to neighborhood interaction 
" Safety and security 
• Visual/aesthetic 

Traffic Impacts 

• Transit 
• Systemwide and local traffic impacts 

As noted, Criterion 3 directs the Council to balance these impacts with the need for light rail 
and highway improvements. Before identifying the adverse economic, social and traffic 
impacts on the affected neighborhoods, the Council finds it useful to briefly summarize the 
need for the light rail and highway improvements that comprise the Columbia River Crossing 
Project. 

Overview of Need for Light Rail and Highway Improvements in the Expo 
CenterlHayden Island Segment 

The Council finds that the Columbia River Crossing Project seeks to address problems 
relating to growing travel demand and congestion; impaired freight movement; iimited public 
transportation operation, connectivity and reliability; safety and vulnerability to incidents; 
substandard bicycle and pedestrian facilities; and seismic vulnerability. 

1. Growing travel demand and congestion: Heavy congestion on 1-5 in the project area is 
the result of growth in regional population, employment, and interstate commerce. The 
existing 1-5 crossing provides three lanes each for northbound and southbound travel, 
which can accommodate approximately 5,500 vehicles per hour in each direction. 
However, there are more people who want to use the crossing during peak periods than the 
bridges can accommodate, which results in stop-and-go traffic in the mornings and 
afternoons. Cars entering 1-5 have little room to accelerate and merge with highway traffic 
(short merging lanes), and cars on 1-5 have no room to pull off the highway (narrow or no 
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shoulders) when an accident occurs or when vehicles break down. These conditions make 
congestion worse and decrease safety. Traffic can also become congested when the 
bridges' lift spans are raised to allow large river vessels to navigate underneath the 
bridges. 

2. Impaired freight movement: Congestion on 1-5 reduces freight mobility between 
regional markets in Portland and Vancouver, as well as national and international (Mexico 
or Canada) destinations along the 1-5 corridor. Freight trucks most often travel in the 
middle of the day to avoid congestion, but can be delayed by bridge lifts. As hours of 
congestion continue to increase over time, travel times for freight trucks will continue to 
increase--even when traveling during the off-peak hours. This increases delivery times 
and raises shipping costs. It also negatively affects this region's economy. Truck-hauled 
freight in the Portland-Vancouver metropolitan region is expected to grow more rapidly 
than other forms of freight movement (such as marine-hauled freight). 

3. Limited public transportation operation, connectivity, and reliability: Congestion on 
1=5 reduces bus travel speeds and reliability. Local bus services currently travel be~~veen 
downtown Vancouver and downtown Portland. Express bus routes serve commuters by 
providing service directly from Clark County park-and-rides to downtown Portland. Both 
of these services travel over the I-5 bridges. Bus travel times from downtown Vancouver 
to Hayden Island increased 50 percent between 1998 and 2005. On average, local bus 
travel times are from 10 to 60 percent longer during peak periods than during off-peak 
periods. 

4. Safety and vulnerabHity to incidents: Over 300 vehicle crashes are reported annualiy on 
1-5 in the project area, making this one of the most accident-intensive sections ofl-5. This 
high accident rate is a result of multiple highway design features that do not meet current 
standards, including: 

.. Close interchange spacing - Within the CRC Project area, 1-5 has six interchanges 
spaced approximately one-half mile apart. The recommended minimum distance 
between interchanges is one mile so that cars entering and exiting the highway have 
enough distance to fully merge with traffic or diverge to the off-ramp before the next 
interchange. 

.. Short on- and off-ramps Several on-ramps are not long enough for vehicles to reach 
highway speed before merging with highway traffic. Off-ramps are too short for safely 
slowing down, and during heavy traffic, these short ramps may cause exiting vehicles 
to back up onto 1-5. This generates traffic congestion and can cause accidents because 
maneuvering is difficult, especially for large trucks. 

.. Vertical grade changes - A "hump" in the 1-5 bridges that accommodates the Columbia 
River shipping channel blocks the view of roadway conditions ahead. This blocked 
view reduces speeds and creates potential hazards to motorists. 

.. Narrow lanes and shoulders - Several portions of I-5 in the project area have narrow 
inside and outside shoulders, while the 1-5 bridges essentially have no shoulders, with 
less than one foot between the outside lanes and the bridges' side barriers. The 
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northbound 1-5 bridge also has lanes one foot narrower than the minimum standard for 
a highway, and no shoulders. These conditions place vehicles very close to physical 
barriers and other vehicles, causing motorists to slow down, and do not provide space 
for disabled or emergency vehicles. 

" Hazardous river navigation - The U.S. Coast Guard (USCG) allows ODOT to not 
raise the 1-5 bridges' lift spans during peak traffic periods because of the substantial 
impacts this would have on bridge traffic. This requires boats heading downstream 
(west) to navigate using the fixed "barge channel" near the middle of the river, and 
then quickly tum to line up with the narrow opening on the north end of the 
Burlington Northern Santa Fe (BNSF) railroad bridge, located about one mile 
downstream. This movement is especially difficult during high river levels. 

5. Substandard bicycle and pedestrian facilities: The bicycle and pedestrian paths on the 
1-5 bridges are very narrow (four feet wide in most places, decreasing to less than four feet 
at some locations) and extremely close to traffic and to the steel trusses. Also, the 
connections to these paths at both ends of the bridges are difficult to follow, especially 
around the Marine Drive and Hayden Island interchanges, which at times require riders to 
cross active roadways. Many existing non-motorized facilities cannot be used by persons 
with disabilities, and thus do not comply with the Americans with Disabilities Act (ADA) 
accessibility standards. 

6. Seismic vulnerability: The 1-5 crossing of the Columbia River main stem consists of two 
bridges, one built in 1917 (the northbound structure) and the other built in 1958 (the 
southbound structure). The foundations of both bridges rest in soils that could liquefY 
during a major earthquake. Neither bridge was built to current earthquake safety standards 
and could be damaged or collapse during a major earthquake. 

Economic Impacts 

The overall quality of the transportation system is an important factor in the viability of the 
local and regional economy. For decades, transit has played an important role in maintaining 
the level of service and operation of the overall regional transportation system, particularly 
because the region has made a policy commitment to invest in transit improvements rather 
than expanded high\vay capacity. But for the overall transportation net~/ork to function 
efficiently, including transit service, significant highway improvements are necessary at 
times. This is the case with I-5, which is the principal major arterial in Oregon serving 
statewide transportation needs, including the movement of freight. 14 

Overall, the Columbia River Crossing portion of the SouthlNorth Project will result in 
positive impacts in the Expo CenterlHayden Island segment because improved transit capacity 
will be available to support more intensive development in the Jantzen Beach area and the 
highway improvements, including the new I-5 bridges, improvements to 1-5 and its 

14 I-5 serves this role for Washington and California as well, as (heading north to south) the freeway extends 
from the Washington/British Columbia border through major northwest metropolitan centers in Seattle, Tacoma, 
Olympia, Salem, and Medford into northern and southern California. 
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interchanges, and improvements to local roadways in the area, will provide greater 
accessibility and mobility not just for automobile and truck traffic but also for transit riders, 
bicyclists and pedestrians. LRT will also offer an alternative to traveling on I-5. However, the 
long-term benefit must be balanced by the short-term adverse economic impacts associated 
with the displacement of existing businesses on Hayden Island and in and near North Portland 
Harbor. 

Business Displacements. In every instance where the SouthINorth Project displaces an 
existing commercial or industrial use, that represents an adverse economic impact. 
Displacements affect employment, incomes, services and taxes. Even though the adverse 
impacts associated with displacements in the Expo CenterlHayden Island segment may not be 
significant on a region-wide or citywide level, the Metro Council recognizes and is 
sympathetic to the significance of each displacement at the individual business and 
community level. The Council understands and ack..~o"vledges that relocations Ca..l1 cause 
significant anxiety and trauma not only to the company being displaced, but also to employees 
who work for the company. 

Given that the South/North Project as a whoie, including the Columbia River Crossing Project 
portion of the SouthlNorth Project, serves a largely developed urban area, it is impossible to 
avoid displacement impacts while still providing transit accessibility and highway 
improvements. To the extent feasible and practicable, the SouthINorth LRT route has been 
designed to follow existing public road and railroad rights-of-way to minimize displacement 
impacts. Locations for related facilities such as LRT stations, park-and-ride lots and 
operations & maintenance facilities also have been selected with the objective of balancing 
displacement and other adverse impacts with the positive benefits of LRT proximity and 
service. Highway improvements generally have been located within or next to existing 
highway right-of-way to minimize displacement impacts. 

Oregon lv/ainland. On the Oregon mainland south of Hayden Island, the Columbia River 
Crossing Project would displace five businesses in the Marine Drive area: a boat sales 
business, a boat repair business with an auxiliary boat dock, a billboard operated as a 
business, and two marine businesses with a total of 25 staff and approximately $10.6 in 
annual sales revenues. The boat sales business and the two marine-related businesses are 
dependent upon a location close to the river. Finding suitable locations for boat sales, a boat 
dock, and the repair and marine-related businesses may be difficult because much of the 
Columbia River area in the vicinity of freeway access is built up for either residential or 
industrial/commercial use. ODOT would provide relocation assistance to displaced 
businesses. 

Hayden Island. On Hayden Island, the Columbia River Crossing Project would displace an 
estimated 39 businesses with a total of 643 employees and approximately $62.7 million in 
annual sales revenues. The displacements include a section of restaurant and bar 
establishments currentiy betvveen the existing freeway and N Center Drive; a restaurant and 
an office supply store west ofN Center Drive; eateries and a cellular services store north ofN 
Hayden Island Drive; fast food and service establishments along N Jantzen Beach Drive; two 
cellular arrays run as businesses both east and west of I-5; and the Safeway store east of 1-5 
between the existing freeway and N Jantzen Drive. 
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Hayden Island is a regional draw because of the numerous big box retail establishments 
located west of the freeway and the Jantzen Beach SuperCenter. Although the extent of 
displacements caused by the project is substantial, these regional attractors would not be 
directly affected. The City of Portland has, however, documented a vision for this area in the 
Hayden Island Plan (City of Portland, adopted August 2009). This plan assumes 
redevelopment of the SuperCenter property into a Regional Retail Center (called a "Lifestyle 
Center") with mixed-use and transit-oriented residential to the south. Redevelopment of the 
property is of interest to its current owners, who have entered into a design process, but 
planning has been put on hold because of current economic conditions. Even without 
redevelopment of the property, the retail uses west of the freeway could be assumed to draw 
regional traffic in the long run . 

. More importallt from an economic standpoint is the effect of the project on island residents as 
customers and/or employees of displaced businesses. The majority of businesses displaced by 
the project serve mainly local clientele. These include a series of delis and bars west of the 
freeway; local fast food and sit-down restaurants; retail; and services. The project displaces 
one of the two banking establishments and the only grocery store on the island. ODOT would 
work with affected business owners to provide relocation assistance. 

The Safeway Grocery Store is the only grocery store on Hayden Island since another grocery 
store (Zupan's) closed several years ago. The Columbia River Crossing Project may suggest 
replacement sites for the relocation of Safeway, but it is up to the storemvners to choose their 
replacement location, if any. While Safeway may not relocate on the island, it could be 
replaced by other grocery stores. Officials representing the Jantzen Beach SuperCenter 
initiated a site plan review with the City of Portland for a relocation and expansion of the 
Target store on the island. Plans submitted to the City of Portland's Bureau of Development 
Review indicate that the Target store would include a grocery and a pharmacy. 

Safeway officials have indicated that it would be difficult for the store to relocate to another 
site on Hayden Island or in the Delta Park area because of the current lack of available sites. 
They may be able to locate a replacement store in either the North Portland area or South 
Vancouver. Alternately, Safeway may choose to remodel or expand existing stores in 
Vancouver or Portland. Relocation of Safeway to the north would mean a permanent loss in 
tax revenues for the City of Portland. Relocation to either the nOlth or south would mean 
required travel on 1-5 or the local traffic bridge between Hayden Island and North Portland for 
all customers and employees currently living on the island. Added to this is that movement to 
another location could reduce the viability of other Safeway stores nearby. Currently there are 
six other Safeway stores within five miles of the store on Hayden Island. Four of these are in 
Vancouver and two are in Portland. 

The direct impacts on Hayden Island have the potential to significantly affect wage-earning 
opportunities for those seeking service industry employments. According to the Oregon 
Employment Department, the average salaries of most food preparation and service workers 
within Multnomah and Washington Counties fall within the range of $18,000 to $23,000 per 

3 
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year. Wages within this range would lift all individuals and most small families above the 
federal poverty guidelines and therefore would not constitute an environmental justice impact. 

Measures to Mitigate Displacement Impacts. The methods used to determine displacement 
impacts are described in the Acquisitions Technical Report. A displacement occurs if a use, 
such as a building or parking lot, is demolished or moved as a result of the project, or if 
people or a business can no longer occupy the building as a result of the project. Individuals 
or businesses that are displaced from their real or private property would be eligible to receive 
relocation benefits. 

Where property acquisition and residential or business displacements are unavoidable, the 
project would provide mitigation. These mitigation measures are addressed by federal and 
state regulations, which require that acquired property be purchased at fair market value and 
that individuals living in a residence displaced by the project be provided decent, safe, and 
sanitary replacement housing. Displaced households and businesses would be relocated per 
the Uniform Relocation and Real Property Acquisitions Policies Act of 1970, as amended 
(Uniform Act). Under these regulations, relocation experts would: 

.. Explain all relocation programs to the affected businesses; 
• Assist in preparing and filing reimbursement claims; and 
• Assist in completing forms required by the lending institutions, the Small Business 

Administration, and others associated with the lease or purchase of new properties. 

All properties required for the CRC Project win be acquired at fair market value for land and 
improvements. If only a portion of a property is required, the acquisition price will also reflect 
any measurable loss in value to the remaining property due to the partial acquisition. 
Generally, the relocation process occurs concurrently with the acquisition of affected 
properties. Relocation benefits vary between residential and business properties and may 
include payment for actual reasonable expenses of moving a business or personal property 
and/or other benefits, such as rent supplements, increased interest costs on replacement 
dwellings, reasonable search costs for new business sites, and business reestablishment costs. 
Relocation assistance for businesses could include moving costs, site search expenses, 
business reestablishment expenses, and assistance in locating a replacement business site. The 
specifics of relocation assistance are determined on an individual basis and are based, in part, 

. upon ownership or tenant status. 

Each acquiring agency (TriMet or ODOT) has an established advisory services program to 
ensure that displaced businesses or persons receive adequate assistance in relocating to a new 
business site or to decent, safe, and sanitary housing, respectively, with a minimum of 
hardship. For displaced businesses, such services could include the hiring of an outside 
specialist to assist in planning the move, making the move, and reinstalling machinery and 
other personal property. For displaced residents, these advisory services could include 
supplying information concerning federal and state programs that offer assistance to displaced 
persons and technical help in applying for such assistance or providing transportation to 
displaced persons to search for or view replacement housing. These programs work to ensure 

:3 
6 
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that the acquiring agency takes advantage of all financial and personal resources available 
during the relocation process. 

The displacement of publicly owned facilities, such as the ODOT permit center, could be 
mitigated by functionally replacing the property acquired with another facility that would 
provide equivalent utility. Alternately, such facilities could be provided relocation assistance 
in a similar fashion as displaced businesses. 

In some instances there may be opportunities for minor design modifications to avoid or 
reduce business displacement impacts. During the preliminary and final engineering 
processes, engineering staff will try to minimize displacement impacts to the extent 
practicable through design refinements. 

P1Jthough there are multiple vacant buildings on the island, including several in and around 
the Jantzen Beach SuperCenter, the island is limited in its capacity to provide appropriate 
replacement sites for the 39 businesses that would be displaced by the Project. As a result, 
many of these businesses may have to relocate outside the main project area. According to the 
Hayden Island Plan, there are plans to redevelop a portion of the Jantzen Beach SuperCenter 
site into a high-density mixed-use transit-oriented development supported by the new light 
rail station. This redevelopment would include new commercial space that could house 
existing businesses and attract new ones to the island. It is not known when this 
redevelopment would occur, and therefore it is not known whether businesses displaced by 
the Project could be directly relocated to the newly constmcted space. 

Several measures are potentialiy available to mitigate for the loss of service industry jobs on 
Hayden Island. Many large public projects in the region set goals for hiring local contractors, 
utilizing apprenticeships, and otherwise cooperating with job training programs. The City of 
Portland has requirements for City projects that pertain to both of these measures as well as 
the hiring of minority, women-owned, emerging, and disadvantaged businesses. The project 
could adopt similar goals for construction contracting. The project could include innovative 
requirements in its construction contracting and contractor selection, with the intent of 
providing job training and a preference for local services. 

Workforce practices can be used to provide experience and business for disadvantaged 
workers and companies. For instance, apprentices could be used for a percentage of labor 
during construction. Alternatively, the project could set a goal for the percentage of 
construction dollars contracted to DBE firms with a focus on those in within the project area. 

Lastly, the project could work with TriMet to maintain the existing bus service that regularly 
connects Hayden Island with nearby grocery and other retail services. This may include 
additional routing on the island to provide greater transit access during construction. The 
project could also work with TriMet to maintain paratransit service for qualifying, mobility 
impaired Hayden Island residents. 

The provision of a light rail station, the completion of Tomahawk Drive, the improved 1-5 
access and capacity of the Hayden Island interchange, and the addition of direct local access 
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on a new local multimodal bridge would provide beneficial land use and economic impacts 
and would all contribute to the viability and success of the redevelopment plans for the island 
and mitigate for the business displacements on the island. Additional beneficial effects would 
result in improvements in the local street network consistent with the Hayden Island Plan. 

Loss of Parking/Access. Loss of parking, and the loss or change of access, can have adverse 
economic impacts on businesses. If the project must remove an existing access, and if that 
access cannot be safely and adequately relocated or reconfigured, then the entire business is 
assumed to be displaced. Even if alternative access is available, it may not be as convenient as 
the existing access and could result in some loss of business. 

Oregon Mainland. On the Oregon mainland on-street parking would not be impacted. 
However, the Expo Center parking lot would be reduced by 280 parking spaces, a reduction 
of 13 percent of the total parking. This area would be used for landscaping and the 
realignment of both Marine Drive and the new Expo Center Drive. The Expo Center seldom 
requires the use of all 2,100 parking stalls and any impacts that could be observed during peak 
events \vould likely be offset by the ne\v light rail transit service provided cop..necting the 
Expo Center with Vancouver. 

The realignment of Marine Drive and the new Expo Center Drive would eliminate parking 
spaces in a parking lot located on ODOT land, which is currently leased by Diversified 
Marine for equipment storage. Currently there are approximately 20 unstriped parking spaces 
in this parking lot. There is potential for identifying new space on the lessee's property or 
along property remainders for vehicle storage. 

Two existing freight and truck storage businesses would experience impacts to their parcels 
from construction of the Delta Park to Vancouver Way cOI1~ection over Martin Luther King 
Jr. Boulevard, and a connection between Martin Luther King 1r. Boulevard and N Haney 
Drive via Vancouver Way. These new connections could require relocation of existing access 
for both parcels. This portion of the CRC Project would reduce the parking capacity on the 
truck storage parcel south of Vancouver Way by approximately 55· to 60 vehicles, out of a 
total capacity of around 200 vehicles. Typical utilization is approximately 80 percent. This 
limits the number of vehicles able to park in the lot and could impact the viability of business 
at this location. The new roadway alignment bisects the existing storage lot, requiring a new 
access to be added for the northeastern segment cut off by the ne\v road connecting to :rvlarine 
Drive. The truck storage and distribution business north of Vancouver Way would lose 
approximately 50 truck parking spots, out of a total capacity of approximately 400 total 
spaces. The business could also lose some employee parking in one lot, though there is 
adequate room to relocate the displaced parking. Additionally, two fuel storage tanks and a 
refueling area located on the parcel would need to be relocated, potentially impacting existing 
parking configuration and reducing the number of available parking spaces. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the CRC Project would improve access and circulation overall, with specific 
benefit for commercial vehicles accessing the freeway from Marine Drive. The realignment of 
Marine Drive would still provide circulation to 1-5, Vancouver Way, and Martin Luther King 
Jr. Boulevard. Current uses in the area described below include a convenience store, gas 
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station, truck stop, hotels, residential, recreational, industrial and other commercial uses. 
Accessing the existing area of Marine Drive northeast of 1-5 would require a minimum level 
of out-of-direction travel, but access would remain with the development of a new underpass 
that crosses through Werner Enterprise to Vancouver Way and on to Marine Drive. 

A tire business would need to relocate its main entrance off of Vancouver Way to an existing 
access from N Haney Drive. A freight storage business south of Vancouver Way would need 
to relocate its entrance between N Haney Drive and the new connection to Marine Drive. 
Access would be kept open for the manufacturing facilities north of Marine Drive and west of 
1-5; however a local road would be constructed to preserve access to two businesses. The new 
Anchor Way extension under 1-5 would allow traffic to circulate back onto the major 
roadways east of 1-5 and would provide improved access to the west of 1-5 for the businesses 
along this roadway. 

The local traffic bridge connection between North Portland and Hayden Island would provide 
one lane in each direction over the North Portland Harbor, allowing residents and those 
accessing Hayden Island from the Oregon mainland an additional access option between the 
two areas, creating a local connection that currently does not exist. Local traffic near the 
arterial bridge and the Anchoi \l/ay extension could increase as drivers have the option to 
avoid the highway. 

An aggregate gravel business's access and circulation would be modified. The access to the 
site would be via a driveway from the Anchor Way connection under 1-5. Currently vehicles 
accessing 1-5 from the site tum left directly onto Marine Drive. With the CRC Project, traffic 
accessing 1-5 north from the site would go south on the new access road, travel along the east 
side of the Expo Center parking lot, tum right on Expo Road and right again on N Force 
Avenue, and finally tum right on Marine Drive, accessing 1-5 via the single point urban 
interchange (phased highway option) or the ilyover in the Full Build option. This is illustrated 
in Exhibit 4-5 of the Economics Technical Report. 

The option of constructing the Bridgeton Trail between Marine Drive and the Columbia River 
would require a partial acquisition of multiple industrial parcels though no displacements 
would occur, and no economic impacts are anticipated. Design of the trail would need to 
consider the potentially conflicting users of freight and recreational bicyclists and pedestrians. 
Internal circulation within the aggregate gravel business is currently difficult. Some backing 
of vehicles onto Marine Drive is needed to access certain areas of the site. Left turns are 
currently allowed onto Marine Drive directly from the business but can be difficult when 
traffic flows are heavy 

Hayden Island. There is currently no on-street parking on Hayden Island. However, parking 
lot impacts would be experienced for the following properties adjacent to 1-5: Large hotel on 
N Hayden Island Drive (10 stalls removed out of approximately 700); Hotel on N Jantzen 
Drive (8 stalls out of 185); parking lot for floating homes (40 stalls out of 200), Jantzen Beach 
SuperCenter (175 stalls out of 1300+). The Jantzen Beach SuperCenter parking lot would 
have 175 spots permanently removed, but because of the high number of overall parking 
spaces in the area, the effect of this change would be small; a sufficient supply of parking 
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would remain at the SuperCenter to serve to serve anticipated future need most of the year, 
and the addition of light rail transit adjacent to the SuperCenter would help offset the small 
reduction in on-site parking. 

Overall, the Project would improve access to Hayden Island. The extension of the Yellow 
MAX Line would provide direct transit service for residents, employees, and customers 
between the island and both downtown Portland and Vancouver. The two-lane local traffic 
bridge between Hayden Island and North Portland would also provide an off-highway option 
for travelers between the island and mainland Oregon. The Project includes widening two 
east-west local streets, extending N Tomahawk Drive under 1-5, and widening N Jantzen 
Drive. Subsequent plans for the Jantzen Beach Super Center include rearranging the buildings 
around an extension ofN Tomahawk Drive and the development of a new road connecting N 
Jantzen Drive to N Hayden Island Drive. 

The widened N Jantzen Drive between the underpass with 1-5 and N Hayden Island Drive to 
the north would acquire all the existing properties except for a fast food restaurant on the west 
and the hotel on the east side ofN Jantzen Drive. The Project would restrict access to both the 
hotel and the restaurant to right-inlright-out only movements. The hotel and restaurant along 
N Jantzen Drive could experience circulation impacts, because the entrances and areas 
adjacent to the road are currently the primary access and circulation for the businesses. The 
expansion of the sidewalk along N Jantzen Drive to the east would require reconstruction of 
the guest canopy and load/unload area currently facing the street. This is the primary entrance 
for guests to the hotel, and alterations to the canopy could impact business operations. Access 
to the large hotel along N Hayden Island Drive would be reduced from three points to one 
new access opposite the widened N Jantzen Drive. This entrance would also serve banquet 
services and restaurants located on the property. All four businesses could experience slightly 
impaired circulation in the parking lot and increased congestion at the entrance. However, the 
design forN Jantzen Drive extends into the parking lot of the hotel, and could cause internal 
circulation issues, as the guest loading/unloading canopies and the principal entrance to the 
hotels would be difficult to maintain with the extension of the street. 

The Columbia River Crossing Project team has coordinated with the City of Portland Office 
of Transportation, Bureau of Planning, the Portland Development Commission, and business 
o\vners on Hayden Island (through the development of the Hayden Island Plan and an 
Interchange Area Management Plan for the I-5/Hayden Island Interchange), to identify an 
adequate local circulation system, access spacing, and land use policies to manage demand on 
the interchange. . 

Although portions of parking lots near the Hayden Island Station could potentially be used as 
a de facto park-and-ride, the availability of 2900 park-and-ride spaces in Vancouver, 
Washington should minimize this likelihood. Because there will be a toll for vehicles to cross 
the bridge, the Council believes and finds that most Washington commuters travelling by light 
rail would park in Vancouver rather than at Jantzen Beach. 
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To mitigate for the adverse economic effects of the project, Interchange Area Management 
Plans (lAMPs) for the Hayden Island and Marine Drive interchanges are currently being 
developed in coordination with the City of Portland, ODOT, and other stakeholders. These 
efforts are building off the adopted Hayden Island Plan and the work of the Marine Drive 
Stakeholders Group. The IAMPs will provide a framework for access management and local 
circulation decisions in the context of these interchanges. 

An Interstate Access Modification Request (IAMR) for the Hayden Island, Marine Drive, and 
VictorylDenver interchanges is also in preparation. The IAMR is a stand-alone document that 
includes the necessary supporting information needed for access modification requests to the 
Interstate System. An IAMR provides the rationale for access modifications to the Interstate 
System and documents the assumptions and design of the preferred alternative, the planning 
process, the evaluation of alternatives considered, and the coordination that supports and 
justifies the request for an access revision. 

Tax Base. Local jurisdiction tax bases are affected in two ways by the development of large 
public infrastructure projects such as Soutll!t~orth light rail. First, and by far the greatest long
term impact, is the development and redevelopment that could occur in conjunction with the 
project~ As this development occurs, the value of the investments is added to the tax base .. The 
effect of this kind of impact is difficult to estimate because it is dependent upon many 
independent private decisions that would occur in the future. However, the Council finds that 
the overall impact should be positive. 

The second type of impact is the direct impact to tax bases that occurs through property 
acquisition for construction of the project. Private property is typically acquired by the 
Project. Through acquisition, this property converts to public property and, as such, is 
removed from the tax rolls unless resold for private purchase. Often, the short-term impacts 
are minimal, as the loss in value in the tax rolls is offset over time by the expected greater 
increase in value added to the tax base due to new development in the corridor, specifically in 
station areas. 

As shown below, the Columbia River Crossing Project will have a negative economic impact 
on the tax base through the displacement of business uses from the tax rolls. However, the 
Council finds that tax base impacts associated with displacement may be shorter-term because 
the availability of light rail and highway improvements is expected to spur redevelopment of 
the commercial area around the Hayden Island Station and could enhance property values and 
the tax base on a long-term basis. 

Oregon Mainland. The five businesses displaced have an estimated right-of-way value of $4.1 
million, a property tax impact of $27,000, which is 0.01 % of Multnomah County budgeted 
2008 property tax revenue. 

Hayden Island. The 39 businesses to be displaced have an estimated right-of-way value of 
$33.3 million, a property tax impact of $219,000, which is 0.10% of Multnomah County 
budgeted 2008 property tax revenue. 
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Freight Movement. The area encompassed by the SouthINorth Corridor is of critical 
importance to the movement of commodities within and through the Portland metropolitan 
area. The freight movement system in the SouthINorth Corridor is comprised of two primary 
transportation modes: freight railroads and trucking. Additionally, along the Columbia River, 
the movement of commodities also relies on water freight movement and air transportation. 

There are no rail lines crossed by LRT or the highway improvements in the Oregon portion of 
the Expo CenterlHayden Island Segment, so there will be no impact on rail freight movement. 

Truck traffic relies heavily on the major streets and highways in the SouthINorth Corridor and 
the region, including 1-5. The Project is expected to improve traffic conditions in the corridor 
compared to No-Build and therefore will improve conditions for truck traffic, as addressed in 
the Traffic Technical Report. Daily truck travel demand would be similar for the No-Build 
and the Project because the movement of freight is substantially related to economic 
conditions in the region, and freight moved by trucks is not likely to shift travel modes due to 
congestion. However, truck demands by time of day would likely change because there would 
be fewer congested hours with the CRC Project, resulting in more trucks during the commuter 
peak and midday hours. 

The Project would result in higher volumes of trucks during midday operations compared to 
the No-Build Alternative. The reduction in congestion and truck travel occurring throughout 
the day would mean more flexibility in truck scheduling and improved reliability of truck 
shipments. Exhibit 7-10 of the Traffic Technical Report summarizes truck volumes by time of 
day. 

Adverse impacts to truck movements in the SouthINorth Corridor include both potential 
delays due to increased congestion or out-of-direction travel associated with light rail, and the 
possible loss of on-street loading zones. Localized delays to peak-period truck activit"y could 
occur due to increased congestion that would result from reductions in roadway/intersection 
capacity associated with light rail operations. However, the overall improvement to traffic 
conditions in the corridor mitigates the locaiized delays that would occur from light rail. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the Project would improve access and circulation overall, with specific benefit 
for commercial vehicles accessing the freeway from Marine Drive. The realignment of 
Marine Drive would still provide circulation to 1-5, Vancouver Way, and Martin Luther King 
Jr. Boulevard. Accessing the existing area of Marine Drive northeast of 1-5 would require a 
minimum level of out of direction travel, but access would remain with the development of a 
new underpass that crosses under 1-5 to Vancouver Way and on to Marine Drive 

The Council finds that the project would improve truck traffic through better local intersection 
operations and fewer hours of congestion on 1-5 compared to the No-Build alternative. 

Segments of two navigable waterways are located within the Expo CenterlHayden Island 
segment: the North Portland Harbor and the main Columbia River channel. The United States 
Coast Guard (USCG) has jurisdiction over navigation within these waterways, and 
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construction of a bridge across these waterways will require the USCG's approval of a bridge 
permit under Section 9 of the Rivers and Harbors Act of 1899 and the General Bridges Act of 
1946, as amended. 

The CRC project would have a positive effect on marine commerce on the Columbia River. 
The existing I-5 bridge structures each have nine piers that result in navigation "channels" 
between the piers. Three such channels are used for navigation: 

• A wide span with approximately 60 feet of mid-span vertical clearance; 
• A high span with approximately 70 feet of mid-span vertical clearance; and 
• A lift span with approximately 40 feet of mid-span vertical clearance when closed and 

180 feet when open. 

The wide span is the main channel used for navigation, but during high~water many barges 
need to use the high span, or require bridge lifts at the lift span. In 2004, there were 604 
bridge openings. The proposed 1-5 bridges would be high enough to allow the vast majority of 
vessels to pass without bridge openings. With the exception of a smail number of specialized 
vessels that use the river infrequently, the majority of vessels require vertical clearances of 
less than 90 feet from the surface of the water to the bottom of the bridge deck. The project 
team, in consultation with the Coast Guard, established a 95-foot minimum vertical clearance 
for structures built without a lift span. Vertical clearances greater than 95 feet would raise the 
bridge structure into restricted airspace for flight navigation. The 95-foot clearance with the 
Project will be fixed, not subject to lift restrictions, and accommodate all recreational and 
commercial vessels. Ll1frequent trips ofma..rine contractor's cranes will not be accommodated. 
Their cranes or cargo may be broken down, at a cost, to meet proposed clearances. Reduced 
clearances resulting from the project will be mitigated by significantly improved navigational 
safety. 

Currently, bridge openings are restricted to non-peak roadway commute hours. Thus, the new 
spans would provide more flexibility in operating schedules for marine commerce. The new 
spans would also eliminate some of the "S-Curve" marine movements currently required for 
marine traffic to pass under the highway and railroad bridge structures at their highest 
elevation. 

Six piers would support the bridge structures, which is three fewer than exist on the current 
bridges, thus widening the horizontal clearance of navigation channels. The bridge span 
length would be 465 feet, with 390 feet of clearance for marine travel between the pile caps, 
which would be an increase over the width of the "main channel" by 127 feet and a decrease 
of the "barge channel" width by 121 feet. The current main channel width is 263 feet, and the 
barge channel has a horizontal clearance of 511 feet. The longer span lengths in the main 
channel would provide more room for boat captains to maneuver between the piers and 
improve the inherent safety of marine navigation. 

The North Portland Harbor does not include a designated shipping channel and is largely 
travelled by recreational boaters and those accessing the water-oriented uses along the Harbor. 
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All of the new structures would have at least as much vertical clearance over the river as the 
existing North Portland Harbor bridge. 

The Council finds that the project will improve marine navigation due to the removal of the 
"S-Curve" maneuver that currently exists; the removal of bridge lifts and associated 
restrictions; and the reduction in the number of piers in the river. 

Two airports are located near the CRC Project area. Portland International Airport (PDX) is 
located about three miles southeast of the project on the Oregon side of the Columbia River. It 
is the major regional airport and serves large commercial passenger and freight service, 
private aircraft, and the Air National Guard. Planned expansions include both potential 
runway extensions and the addition of a new runway. 

Pearson Field is located directly east of the project on the \11ashington side of the Columbia 
River. It serves primarily small piston-engine aircraft weighing 10,000 pounds or less. 
Because developed urban uses and the Vancouver National Historic Reserve (VNHR) 
surround it, there are no plans to expand faciiities or operations at this airfield. 

The lift towers of the existing bridge currently intrude 98 vertical feet into protected airspace 
for Pearson Field and are an aviation hazard. To avoid the towers, aircraft must use special 
departure and arrival procedures. The new bridge designs will not include lift towers. The 
bridges would be located slightly farther from the airfield, and so would intrude less into 
Pearson Field airspace. 

The Council finds that the project will improve aVIatIOn safety and efficiency due to the 
removal of lift spans in Pearson Field's airspace. At worst, the project will have no negative 
impact to air freight. 

Other Economic Impacts. Other economic impacts include the disruption of business during 
construction, possible loss of property values, possible inability to sell a business or secure 
loans to payoff mortgages or other business debts due to proximity to the light rail alignment 
or related light rail facilities, changes in business activity resulting from changes in traffic 
patterns or access management measures, and utility relocations. Construction impacts are 
addressed in the Short-Tenn Impacts portion of these findings (Section 7.0). The Council 
finds that generall)T, there is no required Initigation for temporary economic loss or business 
interruption during construction of a public project. However, for this specific project, the 
Council finds that TriMet would be willing to provide staff assistance to impacted property 
owners in assisting the property owners with their loan refinancing and/or loan application 
processes. Programs to help businesses affected during construction would include some 
combination of the following: business planning assistance, marketing and retail consulting, 
and promotions to generate patronage in construction areas. TriMet would provide these 
programs; similar programs have been employed on recent light rail extension projects. The 
Council also finds that there may be reductions in property values, but it believes and finds 
that most of these properties will increase in value over the long tenn following construction. 
The Council finds that no mitigation is necessary for possible temporary reductions in 
property value. 
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As a result of improvements to 1-5 and the local street network, including access management 
measures associated with highway improvements, some area traffic patterns will change. 
Drivers are likely to choose routes that can take advantage of the new roadway capacity and 
intersections that operate better as a result of the Project. Some local businesses will 
experience an increase in drive-by traffic, while others will experience a decrease, especially 
if access becomes more out-of-direction. A significant decrease in drive-by traffic, for some 
businesses, may result in an adverse effect on business revenues. For example, the Project 
includes a new design for the North Marine DrivelUnion Court intersection. The new design 
will improve mobility, traffic operations and safety. However, it will also reduce traffic 
volumes at North Marine Way and North Vancouver Way. There are businesses at this 
location that could experience a decline in revenues as a result of this change in the local 
traffic patterns. Similarly, access management measures associated with the Marine Drive and 
Hayden Island interchanges could make access to certain businesses more out-of-direction 
and less convenient, which could impact overall business revenues. Out-of-direction travel 
associated with changing traffic patterns or access management measures also adds costs in 
tenus of increased fuel consumption for patrons of affected businesses. The Council finds that 
during the preliminary and final engineering processes, engineering staff will try to minimize 
impacts associated with traffic pattern changes and access management measures to the extent 
practicable through design refinements. 

The Council heard testimony that in some instances, impacts associated with changes in 
traffic patterns or access management resulting in more out-of-direction travel will severely 
impact existing businesses, such as fast food restaurants, a hotel and convenience stores that 
have not been identified as being displaced, to the point that they would not be profitable. 
Initially, the Council finds that for some of these businesses located on Hayden Island, the 
roadway modifications reSUlting in these impacts are consistent with the City of Portland's 
adopted Hayden Island Plan and that testimony objecting to the provisions of that plan 
constitutes an unlawful collateral attack on that plan. That stated, the Council finds that a 
process is available to consider these kinds of impacts through final design and development 
of the Interchange Area Management Plan. During these processes, there will be a detailed 
analysis of impacts on affected properties. If damages to a business are found to be different 
from those currently projected, such that a full displacement is justified and warranted, then 
the property could be fully displaced. And ''"Ihile the Council heard testimony that current 
economic conditions may put redevelopment plans for Hayden Island "on hold", it finds that 
planning addresses development over the long-term and that economic conditions are cyclical, 
such that redevelopment is likely to occur when the economy improves. 

The project will require relocation of certain utility facilities and lines. Utility relocations 
typically are addressed during preliminary engineering and final design. The Council finds 
that the costs of relocating utilities impacted by the project are addressed, and can be paid, as 
provided in existing law. 

For some, bridge tolling may constitute an adverse economic impact. Tolling of interstate 
facilities must be consistent with Title 23 U.S.c. Section 129, the federal law that specifies 
the circumstances under which interstate facilities may be tolled. The CRC Project qualifies, 
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though tolling on 1-205 does not. The Council finds that at this point that tolling will be 
necessary both to manage congestion and as part of a funding package for the CRC Project 
along with federal and state funding. It also finds that tolling would likely be beneficial for 
freight-dependent businesses and businesses that rely on just-in-time deliveries, because the 
predictability of travel times would improve. However, the greater the toll, the higher the 
operating costs for truck movements. For other kinds of businesses, tolling will be an 
additional expense. However, time savings associated with improved mobility on 1-5 will help 
mitigate that impact. 

Concerns have been raised that tolling the 1-5 bridge could divert traffic onto the 1-205 bridge, 
increasing congestion and causing added delays on that bridge and its approaches from 1-84 
and 1-205. The Tolling Study Report, released in January 2010, indicates and the Council 
finds that at the Columbia River, there is an approximate 4.5% shift of auto trips on an all day 
basis from I-5 to 1-205 as compared to a Build-No Toll scenario. 1\1ore diversion to 1=205 is 
predicted in the off-peak hours when capacity is available than during peak hours. On 1-205 
south of I-84, the models estimate that diversion will be approximately 1 % on an all day basis 
as compared to the no-build. 

While the Tolling Study found, under most of the I-5 only toll scenarios, that the majority of 
drivers would not change their travel patterns and that most diversion would occur in off-peak 
hours, the Council finds that the full extent of diversion onto 1-205 and associated impacts 
from tolling on 1-5 are not fully known at this time. This will require additional study and 
analysis as the Project advances. In particular, more refined analysis of traffic demand and 
patterns will be developed prior to setting the toll rates, and tracking of travel demand and 
patterns after completion of the Project will allow for adjustment over time. In addition to 
adjusting the toli rates over time, there will also be adjustments as appropriate to transit 
service and fares and demand management programs such as incentives for carpooling and 
vanpooling. These adjustments will mitigate the effects of tolling on travel patterns. 

The Council heard testimony questioning the adequacy of the models used to forecast toll 
traffic and revenues. Modeling experts acknowledge that there is a level of modeling analysis 
required at the environmental impact state, and a more rigorous analysis required at the point 
of financial commitments, in several years. By that time, Metro's modeling will be upgraded 
and input data regarding traffic, growth forecasts, gas prices, transit coverage, interest rates 
and other conditions will be updated to be as current as possible to the timing of financial 
commitments. 

However, while the Council recognizes the importance of funding for this Project, it finds that 
the LUFO process under HB 3478 is a land use decision-making process established to 
address land use impacts and provide land use authorization for the Project. See HB 3478, 
Sections 3, 4, 6(1), 7. It finds that the criteria established by LCDC are criteria established for 
making land use decisions. It further finds that the LUFO process and the LCDC criteria do 
not address how a project gets paid for and that project funding is not a land use issue. 15 The 

15 Aithough the provisions in OAR Chapter 660 do not 
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Council understands that in order to be eligible to obtain federal funding, it must demonstrate 
that the Project is consistent with land use requirements. These findings demonstrate such 
compliance. 

As explained in the social impact findings below, the Project may affect localized access to 
properties by police, fire and ambulance vehicles. However, the project should not otherwise 
increase these governmental services. The Council has seen no evidence to this effect, and it 
finds that any significant increase in police, fire or emergency medical services as a result of 
the project is speculative. The Council concludes that no mitigation is necessary in this 
regard. 

Conclusions on Economic Impacts 

Vv'hiie the Council is sensitive to the displacement of businesses and loss of existing jobs 
associated with the Columbia River Crossing Project, the Council finds that, on balance, the 
CRC Project will result in positive economic impacts in the East Columbia, Kenton, 
Bridgeton and Hayden Island neighborhoods, particularly because the extension of light rail 
transit to Hayden Island and northward into Vancouver, Washington will further support 
commercial development at the Jantzen Beach Center and because high\vay improvements, 
including new 1-5 bridges with greater capacity, improved I-5 interchanges at Hayden Island, 
Marine Drive and Victory Boulevard, and better roadway connections to 1-5 and between 
Hayden Island and N Marine Drive will improve access and circulation for companies and 
businesses in the area. Furthermore, the improvements to 1-5 will substantially reduce delay 
and improve the movement of freight between Oregon and Washington, improve navigation 
along the Columbia River, and remove hazards to air navigation associated with the existing 
1-5 Interstate Bridge lift towers. 

The Council also finds that the Project would result in short-term economic benefits with the 
increase in employment resulting from the construction of the LRT facilities and highway 
improvements in the Expo Center/Hayden Island segment. The Council finds that there will 
be a short-term decrease in the tax base due to business displacements. However, the 
availability of light rail is expected to spur redevelopment of the commercial area around the 
Hayden Island Station and could enhance property values and the tax base on a long-term 
basis. 

Based on information in the CRC technical reports, the Council finds that adverse economic 
impacts associated with LRT and highway improvements can be mitigated through a variety 
of means, including relocation assistance programs for displaced businesses and coordination 
with local jurisdictions and stakeholders. The Council finds that the bridge has been designed 
to avoid any need for bridge raising or lowering to accommodate river traffic on the Columbia 
River, and also designed to avoid interference with air navigation using PDX or Pearson Field 
Airport in Vancouver. 

the timing and financing of transportation improvements are not considered to be land use decisions. See, e.g., 
OAR 660-01 



70

Tolling issues have yet to be fully resolved and could impact larger portions of the region than 
just the 1-5 corridor. Coordination between the states and regionally among the affected 
SouthINorth Project local governments could help lead to a more generally accepted 
resolution of this concern. 

Social Impacts 

The Council finds that the social impacts of the SouthlNorth Project are generally positive in 
the Expo Center/Hayden Island segment. Light rail will provide quicker, more reliable and 
more comfortable transit access to the substantial commercial and employment base at the 
Jantzen Beach commercial center and to residents of Hayden Island. The highway 
improvements will improve access and circulation on 1-5 and local roads in the area, 
improving safety, reducing congestion, and increasing mobility of motorists, freight traffic, 
bicyclists, and pedestrians along the 1-5 corridor. 

Residential Displacements. As with business displacements, the Council recognizes that in 
every instance where the South/North Project displaces an existing household, that represents 
an adverse social impact, and the Council is sympathetic to the significance of each residential 
displacement. The Council understands and acknowledges that relocations can cause 
significant anxiety and trauma to families, uprooting them from neighborhoods, schools and 
friends and imposing change on them. 

Given that the SouthINorth Project serves a largely developed urban area, it has been 
impossible to avoid residential displacement impacts while still providing transit accessibility. 
To the extent feasible and practicable, the LRT route follows existing public road and railroad 
rights-of-way to minimize displacement impacts. Locations for related facilities such as LRT 
stations and park-and-ride lots have also been selected with the objective of balancing 
displacement and other adverse impacts with the positive benefits of LRT proximity and 
service. 

The methods used to determine displacement impacts are described in the Acquisition 
Technical Report and in the discussion of economic impacts above. The same methods 
applicable to business displacements are relevant to determination of residential displacement 
impacts and are incorporated by reference. Additionally for residential displacements, federal 
and state guidelines determine the standards and procedures for providing replacement 
housing, based on the characteristics of individual households. Eligibility for relocation 
benefits would be determined after the issuance of the NEPA Record of Decision (ROD) and 
once the project is granted approval to begin right-of-way acquisition. Relocation assistance 
could include replacement housing for displaced persons, moving costs, and assistance in 
locating replacement housing. 

Oregon Mainland. Impacts summarized in this section include those between the southern 
terminus of the project at Victory Boulevard and the south shore of North Portland Harbor. 
Most of the permanent property impacts in this portion of the project area are due to the 
highway portion of project, specifically, the realignment of Marine Drive and the addition of 
local street connections near the Marine Drive interchange. 
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The transit alignment over North Portland Harbor would result in the displacement of one 
floating home associated with the parcel adjacent to and west ofI-5. The remaining portion of 
this parcel, not impacted by transit, would be permanently acquired for the highway 
alignment, which would displace a single-family home with two households on land and two 
additional floating homes in the harbor. A total of five households would be displaced in this 
portion of the project area. 

Hayden Island. Impacts summarized in this section include those on Hayden Island and 
associated portions of North Portland Harbor. The permanent acquisition of property would 
be required in this area to accommodate the reconstruction of the Hayden Island interchange 
and the extension of light rail over Hayden Island. 

The project would have 32 residential displacements on Hayden Island. Twelve of the 32 
residential displacements on Hayden Island would be from Row 9 of the Columbia Crossings 
Jantzen Bay moorage in North Portland Harbor east ofI-5. Two of the homes were identified 
by survey as also containing businesses that would be displaced, as would an additional 
floating home in this moorage that is used solely for a business. These business displacements 
are included in the business displacement section of this document. The remaining 20 
residential displacements on Hayden Island vvould occur at rovv's 1'1-, B, and the east side of 
row C in the Jantzen Beach Moorage, Inc. located in North Portland Harbor west ofI-5. 

Mitigation of residential displacements could include minor redesign of the project during 
preliminary and final engineering to avoid or reduce displacements. Some displacements 
could be mitigated by taking only a portion of the property and/or structure and by modifYing 
the remaining property and/or structure to allow continued occupancy. W'nere displacements 
are unavoidable, the project will provide compensation to property owners based on fair 
market value and a comprehensive relocation program. The compensation/relocation program 
for residential properties operates in the same manner as described above for business 
relocations. 

It has been FTA's and FHW A's long-standing policy to actively ensure nondiscrimination 
under Title VI of the Civil Rights Act. Title VI-related impacts include those impacts that are 
specific to a protected population under the 1964 Civil Rights Act. Under Title VI and related 
statutes, each federal agency is required to ensure that no person is excluded from 
participation in, denied the benefit of, or subjected to discrimination under any program or 
activity receiving federal financial assistance on the basis of race, color, national origin, age, 
sex, disability, or religion. Some of these populations (such as the elderly) are not covered by 
EO 12898, which specifically addresses disproportionately high and adverse effects to 
minorities and low-income popUlations. 

The Council finds that for the Expo CenterlHayden Island Segments, the data on residential 
displacements does not suggest disproportionate or discriminatory impacts to environmental 
justice popUlations. 

Access to Community Facilities. The Columbia River Crossing portion of the SouthINorth 
Project will improve mobility for Hayden Island residents to travel to and from community 

4 
9 
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facilities and employment centers outside their neighborhood. This is a particular benefit 
given the absence of other convenient travel options besides the automobile. The Hayden 
Island Station will improve transit access to the substantial concentration of jobs and 
commercial services at the Jantzen Beach Center. It will also provide improved transit 
accessibility and links for Hayden Island residents to local and regional employment centers, 
community facilities and recreational destinations along the SouthINorth and East/West MAX 
lines, including employment centers and community facilities in the downtown areas of 
Portland, Milwaukie, Gresham, Beaverton and Hillsboro. The highway improvements will 
improve local access and circulation in the area and improve mobility along 1-5. 

Construction of the Project would displace the Safeway grocery store and pharmacy, which 
are the only grocery store and pharmacy on the island and are important community 
resources. While ODOT can suggest replacement sites for the relocation of Safeway, it is up 
to the storeowners to choose their replacement location, if any. "While Safeway may not 
relocate on the island, it could be replaced by other grocery stores. Officials representing the 
Jantzen Beach SuperCenter initiated a site plan review with the City of Portland for a 
relocation and expansion of the Target store on the island. The Council heard testimony that 
the plan has been approved by the city. That plan provides for a grocery and possibly a 
pharmacy. During construction, the project would work with TriMet to maintain the existing 
bus service that regularly connects Hayden Island with nearby grocery and other retail 
services. This would include additional routing on the island to provide greater transit access 
during construction. DOTs would also work with TriMet to maintain paratransit service for 
qualifying, mobility-impaired Hayden Island residents. 

Displacement of the Safeway grocery store and pharmacy may disproportionately impact low
income residents who use these services and do not own cars. Potential mitigation includes a 
shuttle service for residents. 

The displacement of the Safeway store would also displace an extremely active bottle return 
center. The store managers report over $10,000 each week paid out through the returns. 
Although it limits each patron to only $7.20 in returns per day, this bottle return center 
provides an opportunity for individuals to generate income. There are other locations where 
bottles can be returned on the island and in north Portland. Many of these smaller 
establishments (such as convenience marts) also enforce limits on the number of bottle returns 
per visit. Ho\vever, as long as these businesses continue to operate and proper access to thelTI 
is maintained, displacement of the return center at Safeway would not result in a high degree 
of impact. 

To mitigate for the displacement of the Safeway bottle return center, the project could provide 
some written and posted guidance before the closure of the Safeway return center. The 
guidance would provide community members with alternate bottle-return locations, and 
directions for getting to these locations. In the event that there would be no other return center 
on the island, the project could work with an appropriate business site to provide this service. 

Barriers to Neighborhood Interaction. The Council finds that the light rail alignment will 
not result in barriers to neighborhood interaction, primarily because the alignment in large 
measure parallels the I-5 that already functions as an edge and to the local 
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neighborhoods. Similarly, the Council finds that the highway improvements generally 
improve existing roadways that either already create barriers to neighborhood interaction 
(e.g., 1-5) or provide convenient access and circulation within and between the affected 
neighborhoods. The bicycle and pedestrian lanes on the new northbound 1-5 bridge will 
improve interaction between north Portland and Vancouver, Washington neighborhoods. 

Safety and Security. The Council is sensitive to the importance of safety and security in 
neighborhoods affected in particular by the light rail components of the SouthINorth Project. 
For the SouthINorth Project as a whole to succeed, passengers must feel safe using the 
stations and trains. The Council finds that with appropriate location and design, and with 
implementation of system-wide transit security measures as described below, the Hayden 
Island station would not adversely affect passenger safety and security. 

The extension of light rail north from its existing terminus at the Expo Center would cross 
several intersections at grade. Train frequency in the peak periods is estimated to have 7.5-
minute head ways with greater headways during off-peak periods. Positive traffic control such 
as signalization, signage and pedestrian treatments would be used to enhance the safety of 
other vehicles, pedestrians and bicyclists traveling near light rail vehicles. Transit security on 
vehicles and at stations and park and ride lots would also be addressed during the design, 
construction, and operational phases of the project. Examples of safety and security measures 
that may be designed into the project include: 

• Physical barriers such as medians, fencing, landscaping, or chain and bollard (short, 
vertical posts) to help channel automobiles, pedestrians and bicyclists 

• Signage, tactile pavers, audio warnings, and pavement markings at track crossings to 
alert individuals they are approaching tracks 

• Active treatments such as flashing lights, bells, and illuminated and audible warning 
devices in traffic signals 

II The creation of inviting, well-lighted platforms and station areas 
• Maintaining clear sight lines for oncoming trains 
• Implementing a public safety education campaign before the start of rail service 

TriMet has adopted a system-wide Transit Security Plan that applies community policing 
techniques to transit security. Elements of the Transit Security Plan that will be incorporated 
into the design and operation of the light rail line serving the Expo CenterlHayden Island 
segment include: increased in-house training of transit district employees in crime prevention; 
a high level of coordination with local law enforcement agencies and personnel; improved 
facility design and operation standards to increase visibility and security enforcement levels, 
and investment in new tracking and surveillance technology. 

The Council further finds that security lighting will be provided at station platforms and that 
landscape design will ensure consideration of safety and security Additional potential 
mitigation measures include emergency call boxes and monitoring/surveillance cameras. 
Strategies such as crime prevention through environmental design (CPTED) and the use of 
police, private security patrols, and security cameras could be employed as appropriate to 
make the light rail facilities as safe and secure as possible. The existing policies and 
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procedures developed by TriMet and FTA for operations during a potential catastrophic event 
and to prevent terrorist activities would be expanded to include the CRC Project. Finally, 
design criteria such as platform location and length, pedestrian crossings, and alignment 
design would be used to ensure that the project operates safely. 

Localized access to properties by fire, police and ambulance vehicles could be affected by 
changes in local street configurations throughout the corridor. The current level of design 
reflects consideration of access by emergency vehicles (e.g., street and bike path dimensions, 
proximity to emergency facilities, primary access routes for emergency vehicles, etc.) 

The Council finds that, with appropriate design and implementation of systemwide transit 
security measures identified above, the new Hayden Island Station will not adversely affect 
safety and securirj. The station will be elevated to the level of 1-5. The final design of the 
station will include careful consideration of security concerns. Security lighting and landscape 
design will ensure consideration of safety and security. 

Visual! Aesthetic. The CRC Project will result in impacts to visual and aesthetic resources in 
the Expo CenterlHayden Island segment as a consequence of introducing: 

• Cut/fill slopes, bridges, overhead structures, sound/retaining walls, catenary poles and 
overhead wires; 

• A light rail station at Hayden Island; 
• New 1-5 bridges and interchanges; 
• New North Portland Harbor bridges; 
• Improvements and modifications to existing structures, roads, vegetation, topography; 
• Disruptions of existing visual resources, viewpoints, view corridors and vistas; and 
• New views. 

Impacts to the Columbia River main channel would be mostly positive. Potential impacts 
would include: 

• Removal of the visually complicated truss structures and lift towers of the existing 1-5 
bridges, \vhich obstmct views from the river, from the Interstate bridges themselves, 
and from the shoreline. This action would remove an important contributor to the 
area's historic context (the I-5 bridges) and a character-defining aspect of interstate 
travel. 

• From 1-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward I-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generally improve. 

s Removal of the lift towers would be interpreted to have a generally positive visual 
impact on views from downtown Vancouver. 

.. Modifications to interchanges would increase heights at the Marine Drive and Hayden 
Island interchanges, where new ramps and elevated roadways would be higher than 



75

any existing facilities in these immediate areas. Even at these interchanges, the degree 
of change is expected to be moderate, since these areas are already and would continue 
to be large urban interchanges. 

• Removal of the existing bridge structures that currently obstruct views of much of the 
area immediately beneath the bridges, along the river. This would provide for more 
light and vegetation under the bridges. These elements would all provide positive 
visual changes to the immediate area and adjacent areas. 

North Portland Harbor would experience moderately negative visual impacts from the 
addition of piers for the LRT bridge and collector/distributor ramps; these would clutter 
views along the slough and reduce views of open water. 

Given the types of visual impacts summarized in the Visual and Aesthetics Technical Report, 
the Council finds that the follmving strategies can be used to reduce adverse visual impacts to 
affected neighborhoods: 

e Planting vegetation, street trees, and landscaping for screening or visual quality. The 
project will adhere to a green-aver-grey approach for treatment of many new 
structures, using climbing vines and non-invasive ivies, where practicable. 

• Designing landscape plans and other visual treatments consistent with adopted 
guidance and plans. 

• Shielding station and facility lighting from nearby residences and the night sky. 
• Minimizing structural bulk, such as for ramps and columns. 
• Designing architectural features to blend with the surrounding community context. 
e Placement of public art (to be relocated when necessary and added as part of transit 

stations and gateways). 
.. Where practicable, integrating lighting with facilities in a manner that produces a 

positive visual and aesthetic impact, reduces night sky light pollution, reduces possible 
light trespass into residential units, and contributes to crime prevention through 
environmental design (CPTED). 

• Utilizing the UDAG Design Guidelines, as well as design guidelines of the City of 
Portland and Tri-Met. 

.. Selecting new and replacement pole and utility cabinet locations, colors, and styles in 
relation to their context and in accordance with municipal lighting standards. 

In each affected neighborhood, the Council recognizes that potential mitigation measures will 
vary to fit neighborhood scaie, character and concerns. In some neighborhoods, potential 
measures could improve the visual character of impacted areas. In other areas, the CRC 
portion of the SouthINorth Project will be a prominent visual feature even with mitigation. 

The area from Victory Boulevard, the Expo Center and Marine Drive north to Hayden Island 
and the Columbia River consists primarily of a major interstate freeway with connecting 
arterials, a busy, auto-dominated commercial strip, and large, dramatic expanse of open water. 
The area from Victory Boulevard to Marine Drive has industrial, recreational, and transit 
developments scattered throughout the area amid large tracts of open space. Commercial 
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development patterns on Hayden Island have obscured natural features to the point where any 
connection to water or natural landforms is not visually apparent unless one is on the 
shoreline. Throughout this segment, many signs and utility poles; constant, fast traffic and 
noise; scattered moderate and large-scale commercial structures; and the artificial landforms 
associated with 1-5 create a coarsely textured, complex environment with a confusing visual 
character. The breadth and openness of the Columbia River provides visual contrast to an 
otherwise cluttered visual environment. 

Dominant visual features in this segment include 1-5, Delta Park, the Vanport wetlands, the 
North Portland Harbor, Jantzen Beach Center, the historic 1-5 truss bridge between Hayden 
Island and Vancouver, Washington and the wide, flat and open stretch of the Columbia River. 
The river is a significant regional resource and the dominant visual element within this 
segment because of its large scale and openness. It also serves as a dramatic gateway between 
Oregon and Washington. 

LR T improvements in the Expo Center/Hayden Island Segment include a good deal of 
bridging. The bridges over the North Portland Harbor would remove structures, including 
floating homes and vegetation, along both banks of the harbor, and interrupt views south from 
Hayden Island to the west hills. The light rail alignment then parallels the west side of 1-5, 
removing commercial structures along that side of the freeway 

In general, the Council finds that the impacts to views would vary within the Columbia River 
Crossing portion of the project area. Impacts to the Columbia River main channel would be 
mostly positive, as described above. Impacts to North Portland Harbor would be moderately 
negative, with the addition of more bridges across the harbor. Impacts to the area from 
Victory Boulevard to Marine Drive would be low. 

The Council finds that possible measures that could mitigate the· adverse impacts of the new 
bridges on views include those described above. Appropriate conditions can be imposed 
through the local review process consistent with Section 8(1)(b) of HB 3478 to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Other Social Impacts. Other social impacts include loss of property values, property 
acquisitions not requiring displacements, loss of trees along roadsides and in neighborhoods, 
increase in electric and magnetic fields (EMF), and perceived reductions in "quality of life" 
associated with LRT and highway improvements, both during construction and in the long 
term. Construction impacts are addressed in the Short-Term Impacts portion of these findings. 
The Council finds that there may be reductions in property values, especially during the 
construction phase, but it believes that most of these properties will increase in value 
following completion of construction. The Council also finds that residing immediately next 
to the alignment or a station may result in some property owners experiencing perceived 
reductions in quality of life. Others may see a reduction in quality of life associated with 
increased density that might result from the proximity of rail to an area. These are very 
subjective matters that can vary from individual to individual. Landscaping and noise barriers 
might help mitigate adverse impacts. Where trees are removed, potential mitigation includes 
equivalent tree replacement. Extension of the light rail system would generate EMF and could 
increase exposure. However, in those locations where people could be exposed (within and 
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near the light rail right-of-way, near substations, or in the light rail vehicles), EMF emissions 
would be below exposure guidelines. Because light rail electric power substations tend to 
generate the highest EMF intensities in the field measurements, the substations have been 
designed and sited to minimize exposure to users of the system, the general public, and 
sensitive users. 

The Council heard testimony regarding health concerns and vibration impacts to the 
manufactured housing community on Hayden Island. Mitigation can include monitoring 
vibration and halting construction if thresholds are exceeded; monitoring dust and halting 
working if thresholds are exceeded; and covering debris or application of water to avoid 
release of dust into the air. 

The manufactured housing community also expressed concern about access on and off the 
island during construction, especially for emergency vehicles. Mitigation could include 
construction of the local bridge over the North Portland harbor as a first stage of construction. 

Social benefits include cleaner air by providing improved transit access in the region, 
resulting in less automobile driving than would otherwise occur and less congestion and air 
pollution~ Cleaner air also is provided by decreasing congestion through improvements to the 
highway system. Social benefits also include improved quality of life from lower and more 
reliable transit travel times, resulting in more time for people to spend doing things other than 
commuting. 

A greenhouse gas emissions analysis was prepared for the Columbia River Crossing Project 
and is detailed in the Energy Technical Report. The report includes a macro scale analysis to 
provide a picture of the regional emissions, as well as a micro scale analysis that focuses more 
on the project area. The Project is expected to reduce regional emissions by approximately 
130 metric tons of C02e /day, which equates to a reduction of approximately 0.5 percent. For 
the 12.2-mile length ofI-5 surrounding the CRC project area, the Project is expected to reduce 
emissions by roughly 21 metric tons of carbon dioxide equivalent during the A\1 and PM 
peak periods, or 5,4 percent. 

The differences in long-term effects on water quality between the Project and the No-Build 
Alternative are substantial. Although the total amount of pollution-generating impervious 
surface (PGIS) 16 would slightly increase for the Project, the amount of untreated impervious 
surface would drop dramatically compared to existing conditions and the No-Build 
Alternative. This is because under the Project, stormwater runoff from all new or 
reconstructed impervious surface area would be treated, while stormwater runoff from most of 
the existing PGIS does not currently undergo storm water treatment. 

16 Pollution-generating impervious surfaces include highways, parking lots, sidewalks and other surfaces that do 
not absorb water and to which contaminants may adhere, so that when storm water strikes the surface, it runs off 
to a nearby surface, carrying some of these contaminants with it. If the water runs off to soil, these contaminants 
can enter the soil, causing harmful effects. Additionally, PGIS are often warmer than the surrounding surfaces, 
and runoff from these surfaces that enters nearby rivers or lakes can raise water temperatures, causing harmful 
effects. 
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Payment of the new highway toll would require a higher proportion of income for lower 
income drivers than for higher income drivers. The Council finds, however, that when 
considered in combination with the other elements of the project, the impact would not be 
high and adverse. In exchange for the toll, travelers would receive the benefits of shorter 
highway travel times, lower congestion, extended LRT service, more reliable commute trips, 
reduced crashes, no bridge lift interruptions, increased access to employment, housing, 
education and services, and improved biking and walking facilities. There would also be to11-
free options for crossing the river, including transit, carpooling, biking or walking, and 
crossing on 1-205. The toll rate is also reduced during the off-peak travel times. 

The project team reviewed the available research to inform the environmental justice impact 
evaluation. Several academic studies have been conducted on equity and tolling. The 
Washington State Department of Transportation (WSDOT) also conducted research on toning 
equity for various projects. 

The University of Washington and the Washington State Transportation Center published in 
2009 a research paper entitled "The Impacts Of Tolling On Low-Income Persons In The 
Puget Sound Region." The paper starts with the assertion that "Tolls may be progressive, 
regressive, or neutral, depending on the social and geographic characteristics of the town or 
region and the structure of the tolling regime. The distributional effects must be evaluated on 
a site and project specific basis." 

In "International Experiences with Congestion Pricing" (May 1993), Anthony May 
considered the equity component of congestion pricing. He cited older studies that argue that 
congestion pricing is a regressive measure that has greater impacts on lower-income drivers, 
but indicated this population is more likely to travel by bus or foot. May concluded that the 
most inequitable effects are dependent on the pricing scheme implemented and would likely 
impact a small percentage of lower-income drivers. He suggests that the only way to address 
the issue of equity is to invest some of the toll revenue in public transport rather than solely to 
improve the road infrastructure. The Project includes substantial improvements to transit as 
well as bicycle and pedestrian fucilities. 

Existing electronic toll collection systems with transponders present various hurdles for low
income users. One must normally either pay a deposit or link the account to a credit card or 
bank account. Some low-income populations may not be able to purchase a transponder. Not 
being able to purchase a transponder due to large set-up fees or lack of a credit card andlor 
bank account would be an adverse impact on those low-income populations affected. A 
similar barrier may exist when new tolls are instituted in areas where some groups and 
individuals lack the English language skills to understand the complex tolling system. These 
impacts would be mitigated through outreach and special programs. 

The Council finds there are several strategies that would mitigate the potential impacts of 
tolling on low-income populations. Since toll transponders are unfamiliar to most Oregon and 
southwest Washington residents, educational materials can be made available that explain 
how tolling and transponders work. All such communications would be made available in 
selected non-English languages, as appropriate. C-TRAN offers programs that assist low-
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income populations and people with disabilities to obtain a reduced transit fare. TriMet offers 
similar programs that assist senior and disabled populations using transit. 

Conclusions on Social Impacts. The Council finds the social impacts of the Columbia River 
Crossing project are generally positive in the affected East Columbia, Kenton, Bridgeton and 
Hayden Island neighborhoods, although there are 46 potential residential displacements in 
these segments. 

Relative to access to community facilities, the project would displace the only grocery store 
and pharmacy (Safeway) on Hayden Island. The displacement could also affect low-income 
populations that use the bottle return center. However, the Council finds that the improved 
transit access, improvement of the local street network, and a bridge providing local 
multimodal access to and from the island, as well as the other mitigation measures mentioned 
above, would mitigate the displacement of the Safeway. 

Relative to barriers to neighborhood interaction, the Council finds that the LRT alignment 
will not result in barriers to neighborhood interaction, primarily because the alignment in 
large measure parallels the 1-5 freeway which already functions as an edge and boundary to 
the Hayden Island }~eighborhood. It finds that the extension of LRT to Hayden Island \"J:lill 
better connect the island and its residents to the region and its amenities. Similarly, the 
highway improvements generally expand or improve existing roadways. 

Relative to safety and security impacts, the Council acknowledges and supports TriMet's 
continuing efforts to improve passenger and community safety throughout its service area. The 
Council finds that TriMet is committed to making continued improvements to help maintain a safe 
and effective transit system, and it finds that the measures identified above improve public safety. 

Relative to the visual impacts, the Council finds that the project would result in positive and 
negative impacts. The negative impacts could be mitigated by the measures addressed above, 
including following existing design guidelines from the City of Portland and TriMet when 
designing the light rail and highway improvements. 

Traffic Impacts 

The Transit Technical Report, Traffic Technical Report and Section 3.1 Transportation of the 
Draft Environmental Impact Statement (DEIS) evaluate the Project's impacts to the highway 
and street network. Traffic impacts from transit and highway improvements and potential 
mitigation are summarized below. 

Transit. The Council finds that the light rail route and station on Hayden Island will provide 
light rail proximity and service to the substantial employment and commercial base located at 
the Jantzen Beach Center. Additionally, through improved high capacity transit service, island 
residents will have improved accessibility to local and regional employment centers, 
community facilities and recreational destinations throughout the Portland metropolitan 
region. 
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Currently, travel options to and from Hayden Island are limited and often congested, and 
under the DEIS No-Build alternative, these options would get much worse over time. Light 
rail will provide a convenient, reliable alternative mode of travel. 

The CRC Project would more than double the number of transit passenger trips over the 1-5 
crossing, compared to the 2030 No-Build Alternative. For weekdays, there would be 20,600 
bridge crossings on transit, compared to 10,200 trips under the 2030 No-Build Alternative. Of 
the transit passengers crossing the Columbia River, 18,700 would be on light rail transit (91 
percent) and 1,900 would be on buses (9 percent). 

One of the major contributing factors to reliable transit service is reserved or separated right
of-way for transit vehicles. Transit vehicles operating in mixed traffic are subject to delays 
caused by accidents, breakdowns, congestion, and in the case of existing 1-5 Coiumbia River 
bridges, bridge openings. With a separated right-of-way and separated bridge crossing on the 
lower deck of the new southbound 1-5 bridge, transit service between Portland and 
Vancouver, Washington will become faster and more reliable. For example, a transit trip 
between Hayden Island and Vancouver would save an estimated five minutes in comparison 
with the No-Build Alternative, while a trip between Pioneer Square and Clark College would 
save 28 minutes (dropping from 72 minutes with 'the No-Build to 44 minutes with LRT). 

Additionally, most of the intersections within the SouthlNorth Corridor through which light 
rail vehicles will operate have traffic signals preempted for LRT, have gated crossings for 
LRT, or have LRT separated from other traffic. In summary, the Columbia River Crossing 
portion of the Southir-J"orth Project will provide significantly more reliable transit service than 
the No-Build Alternative, and a significant portion of the corridor's transit riders will 
experience the improvement in reliability with light rail. 

Transit improvements in the Expo Center/I{ayden Island segment of the SouthlI-J"orth Project 
could affect traffic congestion in hvo basic ways. First, these improvements could divert trips 
from automobiles to transit, resulting in reduced systemwide vehicular travel. Second, transit 
facilities could also affect localized traffic operations on highways and streets in the study 
area. 

The LRT alignment will have an at-grade crossing with the extension ofN Vancouver Way, 
at the south end of the local multimodal bridge. Traffic analysis performed for the Traffic 
Technical Report indicates that this intersection will operate acceptably (meeting City of 
Portland Bureau of Transportation standards) in design year 2030. Light rail will be grade
separated on Hayden Island, with no traffic impacts on the island. The LRT alignment win 
bridge over N Jantzen A venue and N Jantzen Drive, and Hayden Island Drive and N 
Tomahawk Island Drive (to be constructed as part of the project). Given the design, the 
Council concludes that the CRC transit portion of the South/North Project will not result in 
adverse traffic impacts in the Expo CenterrrIayden Island Segment. 

The traffic analysis model shows only one intersection in Oregon as not meeting the 
appropriate jurisdictional standards. The intersection, Going Street and Interstate A venue, will 
not meet Portland Bureau of Transportation standards in 2030. Potential mitigation could be 
to the at the intersection, install advanced 
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controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a through/right choice lane to allow traffic to continue westbound. 

Regarding traffic safety, light rail transit is designed to be safe through methods and devices 
such as speed control, signalization, gated crossings, and pedestrian movement controls. In 
general, light rail vehicle speeds match road vehicle speeds where the vehicles run in adjacent 
lanes. Light rail vehicles operate in accordance with normal traffic control devices (traffic 
signals) as supplemented by specific light rail signals where needed. Specific train warning 
signals may be provided as needed. Pedestrian movements are governed by pedestrian signals 
at signalized intersections. At gated intersections, the gates and warning signals control 
pedestrian movements. At non-signalized, non-gated pedestrian crossings, barriers ("z
crossings") may be used to focus pedestrian attention on the direction of approaching light rail 
vehicles. The project could provide pedestrian access to stations by establishing "through
walking areas"--clear pathways free of street furniture or other impediments-adjacent to the 
planned station locations. The project would strive to maintain the width of these areas at 
approximately 7 to 8 feet in busy pedestrian locations and 6 feet in areas with lower levels of 
pedestrian traffic. For bicycles, station areas could include bicycle facilities, which could 
include secure storage areas. The Council concludes that these methods and devices provide 
for a safe multi-modal environment. 

Highway Improvements. Since the stated purpose from the Columbia River Crossing 
Project DEIS is "to improve 1-5 corridor mobility by addressing present and future travel 
demand and mobility needs in the CRC Bridge Influence Area," most project impacts to 
traffic are positive. The associated highway improvements in the segment are provided as part 
of the CRC Project in order to improve transportation performance compared to the No-Build 
alternative. 17 

In 2030 the traffic models under the No-Build Alternative predict 15 hours of congestion per 
day (northbound and southbound) on 1-5. With the CRC Project, there would be just 3.5 to 5.5 
hours of congestion in 2030. During the peak period, the Project would increase the number 
of people traveling over the I~5 crossing northbound in 2030 from 26,500 with No-Build to 
35,300 (in vehicles), and from 2,200 to 6,100 (on transit). 

Local street traffic performance is monitored and measured by the City of Portland and 
ODOT based on established performance standards for the facilities under their respective 
jurisdictions. Local street congestion is most intense near the I-5 ramps and is influenced by 
the travel direction and length of time that 1-5 is congested during each weekday. This section 

17 House Bill 3478, Section 8(1)(a), directs all affected local governments and special districts to amend their 
comprehensive or functional plans, including transportation system plans, "to the extent necessary to make them 
consistent with a land use final order." As noted below and in Section 1.3 of these findings, most of the highway 
improvements included in the CRC Project are already identified and authorized in the City of Portland's 
acknowledged Transportation System Plan (TSP) or in Metro's Regional Transportation Plan (RTP). As such, 
they already have land use approval. They are addressed in these findings because they are included as part of 
the Columbia River Crossing Project which, as an element of the SouthlNorth Project, requires findings of 
compliance with the applicable criteria for any "highway improvements". For these improvements, no further 
plan amendment action is necessary to make them consistent with this 2011 LUFO. For those local highway 
improvements that are not already part of Portland's TSP, the city will need to amend its plan to comply with 
Section 
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summarizes existing local street performance at selected study intersections. Results are 
reported for the AM and PM peak hours of travel. 

The Project would address most of the non-standard geometric and safety design features 
currently existing on the 1-5 mainline and ramps within the main project area. Improvements 
would be made to the existing short on-ramp merges/acceleration lanes and off-ramp 
diverges/deceleration distances, short weaving areas, substandard lane widths, vertical and 
horizontal curves that limit sight distance, and narrow or non-existent shoulders. The Project 
would remove both Interstate Bridge lift spans. In addition, the Project would substantially 
reduce traffic congestion compared to No-Build conditions. 

As the number of vehicular collisions in the main project area is related to the presence of 
non-standard geometric design and safety features, which is exacerbated when traffic levels 
are at or near congested conditions, the Project would substantially improve traffic safety in 
the area. It is estimated that the Project would reduce average annual yearly collisions in the 
main project area from 750 under the No-Build Alternative to between 210 and 240. 

This estimate was calculated by making the assumption that the highway geometric and safety 
improvements would result in a highway corridor that performed at least as good as an 
average, similar type of urban interstate facility in Oregon. The collision rate for similar 
urban, interstate facilities is approximately 0.55 collisions per million vehicle miles travelled 
(MVMT). Applying this rate (with an allowance for a higher collision rate during congested 
periods and during late evening and early morning hours) to the forecasted traffic volumes 
over a year period generated an estimated annual collision total of between 210 and 240. 

The Portland local street system is divided by 1-5, with community connections across 1-5 
limited to the following interchange and non-interchange crossing locations: Skidmore Street, 
Alberta Street, Kiliingsworth Street, Ainsworth Street, Rosa Parks Way, Lombard Street, 
Columbia Boulevard, Schmeer Road, Victory Boulevard, Martin Luther King Jr. Boulevard, 
Pier 99 Street, Jantzen Street, and Hayden Island Drive (overcrossings for non-motorized 
travel also exist at Failing Street and Bryant/Saratoga Streets). In addition to the interchanges, 
several local streets and nearby intersections are affected by traffic operations in the 1-5 
corridor. 

Under 2030 No-Build conditions, 25 intersections were analyzed, one of which would not 
meet applicable performance standards during the morning peak hour - the intersection of 
Fremont Street with Martin Luther King Jr. Boulevard. During the afternoon/evening peak 
hour, five intersections would not meet applicable performance standards: Martin Lufher King 
Jr. Boulevard with Fremont and Alberta Streets, Interstate Avenue with Argyle and Going 
Streets, and Marine Way with Vancouver Avenue. 

With the Project, Portland's local street operations would improve along the 1-5 corridor 
relative to No-Build conditions. For example, at the I-5 interchange with Marine Drive, 2030 
afternoon peak intersection performance would improve from V /C 0.82 (LOS F) with the No
Build Alternative to VIC 0.42 (LOS B) with the Project. This indicates that the PrQject would 
improve mobility and accessibility to this freight and employment corridor during the 
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afternoon peak. Similar findings were observed during the morning peak. The Project with 
highway phasing would improve the 2030 p.m. peak VIC to 0.64 (LOS B) from 0.82 (LOS F). 

With the Project improvements, the total number of local intersections and ramps would 
increase to 38, primarily as a result of additional intersections associated with the local roads 
in the Hayden Island and Marine Drive interchange areas. During the 2030 morning peak 
hour, 37 of these 38 intersections and ramps are expected to operate within acceptable 
standards, while one would fail to meet standards. The intersection of Interstate A venue with 
Going Street is expected to fail to meet applicable performance standards and to require 
mitigation. During the 2030 afternoon/evening peak hour, with Project improvements, all 
intersections would operate within acceptable standards. Potential mitigation for the Interstate 
Avenue and Going Street intersection (also described above in the Transit section) could be to 
optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a tb.rough/right choice lane to allow traffic to continue westbound. 

The existing pedestrian and bicycle facilities throughout the Columbia River Crossing main 
project area are outdated, potentially unsafe, and confusing to navigate. The width of the 
shared-use pedestrian and bicycle facilir-f on th~ 1-5 bridge is non-standard (generally no 
wider than 4 feet) and separated from traffic by the bridge girders and non-standard low 
barriers. The mixing of pedestrians and bicycles in this narrow facility can cause safety 
problems. The Project would improve bicycle and pedestrian facilities in the area, as 
described in the Traffic Technical Report, resulting in greater use of the facilities and safety 
improvements. 

Several pedestrian and bicycle forecasting scenarios predict that pedestrian and bicycle travel 
demands would increase substantially if a new 1-5 bridge is constructed with sufficient 
multi modal facilities. Pedestrian travel across the bridge would be expected to increase from 
80 daily pedestrians today to between 600 and 1,000 daily walkers in 2030, an increase of 650 
to 1,150 percent. The number of bicyclists predicted to use the crossing would increase from 
370 today to between 900 and 6,400 riders in 2030, an increase of between 150 and over 
1,600 percent. With the exercise and visual benefits this will provide, the Council finds this 
results in both positive traffic and social impacts. 

The majority of the Project transit and highway improvements are identified in Metro's RTP 
and in the City of Portland TSP and are therefore consistent with those transportation system 
plans. Below is a list and description of the RTP and TSP projects for which the Project 
would build the improvements: 

Regional Transportation Plan (Metro) 

• RTP Project 10893: Improve I-5/Columbia River Bridge (Victory Boulevard to 
Washington State Line); Replace I-5/Columbia River bridges and improve 
interchanges on 1-5. New bridges will replace the existing I-5 bridges and the 
following 1-5 interchanges in Oregon will be improved: Victory Boulevard, Marine 
Drive, Hayden Island/Jantzen Beach 
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• RTP Project 10902: MAX Light Rail: Yellow Line: CRC/I-5 North Extension 
CRC: Expo to Vancouver, north on Main to Lincoln. Light rail will be extended from 
the Expo Center MAX station in Portland to a station and park-and-ride lot at Clark 
College in Vancouver. 

.. RTP Project 11032: Ruby Junction light rail operating base expansion: LRV 
maintenance and storage facility, including expansion on the west side of Eleven Mile 
Avenue. Capital cost is included in Milwaukie and CRC projects. Ruby Junction 
maintenance facility in Gresham will be expanded to accommodate a new operations 
facility, new storage tracks and additional light rail vehicles. 

Transportation System Plan (Portland) 

• TSP Project 30018: Hayden Island: Street Network Improvements. Provide a 
street network plan for improvements that implement the Region 2040 connectivity 
standards and improve multi-modal access for Hayden Island The Hayden Island 
Street Plan is described in more detail in the Hayden Island Plan, which was adopted 
into the City Comprehensive Plan in August 2009. The Hayden Island Plan 
recommends amending the TSP to implement the street network as shown in the 
document. The eRe Project \vould build these improvements consistent vvith the 
Hayden Island Street Plan. 

• TSP Project 30020: J-5 (Columbia River-Columbia Blvd): Bridge Widening 
Improve I-5/Columbia River bridge (local share of joint project) based on 
recommendations in 1~5 Trade Corridor Stud}'. Project addresses a high congestion 
location. The eRe Project would build these improvement 

• TSP Project 30033: Light Raii Extension - Phase 2. Extend light rail service from 
Expo Center to Vancouver WA. The CRC Project would build these improvements. 

• TSP Project 40080: Marine Dr. (6th - 33rd & Gantenbein - Vancouver Way) 
Bikeway Retrofit bike lanes to existing street and complete off-street paths in missing 
locations. The CRC Project would build these improvements. 

The eRC Project also includes improvements to the local street system east and west of the 
Marine Drive interchange and a new bridge over North Portland Harbor to the west ofI-5 that 
would carry light rail vehicles as well as local motor vehicle and bicycle/pedestrian traffic 
between Marine Drive and Hayden Island. The local street improvements east and \vest of the 
Marine Drive Interchange will improve local access to and from the Expo Center and Hayden 
Island light rail stations and are necessary as well to accommodate the design of the new 1-5 
bridges and the modified interchanges. 

The physical and operational elements of the CRC Project provide the greatest Transportation 
Demand Management (TDM) opportunities by promoting other modes to fulfill more of the 
travel needs in the project corridor. These include: 

• Major new light rail line in exclusive right-of-way, as well as express bus and feeder 
routes. 

• Modem bicycle and pedestrian facilities that accommodate more bicyclists and 
and improve COlmectn 
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• Park and ride lots and garages. 
• A variable toll on the highway crossing. 

In addition to these fundamental elements of the Project; facilities and equipment would be 
implemented that could help existing or expanded Transportation System Management (TSM) 
programs maximize capacity and efficiency of the system. These include: 

• Replacement or expanded variable message signs or other traveler information 
systems in the Project area. 

• Expanded incident response capabilities. 
• Queue jumps or bypass lanes for transit vehicles where multi-lane approaches are 

provided at ramp signals for entrance ramps. 
.. Expanded traveler information systems with additional traffic monitoring equipment 

and cameras. 
co Active traffic management 

Conclusions on Traffic Impacts. The Council finds that the transit and highway 
improvements summarized above will substantially improve traffic operations in 2030 
compared to the No-Build Alternative and that adverse traffic impacts associated with 
extending light rail transit through the Expo CenterIHayden Island segment can be mitigated. 
The Council finds that the potential mitigation for the Interstate Avenue and Going Street 
intersection would mitigate for the reduction in intersection performance as a result of the 
Project. Potential mitigation could be to optimize the light rail transit pre~emption at the 
intersection, install advanced signal controllers to manage light rail transit pre-emption, and 
change the westbound right lane into a through/right choice lane to allow traffic to continue 
westbound. 

The Council finds that transit improvements will increase transit ridership, decrease transit 
travel times, and improve accessibility to local and regional employment centers, community 
facilities and recreational destinations throughout the Portland metropolitan region. 

Relative to general transit safety and transit impacts on bicycle and pedestrians, the Council 
finds that the impacts could be mitigated through the measures described above. Relative to 
impacts from highway improvements, the Council finds that most impacts from the Columbia 
River Crossing portion of the North/South project would be positive and would improve 
transportation performance in the Hayden Island/Expo Center segment. 

Provide for a light rail route and associated fa~mties, balancing the need for light rail 
proximity and service to areas that are capable of enhancing transit ridership; the likely 
contribution of light rail proximity and service to the development of an efficient and 
compact urban form; and the need to protect affected neighborhoods from the identified 
adverse impacts. 
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The SouthINorth Steering Committee initially assembled in the 1990s to recommend the 
federal Locally Preferred Strategy adopted the following goal for the project18

: To implement 
a mqjor transit expansion program in the South/North Corridor that supports bi-state land 
use goals, optimizes the transportation system, is environmentally sensitive, reflects 
community values and is .fiscally responsive. That "LPS Steering Committee" also adopted 
the following objectives for the project: 

1. Provide high quality transit service; 
2. Ensure effective transit system operations; 
3. Maximize the ability of the transit system to accommodate future growth in travel; 
4. Minimize traffic congestion and traffic infiltration through neighborhoods; 
5. Promote desired land use patterns and development; 
6. Provide a fiscally stable and financiaHy efficient transit system; and 
7. Maximize the efficiency and environmental sensitivity of the engineering design of the 

proposed project. 

The project goal and objectives closely parallel the emphasis of Criterion 3(A) for this Land 
Use Final Order. The effectiveness evaluation of the SouthINorth Project relative to meeting 
the objectives is summarized below. 

Ability to Provide High Quality Transit Service. The Council finds that the portions of 
SouthINorth Project already constructed or currently under construction provide a significant 
amount of light rail coverage between the Portland downtown and Milwaukie and Clackamas 
Tovm Center to the south and betvveen the Portland downtown and the Expo Center to the 
north. The Columbia River Crossing Project provides the missing piece to the original transit 
concept by extending LRT coverage into Vancouver, Washington. The Council finds that the 
SouthINorth Project, including the CRC Project, provides improved reliability over the No
Build Alternative. Factors that affect reliability include the amount of reserved right-of-way, 
percent of protected trunk-line intersections and percent of passengers on exclusive transit 
right-of-way. 

The Council finds that the CRC Project will result in improved peak-hour in-vehicle and total 
weighted travel times between Portland and Vancouver, Washington compared to the No
Build Alternative. It will increase transit trips within the SouthINorth Corridor and increase 
the transit mode split for peak-hour radial trips. 

Moreover, compared to an expanded all-bus system, the Council finds that the CRC Project 
will: 

• Increase transit trip production in the Project Transit Corridor by 150 percent compared to 
existing conditions by the year 2030; 

• Increase weekday transit ridership into on the Interstate Max YeHow Line by 21,400 trips 
(150 percent) compared to the No-Build Alternative; 

18This Steering Committee was assembled under requirements of federal law. It differs from the LUFO Steering 
Committee assembled to with House Bill 3478. 
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• Double the number of transit passenger trips over the 1-5 Columbia River crossing, 
compared to the 2030 No Build alternative 

• Decrease rush-hour transit travel times between Pioneer Courthouse Square and Clark 
College in Vancouver by 28 minutes compared to the No Build alternative; and 

• Increase the percent of transit trips between the project corridor and downtown Portland 
from 21 % in 2005 to 39% in 2030. 

Ensure Effective Transit System Operations. By locating the SouthINorth light rail 
alignment on the downtown Portland transit mall, all alignment alternatives have allowed for 
easy transfers to other transit routes serving most of the metropolitan region. The Council 
believes that this improved transit access has enhanced transit ridership, and it so finds. 

Maximize the Abilit'i of Transit to Accommodate Growth in Travel Demand. In 1998 the 
Council determined that the South/North Project had the greatest ability to accommodate 
growth of the various DEIS alternatives studied. The CRC portion of the South/North Project 
\vould increase LRT place miles ("place miles" are transit vehicle capacity for each vehicle 
type multiplied by vehicle mile travelled) by 58% and would increase total bus and LRT place 
miles by over 2% compared to No-Build. 

Minimize Traffic Congestion and Traffic Infiltration Through Neighborhoods. In 1998 
the Council determined that the SouthINorth Project would help slow the rate of traffic 
congestion and related problems, compared to the No-Build Alternative. It would: 

e Remove almost 133,000 vehicle miles of travel per average weekday from the corridor 
road system; 

e Eliminate 16 lane",.miles of congested roadways; and 
• Avoid 4,500 hours of traffic delays each weekday (compared to the No-Build Alternative 

in the year 20] 5). 

By slowing the rate of traffic congestion growth, avoiding delay, and reducing the number of 
vehicle miles of travel per average weekday as compared to the No-Build Alternative, the 
SouthINorth Project will minimize traffic congestion. The Council found that the slowing of 
congestion and reductions in vehicle miles of travel also would reduce the amount of traffic 
infiltrating Portland and Clackamas County neighborhoods by causing fewer vehicles to be 
on the roads than would otherwise occur in the absence of light rail transit. 

The Traffic Technical Report indicates and the Council nmv finds that the CRC Project, in 
comparison with a No-Build Alternative and with the highway improvements that are 
included in the Project, will result in a 57 percent decrease northbound and a five percent 
decrease southbound in rush-hour automobile travel times between Columbia Boulevard in 
Portland and SR 500 in Vancouver. It also finds that the Project will reduce the duration of 
congestion from 15 hours per day in the No-Build to between 3.5 and 5.5 hours per day with 
the improvements being made for automobile, transit and truck travel. 
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Facilitate Efficient Land Use Patterns. The Council finds that light rail has influenced the 
quality of access to vacant developable and redevelopable parcels of land in the SouthINorth 
Corridor. It finds that light rail transit throughout the South/North corridor has supported 
the region's growth management strategy and the urban growth boundary (UGB) by: 

• Providing access to vacant and redevelopable infill properties; 
• Providing transportation capacity to the Portland Central City that will enable the region's 

core to accommodate the expected high growth levels; 
• Providing the high quality transit needed to make the Clackamas Regional Center and 

Milwaukie Regional Center function in accordance with the growth strategy; 
• Establishing new station communities which can be developed as mixed-use areas; and 
e Instituting a pattern of grmvth that conforms to the goals, objectives and policies of local 

land use and infrastructure plans. 

The Council finds that the CRC Project will f.Jrther facilitate efficient land use patterns by 
promoting denser, transit-oriented development on Hayden Island. This shift in land use 
patterns from the existing auto-oriented development is consistent with the Hayden Island 
Plan, which includes plans to redevelop a portion of the Jantzen Beach SuperCenter site into 
a high-density mixed-use transit-oriented development supported by the new light rail station. 

Balance the Efficiency and Environmental Sensitivity of the Engineering Design. 
Indicators of environmental sensitivity include displacements, noise and vibration impacts, 
parkland impacts, floodplain impacts, wetland impacts and historic and archaeological 
resources impacts. These impacts are addressed in other findings, set out below, addressing 
the relevant LCDC criteria applicable to this proposal. For the reasons stated in the findings 
addressing those other criteria, the Council concludes that the positive impacts of the Project 
outweigh the negative environmental impacts. 

Social Equity Considerations. In addition to the LPS Steering Committee objectives listed 
above, the Council believes and finds that social equity considerations should be taken into 
account. When it adopted the initial SouthINorth LUFO back in 1998, the Council found the 
percentage of minority populations in nearly one half of the neighborhoods in the SouthINorth 
Corridor to be higher than the regional average of 8.6 percent. Nearly two-thirds of corridor 
neighborhoods have a percentage of low-income households that is higher than the regional 
average (1990 US Census). The Council also found that the South!l-.Jorth Project would serve 
both low-income and minority neighborhoods. The Council concluded that the SouthINorth 
Project would not adversely affect low income or minority neighborhoods disproportionate to 
the benefits they would receive with improved transit access. Indeed, it found that the project 
would substantially benefit a much larger segment of the populations of these affected areas, 
including low-income, transportation-disadvantaged, minority and elderly populations, than 
are otherwise directly adversely affected by the project. The Council continues to abide by 
these findings. 

Finally, the Council intends that the project will leave the project area and surroundings better 
off. There are many enhancements in the project, such as improved local street connections 
on Hayden Island, replacement of substandard facilities for bicyclists and pedestrians, local 
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auto access from North Portland to Hayden Island on a separate arterial bridge, and inclusion 
of public art in the transit element ofthe project. The Council finds that establishment of an 
enhancement fund would complement and build upon the enhancements included in the 
project itself and make the area more livable for all segments of the population. There is 
general agreement to continue to explore the establishment of a community enhancement fund 
- which would require consideration of funding mechanisms and administration of the fund
as an ongoing responsibility of the Departments of Transportation. 

6 
7 
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Overall Conclusions Regarding Neighborhood Impacts (Transit) 

In summary, the Council finds and concludes that the selection of the light rail route and the 
Hayden Island station, including their locations, within the area constituting the Columbia 
River Crossing Project includes a balancing of: 

• the need for light rail proximity and service to present or planned residential, employment 
and recreational areas that are capable of enhancing transit ridership; 

• the likely contribution of light rail proximity and service to the development of an 
efficient and compact urban form; and 

• the need to protect affected neighborhoods from identified adverse impacts. 

The Council finds and concludes that the CRC portion of the SouthINorth Project will 
enhance transit service to areas all along the SouthINorth Corridor, with particular benefits to 
Hayden Island and Vancouver Washington. The Council finds and concludes that this Project 
will improve connections and mobility throughout the Portland metropolitan region, including 
to areas along the existing eastside and \vestside I\~ALLX. light rail lines; that the presence of 
light rail transit north of the Expo Center into Vancouver, Washington will encourage and 
support new and efficient development, consistent with Region 2040 Growth Concepts and 
Portland's adopted Hayden Island Plan that will benefit the affected local communities and 
the region; and that the improved accessibility provided by extending the SouthlNorth Project, 
and its many benefits, north to Hayden Island and Vancouver, Washington, especially when 
compared with the No-Build Alternative, combined with available measures to witigate 
adverse impacts created by the Project, result in a substantial net benefit to the affected local 
communities, the region, and the states of Oregon and Washington. 

For the reasons stated herein, the Council finds that it has considered the adverse economic, 
social and traffic impacts of the Columbia River Crossing Project and balanced these impacts 
against the Project's benefits. It finds and concludes that the northern extension of the 
SouthINorth light rail line to Hayden Island and Vancouver, Washington will make a 
significant positive contribution to the quality of life in the Portland region, through improved 
mobility, decreased congestion, improved air quality, reduced energy consumption, and 
decreased reliance on the automobile, which will benefit Oregonians now and well into the 
future. It further finds that light rail transit can, has, and will continue to stimulate and 
enhance development of an efficient and compact urban form in appropriate locations 
identified for such development. It also finds that with mitigation imposed as part of the 
NEP A process or during local permitting processes, most of the adverse consequences 
identified in these findings can be reduced or avoided. Potential mitigation measures are 
identified in findings. 

Provide for associated highway improvements, balancing the need to improve the 
highway system with the need to protect affected neighborhoods from the identified 
adverse impacts. 
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The Columbia River Crossing Project includes a broad spectrum of highway improvements 
including new 1-5 bridges across the Columbia River, widening of and interchange 
improvements along 1-5, and improvements to highways accessing 1-5, the Expo Center and 
Hayden Island. The Council finds that these highway improvements are in addition to other 
highway improvements that the Council previously approved for the South/North Project, 
including highway improvements in SW Portland, SE Portland and Milwaukie. All other 
street and highway changes, such as intersection modifications, installation of traffic signals, 
access changes, etc. are ancillary to light rail improvements or proposed as mitigation to 
address specific adverse impacts of the SouthINorth Project, and are not classified as highway 
improvements. 

The Council finds that the need to construct new 1-5 bridges is the principal catalyst behind 
the CRC Project and that light rail transit is a fundamental component of the bridge project. It 
finds that the eRe Project is a combined transit/highway project that represents a consensus 
among affected local government officials. It finds that without the identified highway 
improvements, the light rail improvements would not and could not go forward independently 
and that without the rail component, the highway improvements would not independently be 
going forward. For this project to work, both components are required. Additionally, the 
Project will facilitate bicycle and pedestrian travel across the Columbia River, thereby being a 
truly multi-modal project. The Council further finds that the combining of rail and highway 
improvements is not unique to the region. Indeed, it finds that the Westside Corridor Project, 
which extended light rail transit from downtown Portland to downtown Hillsboro, was a 
combination rail and highway project that was approved through a series of LUFOs and 
LUFO amendments adopted between 1991 and 1996. 

The Council finds that construction of new 1-5 bridges, including a southbound bridge 
carrying light rail transit and a northbound bridge accommodating bicycle and pedestrian 
traffic, is necessary to maintain and improve an adequate interstate highway system. It finds 
that 1-5 is the principal arterial serving the west coast states of Oregon, Washington and 
California, and the principal facility serving the interstate movement of freight by truck travel 
in these states. It finds that the existing 1-5 bridges are severely congested during peak travel 
hours and severely hindered by their need to close traffic for periods at a time to allow ships 
and boats to pass underneath, and that these conditions will worsen substantially over time. 
All of this impedes mobility and delays the timely and efficient movement of freight between 
Oregon and Washington. 

The Council also finds that the other identified highway improvements are necessary to 
complement the 1-5 improvements and allow for an efficient local transportation system and 
access to/from 1-5, the Hayden Island and Expo Center LRT stations, and residential, 
commercial and industrial areas in the project area. 

The improvements at the Victory Boulevard Interchange would improve safety and lengthen 
short, substandard on- and off-ramps. All movements within the Marine Drive Interchange 
would be reconfigured to reduce congestion and improve safety for trucks and other motorists 
entering and exiting 1-5. Trucks currently account for 8 to 10 percent of the daily vehicles that 
cross the 1-5 bridges. At the Marine Drive Interchange, trucks account for greater than 
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20 percent of the daily vehicle composition. During the hour when the highest numbers of 
trucks are using the Marine Drive Interchange (9-10 a.m.), trucks account for approximately 
30 percent of vehicles in the interchange. So by virtue of the improvements, the proposed 
design for the Marine Drive Interchange improves truck mobility. The improvements would 
allow the movements with the highest volumes in the interchange to move freely without 
being impeded by stop signs or traffic signals. 

All movements for the Hayden Island Interchange would be reconfigured. The new 
configuration would be a split tight diamond interchange. Ramps parallel to the highway 
would be built, lengthening the ramps and improving merging speeds. Improvements to N 
Jantzen Drive and N Hayden Island Drive would include additional through, left-tum, and 
right-tum lanes. A new local road, N Tomahawk Island Drive, would travel east-westthrough 
the middle of Hayden Island and under the 1-5 interchange, improving connectivity across 1-5 
on the island and improving access to and from the Hayden Island LRT station. 

The CRC Project would also include local street improvements on the Oregon mainland, 
which would improve access between 1-5 and local roads in the area. The project would build 
a local multimodal bridge that would provide access to and from Hayden Island and the 
Hayden Island station for vehicle traffic, bicycles and pedestrians separate from the 1-5 
mainline. 

Many bicycle and pedestrian improvements are included in the CRC Project. These include 
new facilities such as the multi-use pathway across the Columbia River, street improvements 
around the rebuilt interchanges, and new facilities for bicyclists and pedestrians around the 
new light rail station. 

The proposed Marine Drive Interchange area would be entirely grade-separated, with the local 
road network and multi-use paths running below the interchange. Pedestrian and bicycle 
improvements at the Marine Drive Interchange would include a multi-use path constructed 
from the Marine Drive Interchange, over Hayden Island and the Columbia River. The path 
would be a minimum of 16 feet wide between its barriers and would direct users with 
pavement markings and signage. Larger curves would provide improved sight distance and 
flow, and path components would meet ADA accessibility standards. 

Sidewalks would be constructed on most reconstructed streets throughout the project area. To 
improve east-west connections on Hayden Island, a 6- to 8-foot-wide sidewalk would be 
provided along N Jantzen Drive and N Hayden Island Drive. A 6-foot minimum width 
sidewalk would be provided along N Tomahawk Island Drive. Crosswalks would be provided 
at all intersections and would meet ADA accessibility standards. The island streets would also 
include 6-foot bicycle lanes wherever improvements are made. All of the improvements 
would facilitate access to the light rail system. 

The new northbound bridge over the Columbia River would also accommodate a multi-use 
pathway under the highway deck. This path would be 16 to 20 feet wide, located within the 
superstructure above the bridge columns and below the bridge deck. The multi-use path 
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would separate pedestrians and bicyclists from vehicle noise and avoid proximity to moving 
vehicles. 

The Council finds that the local improvements summarized above would improve the flow of 
traffic in the I-5 corridor, would improve intersection performance on local intersections 
compared to No-Build and would improve bicycle and pedestrian mobility and safety. 

The Council finds that the local multimodal bridge that provides local access to/from Hayden 
Island would benefit residents of the island, providing an alternate access to the island. 

The Council finds that although there are adverse impacts associated with the highway 
improvements of the Project, many of the impacts can be sufficiently mitigated, as addressed 
in the NEPA documentation. The Council finds that the benefits of the Project including 
improved I~5 and local intersection performance, decreased congestion in the corridor, 
improved bicycle and pedestrian mobility and safety, and others as addressed in this 
document herein, outweigh the impacts and that the Columbia River Crossing Project would 
cause a net positive impact to residents. 

Overall Conclusions Regarding Neighborhood Impacts (Highway) 

Overall, the Council finds that these highway improvements, taken together, will have a 
positive impact on interstate and local travel and on interstate and local commerce. They will 
enhance nearby neighborhoods and improve opportunities for pedestrian, bicycle and vehicle 
circulation to and around the Expo Center, Jantzen Beach Center, Hayden Island and 
Vancouver, Washington. While the expansion of and modifications to the local highway 
network may result in some adverse impacts identified and discussed above, the Council 
believes and concludes that on balance, these highway improvements will be a substantial 
benefit to the City of Portland, the Metro region, the State of Oregon, and their residences and 
businesses, in terms of accessibility, mobility, improved movement of commerce, and 
improved bicycle and pedestrian transport. The Council concludes that the benefits of these 
improvements strongly outweigh the adverse impacts that are associated with them. 

6.3.2 Criterion 4: Noise Impacts 

"Identify adverse noise impacts and identify measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

Noise is a form of vibration that causes pressure variations in elastic media such as air and 
water. The ear is sensitive to this pressure variation and perceives it as sound. The intensity of 
these pressure variations causes the ear to discern different levels of loudness, and these 
differences are measured in decibels, or dBs. Vibrations can also be carried through the 
ground, in which case they are described in terms of vibration velocity levels in dB referenced 
to one micro-inch per second. As with air or water borne vibrations, ground vibrations have a 
threshold of human Because air and borne vibrations have similar 
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properties and are measured in similar ways, the Council finds that vibration impacts are 
appropriately considered with noise impacts in these findings. 

Noise and vibration impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section. Noise and vibration impacts also are identified, along with 
corresponding mitigation measures, in the Noise and Vibration Technical Report (Noise 
Report). 

Identification of Noise and Vibration Impacts in the Expo CenterlHayden Island 
Segment. 

The guidelines and standards for analyzing and mitigating transit noise and vibrations are 
different from those used for analyzing and mitigation highway noise. For transit noise, the 
guidelines and standards are established by the FTA while for high\vay noise, the guidelines 
and standards are established by the FHW A and ODOT. Because of the different guidelines 
and standards, the noise and vibration impacts of the transit and highway improvements in the 
Expo CenterlHayden Island Segment are addressed separately. 

Transit Noise and Vibration Impacts and Mitigation Options 

The noise criteria in the FTA Guidance Manual are founded on well-documented research on 
community reaction to noise and are based on change in noise exposure using a sliding scale. 
The amount that a transit project is allowed to change the overall noise environment is 
reduced with increasing levels of existing noise. 

The FT.A Noise Impact Criteria groups noise sensitive land uses into the following three 
categories: 

Category 1: Buildings or parks where quiet is an essential element of their purpose. 

Categ01Y 2: Residences and buildings where people normally sleep. This includes 
residences, hospitals, and hotels where nighttime sensitivity is assumed to be of 
utmost importance. 

Category 3: Institutional land uses with primarily daytime and evening use. This 
category includes schools, libraries, churches, office buildings, and other commercial 
and industrial land uses. 

There are t'vVO levels of impact inc1uded in the FT .LAl. transit noise criteria. 

Severe Impact: Severe noise impacts are considered "significant" as this term is used 
in NEPA and implementing regulations. Noise mitigation will nonnally be specified 
for severe impacts unless there is no practical method of mitigating the noise. 

Impact: In this range, often called a "moderate" impact, other project-specific factors 
must be considered to determine the magnitude of the impact and the need for 
mitigation. These other factors can include the predicted increase over existing noise 
levels, the types and number of noise-sensitive land uses affected, existing outdoor
indoor sound insulation, and the cost-effectiveness of mitigating noise to more 
acceptable levels. 
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Transit noise can take several forms. These include LRT-induced noise impacts resulting from 
changes to roads and to motor vehicle traffic volumes; wayside LRT noise impacts; LRT 
wheel squeal impacts; noise from ancillary LRT facilities; and LRT vibration impacts and 
mitigation. 

LRT-induced road traffic noise is generally associated with park-and-ride lots. There are no 
new planned park-and-ride lots in the Expo CenterlHayden Island segment. There are, 
however, numerous highway improvements proposed for this segment. Their noise impacts 
are addressed below. 

Wayside LRT noise is modeled based on measurements of existing LRT systems, the length 
and speed of trains, rates of acceleration and deceleration, location of special trackwork, 
auxiliary equipment and other factors. Options generally available to mitigate wayside LRT 
noise impacts include sound walls, crossover relocation and reduced LRT speeds. Within the 
EXP9 CenterlHayden Island segment, wayside LRT noise impacts floating homes within the 
North Portland Harbor. These noise impacts are addressed below 

Tflheel squeal noise is generated by train 'vvheels as they traverse a curve. \\Thether \vheel 
squeal occurs and how loud it is depends on many factors, including the material used to 
make the rail, the level ofwheellrail contact point lubrication, the sharpness of the curve, train 
speed and wheel profile. While there are several locations in the South/North Corridor where 
track curvature is acute enough to create wheel squeal impacts, none are located within the 
Expo Center/Hayden Island segment. 

Where wheel squeal noise is generated, the noise impacts can be reduced or eliminated using 
the following general techniques: 

• Dampening the wheel or using resilient wheels; 

• Lubricating the wheel surface that slides against the rail; 

• Using track designed to dampen squeal on sharply curved sections of the alignment. 

If any wheei squeal impacts remain following the use of these mitigation measures, the use of 
barriers near affected receivers could be considered. 

Noise from ancillary facilities includes noise from crossing bells and electrical substations 
located adjacent to the LRT trackway and LRT switching gear and transformers. Designing 
and building substations to meet federal noise criteria for transit system ancillary facilities can 
mitigate substation noise. Noise leveis less than 60 dBA, which is a level typical of many 
residential areas, is expected at one foot from the exterior substation wall. This noise level can 
be reduced by as much as 10 dBA through the use of enhanced substation housing where 
substations are located near sensitive receivers. No noise impacts from crossing bells or 
substations are expected in the Expo CenterlHayden Island segment. 

LRT vibration impacts resonate from the wheel/rail interface and are influenced by wheel/rail 
roughness, transit vehicle suspension, train speed, track construction and the geologic strata 
underlying the track. Vibration from a passing light rail train moves through the geologic 
strata into building foundations, potentially causing the buildings to vibrate. Ground-borne 
vibration is of such a low level that there is almost no possibility of structural damage to 
buildings near the alignment. The main concern of ground-borne vibration is that it can be 

to The available to 
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include: incorporating state-of-the-art vehicle specifications; keeping special trackwork (such 
as crossovers) as far as possible from sensitive receptors; using either spring-loaded frogs in 
tie-and-ballast track sections or flange-bearing rail in paved track sections where special 
trackwork cannot be moved; and installing ballast masts (in tie-and-ballast sections) or 
vibration isolation technology, such as "whisper rail," "booted" track-type support systems or 
resilient supported rail (for paved track sections). Small speed reductions may be able to 
reduce impacts to acceptable levels in a few locations, provided the speed reductions do not 
affect service schedules. There are several locations in the SouthlNorth Corridor where LRT 
vibration impacts occur. However, none of these are located within the Expo CenterlHayden 
Island segment. 

The FTA has developed impact criteria for acceptable levels of ground-borne vibration that 
would apply to the light rail component of the Project. EXI~ibit 2-3 of the Noise Report 
summarizes the FTA impact criteria for ground-borne vibration as it affects most buildings. 
Exhibit 2-8 shows the ground-borne vibration and noise impact criteria for special buildings 
such as concert halls, TV and recording studios, auditoriums and theaters. 

Overall, noise levels in the Expo Center/Hayden Island segment are currently dominated by 
motor vehicle traffic on 1-5 and Portland International Airport aircraft. Existing noise levels in 
this area exceed traffic noise criteria for 96 noise-sensitive receptors. As discussed in the 
Noise Report, the first three banks of floating homes in the vicinity of the new light rail 
alignment would be relocated due to project construction, and therefore those homes were not 
analyzed for project-related noise impacts. Of the floating homes that will remain, analysis 
identified 8 floating homes where noise levels are predicted to meet or exceed the moderate 
FTA noise impact criteria. The impacts occur at the row of homes nearest the future tracks, 
where light rail operations are predicted to produce a noise level of 61 dBA Ldn, which just 
meets the 61 dBA Ldn impact criteria. Noise from future light rail operations is weB below 
the traffic noise levels at all other noise sensitive properties in the Expo CenterlHayden Island 
segment, including the manufactured home residential area along the Columbia River. 

Potential mitigation measures evaluated for reducing noise impacts from light rail for the 
project include 1) sound barriers, 2) track lubrication at curves, 3) special trackwork at 
crossovers and turnouts, 4) reduced train speed, and 5) building sound insulation. No light rail 
vibration impacts requiring mitigation were identified in the Expo CenterlHayden Island 
segment. The eight light rail noise impacts at the floating homes would be best mitigated with 
the installation of sound barriers along the elevated light rail structure. A 3- to 4-foot 
acoustical absorbent sound wall or 6-foot reflective sound wall would be effective at reducing 
noise levels at these homes by 7 to 10 dBA. 

Traffic Noise Impacts and Mitigation Options 

Traffic and construction noise analyses are required by law for federal projects that 1) involve 
construction of a new highway, 2) substantially change the horizontal or vertical alignment, or 
3) increase the number of through traffic lanes on an existing highway. Oregon policies also 
require the review and consideration of noise abatement on projects that substantially alter the 
ground contours surrounding a state highway. 

FHW A and ODOT impact criteria for noise studies depend on existing land uses or planned 
and permitted future land uses. Existing land uses in the Expo Center/Hayden Island segment 
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include commercial, industrial, park/open space and residential. Most of the land uses near the 
LRT and highway improvements are commercial/industrial and park/open space. There is a 
large group of floating homes located along the southern edge of Hayden Island on both sides 
of 1-5. Other residential land uses include the Red Lion Jantzen Beach Hotel, the Oxford 
Suites, and the Courtyard by Marriott. There is also a large group of single and multi-family 
residential units east ofI-5 along N Hayden Island Drive and N Tomahawk Island Drive. 

As described in the discussion of transit noise impacts above, existing noise levels in the 
project corridor were modeled and noise levels currently exceed FHW A and ODOT traffic 
noise criteria for 96 noise-sensitive receptors located in the Expo CenterlHayden Island 
Segment. These receptors include floating homes, the south portion of Delta Park and at the 
Red Lion Columbia Center Hotel, which include all rooms facing toward I-5 

The project includes removal of the floating homes closest to the 1-5 crossing of the North 
Portland Harbor and the addition of 3.5-foot safety barriers along all sides of all elevated 
roadway structures. The combined effect of displacing noise sensitive properties nearest the 
project roadways, and the addition of the safety barriers, would result in no newly impacted 
noise-sensitive receptors in the Expo Center/Hayden Island segment. In addition, those 
receptors currently impacted will not experience substantial increases in the severity of those 
impacts. 

Overall Conclusions Regarding Noise Impacts and Mitigation Options 

Based on the information in the Noise Report, the Council finds and concludes that sound 
wall options are available and have been recommended to mitigate the identified light rail 
noise impacts in the Expo Center/Hayden Island se~'1lent. Based also on information in the 
Noise Report, with the removal of some existing noise-sensitive receptors and the addition of 
safety walls, no new highway noise impacts are expected in the Expo CenterlHayden Island 
segment. The final decision and recommendation to include the approved mitigation win be 
made during the final design process. 

6.3.3 Criterion 5: Natural Hazards 

"Identify affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the lOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated through design or construction techniques which could be 
imposed during the NEPA process or, if reasonable and necessary, by 
!oc~d governments during the permitting process." 

Natural hazard impacts specific to the Expo CenterlHayden Island segment are addressed in 
the following section. Natural hazard impacts, and associated mitigation measures, also are 
described in the Geology and Groundwater Technical Report (Geology Report) and the Water 
Quality and Hydrology Technical Report (Hydrology Report). 

Overview of Natural Hazards Impacts in SouthlNorth Corridor and Mitigation 
Measures 



98

The SouthINorth Project, including the Columbia River Crossing portion, lies within the 
Portland Basin, a basin characterized by relatively low topographic relief with areas of buttes 
and valleys containing steep slopes. Much of the overall SouthINorth Project alignment 
crosses developed land. Long-term impacts to the geologic environment consist of relatively 
minor changes in topography and drainage patterns, minor settlement of near-surface 
materials, and potential changes in slope stability and erosion. These impacts could occur as a 
result of excavation, placement of structures and fills and clearing and grading. 

The geology and soils in the area of the SouthINorth Project are typical of the Portland Basin. 
Soils within the SouthINorth Corridor developed on flood and alluvial deposits. Where 
undisturbed, they are generally sandy to clayey loam and are well to poorly drained. However, 
much of the area is classified as urban land, where the original soils have been extensively 
modified or covered. Associated with the channel deposits, areas of highly organic silt and 
clay and deposits of peat may be encountered and require special construction techniques. 
Expansive (high shrink-swell) soils are present in the corridor. 

The potential for major landslides within the SouthlNorth Corridor is very limited because the 
topography within the corridor is relatively gentle, and the geologic conditions are generally 
favorable. 

The Pacific Northwest is a seismically active area and subject to earthquakes. Oregon has the 
potential for three types of earthquakes: crustal, intraplate and subduction zone. Although 
earthquake prediction is an inexact science, it is reasonable to assume that earthquakes will 
occur in Oregon. 

Studies of relative earthquake hazards have been completed for much of the Portland area. 
These studies show that much of the Southil'.Jorth corridor lies in areas with relatively high 
potential for earthquake damage. Project design and estimated construction costs reflect the 
need to conform to the relevant seismic standards for capital construction. 

To mitigate earthquake hazards, TriMet and ODOT will adhere to applicable Federal, State 
and local building codes or standards for bridges and structures in the SouthlNorth Project. 

Groundwater may be encountered at shallow depths along sections of the corridor that cross 
the flood plains of rivers and creeks. Other areas of shallow groundwater levels may exist 
locally, controlled by local variations in soil type and drainage. 

Additionally, the study area intersects major rivers, minor watercourses and floodplains 
within the lower Columbia and Willamette River basins. Floodplains are valuable natural 
resource areas providing fish and wildlife habitat, flood control, storm water storage, water 
quality enhancement, sediment and erosion control, and educational, recreational, research, 
and aesthetic uses. Executive Order 11988 directs federal agencies to conduct their activities 
in ways designed to reduce the risk of flood loss; to minimize the impact of floods on human 
safety, health, and welfare; and to restore and preserve the natural and beneficial values 
served by floodplains. 
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Natural Hazard Impacts within the Expo CenterlHayden Island Segment 

As shown in Exhibit 3-12 of the Geology Report, no specific landslide areas or steep slopes 
(greater than 25 percent) are identified in the Expo CenterlHayden Island segment. As noted 
above, the potential for major landslides within the SouthINorth Corridor is very limited 
because the topography within the corridor is relatively gentle. Although the LRT and 
highway improvements will cross the North Portland Harbor and the Columbia River on new 
bridge structures, the banks associated with the crossings are not particularly steep. As shown 
in Exhibit 3-4 of the Geology Report, the mapped surface unit for the bridge footprints is 
Quaternary alluvium and fill. In addition, historic aerial photographs for the area indicate that 
construction of North Portland Harbor and Columbia River bridge foundations and abutments 
would likely encounter fill embankments at Hayden Island. However, because steep slopes 
and landslides have not been identified near the proposed bridge footprints, no long-term 
adverse effects due to steep slopes or landslides are anticipated. 

Exhibit 3-5 of the Geology Report identifies soil types within the greater Expo CenterlHayden 
Island segment area, and Exhibit 3-6 describes the erosion hazard ratings for these soil types. 
As shown in Exhibit 3-5, the project footprint extends to areas \vith three soil t)'Pes 
Pilchuck-Urban land complex (0 to 3 percent slope); Sauvie-Rafton-Urban land complex (0 to 
3 percent); and Rafton silt loam, protected. These soil types are not considered to have severe 
erosion potential. 

As stated above, the Pacific Northwest is a seismically active area and is subject to 
earthquake damage. Bridges are vital links in the transportation system and are often 
especially vulnerable during seismic events. The Geology Report does not identify any 
seismically active earthquake faults in the Expo CenterlHayden Island segment. However, 
several types of earthquakes could occur in the project area. In pfu-ticular, there is a large, 
offshore fault located in the Pacific Ocean west of the 1-5 crossing. Exhibit 3-16 of the 
Geology Report shows a map of the relative earthquake hazard ratings in the project area. 
These ratings take into account a variety of potential earthquake effects, with Zone A being 
the most hazardous areas and Zone D being the least hazardous. Earthquake effects include 
ground motion amplification, slope instability, and soil liquefaction, all of which have a high 
potential to impact public safety and cause structural damage and economic disruption. The 
Expo CenterlHayden Island segment is identified in relative earthquake hazard Zones A and 
B. 

The Hydrology Report includes background information on hydrology and floodplains in the 
CRC project corridor. The 1-5 bridges are located at river mile 106 of the Columbia River. 
The Columbia River is highly constrained within the project area by existing levees and 
landform. In addition, 10 bridge footings are currently located below the river's ordinary high 
water level (OHW), and also constrict the river. The North Portland Harbor is a large channel 
of the Columbia River located between North Portland and the southern bank of Hayden 
Island. A flood control levee runs along the south bank of the North Portland Harbor and 
forms a boundary between the adjacent neighborhoods and the harbor. 
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The installation of piers within the Columbia River and North Portland Harbor would 
encroach upon the Columbia River's IOO-year floodplain. However, this would result in little, 
if any, increase in flooding risks, given the relatively small size of the bridge piers compared 
to the size of the Columbia River. The LRT and highway improvements in the Expo 
Center/Hayden Island segment would either avoid or be elevated above the floodplain, with 
no significant encroachment or fill that would cause adverse flooding conditions or changes in 
flood velocity. The volume of displacement presented by the piers is expected to be 
insignificant. 

Mitigation Options for Natural Hazard Impacts in the Expo CenterlHayden Island 
Segments 

Based on the information contained in the Geology Report, the Council finds that no landslide 
areas or areas of severe erosion potential have been identified in the Expo Center/Hayden 
Island segment. While historical evidence of seismic activity in Oregon is minimal, recent 
studies indicate that western Oregon may be subject to a greater risk from earthquake hazards 
than previously thought. Site geology has a significant impact on earthquake damage. Young 
unconsolidated silt, sand, and clay deposits are associated with enhanced earthquake damage 
through amplification of shaking, settlement, Ijquefaction, and landsliding. 

Potential mitigation measures to address geologic/soils conditions are provided in the 
Geology Report. During final engineering stage of the project, site-specific assessments 
would include additional geotechnical testing and monitoring. Soft foundation conditions, 
delineated by the exploration program, can be mitigated with proper designs. The site-specific 
assessments will also assess the use of soil stabilization techniques to minimize liquefaction 
of soils. Stabilization techniques include the use of compaction grouting, stone columns, and 
other techniques. 

Mitigation measures would also apply to project structures. The project will provide seismic 
upgrades to existing structures, as needed, and new and upgraded structures will adhere to the 
following applicable building codes and standards: 

• AASHTO LRFD Bridge Design Specifications 
• AASHTO Guide Specifications for LRFD Seismic Bridge Design 
.. WSDOT Bridge Design Manual, LRFD M 23-50 (BDM) 
• ODOT Bridge Design and Drafting Manual (BDDM) 
.. City of Vancouver Municipal Code (VMC) Chapter 20.740.130 Critical Areas 

Protection- Geologic Hazards Areas 

The project will use elements such as drilled shafts, driven piles, abutments and retaining 
walls. Structural designs will take into consideration storm water infiltration or other future 
changed conditions near shallow footings, retaining walls and/or other structures that could 
increase the potential for soil liquefaction during a future seismic event. 

Based on the facts in the Geology Report, the Council finds that long-term Project impacts to 
geology and soils in the Expo CenterIHayden Island segment are minor and can be mitigated. 
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Mitigation could consist of using standard engineering practices to construct stable slopes; 
design of bridges to meet Uniform Building Code seismic standards; and techniques such as 
excavation and backfilling, special footing and foundation designs, and special construction 
techniques such as surcharging and dewatering to address the stability of artificial fill and the 
high water table on Hayden Island. Additionally, the CRC Project would replace existing 
bridges with new and retrofitted structures built to modem seismic safety standards, and 
would stabilize weak soils along the Columbia River on Hayden Island and around Marine 
Drive. The Council concludes that the proposed LRT and highway improvements would 
significantly improve public safety and structure stability during earthquake seismic events 
when compared with existing conditions. 

The North Portland Harbor and the Columbia River will span the 1 OO-year floodplain, but 
with no significant fill or encroachment into the floodplain resulting from pier placement. A 
minor amount of fill will be associated with the placement of piers for the new bridges. 
However, the Council finds that floodplain impacts, if any, would be very small given the 
relatively small size of the bridge piers in comparison to the Columbia River. A flood-rise 
analysis will be conducted during the final design to calculate the impact that piers in the 
water will have on flood elevation, in accordance with local regulations and Executive Order 
11988 - Floodplain lv1anagement. If flood-rise exceeds the allowable limit, the rise \vould be 
mitigated through floodplain excavation (cut/fill balance) activities, and the Council finds that 
such mitigation is feasible 

6.3.4 Criterion 6: Natural Resource Impacts 

"Identify adverse impacts on significant fish and wildlife, scenic and open 
space, riparian, wetland and park and recreational areas, including the 
Willamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the conservation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA 
process or, if reasonable and necessary, by local governments during the 
permitting process." 

Natural resource impacts specific to the Expo CenterlHayden Island segment are addressed in 
the following section. Natural resource impacts, along with associated mitigation measures, 
also are described in the Ecosystems Technical Report (Ecosystems Report), the Wetlands 
Technical Report (Wetlands Report), the Parks and Recreation Technical Report (Parks 
Report) and the Visual and Aesthetics Technical Report (Visual Report). 

Identification of Impacts to Significant, Protected Natural Resources in the Expo 
CenterlHayden Island Segment 

Criterion 6 of this Land Use Final Order requires identification of adverse impacts on 
significant resources (fish and wildlife, scenic and open space, riparian, wetland and park and 
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recreational areas, including the Willamette River Greenway) that are protected in 
acknowledged local comprehensive plans. Oregon planning under Statewide Planning Goal 5 
calls for inventories and protection of significant natural resources including fish and wildlife 
habitat, wetlands, riparian and scenic and open space areas. Because not all natural resource 
sites within the project area are identified as significant by local governments in their 
comprehensive plans, the scope of analysis of natura! resource impacts under Criterion 6 is 
generally narrower than the scope of analysis contained in the federal environmental impact 
statements. 

For the Columbia River Crossing portion of the SouthINorth Project, the relevant 
acknowledged comprehensive plan is the City of Portland Comprehensive Plan. That plan 
includes policies and objectives to address conservation of a range of natural resources 
identified in Statewide Goal 5, including wetiands, riparian areas and water bodies, fish and 
wildlife habitat, scenic routes and viewpoints, and significant upland areas. The City has 
completed an inventory and analysis of natural resource sites, identified the significance of 
each resource site and provided varying levels of protection to specific sites through the 
application of Environmental Overlay zones (E-zones). The city applies two environmental 
overlay zones: environmental protection (ep) and environmental conservation (ec). The 
environmental protection zone provides the highest level of protection for resource areas 
deemed highly valuable through a detailed inventory and economic, social, environmental, 
and energy (ESEE) analysis. Development is largely prevented in these areas. The 
environmental conservation zone areas are also considered valuable, but can be protected 
while allowing "environmentally sensitive urban development." 

Within the Expo CenterlHayden Island segment, the Council finds that the enviromnental 
conservation zone applies to the Columbia River, North Portland Harbor, Columbia Slough, 
and the Vanport Wetlands to identify and protect these areas for muitiple resource values, 
including fish and wildlife habitat, riparian corridors, open space and scenic and wetland 
areas. However, the E-zone regulations are superseded by the regulations of Peninsula 
Drainage District # 1 at the Vanport Wetlands. As identified in the Ecosystems Report, about 
41 acres within the project's footprint in the Expo Center/Hayden Island segment are within 
Portland's E-zones, and impacts to these resources are regulated. 

The Council also finds that N Marine Drive is identified as a scenic corridor in the Portland 
Comprehensive Plan and the Columbia Slough has been defined as a scenic waterway by the 
City of Portland, and could be considered a recreational resource. Further, the Portland 
Comprehensive Plan designates the planned extension of the 40-Mile Loop recreational trail 
along N Marine Drive adjacent to the south side of the North Portland Harbor. Additionally, 
the Portland Comprehensive Plan designates lands within the Expo CenterlHayden Island 
segment as Open Space. This designation provides for the enhancement and preservation of 
public and privately owned open, natural, and improved parks and recreational areas. 
Designated Open Space is found on the east side of 1-5 between N Martin Luther King Jr. 
Boulevard and N Hayden Meadows Drive (Delta Park), and on the west side near the Expo 
Center exit. The Open Space designation also borders the N Columbia Boulevard interchange 
at the southern end of the area of primary impact. Based on these facts, the Council concludes 
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that the natural resources highlighted above are significant and afforded some protection 
under the acknowledged Portland Comprehensive Plan. 

Fish and Wildlife Habitat. The Columbia River and North Portland Harbor are major 
aquatic resources in the Expo Center/Hayden Island segment and are recognized as significant 
natural resources for multiple values, including fish and wildlife habitat. Shorelines along 
both of these waterways have been substantially altered and now support limited natural 
vegetation. These aquatic resources could be directly affected by one or more of the following 
activities: 1) in-water construction work, 2) construction in or near riparian areas, 3) re
routing of stormwater drainage from roadways and bridges, and 4) permanent structures 
placed in or removed from waterways. 

Historically, the project area was forested, with forested wetlands along the Oregon shoreline 
and on Hayden Is13:'1d. The Oregon shoreline was part of a large floodplain wetland system 
and included many sloughs, back channels, and small or seasonal lakes. Urban development 
has substantially degraded historic habitat in all parts of the project area, particularly for land
based species. Exhjbit 3-10 of the Ecosystems Report shows the amount of different habitat 
types within the project area. The largest area is comprised of open water, as this 
classification includes the portions of the Columbia River, }~orth Portland Harbor and 
Columbia Slough within the project area, and stretches up and downstream from the existing 
1-5 bridges to account for hydroacoustic attenuation areas. Outside of open water, the project 
area is almost exclusively occupied by urban habitats. Less than 2 percent of the project area 
is classified as either wetland or forest habitat, with most of this occurring as small patches 
isolated from other natural areas. 

As described in the Ecosystems Report, the Columbia River and its tributaries are the 
dominant aquatic system in the Pacific Northwest. In the project area, tides and upstream 
dams influence river height and flow rate. Because the project is within a heavily developed 
area, riparian habitat quality along the banks of the Columbia River is poor. Dikes and levees, 
particularly when reinforced with riprap or concrete, as is the case near the J-5 bridges, make 
poor quality riparian habitat. The river in this area offers pool and glide habitats for fish, 
though the water quality is limited for several pollutants. The 1-5 bridges influence aquatic 
habitat conditions in the main channel and North Portland Harbor. Bridge piers in the river 
provide potential refuge from the current for both predatory fish and juvenile salmon. 

The North Portland Harbor channel, on the south side of Hayden Island, supports several 
floating home communities and commercial and recreational moorages. Average depth in this 
channel is about 14 feet, with deeper water on the south side. The south shore supports active 
industrial uses. Piers and moorages line the shore, providing very low quality riparian habitat. 
Piers and floating homes provide shade and refuge for both predatory fish and juvenile 
salmon. With the exception of a few large cottonwoods along both shores of the harbor, 
ornamental plantings and weedy exotic species comprise most of the vegetative cover. Only 
the open water of the river, and to a lesser extent the harbor, provides much habitat value to 
wildlife. A variety of resident and migratory waterfowl are expected on both waterways, as 
are small mammals such as nutria and river otter. 
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The Ecosystems Report contains detailed information on the status of protected species in the 
project corridor. Bald eagles use the Columbia River and environs to forage for fish and 
waterfowl, but no nesting or breeding sites are known within one mile of the project. Bald 
eagles were removed from the federal ESA list in August 2007, but are still listed as 
threatened under Oregon and Washington ESAs. 

Peregrine falcons are known to be present in the project area, and utilize the existing 1-5 
bridge structures year-round. This species was removed from the federal ESA list in 1999 and 
from the Oregon ESA list in March 2007. 

The project. area is located in the Pacific flyway, the major north-south route for migratory 
birds that extends from Patagonia to Alaska. Many migratory birds use the area for resting, 
feeding, and breeding. 

The Columbia River is an important passageway for anadromous fish species moving 
between the ocean and upstream spawning areas, and also provides significant habitat for 
resident fish species. The Columbia River and North Portland Harbor are known to support 
listed anadromous salmonids, including Chinook salmon, chum salmon, sockeye salmon, 
steelhead trout, and coho salmon, which use this habitat primarily for migration, holding, and 
rearing. Exhibit 3.9 of the Ecosystems Report summarizes the protected aquatic species 
known to use or potentially be using waterways in the project area. 

The Council finds that the existing 1-5 highway, bridges, and interchanges are located in a 
highly urbanized area. The combined effect of existing transportation facilities and 
development patterns results in adverse impacts to aquatic, riparian, and terrestrial habitats 
and the species that rely on them for survival. Existing fish and wildlife habitat impacts 
include the following: 1) Untreated stormwater runoff has degraded water quality, 2) 
Columbia River bridge piers provide a refuge for fish species that prey on juvenile salmon, 
and 3) the bridge and roadway alignment travels ttilough locally and regionally designated 
habitats. 

In general, the Council finds that the long-term effects to aquatic habitat would be consistent 
with current conditions with the continued presence of bridge piers in the Columbia River and 
a major transportation structure over the river. Compared with the No-Build Alternative, the 
Project has fewer bridge piers; however, the piers will be bigger than those currently in place, 
casting larger shadows and displacing some shallow water habitat. 

The Council finds that effects to riparian habitat will be negligible in the Columbia River and 
North Portland Harbor, as there is very little functioning riparian vegetation in the main 
project area. About 35 acres within Portland's E-zones would be directly impacted by light 
rail and highway improvements in the Expo CenterlHayden Island segment. However, the 
additional acreage impacted should not adversely affect the overall function of terrestrial and 
riparian habitat or the long-term sustainability of plant and animal species in the project area. 
The project improvements will mostly be constructed within existing rights-of-way or land 
already developed to urban densities, areas that generally provide poor quality fish and 
wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing long-term 
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effects to Columbia River riparian habitat. There will be no excavation or removal of trees 
from the Columbia Slough riparian area. Therefore, the project will have no effect on 
Columbia Slough riparian habitat. 

Scenic and Open Space Areas. Scenic and open space resources recognized in the City of 
Portland's Scenic Views, Sites and Drives Inventory, Scenic Resource Protection Plan include 
the Marine Drive scenic corridor, the North Portland Harbor scenic corridor, the historic 
northbound 1-5 truss and lift bridge, and the Columbia River scenic corridor. Additionally, the 
Columbia Slough has been defined as a scenic waterway by the City of Portland and could be 
considered a recreational resource. 

The Council recognizes that highways and major transit facilities are highly visible public 
facilities that can noticeably affect the visual character of surrounding landscapes and the 
perception of visual resources. Such changes can be of keen interest to local residents and 
jurisdictions as well as to travelers using the facilities. 

The Visual Report describes existing conditions and long-term effects to the viewsheds in the 
project corridor. A viewshed, or "landscape unit", is the portion of the landscape that can be 
seen from \vithin the project area and that has vie\vs of the project area. The boundaries of a 
viewshed are determined by the surrounding topography, vegetation, and built environment. 
Two viewsheds are described for the Expo CenterlHayden Island Segment: 1) the Columbia 
Slough landscape unit, and 2) the Columbia River landscape unit. 

Mixed industrial-commercial development, sports fields, and marinas define the visual 
character of the Columbia Slough landscape unit. Visual resources include the Columbia 
Slough Scenic Corridor, stands of mature trees, Vanport Wetlands (west ofI-5), and views of 
the Tualatin Hills, Mount St. Helens, and the Washington Cascades. Viewer sensitivity in the 
Columbia Slough landscape unit is low for drivers and high for recreational users. 

The river defines the visual character of the Columbia River landscape unit. Visual resources 
include the Columbia River and its shoreline and views of Mt. Hood and the Tualatin Hills. 
Viewer sensitivity and vividness in the Columbia River landscape unit is high. 

The primary elements of the CRC Project that would affect visual quality and character are 
the new bridge structures across the North Portland Harbor and the Columbia River. Visual 
impacts to the North Portland Harbor scenic corridor would occur from the new light 
raillvehicularlbicycle/pedestrian bridge between Hayden Island and Expo Center Drive. 
Visual impacts to the N Marine Drive and Columbia River scenic corridors would occur from: 

• The greater heights and widths of the new structures across the Columbia River; 
• The widening of the 1-5 corridor due to the addition of auxiliary lanes along 1-5; 
• The new light raillvehicularlbicycle/pedestrian bridge between Hayden Island and 

Expo Center Drive; and 
• The wider or higher ramps for reconfigured interchanges at Marine Drive and Hayden 

Island. 
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This section of the N Marine Drive Scenic Corridor borders the North Portland Harbor, a 
narrow waterway dominated on the east by the large horizontal forms of 1-5 and heavy 
industrial activities and busy roads along its south banks. Older, wooden and metal storage 
and other buildings rim the bank. Views from the south and north bank of the Harbor are 
blocked to the east by the 1-5 bridge but focus on a cluster of small docks and houseboats 
nestled against the south shore of Hayden Island adjacent to the bridge. Views west down the 
harbor focus on the channel and on river-related commercial and industrial activities along 
both banks. 

The new light rail/vehicular/bicycle/pedestrian bridge will cross under N Marine Drive and 
over the North Portland Harbor on an approximately 1000 foot structure constructed west of 
the existing 1-5 bridge over the harbor. The LRT bridge would remove some houseboats and 
vegetation along both banks of the harbor. The bridge would also introduce a new overhead 
structure over the Marine Drive and North Portland Harbor scenic corridors. However, 
because the multi-modal bridge will closely parallel the existing 1-5 bridge and is located in 
an intensively urban, industrial section of the scenic corridor, the Council finds that the 
project will not result in a significant adverse impact on either scenic corridor. 

The reach of the Columbia River crossed by the I-5 bridges is flat, open water bordered by 
industrial, commercial, residential and undeveloped areas along its shoreline. The river is a 
significant regional resource and the dominant visual element within this segment because of 
its large scale and openness. The river also serves as a dramatic gateway between Oregon and 
Washington. The Visual Report concludes that the new bridge forms over the Columbia River 
and the resulting changes to views of (and from) the Columbia River would be mostly 
positive. Potential impacts would include: 

• Removal of the visually complicated truss structures and lift towers of the existing I-5 
bridges. This action would remove an obstruction of views from the higher deck and 
from the river. However, this action would remove an important contributor to the 
area's historic context (the I-5 bridges) and a character-defining aspect of interstate 
travel. 

• From 1-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward I-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generally improve. 

The Council finds that high-quality design and construction of the proposed transit and 
highway facilities will be important mitigation tools for visual quality and aesthetics 
associated with designated scenic and open space resources. The City of Portland and other 
stakeholders will continue to discuss the aesthetic attributes of the new bridge structures to 
best mitigate potential visual impacts and to create a noteworthy visual feature. The Council 
understands that design guidelines have been developed and will be used during the final 
design phases of the Project to guide decisions that impact visual character and quality. It 
considers the design of the 1-5 bridges to be a substantial visual mitigation opportunity for the 
Project. Appropriate conditions that are reasonable and necessary and do not prevent 
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implementation of the LUFO can be imposed through the local review process to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Riparian Areas. As described in the discussion of fish & wildlife habitat, the riparian area 
along the North Portland Harbor and the Columbia River has been significantly altered with 
development. Shorelines along both of these waterways now support limited natural 
vegetation. The project improvements will mostly be constructed within existing rights-of
way or on land already developed to urban densities, areas that generally provide poor quality 
fish and wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing 
long-term effects to Columbia River riparian habitat. There will be no excavation or removal 
of trees from the Columbia Slough riparian area. Therefore, the project will have no adverse 
effect on Columbia Slough riparian habitat. 

Wetland Areas. The Wetlands Report notes that there are large wetland systems east and 
west of the immediate project area in the Expo Center/Hayden Island segment, including the 
Vanport Wetland, Force Lake, Smith and Bybee Lakes, and West Hayden Island wetlands. 
Additionally, the Columbia Slough watershed has substantial wetlands and other water 
present within the urban matrix. Exhibit 3.6 identifies the following field-identified wetlands 
in the Expo CenterlHayden Island Segment: 1) Victory interchange wetlands, 2) Schmeer 
Slough, 3) Walker Slough, 4) Expo Road wetland, and 5) Vanport Wetlands. The wetland 
delineation report was submitted for concurrence to the Oregon Department of State Lands 
(DSL) in 2008 and DSL has concurred with the delineation (#WD 2008-0205). In addition to 
field-identitled wetlands, a potentially jurisdictional water area is also identitled in Exhibit 3-
6 of the Wetlands Report (PJWA 0). The CRC project has the possibility of encroaching 
upon the eastern edge of PJW A 0, however, lacking permission from the property owner to 
enter the Vancouver \Vay property, neither the project team nor regulator; agencies can 
confirm the presence or absence of jurisdictional \vetlands at this location. 

Based on information in the Wetlands Report, the Council finds that the project footprint 
would not encroach upon any identified wetlands in the Expo Center/Hayden Island Segment. 
The new impervious surface will not discharge untreated stormwater runoff into the wetlands 
and the urbanized environment already negatively affects the wildlife activities that may be 
impacted. 

Park and Recreational Areas and Willamette River Greenway. Designated park and 
recreational areas close to the proposed LRT and highway improvements in the Expo 
Center/Hayden Island se§,rment include East Delta Park, the Marine Drive I\.1ulti-Use Trail and 
the proposed Bridgeton Multi-Use Trail. The project improvements are located outside of the 
boundaries of the Willamette River Greenway. 

East Delta Park is a regional park located east of 1-5 berween N Denver and Martin Luther 
King Jr. Boulevard. East Delta Park encompasses about 85 acres and facilities include softball 
and soccer fields, control line flying field, sand volleyball courts, playground, and off-leash 
dog area on ODOT property. Approximately 0.4 acre of off-leash area associated with East 
Delta Park, but located in ODOT right-of-way, would be permanently acquired for the project 
improvements. 
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The Marine Drive Multi-Use Trail is a designated recreational trail along N Marine Drive. 
The five-mile segment extending from 1-5 west to Kelley Point Park connects to the Marine 
Drive interchange and North Portland Harbor bridges. The 40-Mile Loop is designated a 
significant recreational resource and is protected in the acknowledged City of Portland 
Comprehensive Plan. Project improvements in the Expo CenterlHayden Island segment would 
not require any use of the trail. Based on information included in the Parks and Recreation 
Report, the Council finds that improvements to the bicycle and pedestrian facilities would 
represent a large improvement over the circuitous paths that exist today within the loops and 
ramps of the Marine Drive interchange. New, wide multi-use paths beneath the Marine Drive 
Interchange would connect both sides of 1-5 to the Expo Center light rail station, East Delta 
Park, the Marine Drive Multi-Use Trail, and the crossing over North Portland Harbor to 
Hayden Island. Additionaliy, the Council finds that the new improvements to bicycle and 
pedestrian facilities within the Marine Drive Interchange area could be connected to the 
proposed Bridgeton Trail sometime in the future. 

Mitigation Options for Natural Resource Impacts in the Expo CenteriHayden Island 
Segments 

The Council finds that the SouthINorth Project will have no adverse impacts on park areas 
and designated recreational trails, riparian areas and identified wetland areas. Pedestrian and 
bicycle improvements in the vicinity of the Marine Drive interchange will substantially 
improve connections to the Marine Drive multi-use recreational trail. 

The Council finds that the bridges across the North Portland Harbor will have an impact on 
the scenic and visual character of this segment. However, by locating the LRT bridges in 
close proximity to the existing and more dominant 1-5 bridges, the Council concludes that 
visual impacts will be reduced. Additionally, by locating the LRT alignment to the west of 1-
5, views up the Columbia River from the I-5 bridges toward Mt. Hood are not affected. 

Construction of the new LRT and highway bridges over the North Portland Harbor and the 
Columbia River could result in adverse impacts to wildlife habitat. Impacts to riparian habitat 
along North Portland Harbor would be limited to the loss of several relatively large 
cottonwood trees along the harbor shorelines. Since these trees occur in small, isolated stands 
surrounded by development, their loss would not adversely affect wildlife populations. Small, 
isolated stands of trees in an urbanized area afford relatively poor quality habitat due 
primarily to the lack of habitat diversity, lack of buffering from human activity and lack of 
movement corridors to other habitat areas. 

Long-term impacts to fisheries include the removal of a small amount of channel bottom 
habitat due to construction of the bridge pier foundations. None of the bridge piers is expected 
to adversely modify critical habitat; however, elements such as cover, shelter, refuge, holding, 
or rearing might be adversely affected to a relatively small extent. No suitable spawning 
habitat, and limited rearing and holding habitat for juvenile salmonids, is present in the area of 
the bridge crossings. As a result of the analysis and findings presented in the Biological 
Assessment for Threatened, Endangered, and Candidate Fish and the approved Biological 
Opinion, the Council concludes that, with implementation of a number of conservation 
measures, the SouthINorth Project would not likely jeopardize populations of threatened or 
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endangered fish species or adversely modify their critical habitat in the CRC project area. 
However, due to the extent of in-water work and the presence of many ESA-listed fish, it is 
acknowledged that adverse effects to individual fish and their critical habitat are likely to 
occur, but effects are avoided or minimized to the extent practicable. The Council notes that 
the National Marine Fisheries Service (NMFS) produced this finding in its Biological 
Opinion. 

The Council finds that the following mitigation measures outlined for Threatened, 
Endangered, and Candidate Fish in the Expo CenterlHayden Island Segment are available to 
mitigate adverse impacts to the North Portland Harbor and the Columbia River and could be 
imposed as conditions of approval during the FEIS process and/or the local permitting process 
if reasonable and necessary: 

• Implement erosion and sediment control measures to prevent sediment from entering 
surface waters. 

• Time in-water construction activities based on discussions with NMFS and the Oregon 
Department of Fish and Wildlife, and take into consideration factors such as timing of fish 
migration and construction schedule and cost. 

• Use of hydroacoustic attenuation measures to reduce impacts on the behavior of fish and 
sea lions. 

• Conduct sediment sampling prior to construction of in-water bridge piers in order to 
determine the presence of and characterize potential contaminants. 

• Limit the operation of equipment in the active river channel to the minimum necessary. 
• Clean all equipment that is used for in-water work prior to entering the water. 
• Do not store or transfer petroleum products v/ithin 150 feet of the active river channel, 

unless isolated within a hard zone with suitable containment measures in place. 
e i~~ssure the development and implementation of plans for the safe storage and containment 

of all hazardous materials used in project construction. 
• Include measures in the plan for containment berms and/or detention basins, where 

appropriate. 
• Develop a site-specific sediment control and erosion control plan prior to project 

implementation. 

6.3.5 Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removai and protect water quality which could be 
imposed as conditions of approval during the NEPA process or, if 
reasonable and necessary, by local governments during the permitting 
process." 

Stormwater runoff impacts specific to the Expo CenterlHayden Island segment are addressed 
in the following section. Stormwater impacts and mitigation measures are also described in 
the Water Quality and Hydrology Technical Report. 
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General Overview of Stormwater Runoff Impacts and Mitigation 

The SouthINorth Project intersects major rivers, minor watercourses and floodplains within 
the lower Columbia and Willamette River basins, including the Willamette and Columbia 
Rivers. Existing waterways in the SouthINorth Project area receive large volumes of 
stormwater and surface runoff containing a variety of pollutants, including chemicals and 
nutrients from fertilizers and pesticides, roadway sediments, motor vehicles and other man
made or natural sources. Water quality in the corridor is typical of drainage basins with urban 
development. 

Areas developed or under development increase the rate and volume of peak storm water 
discharges. The peak runoff rate and volume of stormwater discharges usually increase when 
construction removes vegetation, compacts soils, and/or covers significant portions of a site 
\vith buildings or pavement. Ty'Pical problems associated \vith increases in peak discharge 
rates include higher flow velocities in streams, more erosion, and more frequent flooding. 
These problems degrade habitat areas, damage property, and require increased maintenance of 
culverts and storm water facilities. 

A range of federal laws, state statutes, and local and regional ordinances address hydrologic 
impacts from development. State and local regulations typically establish standards for 
controlling the peak rate of stormwater runoff. Regional standards, contained in Title 3 of 
Metro's Urban Growth Management Functional Plan, more broadly address flood mitigation, 
erosion and sediment control, and the protection of long term regional continuity and integrity 
of water quality and flood management areas. Federal National Flood Insurance Program 
criteria and Executive Order 11988 regulate development in flood prone and floodplain areas. 

Potential sources of water quality degradation include pollutants from chemicals and nutrients 
from natural or man-made sources. Eroded sediments and other pollutants can be carried by 
stonnwater to downstream receiving waters. Resulting water quality issues can impair the 
beneficial use of local waterways for recreation, wildlife habitat, and watering of livestock or 
other farm animals. 

Water quality impacts are generally regulated by federal and state guidelines, usually through 
required water quality standards for receiving waters quality and limitations on the generation 
and release of urban pollutants. 

Storm water detention treatment facilities can be used to mitigate the effects of long-term and 
short-term hydrologic and water quality impacts changes. State and local regulations establish 
standards for detention storm water treatment and other methods of stormwater control which 
can be applied as conditions of approval during local permitting proceedings. Mitigation for 
hydrologic and impacts is usually accomplished by reducing or attenuating peak runoff rates, 
by either detaining (store and release), retaining (store but do not release) through stormwater 
detention, or infiltrating runoff from a deveioped site. Stormwater detention provides water 
quality benefits because storage promotes settlement of suspended sediments and other 
pollutants. Stormwater detention and water quality facilities are typically combined to use 
land more efficiently. "Dry" ponds, bioretention ponds, "wet" ponds, constructed treatment 
wetlands, retention ponds, biofiltration swales, biofiltration swales filter strips, underground 
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vaults, bioslopes, and constructed wetlands dry wells are typically used storm water treatment 
facilities. The Council fmds that a range of measures are available and site-specific mitigation 
for hydrologic and water quality impacts will be refined and selected during the Final Design 
and local permitting processes. 

All of these facilities detain storm water by releasing runoff through a regulating structure, 
such as an orifice or weir. Stormwater detention provides water quality benefits because 
storage promotes settlement of suspended sediments and other pollutants. Storm water 
detention and water quality facilities are typically combined to use land more efficiently. 

Source control Best Management Practices (BMPs) are intended to mitigate pollutants 
generated through normal operation and use of buildings, roadways, and other urban facilities. 
The Council finds that water quality degradation resulting from erosion and sedimentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs inciude use of barrier berms, silt fencing, temporary sediment detention 
basins, plastic covering tor exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on-site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special B!v1Ps can also 
be used at crossings or adjacent to streams or watercourses during construction. 

In general, the Council finds that water quantity and water quality and hydrology impacts 
created by the construction and operation of the CRC Project can be substantially mitigated 
by complying with the following: DEQ water quality standards; Army Corps of Engineers 
Section 404 permit regulations; Department of State Lands regulations for instream activities; 
NMFS conservation measures specified in the project Biological Opinion; Metro Title 3 
regional standards; and City of Portland erosion control and storm\vater regulations. These 
rules and regulations outline Best Management Practices to prevent or limit pollutants from 
entering surface waters through urban drainage systems. These types of measures could be 
imposed as conditions of approval during the NEP A process or, if reasonable and necessary, 
by local governments during the local permitting process. 

Stormwater Runoff Impacts and Mitigation Options with the Expo CenterlHayden 
Island Segment 

Within the Expo CenterlHayden Island segment, specific water bodies include the Columbia 
Slough, the Columbia River and North Portland Harbor. As described in the Water Quality 
and Hydrology Report, the Columbia Slough is a slow-moving, low-gradient drainage channel 
running nearly 19 miles from Fairview Lake in the east to the Willamette River in the west. 
Water levels are managed with pumps, weirs, and levees. The levee system protects most of 
the floodplain in the vicinity of 1-5 against flooding. Within the project area, the Columbia 
Slough is currently on Oregon's 303(d) list because it does not meet water quality standards 
for four parameters. 

The 1-5 crossing of the Columbia Slough is in a highly urbanized area. Riparian habitat along 
the slough has largely been replaced by buildings and paved surfaces compared to historic 
conditions. Riparian areas along the Slough are generally not adequate to provide shade, bank 
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stabilization, sediment control, pollution control, or stream flow moderation. Within the 
project area, 1-5 is elevated on embankments or structures and, in general, the highway 
drainage systems do not handle runoff from outside the right-of-way. 

I-5 crosses the Columbia River near river mile 106.5. North Portland Harbor, the portion of 
the Columbia River running south of Hayden Island, lies within the project area. Runoff from 
1-5 on Hayden Island drains directly into the Columbia River and North Portland Harbor. The 
east portion of Hayden Island is highly developed, with large hotels, a shopping center, 
residential communities, and other commercial activities. The western portion of the island is 
undeveloped and is comprised of pasture, woods, and wetland areas. Within the project area, 
the Columbia River is currently on Oregon's 303(d) list because it does not meet water quality 
standards for six parameters. DEQ does not differentiate between the North Portland Harbor 
and the Columbia River when compiling the 303( d) list. 

Project data show four outfalls that drain to the Columbia RiverlNorth Portland Harbor within 
the project area. On Hayden Island, runoff from 1-5 discharges directly to the Columbia River 
through roadside grates located along the entire span. Runoff from the bridge is not treated 
prior to release to the river. 

As summarized in the Water Quality and Hydrology Report, the differences in long-term 
effects on water quality between the Columbia River Crossing Project and the No-Build 
Alternative are substantial. Although the Project would increase the total amount of pollutant 
generating impervious surfaces in the Columbia Slough Watershed and the Columbia River 
Watershed, the amount of untreated impervious surface would drop dramatically compared to 
existing conditions and the No~Build Alternative. This is because, with the Project, 
stormwater runoff from the entire Contributing Impervious Area (CIA) would be treated, 
while stormwater runoff from most of the existing impervious surfaces does not currently 
undergo storm water treatment. 

Based on the information contained in the Water Quality and Hydrology Report, the Council 
concludes that no adverse hydrologic or water quality impacts are expected in the Expo 
CenterlHayden Island Segment. It finds that the Project would increase overall impervious 
surfaces by about 28 acres, which could result in increased stormwater runoff rates and 
volumes and increase the amount of pollutants in stormwater. Without mitigation, this would 
affect the hydrology of project waterways. However, the Columbia Slough and the Columbia 
River are large water bodies and the project-related increase in storm water volume would not 
result in a measurable increase of flows in these surface waters. Additionally, storm water 
treatment design for the project corridor includes a number of stormwater treatment and/or 
infiltration facilities to reduce pollutants (including sediments and metals). Therefore, 
although the impervious surface area will increase by about 28 acres, untreated pollution 
generating surface area would be reduced from 219 acres to 0 acres. 

The Council finds that, as described in the Water Quality and Hydrology Report, the Project 
will provide treatment not only for the new impervious area, but also for runoff from existing 
impervious surface area that does not currently receive treatment. The Council concludes that 
the project will provide treatment of approximately nine times the area of additional 
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impervious surface being added as part of the Project and will result in overall positive effects 
to the water quality and hydrology of receiving waters. Stormwater runoff would be treated in 
compliance with current standards before being discharged to project area water features. 

The Council recognizes that specific and detailed mitigation erosion control and water quality 
measures will be required for the construction of the LRT facilities and highway 
improvements in the Expo CenterlHayden Island segment. The project team has prepared a 
draft storm water management design in order to evaluate general feasibility and water quality 
effects associated with the Project. For the portion of the CRC Project in Oregon, the draft 
was prepared to meet the storm water management requirements of ODOT and the City of 
Portland. The draft design includes gravity pipe drainage systems that would collect and 
convey runoff from the new bridges, transit guideway, and road improvements. Storm water 
treatment facilities would reduce total suspended solids (TSS), particulates, and dissolved 
metals to the maximum feasible extent before runoff reaches surface waters. 

The following stormwater treatment devices are included in the draft stormwater management 
design: 

.. Bioretention ponds - infiltration ponds that use an engineered (amended) soil mix to 
remove pollutants as runoff infiltrates through this material and into underlying soils. 

• Constructed treatment wetlands - shallow, permanent, vegetated ponds that function 
like natural wetlands. They remove pollutants through such means as sedimentation, 
microbial activit-y, and uptake by plants. 

• Soil-amended biofiltration swales - channels with mild slopes and shallow depths of 
flow. The channels are dry between storm events and they treat runoff by filtration as 
runoff flows through the vegetated surface and amended soils. 

• Soil-amended filter strips - similar to grass swales, filter strips are intended to treat 
sheet runoff from an adjacent roadway surface. 

• Bioslopes - like filter strips, are intended to treat sheet runoff from an adjacent 
roadway surface. The percolating runoff flows through a special mixtltre of materials, 
which promotes the absorption of pollutants. 

Based on the draft stormwater management design, the Council finds that a range of measures 
are available to mitigate stormwater impacts and site-specific mitigation for stormvvater 
quantity and quality impacts associated with the LRT and highway improvements, including 
the bridge construction across the North Portland Harbor and the Columbia River. These 
measures will be refined and selected during the FEIS and local permitting processes. 

6.3.6 Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 
cannot practicably be avoided, identify local, state or federal review 
processes that are available to address and to reduce adverse impacts to 
the affected resources." 
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Historic and cultural resource impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section following a more general discussion of historic and cultural 
resource impacts and mitigation. Historic and cultural resource impacts and mitigation 
measures are also described in the Historic Built Environment Technical Report (Historic 
Report), and the Archaeology Technical Report (Archaeology Report). 

General Overview of Historic and Cultural Resource Impacts 

Section 106 of the National Historic Preservation Act of 1966, as amended, and Executive 
Order 11593 require that a federal agency consider the effect of a federally assisted project on 
any historic district, sites, buildings, structures, objects or any archaeological sites listed in or 
eligible for inclusion in the National Register of Historic Places (1\~qp). 

Throughout earlier phases of the Columbia River Crossing Project, as with previously 
approved segments of the SouthINorth Project, alternatives and options have been developed, 
evaluated, narrowed and refined. A significant objective in the narrowing and refinement of 
alternatives and options has been to avoid where practicable, or to minimize where avoidance 
is impracticable, potential impacts to historic and cultural resources. During preliminary and 
final engineering, further design work will be completed that would further attempt to avoid, 
minimize and/or mitigate adverse impacts to historic and cultural resources. Under federal 
procedures, the resulting impact analyses and commitment to feasible mitigation measures 
will be completed in coordination with the Oregon State Historic Preservation Officer 
(SHPO) and the Advisory Council for Historic Preservation (ACHP). A Memorandum of 
Agreement between FTA, FHW A, SHPO and ACHP and others will be executed to define 
how the Project will mitigate adverse effects to historic and cultural resources. 

Project staff, in consultation with Oregon's SHPO, made a determination of the "area of 
potential effect" for that portion of the CRC Project within Oregon. The criteria of effect and 
criteria of adverse effect as set forth in the National Historic Preservation Act are highlighted 
below. The Council agrees with and adopts these criteria for purposes of measuring 
compliance with Criterion 8. 

An undertaking has an effect on an historic property when the undertaking may alter 
characteristics of the property that may qualifY the property for inclusion in the National 
Register. For the purpose of determining effect, alteration to features of the property's 
iocation, setting, or use may be relevant depending on a property's significant characteristics 
and should be considered. 

An undertaking is considered to have an adverse effect when the effect on a historic property 
may diminish the integrity of the property's location, design, setting, materials, workmanship, 
feeling or association. Adverse effects on historic properties include, but are not limited to: 

• Physical destruction, damage, or alteration of all or part of the property; 

• Isolation of the property from or alteration of the character of the property's setting 
when that character contributes to the property's qualification for the National 
Register; 
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• Introduction of visual, audible, or atmospheric elements that are out of character with 
the property or alter its setting; 

• Neglect of a property resulting in its deterioration or destruction; and 

• Transfer, lease or sale of the property. 

The Historic Report includes an analysis of historic resources and historic districts within the 
Expo CenterlHayden Island segment to determine the National Register of Historic Places 
status. It also assesses short and long-term impacts of the Project on historic, cultural and 
archeological resources. The Council accepts the methodology for determining "adverse 
effect" established in the Historic Report, and it adopts and incorporates by reference herein 
the facts and conclusions set forth in that document. 

The City of Portland has completed an inventory of cultural resources and designated 
siguificant resource sites in its comprehensive plan. Some resources, which are inventoried in 
the local comprehensive plans under LCDC Goal 5, are not necessarily defined as 
"significant" through the NEPA process. Conversely, the federal environmental documents 
include discussion of some resources that are not inventoried or protected in Portland's plan. 
Criterion 8 only requires identification of adverse impacts on significant historic and cultural 
resources protected in aciL'lo\vledged comprehensive p!anB .. 

General Discussion of Historic and Cultural Resource Mitigation Measures 

The Historic Report outlines general measures to avoid, mirlimize or mitigate for long-term 
impacts and short-term construction impacts. It also includes a more specific discussion of 
mitigation measures for resources that may be adversely affected by the CRC Project. The 
Council finds the following to be examples of avoidance, minimization and mitigation 
options: 

1. Demolition of resources could be minimized in some instances through refinement in 
the design ofthe Project in a specific area. 

2. Demolition could also be avoided through relocating the resource. 

3. If these options are not feasible, recordation and salvage of the resource could 
mitigate for its loss. 

4. Loss of access or isolation of resources could be minimized through design 
treatments such as creation of alternative access points, more visible signage, or 
traffic control to facilitate accessibility. 

5. Noise and vibration impacts to resources could be minimized through design 
treatments and vibration suppression. 

6. Visual impacts could be mitigated through enhanced design treatments. Station and 
shelter design, construction materials, and street improvements could be chosen to 
complement existing building and street settings. Stations could be moved to avoid 
placement in front of historic resources. Where possible, overhead wiring could be 
attached to existing support structures. 
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7. Areas with a high probability of archaeological resources have been identified. A 
professional archaeologist would be on site to monitor construction activities in these 
specified areas. 

The Council finds that the discussion of general mitigation measures included within the 
Historic Report provides a good base for more detailed mitigation commitments in the FElS. 

Federal, State and Local Review Processes to Reduce Resource Impacts 

Federal and State Processes 

Section 106 of the National Historic Preservation Act of 1966, described above, defines the 
federal review process designed to ensure that historic properties are considered during 
federal project planning and execution. The process is administered by the ACHP and 
coordinated at the state level by the SHPO. A_n agency must afford the ACHP a reasonable 
opportunity to comment on the agency's project. Section 106 requires that every federal 
agency take into account how each of its undertakings could affect historic properties. 

For the purposes of Section 106, any property listed in or eligible for listing in the National 
Register of Historic Places is considered historic. The process has five steps as follows: 1) 
identify and evaluate historic properties; 2) assess effects of the project on historic properties; 
3) if an adverse effect would occur, then consultation with the SHPO and other interested 
parties would occur, and if necessary, a Memorandum of Agreement would be developed 
which defines what will be done to reduce, avoid or mitigate the adverse effects; 4) ACHP 
commpnt· <>nrl ") procpprl ",;th the pro.iect ;n"""""oratl·ng thp rr>;tigat;on l·n thp ~,fprro"randum "'.J.""'.l-J.'-, u..l...l'-f. ~ __ '-oJ. ;' ... ..l"..l.l. " :.J '-, .J...J..I._'\J.i P ",.L..l_ ..l.l..J..i"", ",1. .L .1. ____ ",-Y~_.i.L..i.V.l- .LA 

of Understanding. 

At the state level, the historic preservation process is defined in ORS Chapter 358 and in the 
Land Conservation and Development Commission's Goal 5. The state process is implemented 
by the local jurisdictions through the adoption of historic preservation identification and 
protection plans in their individual comprehensive plans. The state process limits local 
preservation options. Under current law, local protection of historic properties requires owner 
consent. However, local governments may preserve properties listed on the National Register. 
Within the City of Portland, demolition must be reviewed and may be denied. 

State law in ORS Chapter 358 and LCDC's Goal 5 rule, OAR 660-023-0200, encourage the 
preservation, management, and enhancement of structures of historic significance. It 
authorizes local governments to adopt or amend lists of significant historic resource sites. 
However, owners of inventoried historic resources must be notified and may refuse local 
historic resource designation at any time prior to adoption of the designation. No property 
may be included on the local list of significant historic resources where the owner objects. 
Moreover, a property owner may remove from the property a local historic property 
designation that was imposed by the local government. 

OAR 660-023-0200(7) encourages local governments to adopt historic preservation 
regulations regarding the demolition, removal or major exterior alteration of all designated 
historic resources. It encourages consistency of such regulations with the standards and 
guidelines recommended in the Standards and Guidelines for Archaeology and Historic 
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Preservation published by the US Secretary of the Interior. Further, OAR 660-023-0200(9) 
prohibits local governments from issuing permits for demolition or modification of an 
inventoried significant historic resource for at least 120 days from the date a property owner 
requests removal of historic resource designation from the property. It requires that local 
governments protect properties that are listed on the National Register, including demolition 
review and design review. 

Local Process 

The City of Portland has a local process in place to address alteration or demolition of historic 
and cultural resources that are identified as significant and protected in local comprehensive 
plans. This process could be applied to address and to reduce adverse impacts to affected 
historic and cultural resources. 

As described below, certain protected historic resources in the City of Portland would 
be adversely affected. City review processes to address and to reduce adverse impacts 
to such resources are provided in the City's Zoning Code at Chapter 33.445, Historic 
Resources Protection, and Chapter 33.846, Historic Reviews. 

Under these chapters, two levels of historic resource designation are created: Historic 
Landmarks and Conservation Landmarks. The Historic Landmark designation offers 
the highest level of protection for resources of citywide significance. Resources in this 
designation have access to incentives for historic preservation, including transfer of 
development rights and the right to a more t1exible range of uses (such as multi-family 
use in a single family zone; reuse of institutional and business buildings in residential 
zones for commercial or institutional purposes; and streamlined review procedures). 
Ho\vever, o\vners doing projects that utilize incentives must consent to designation 
and agree not to demolish or modify the building without City approvaL 

Conservation Landmarks are available for resources whose significance is local rather 
than citywide. Although part of the city's inventory, these sites generally are not 
qualified to be Historic Landmarks. 

The City has the option to deny demolition only for those resources designated as 
landmarks that have taken advantage of one or more of the preservation incentives 
offered by the code or are listed on the }~ational Register. A condition for use of the 
incentives is the owners entering into a covenant with the city agreeing not to modify 
or demolish the resource without city approval. Also, demolition delays have been 
adjusted to meet the requirements of state law. The delay period is 90 days for 
Conservation Landmarks and 180 days for Historic Landmarks and resources in the 
Historic Resources Inventory. These delay periods start the day an application for 
demolition is received by the city. 

Identified Significant and Protected Historic and Cultural Resonrces in the Expo 
CenterlHayden Island Segment 

The Historic Report and the Portland Comprehensive Plan identify three significant and 
protected historic resources in the Expo CenterlHayden Island Segment. 

9 
5 
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• The northbound structure of the 1-5 bridge (built in 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

• The carousel located at the Jantzen Beach Shopping Center; listed in the National 
Register of Historic Places. 

• The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. The State Historic Preservation Office 
determined this resource eligible in 2005. 

Additionally, the 1960 Pier 99 commercial building has been determined to be NRHP-eligible 
for two reasons: (1) it is a good example of a Mid-Century Modem Commercial building 
designed and constructed in the "Googie" style; and (2) it was designed by Oregon architect 
John Storrs, whose innovative designs were an important contribution to the Northwest 
Regional style of architecture. However, the Pier 99 commercial building is not currently 
identified as a significant and protected resource in the Portland Comprehensive Plan. 

The Archaeology Report states that no archaeological resources have previously been 
recorded within the Columbia River Crossing area of potential effect on the Oregon shore. 
The high degree of commercial development, along \vith a centllry of road\vay construction 
and improvement within the area of potential effect, contributes to a low potential for 
historical archaeological features and deposits on the Oregon shore. Although the City of 
Portland Comprehensive Plan does not specifically identifY and protect archeological 
resources, federal regulations, particularly Section 106 of the National Historic Preservation 
Act (NHP A), are applicable to such resources through the federal ~'EPi1." process. 

Mitigation Options for Identified Historic and Cultural Resource Impacts in the Expo 
CenterlHayden Island Segment 

Property acquisitions and physical changes are the primary source of long-term and direct 
effects to known and potential historic resources. Based on the findings in the Historic Report, 
the Council concludes that the CRC project will require the removal of the northbound bridge, 
which is included in the National Register of Historic Places and considered a significant 
resource in the Portland Comprehensive Plan. This northbound bridge structure has been a 
critical part of the transportation system and historic landscape for both Oregon and 
Washington since 1917. 

The Council finds that a Memorandum of Agreement (MOA) to implement Section 106 of the 
National Historic Preservation Act will dictate the mitigation of effects to historic properties. 
Mitigation measures for the 1-5 bridge are summarized below. 

The Washington Department of Transportation (WSDOT) and ODOT would ensure that all 
efforts will be attempted to find an alternative use through a bridge marketing plan, including 
separating and relocating individual spans if relocation of the bridge in its entirety is not 
feasible. If it is not feasible to pursue moving and relocating the structure for adaptive reuse, 
documentation may be updated, including applicable photography and drawings. If 
appropriate, decorative or interpretive structural elements would be offered to local historical 
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societies/museums or other interested parties. As the bridge is a critical component of the 
regional historic landscape, contributions would be made to interpretive programs and small 
projects which will result in documentation, waysides, exhibits, or other means of 
communicating the structure's history and meaning to the general public. 

Based on the findings in the Historic Report, the Council concludes that the Columbia River 
Crossing project would have no adverse effects on the carousel located at the Jantzen Beach 
Shopping Center. 

The project has an effect on the NRHP-eligible Columbia Slough Drainage Districts Historic 
District, but that effect is "not adverse." The Oregon Slough Levee is part of an extensive, 
historic system of engineered improvements to the area's drainage. A small portion of the 
levee, approximately 330 linear feet extending east of 1-5, would need to be demolished and 
rebuilt in order to accommodate the ground improvements needed to stabilize soils below the 
1-5 ramps and bridges. There would also be modest modifications made to portions of two 
additional contributing properties: the North Denver Avenue Cross Levee and Union 
A venuelMartin Luther King Fill/Cross Levee. Although localized alterations to contributing 
elements would occur, the integrity of each of the levees, as well as the overall system, would 
be maintained. 

The Pier 99 Building would be displaced due to the construction of a ramp on 1-5 between 
Marine Drive and Hayden Island. This would be an adverse effect. Although this building is 
not identified as significant or protected by the Portland Comprehensive Plan, it is identified 
as an NRHP-eligible structure. There is little likelihood that the structure can be relocated 
given the structural design and condition of the building. Documentation, including applicable 
photography and drawings, will be sought. If appropriate, decorative or interpretive building 
elements would be offered to local historical societies and museums. 

Based on information in the Archaeology Report, the Council finds that long-term curation of 
any artifacts or samples recovered during archaeological investigations or during construction 
of the project will be determined in consultation with agencies, property owners, and 
appropriate tribes. Long-term curation of recovered materials is an essential element of 
archaeological investigations and is required as part of federal and state permitting processes. 
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6.4 Ruby Junction Maintenance Facility Findings and Mitigation Measures 

As indicated in Section 2.3 of these findings, the Council authorized the modification and 
expansion of the previously approved Ruby Junction Maintenance Facility in 2008 to 
accommodate additionallight rail vehicles associated with the Portland to Milwaukie Project. 
In its 2008 LUFO findings supporting that action, the Council noted: "The Ruby Junction 
expansion also is expected to serve additional light rail vehicles needed for future LRT 
expansion to Vancouver, Washington and potentially Oregon City." 19 Accordingly, the 2008 
LUFO was approved with the expectation that the Ruby Junction Maintenance Facility would 
at some future time serve light rail vehicles associated with the CRC Project. With this 2011 
LUFO, that expectation becomes a reality. As implied in the 2008 LUFO findings, the 
Council finds that such use can be fully accommodated within the location boundaries 
established in the 2008 LUFO. 

Section 6.5 of the 2008 LUFO findings identified the impacts relevant to LCDC Criteria 3-8 
that were expected to occur at the Ruby Junction Maintenance Facility as a consequence of 
expansion of that facility within the newly established location boundaries. Because all 
activity associated with the CRC Project will occur within the 2008 boundaries, the Council 
finds that additional impacts beyond those identified in the 2008 LUFO findings are not 
likely. The Council finds that increased light rail activity within the previously established 
boundaries will not result in any additional displacements or adverse economic, social or 
traffic impacts beyond those contemplated in 2008. For reasons stated in the 2008 findings, it 
also finds that use of the facility by light rail vehicles serving the CRC Project will not 
increase noise in the vicinity of the facility or alter its findings with respect to natural hazards, 
natural resources, storm water runoff or historic or cultural resources. The Council continues 
to adhere to those 2008 findings, which it incorporates herein by this reference. 

19 2008 LUFO Findings of Fact and Conclusions of Law at 
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7.0 Compliance with Substantive Criteria (3-8) Short Term 
(Construction) Impacts 

7.1 Introduction 

This section summarizes the short-term impacts associated with construction of the light rail 
and highway improvements in the Expo Center/Hayden Island Segment. The primary 
objectives of including short-term, construction impacts in the LUFO findings are to: 

• Identify the location, importance and duration of potential, major construction 
impacts; and 

• IdentifY potential mitigation measures (in general terms) for major impacts. 

Linear projects such as light rail transit are typically divided into various segments or line 
sections for construction of the trackway, structures, stations and related work. In sections 
where the track is located within a separate right-of-way, extensive clearing and grading may 
be required. During the grading phase, culverts and other permanent drainage structures will 
be installed. Underground utility services may be relocated during the grading phase to avoid 
interference with light rail construction. 

Following the grading and preliminary site work, installation of light rail utility duct banks, 
catenary pole foundations, platform foundations, and major structures such as bridges will 
begin. Bridgework will be accompanied by foundation construction that may involve pile 
driving or other specialized operations. Other activity outside the trackway also may occur 
during this period, such as construction or relocation of roadways and construction of traction 
power substations and signal buildings. 

The next construction phase involves the installation of track work, catenary poles, catenary 
wire, signals, communications cables and other system-wide elements. Once all elements of 
the LRT system are complete, integrated testing and start-up will begin. 

For both the light rail transit and highway improvements, construction of the bridges over the 
Columbia River will be the most substantial element of the Project, and this element sets the 
sequencing for the other Project components. The main river crossing and immediately 
adjacent highway improvement elements would account for the majority of the construction 
activity necessary to complete the Project. Construction of the 1-5 Columbia River bridges is 
expected to last approximately four years. The general sequencing of constructing the bridges 
would likely entail the following steps: 

• Initial preparation - mobilize construction materials, heavy equipment and crews; 
prepare staging areas; install temporary piles to support work and anchor barge 
platforms 

• Installation of drilled shafts - install drilled shafts to support the bridge pier columns 
• Shaft caps - construct and anchor concrete foundations on top of the drilled shafts to 

support column piers 
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• Pier columns - construct or install pier columns on the shaft caps 
• Bridge superstructure - build or install the horizontal structure of the bridge spans 

across the piers; the superstructure would be steel or reinforced concrete; concrete 
could be cast-in-place or precast off-site and assembled on-site. 

Interchanges on each end of the bridge would first be partially constructed so that all 1-5 
traffic could be temporarily rerouted onto the new southbound (western) Columbia River 
bridge. Constructing the southbound approaches for the Hayden Island interchange (and SR 
14 interchange in Washington) would require approximately 3 years. Certain portions of the 
Hayden Island interchange (and SR 14 interchange) must be completed before traffic can be 
moved onto the new southbound lanes and construction of the remaining northbound lanes 
and interchange ramps can proceed. Once 1-5 traffic in both directions is rerouted to the new 
western 1-5 bridge, the new northbound segments of the Hayden Island interchange (and SR 
14 interchange) would be constructed. 

The Marine Drive interchange construction would need to be coordinated with construction of 
the southbound lanes coming from Vancouver. While this interchange can be constructed 
independently from the work described above, the completion and utilization of the ramp 
system between Hayden Island and Marine Drive requires the work to occur in the same 
period. 

Constructing the Project would entail many different activities, some of which would disrupt 
traffic. Typical construction methods would require shifting 1-5 traffic onto temporary 
alignments, narrowing ianes and shoulders to accommodate equipment and workers, 
shortening merge and exit distances, reducing posted speed limits, and closing or detouring 
some traffic movements. For 1-5, it is anticipated that three southbound and three northbound 
lanes would be maintained during all weekdays, except when the final changeover occurs 
between the oid bridges and the new bridges. Local streets and driveway accesses may be 
closed temporarily and traffic detoured. All parcels impacted by temporary access closures or 
detours will have alternate access routes. 

The following summarizes the types of activities anticipated to construct the CRC project: 

It Over-water bridge construction. This work would include the steps outlined above. 
• Over-water bridge demolition of the existing I-5 bridges. The components of the 

existing 1-5 bridges would be dismantled· and removed. The main components include 
the bridge decks, the counterweights for the lift span, towers, decks trusses, piers and 
piles. 

• Highway and over-land bridge construction. The reconstruction of mainline 1-5 and 
associated interchanges and local roads would involve a sequence of activities that 
would be repeated several times, including on-land bridge and retaining wall 
construction, the excavation of embankments, and laying the pavement driving 
surface. 

Construction would require staging areas to store construction material, to load and unload 



123

trucks, and for other construction support activities. The existing 1-5 right-of-way would 
likely accommodate most of the common construction staging requirements. However, some 
construction staging would likely be needed outside the existing right-of-way, and temporary 
property easements from adjacent or nearby property owners may be required. 

7.2 Short Term Construction Impacts and Mitigation Measures 

7.2.1 Criterion 3: Neighborhood Impacts 

"Identify adverse economic, social and traffic impacts on affected 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessarj, by affected 
local governments during the local permitting process." 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
baiancing (1) the need for Ught raii proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neighborhoods from the identified adverse impacts." 

"R Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

The Columbia River Crossing Project will result in adverse short-term economic, social and 
traffic impacts through disruptions to existing land uses. However, these impacts will be 
temporary in duration and should end when the construction activities are completed. 
Construction of light rail facilities and highway improvements will adversely impact local 
economic and social interests located adjacent to or nearby construction or staging areas by 
interfering with residences and businesses, disrupting traffic and pedestrian movement, 
displacing parking, aitering accesses, and causing noise, vibrations, dust, congestion, 
increased truck traffic near residences and businesses, and visual impacts. Rerouting, detours 
and lane closures will create temporary additional traffic through neighborhoods, with 
associated noise, dust and congestion. Construction machinery, trucks, and general 
construction activities will be temporary negative visual features of the project. Businesses 
that would be likely to feel the greatest impact are those that would experience the longest 
construction periods, those that have many other convenient competitors and those that are 
most dependent upon convenient access. 
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Economic and Social Impacts 

Throughout the Expo CenterlHayden Island segment, construction will have short-term and 
temporary impacts to businesses and neighborhoods of the nature described above. During the 
FIES and preliminary engineering phase, specific mitigation plans will be developed to 
address short-term economic and social impacts to businesses and residences. These measures 
will include maintaining access to existing uses and providing screening to minimize dust and 
visual impacts. Wherever possible, the Project will provide alternative access and ensure that 
access is maintained to all properties during construction. Businesses that require access at all 
times and generate many trips (e.g., delivery services, drive-ins) may be inconvenienced. 
Utility services also may be interrupted as a result of construction. In the event that access or 
utility service to a residence or businesses would be temporarily disrupted, advance notice 
would be provided and the length of the disruption would be minimized to the extent 
practical. 

Temporary construction impacts on neighborhoods could result from increased traffic 
congestion, truck traffic, noise, vibration and dust. Temporary street closures, traffic reroutes 
and detours could increase traffic within neiQhborhoods and imoede access to communitv -- - -1;,:,-- - - - - - - - J. ." 

facilities. These short-term impacts include partial closures of streets, temporary rerouting or 
relocation of driveways, noise impacts from pile driving and bridge pier construction, and 
impaired access for elderly and mobility-impaired residents. 

For neighborhoods affected by construction, the Council finds that Tri:rvkt and ODOT can 
work with neighborhood representatives to identify issues of concern and potential mitigation 
measures. Potential mitigation measures for short-term impacts include: 

e Developing construction management plans for incorporation into contracts following 
close coordination with neighborhood and business associations and with 
representatives of public facilities/utilities located adjacent to the alignment/corridor 

e Providing on-going coordination during construction to keep affected neighborhood 
and business area representatives informed about the schedule and location of 
construction work and anticipated modifications to access 

• Limiting construction hours for certain activities in sensitive areas 
• Providing fencing around construction and staging areas 

Construction activities also could reduce accessibilit<j to police, fire departments and other 
public safety and emergency service providers. Construction activities will, at times, impede 
the movement of emergency vehicles by temporarily narrowing or reducing the number of 
travel lanes or by detouring traffic and road segment closures. To ensure the most effective, 
continuous access to construction site vicinity uses for public safety and emergency service 
providers, the Council finds that the following measures could be employed: 
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• Develop construction management plans, for incorporation into construction contracts, 
in close coordination with affected police and fire departments and other emergency 
service providers 

• Involve emergency service providers in planning for traffic management during 
construction in order to identifY alternate emergency routes in advance of construction 

• Maintain regular coordination with emergency service providers during construction 
to give them advance notice of when, where and for how long traffic capacity 
constraints on streets will be employed, and to plan for how local emergency access 
will be maintained 

In summary, the Council finds that numerous measures are potentially available to mitigate 
impacts to businesses and neighborhoods. Potential mitigation measures beyond those listed 
above include: 

• Management of construction activities to reduce dust, noise and vibration 
• Fencing and buffering to reduce construction impacts in sensitive areas 
• Use of berms, hay bales, plastic sheeting and other similar measures to reduce surface 

erosion and runoff into water bodies and storm sewers 
• Provision of temporary alternative parking and pedestrian access 

Traffic Impacts 

Construction of the LRT and highway improvements in the Expo Center/Hayden Island 
segment would result in temporary impacts to local and regional traffic operations. These 
impacts would include increased congestion on several major traffic facilities in the corridor 
including 1-5 and, potentially 1-205, impacts resulting from traffic relocations or detours, full 
or partial street closures, and increased truck traffic associated with construction activity. 
Impacts could also result from the intrusion of non-local traffic into residential areas as a 
result of temporary street closures and traffic detours, disruptions to vehicular and pedestrian 
access to businesses and community services, and the temporary loss of on- or off-street 
parking. 

A major element of the Project would be construction of new bridges over North Portland 
Harbor and the Columbia River to accommodate vehicular, light rail, and non-motorized 
traffic coupled with a partial or complete reconstruction of 1-5 from south of the Victory 
Boulevard Interchange to the new bridges. Complete reconstruction of freeway interchanges 
at l'-J I\1arine Drive and Hayden Island \vould be included. ~L\ .. nother major element of the 
Project would be construction of the light rail station on Hayden Island. High levels of truck 
traffic are anticipated in connection with earthwork and the delivery of materials at the bridge 
crossings, freeway mainline segments, and interchanges. Several construction staging areas 
would be needed. 

Construction in the vicinity of Marine Drive is expected to include partial closure of this street 
and/or development of detour routing to accommodate vehicular traffic, particularly trucks 
moving between the freeway and the Columbia Corridor and Rivergate industrial areas. 
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Temporary access may need to be provided to Delta Park and the residentiallbusiness areas on 
the east side of the freeway and to the Expo Center on the west side. Existing transit, bicycle, 
and pedestrian connections must also be maintained, including access to the Expo Center light 
rail station and the 40-mile loop trail. 

Construction activities on Hayden Island include reconstruction of the existing 1-5 
interchange, including the development of a collector-distributor system of auxiliary freeway 
lanes, modifications to local traffic circulation, and a new light rail station and trackage. 
Temporary access routes to and from 1-5 would need to be maintained to ensure continual 
multimodal access to the island for residents and businesses, as well as connections on the 
island between areas to the east and west of the freeway. A high level of truck activity 
associated with the freeway, bridge, ramp and construction of local facilities is anticipated on 
Hayden Island. 

Transit impacts during construction could include service delays, relocation or temporary 
elimination of bus stops, street detours, and deterioration in reliability for bus routes using 
certain roadways and facilities within the corridor. Short-term construction would impact bus 
operations along I-5 and on Hayden Island. 

Mitigation Strategies for Construction Impacts to Traffic, Transit and Bike and 
Pedestrian Mobility 

As highlighted above, short-term construction impacts will likely take the form of roadway 
closures, detours and lor lane reductions, increased truck traffic, pedestrian access restrictions 
and local access restrictions. Mitigation measures for construction impacts to traffic and 
highways could include a variety of activities, ranging from scheduling construction activities 
to minimize conf1icts during peak travel periods to using alternative construction techniques 
or equipment. The Council finds that measures to mitigate the short-term traffic impacts in the 
Expo CenterlHayden Island Segment could include, but are not limited to, the following: 

• Work with appropriate jurisdictions to obtain approval of traffic control plans. 
• Develop and implement a transportation management plan with affected businesses 

and community interests. This plan would address a variety of traffic, transit, and 
alternative mode strategies to minimize the transportation impacts of project 
construction. The plan would also identity detour routes where necessary to maintain 
traffic movement. This would be particularly important during construction of the 
Marine Drive interchange that serves the Port of Portland. 

• Wherever possible or practical, limit or concentrate work areas to minimize 
disruptions to vehicular traffic and bus and pedestrian circulation, as well as to 
business access. 

• Identity, provide and/or advertise temporary parking locations to replace parking 
temporarily displaced by construction. 

• As appropriate, develop and implement functional. and reasonable alternative 
construction techniques to minimize traffic impacts. These techniques might include 
activities such as limiting construction to non-daylight hours in certain locations. Use 
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of two or three shifts per day to reduce construction time could be implemented in 
critical traffic areas, subject to development of adequate traffic control plans, noise 
control measures, and budget and schedule allowances. 

The Council also finds that TriMet has years of experience helping communities and small 
businesses overcome the challenges of transit construction activities. Light rail guideway 
construction may require rerouting the buses on Hayden Island. Minor rerouting of buses 
would be necessary as new ramps and access points are opened at the Hayden Island 
interchange. 

TriMet and other organizations could conduct a large communications campaign to inform the 
public about transit changes. The temporary routing, potential for more crowded buses and 
slower travel times can be communicated through TV, radio, web site, newspaper or other 
multimedia instruments to broadcast rider alerts to potential impacted customers. 

Keeping businesses open and accessible during light rail construction in the Expo 
Center/Hayden Island segment would be a top priority. During previous light rail transit 
construction projects, TriMet has taken steps to keep construction disruption to a minimum 
vvhile maintaining access to businesses, and responded rapidly to concerns and potential 
issues. 

Measures to minimize construction impacts to bicycle and pedestrian mobility through the 
project areas will also be implemented during construction. Such measures could include: 

• Coordination with local jurisdictions and bicycle and pedestrian advocacy groups to 
disseminate information about construction activities and associated temporary 
closures and detours near construction zones. 

• Temporary enclosures to maximize the safety of bicyclists and pedestrians traveling 
beneath structures under construction. 

• Additional signage and/or lighting along popular bicycle and pedestrian routes that 
may experience an increase in vehicle traffic due to traffic detours. 

• Traffic calming measures in work zones to improve safety for bicyclists, or alternate 
routes on parallel streets where convenient and effective. 

The Council finds that while tolling of 1-5 during construction is permissible under federal 
statutes, no recommendations or decisions about tolling during construction have yet been 
made. Tolling during construction could serve as a demand reduction measure to reduce 
traffic during the construction phase. The Council finds that the Oregon and Washington 
Transportation Commissions will make decisions on this issue following consultation with the 
Project's local partners and a public outreach and education process. 

Criterion 4: Noise Impacts 

"Identify adverse noise impacts and identify measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
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NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

As with any large project, construction of light rail and highway improvements and bridges 
involves the use of heavy equipment and machinery that result in intense noise levels and 
occasionally high vibration levels in and around the construction site. Sections of the LRT 
alignment and highway improvements in the Expo CenterlHayden Island segment are 
adjacent to noise sensitive uses such as houseboats and hotel rooms. 

As described in the Noise Report, four general construction phases would be required to 
complete the project: 1) land preparation, 2) constructing new structures, 3) miscellaneous 
construction activities, and 4) demolition activities. 

Major noise-producing equipment used during the preparation stage could include concrete 
pumps, cranes, excavators, haul trucks, loaders, tractor-trailers and vibratory equipment. 
Maximum noise levels could reach 82 to 86 dBA at the nearest residences (50 to 100 feet) for 
normal construction activities during this preparation phase. Major noise and vibration
producing activities would occur primarily during demolition and preparation for the new 
bridges. Activities that have the potential to produce a high level of vibration include pile 
driving, vibratory shoring, soil compacting, and some hauling and demolition activities. 

The loudest noise sources during the phase of constructing new structures would include pile 
drivers, cement mixers, concrete pumps, pavers, haul trucks, and tractor trailers. Maximum 
noise levels would range from 82 to 94 dBA at the closest receiver locations. 

Following the heavy construction, miscellaneous construction activities such as installation of 
bridge railings, signage, lighting, roadway striping, and others would occur. These less 
intensive activities are not expected to produce noise levels above 80 dBA at 50 feet except 
on rare occasions, and then only for short periods. 

Demolition of existing structures would require heavy equipment such as concrete saws, 
cranes, excavators, hoe rams, haul trucks, jackhammers, loaders, and tractor-trailers. 
Maximum noise levels could reach 82 to 92 dBA at the nearest residences. Demolition would 
occur at various locations and times during the construction process. 

The Council finds that adverse noise impacts associated with construction are temporary and 
can be effectively mitigated by avoiding construction on Sundays, legal holidays, and during 
the late evening and early morning hours in noise sensitive areas. Additionally, the Council 
finds that equipping motorized construction equipment with sound control devices, and 
developing construction contract documents that include noise limit specifications, reinforced 
with state/local ordinances and regulations, can be effective techniques for minimizing 
adverse noise impacts associated with construction. 

If specific noise complaints are received during construction, the contractor could be required 
to implement one or more of the 
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• Locate stationary construction equipment as far from nearby noise-sensitive properties 
as possible. 

• Install temporary or portable acoustic barriers around stationary construction noise 
sources. 

• Shut off idling equipment. 
• Reschedule con~truction operations to avoid periods of noise annoyance identified in 

the complaint. 
• NotifY nearby residents whenever extremely noisy work will be occurring. 
• Operate electrically powered equipment using line voltage power rather than 

generators. 

Criterion 5: Natural Hazards 

"IdentifY affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the lOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated through design or construction techniques which could be 
imposed during the NEPA process or, if reasonable and necessary, by 
local governments during the permitting process." 

Although no landslide areas or areas of severe erosion potential have been identified in the 
Expo CenterlHayden Island segment, construction activities at stream crossings and near 
water bodies could result in erosion and have detrimental effect on water quality. To avoid 
and minimize such impacts, the project will prepare and implement stormwater pollution 
prevention plans and grading plans, hydro seed, manage stockpiled fill, and employ other best 
management practices (BMPs) for erosion control." Construction activities will specifically 
comply with: 

• WSDOT Standard Specifications for Road, Bridge and Municipal Construction M 41-
10 

• ODOT Erosion Control Manual 
• City of Vancouver VMC Chapter 14.24, Erosion Control 
• City of Portland Erosion and Sediment Control Manual 

Inspection and observation monitoring and reporting could be conducted throughout the 
project to ensure the appropriate erosion-control measures are being conducted. 

The Council finds that construction-related impacts associated with landslides, earthquakes, 
and the lOO-year floodplain are not anticipated, and potential construction-related impacts 
associated with erosion can be effectively mitigated for through the measures discussed 
above. 

Criterion 6: Natural Resource Impacts 
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"Identify adverse impacts on significant fish and wildlife, scenic and open 
space, riparian, wetland and park and recreational areas, including the 
Willamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the consen'ation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA 
process or, if reasonable and necessary, by local governments during the 
permitting process." 

Natural resource impacts specific to the Expo CenterlHayden Island segment are addressed in 
the following section. 

Fish and Wildlife Habitat. Short-tenn impacts to fisheries include the impact pile driving of 
temporary piles and use of barges. The installation of up to 1,500 temporary steel pUes will 
result in behavioral disturbance and injury or death to ESA-listed and other native fish 
species. The Project will use hydroacoustic attenuation measures, such as bubble curtains, to 
reduce initial sound levels from impact pile driving, resulting in less severe impacts to fish in 
the project area. Through timing impact pile driving activities and use of attenuation 
measures, impacts to ESA-listed fish are minimized to the extent practicable. Due to the 
extent of in-water work and the presence of many ESA-listed fish, it is acknowledged that 
adverse effects to individual fish and their critical habitat are likely to occur, but the continued 
existence of any species will not be jeopardized. Adverse effects are avoided or minimized to 
the extent practicable. The Council notes that l'.Jtv1FS produced this finding in their Biological 
Opinion. In addition to this mitigation, the Council finds thaithe mitigation measures outlined 
above in Section 6.3.4 of these findings for Threatened, Endangered, and Candidate Fish are 
available to mitigate adverse impacts to the Expo CenterlNorth Portland Harbor and the 
Columbia River and could be imposed as conditions of approval during the FEIS process 
and/or the local permitting process if reasonable and necessary. 

The Project would temporarily impact terrestrial resources, such as migratory birds and 
species of interest, through noise impacts and removal or degradation of habitat. Mitigation 
measures to address these impacts include impact avoidance and impact minimization. Impact 
avoidance would be addressed by timing vegetation removal to occur outside of nesting 
seasons for migratory birds. Demolition of existing structures, if necessary, would likely be 
scheduled outside of nesting seasons for native migratory birds, to avoid direct impacts to 
active nests. 

Impact minimization would be addressed by implementing Best Management Practices 
(BMPs) such as erosion and sediment control to protect riparian buffers and sensitive 
terrestrial habitats (for example, for riparian species such as pond turtles). Swallows may nest 
on the concrete piers but are assumed not to be nesting on steel portions of the existing 1-5 
bridges. The 1-5 bridges could be inspected at least one full year prior to commencement of 
construction activities to determine whether any species of interest or migratory birds are 
using the bridges for nesting or roosting. If such species are present, exclusionary devices 

be installed on the during the them from being 
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used for nesting or roosting during construction activities. If high-disturbance activities must 
take place during the nesting season, the Columbia River Crossing project team would 
coordinate with US Fish & Wildlife Service, Oregon Department of Fish and Wildlife, and 
Washington Department of Fish and Wildlife to establish work buffer zones around the 
nest(s) during nesting season. 

Scenic and Open Space Areas. During construction the visual quality of views to and from 
the project area would be temporarily altered. Construction-related signage and heavy 
equipment would be visible in the vicinity of construction sites. Vegetation may be removed 
from some areas to accommodate construction of the bridges, new ramps, and the light rail 
transit guideway. This would degrade or partially obstruct views or vistas. 

Nighttime construction would be necessary to minimize disruption to daytime traffic. 
Temporary lighting may be necessary for nighttime construction of certain project elements. 
This temporary lighting would affect residential areas by exposing residents to glare from 
unshielded light sources or by increasing ambient nighttime light levels. 

Mitigation for temporary construction-related effects would include: 
Shielding of construction site lighting to reduce spillover 
residences and businesses, 

• Locating construction equipment and stockpiling materials in less visually sensitive 
areas, when feasible and in areas not visible from the road or to residents and 
businesses in order to minimize visual obtrusiveness, and 

• Cover exposed soils as soon as possible with vegetation. 

Riparian Areas. To address temporary loss of riparian vegetation resulting from project 
impacts, mitigation measures could include stream bank revegetation and reshaping· to restore 
habitat function, removal of noxious weeds in certain areas, and revegetation of disturbed 
areas with native species. 

Wetland Areas. Construction will occur near several identified wetland areas in the Expo 
CenterlHayden Island segment. Temporary disturbances to wetland-related wildlife activity, 
hydrology, and water quality will be avoided as much as possible through the use of BMPs 
such as silt fences, construction fencing, and wildlife exclusionary netting during the 
construction process. 

Park and Recreational Areas. Temporary effects to park and recreation resources include 
the temporary use of parkland to stage construction and store materials; increased noise, glare, 
dust, and vibration; and temporary closures, detours, and congestion that could delay users 
traveling to parks or recreational activities. Mitigation activities to address these impacts 
could include: 

• Restoring landscaping to original condition following construction and protect 
remaining trees close to construction areas. 

• Providing adequate signage for any limited or closed access points and detour routes. 
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• Adopting ajoint public information campaign with parks' jurisdictions for some of the 
longer closures. 

• Maintaining safety for bicyclists and pedestrians traveling on trails and between 
facilities with temporary enclosures, additional signage and lighting, etc. 

Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removal and protect water quality which could be 
imposed as conditions of approval during the NEPA process or, if 
reasonable and necessary, by local governments duriug the permitting 
process." 

Storm water runoff impacts specific to the Expo CenterlHayden Island segment are addressed 
in the following section. 

The in=\vater construction of bridge piers could stir up sediments from the riverbed, ,'"hich 
would increase turbidity. In-water work includes the use of barges and work bridges in the 
Columbia River and North Portland Harbor, equipment that would be temporarily anchored to 
the riverbed. Temporary cofferdams would also be installed, but would not be dewatered, for 
the piers nearest the shoreline, where the water is shallow. Turbidity caused by any activity 
inside the cofferdams (including installation of permanent shafts as wen as temporary piles) 
would be contained within the cofferdams. Sediment would be disturbed during the 
installation and removal of the cofferdams. During the demolition of the existing structures, 
riverbed sediment would be disturbed when the timber piles of the 1-5 bridges are cut off 
below the mudline. 

There are no known records of contaminated sediments in the Columbia River portion of the 
project area. Therefore, there is very little risk that in-water work in the Columbia River 
would re-suspend contaminated sediments. Contaminated sediments have been identified in 
the North Portland Harbor, but they are likely outside of the project footprint. If there is 
potential that in-water work could disturb these sediments, they would be analyzed in 
accordance with regulatory criteria, and if necessary, removed from the river and disposed of 
properly. Removed sediments may be disposed of in a permitted upland disposal site, if 
required. 

Potential sources of toxic contaminants associated with in-water work include refueling track
mounted equipment located on the barges or work bridges, lead-based paint from the existing 
bridges, turbidity and concrete debris from wire-saw-cut concrete during demolition, green 
concrete (concrete that has not fully cured) associated with bridge construction, potential 
spills from construction equipment, and materials accidentally entering the Columbia River 
and North Portland Harbor during over-water work. Full containment of fuel, other hazardous 
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materials, and green concrete would be required to prevent these materials from entering the 
Columbia River and North Portland Harbor, in accordance with project specifications. 

On land, construction activities occurring below-grade may require the removal of 
groundwater through pumping, a process known as dewatering. Therefore, constructing roads, 
transit lines, and other infrastructure below the surrounding surface can alter groundwater 
conditions. If there are nearby hazardous materials sites, dewatering can increase the 
likelihood of contaminants migrating through the groundwater and into surface waters. The 
following elements of the Project within the Expo CenterlHayden Island segment are 
relatively close to high ranking potential hazardous materials sites and near-surface 
groundwaters, and work at these sites would require below-grade construction techniques: 

o Marine Drive Lfltercha..flge 
o North Portland Harbor Bridges 
o Hayden Island Interchange 
o Columbia River Crossing 

Left unmitigated, construction of these elements could result in moderate risks for the 
miglation of existing contamination, potentially affecting both ground and surface vv'ater 
quality. In addition to existing contamination, the installation of shafts and piles below ground 
includes the risk of introducing new contamination, for example from green concrete, into 
groundwater. Further discussion of contamination issues associated with below-grade 
constrJction is included in the Hazardous Materials Technical Report. 

Without proper management, iand-based construction activities may have temporary adverse 
effects on water quality in nearby water bodies. Construction involves ground disturbances 
that can increase soil erosion substantially, especially for construction activities along river or 
stream banks. Tne Project would involve ground disturbance near North Portland Harbor and 
the Columbia River within the Expo Center/Hayden Island Segments. If runoff contains extra 
sediment from erosion, waterways can become turbid (cloudy) and can build up excessive 
sediment deposits. Runoff and soil erosion can also transport pre-existing hazardous materials 
and construction-related hazardous materials into water bodies, some of which may dissolve 
in water or are water-transportable. These materials can be harmful to aquatic life. 

The construction of the CRC Project would require at least one large site to stage equipment 
and materials, and may also need a large site for use as a casting yard for fabricating segments 
of the new bridges. Each site being considered, including one in Oregon, is adjacent to the 
Columbia River. The existing conditions on these sites range from a developed and paved port 
terminal to a currently undeveloped site. Staging and casting/assembly site activities may 
increase stormwater runoff over existing conditions and may increase pollutant levels in the 
runoff. However, any staging and/or casting site would be required to meet all applicable 
storm water requirements, including the implementation of erosion and sediment controls. All 
necessary permits would be secured prior to site development and operations for any major 
staging or casting yard. 
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The Council finds that water quality degradation resulting from erosion and sedimentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs include use of barrier berms, silt fencing, temporary sediment detention 
basins, plastic covering for exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on-site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special BMPs can also 
be used at crossings or adjacent to streams or watercourses during construction. 

Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 
cannot practicably be avoided, identify local, state or federal review 
processes that are available to address and to reduce adverse impacts to 
the affected resources." 

Historic and cultural resource impacts specific to the Expo CenteriHayden Island Segment are 
addressed in the following section. 

As discussed above in Section 6.3.6 of these Findings, three significantand protected historic 
resources exist in the Expo CenterlHayden Island Segment: 

• The northbound structure of the I~5 bridge (built in 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

e The carousel located at the Jlli~tzen Beach Shopping Center; listed in the }~ational 
Register of Historic Places. 

• The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. 

The impacts to the northbound structure of the 1-5 bridge and to the Columbia Slough and 
Levee System would be permanent, as opposed to temporary. The carousel is located with the 
Jantzen Beach Shopping Center and would not experience any temporary effects. 

Mitigation for any cultural resources impacted during construction is as described in Section 
6.3.6 ofthese LUFO findings. 
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Metro 
Meeting: 

Date: 

Time: 

Place: 

Agenda 
Metro Council 

Thursda~Augustll,2011 

2 p.m. 

Metro Council Chambers 

CALL TO ORDER AND ROLL CALL 

1. INTRODUCTIONS 

2. CITIZEN COMMUNICATIONS 

600 NE Grand Ave, 
Portland, OR 97232-2736 

3. CONSIDERATION OF THE MINUTES FOR AUGUST 4,2011 

4. ORDINANCES - SECOND READING 

www.oregonmetro.gov 

4.1 Ordinance No. 11-1263, For the Purpose of Amending the FY 2011-12 Burkholder 
Budget and Appropriations Schedule to Remodel Metro Regional Center 
to Accommodate the Consolidation of MERC and Metro Business 
Services and Declaring an Emergency. 

Public Hearing 

5. RESOLUTIONS 
L 1 
J • .l. Resolution No. 11 =4280, For the Purpose of ,L4..mending the 1998 Land 

Use Final Order for the South/North Light Rail Project and Adopting a 
Land Use Final Order the Expo Center jHayden Island Segment of the 
Project Including the l-S Columbia River Crossing Bridge and Associated 
Highway Improvements. 

Public Hearing 

6. CHIEF OPERATING OFFICER COMMUNICATION 

7. COUNCILOR COMMUNICATION 

ADJOURN 

Burkholder 
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Television schedule for August 11.2011 Metro Council meeting 

Clackamas, Multnomah and Washington 
counties, and Vancouver, WA 
Channel 11 - Community Access Network 
Web site: www.tyctv.org 
Ph: 503-629-8534 
Date: 2 p.m. Thursday, August 11 (Live) 

Gresham 
Channel 30 - MCTV 
Web site: www.metroeast.org 
Ph: 503-491-7636 
Date: 2 p.m. Monday, August 15 

I Oregon City, Gladstone 

I
I Channel 28 - Willamette Falls Television 

Web site: http:,Ilwww.wftvmedia.org/ 
I Ph: 503-650-0275 
I Call or visit web site for program times. 

Portland 
Channel 11 - Portland Community Media 
Web site: www.pcmtv.org 
Ph: 503-288-1515 
Date: 8:30 p.m. Sunday, August 14 
Date: 2 p.m. Monday, August 15 

Washington County 
Channel 30- TVC TV 
Web site: www.tvctv.org 
Ph: 503-629-8534 
Date: 11 p.m. Saturday, August 13 
Date: 11 p.m. Sunday, August 14 

I 
Date: 6 a.m. Tuesday, August 16 

I Date: 4 p.m. Wednesday, August 17 

I West Linn 
, Channel 30 - Willamette Falls Television 

Web site: http://www.wftvmedia.org/ 
Ph: 503"650-0275 

I Call or visit web site for program times. 

PLEASE NOTE: Show times are tentative and in some cases the entire meeting may not be shown due to length. 
Call or check your community access station web site to confirm program times. 

Agenda items may not be considered in the exact order. For questions about the agenda, call the Metro Council Office at 
503-797 -1540. Public hearings are held on all ordinances second read and on resolutions upon request of the public. 
Documents for the record must be submitted to the Clerk of the Council to be included in the decision record. Documents 
can be submitted bye-mail, fax or mail or in person to the Clerk of the Council. For additional information about testifying 
before the Metro CouncH please go to the Metro web site www.oregonmerro.goy and dick on public comment 
opportunities. For assistance per the American Disabilities Act (ADA), dial TDD 503-797 -1804 or 503-797 -1540 (Council 
Office). 
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Agenda Item Number 5.1 

Resolution No. 11-4280, For the Purpose of Amending the 
1998 Land Use Final Order for the South/North Light Rail 

Project and Adopting a Land Use Final Order the Expo 
Center jHayden Island Segment of the Project Including the 1-5 

Columbia River Crossing Bridge and Associated Highway 
Improvements. 

Metro Council Meeting 
Thursday, August 11, 2011 

Metro Council Chamber 
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BEFORE THE METRO COUNCIL 

FOR THE PURPOSE OF AMENDING THE 1998 ) 
LAND USE FINAL ORDER FOR THE ) 
SOUTHINORTH LIGHT RAIL PROJECT AND ) 
ADOPTING A LAND USE FINAL ORDER FOR ) 
THE EXPO CENTERIHA YDEN ISLAND ) 
SEGMENT OF THE PROJECT INCLUDING THE ) 
1-5 COLUMBIA RIVER CROSSING BRIDGE ) 
AND ASSOCIATED HIGHWAY ) 
IMPROVEMENTS 

RESOLUTION NO. 11-4280 

INTRODUCED BY COUNCILOR REX 
BURKHOLDER 

WHEREAS, the Oregon Legislature enacted Oregon Laws 1996, Chapter 12 (the Act), 
establishing procedures for developing the SouthINorth Light Rail Project through adoption by 
the Metro Council of a Land Use Final Order (LUFO); and 

WHEREAS, in accordance with section 4 of the Act, the Oregon Land Conservation and 
Development Commission adopted criteria to govern Council review of an application for a 
LUFO for the SouthINorth Light Rail Project, or any segment of it, on May 30, 1996; and 

WHEREAS, the Metro Council endorsed a Locally Preferred Alternative (LPA) for the 1-
5 Columbia River Crossing Project by Resolution No. 08-3960B (For the Purposes of Endorsing 
the Locally Preferred Alternative for the Columbia River Crossing Project and Amending the 
Metro 2035 Regional Transportation Plan with Conditions) , adopted July 17, 2008, that 
includes extension of SouthJNorth Light Rail from the Expo Center to Vancouver, Washington; 
and 

WHeREAS, among the conditions ofCouncii endorsement of the LPA was a iist of 
concerns and considerations, contained in Exhibit A to Resolution No. OS-3960B, to be 
addressed before the Council would approve a land use final order for the project; and 

WHEREAS, by Resolution No. 11-4264 (For the Purpose ofConc1uding that the 
Concerns and Considerations Raised about the Columbia River Crossing Project in Exhibit A to 
Resolution No. 08-3960B Have Been Addressed Satisfactorily), adopted June 9,2011, the 
Council accepted the responses to the concerns and considerations, based upon the assessment 
set forth in Exhibit B to Resolution No. 11-4264, and the acknowledgement that further 
refinements and decisions, involving the Council, would be made to address the concerns and 
considerations during later design, engineering and financial phases of project development, with 
involvement of the Council and the local community and its elected representatives; and 

WHEREAS, Metro's Regional Transportation Plan (RTP) calls for extension of light rail 
from the Expo Center to Vancouver, Washington, as part of the 1-5 Columbia River Crossing 
Project and places the project on the RTP's Financially Constrained Roadway Network; and 

WHEREAS, section 6.3.2.1 of the RTP required reconsideration ofthe 1-5 Columbia 
River Crossing Project and amendment of the RTP if the number and design of auxiliary lanes on 
the 1-5 Columbia River Bridge or approaches to the bridge are inconsistent with the description 
of the project in the RTP; and 
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WHEREAS, in accordance with section 6 ofthe Act, on June 23,2011, the LUFO 
Steering Committee recommended that TriMet submit to Metro an application for, and the Metro 
Council adopt, an amendment to the 1998 SouthINorth Light Rail LUFO to approve the light rail 
route, a station and highway improvements within the Expo CenterlHayden Island Segment of 
the SouthINorth Light Rail Project; and 

WHEREAS, in accordance with section 6 of the Act, in a letter from Matt Garrett, 
Director, the Oregon Department of Transportation (ODOT) recommended that TriMet submit to 
Metro an application for, and the Metro Council adopt, an amendment to the 1998 SouthlNorth 
Light Rail LUFO to approve the light rail route, a station and highway improvements within the 
Expo CenterlHayden Island Segment of the SouthINorth Light Rail Project; and 

w1-t"EREAS, in accordance with section 6 of the Act, on July 13, 2011, TriMet filed an 
application for a LUFO for the Expo Center/Hayden Island segment of the SoutbJNorth Light 
Rail Project with the light rail route, station and highway improvements recommended by both 
the LUFO Steering Committee and ODOT; and 

""'HEREAS, the light rail route, station and highwa,Y improvements are in the form of 
boundaries within which the light rail route, station and highway improvements will be located, 
as required by section 6 of the Act; and 

VlHEREAS, the number and design of auxiliary lanes on the 1-5 Columbia River Bridge 
and the approaches to the bridge project proposed in the TriMet LUFO application are consistent 
with the 1-5 Columbia River Crossing Project described in the RTP; and 

WHEREAS, Metro published a notice in The Oregonian, containing all the information 
required by section 7 of the Act, on July 14, 2011, of a public hearing before the Metro Council 
to consider TriMet's LUFO application on August 11,2011; 

WHEREAS, Metro provided additional public notice of the August 11,2011, public 
hearing by mailing postcards to all persons who own property within 250 feet of the proposed 
light rail alignment and stations and by posting notice at Metro's website, both on July 14,2011; 
and ' 

WHEREAS, Metro sent notice of the public hearing on July 15,2011, to ODOT, 
Clackamas and Multnomah counties and the cities of Portland, Milwaukie, Gladstone, Gresham 
and Oregon City; and 

WHEREAS, the Council finds and determines that The Oregonian is a newspaper of 
general circulation in the region and the above-described notices are reasonably calculated to 
give notice to persons who may be affected substantially by a decision to approve TriMet's 
LUFO application; and 

2 
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WHEREAS, on July 14, 2011, Metro made available for public inspection a staff report 
addressing compliance of TriMet's application with the requirements of the Act; and 

WHEREAS, the Council held a public hearing on the TriMet LUFO application on 
August 11, 2011; and 

WHEREAS, the Council President made a statement at the beginning of the hearing 
containing the information required by section 7 of the Act; and 

WHEREAS; the Council considered TriMet's application, the recommendations of the 
LUFO Steering Committee and ODOT, the staff report, the Findings of Fact and Conclusions of 
Law and all public testimony presented on the application; now, therefore, 

BE IT RESOLVED THP ... T the Metro Council: 

1. Hereby amends the 1998 Land Use Final Order (LUFO) for the South/North Light Rail 
Project, and adopts the LUFO for the Columbia River Crossing Light Rail Project, Expo 
Center/Hayden Island Segment of the SouthINorth Light Rail Project, attached and 
incorporated into this resolution as Exhibit A, including the locations of the light rail 
route, station and highway improvements extending from the Expo Center to the Oregon
Washington line, and as shown in Exhibit A to be identical to the TriMet LUFO 
application. 

2. Adopts the Findings of Fact and Conclusions of Law, attached and incorporated into this 
resolution as Exhibit B, as the Council's written findings demonstrating ho\v the 
application and Council's decision comply with the applicable criteria. 

3. Authorizes the Council President to sign the Final Environmental Impact Statement for 
the 1-5 Columbia River Crossing Project. 

.. ADOPTED by the Metro Council this 11th day of August, 2011. 

Tom Hughes, Council President 

Approved as to form: 

Alison Kean Campbell, Acting Metro Attorney 

3 
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BEFORE THE METRO COUNCIL 

FOR THE PURPOSE OF AMENDING THE 1998 ) 
LAND USE FINAL ORDER FOR THE ) 
SOUTHINORTH LIGHT RAIL PROJECT AND ) 
ADOPTING A LAND USE FINAL ORDER FOR ) 
THE EXPO CENTERIHA YDEN ISLAND ) 
SEGMENT OF THE PROJECT INCLUDING THE ) 
1-5 COLUMBIA RIVER CROSSING BRIDGE ) 
AND ASSOCIATED HIGHWAY ) 
IMPROVEMENTS 

RESOLUTION NO. 11-4280 

INTRODUCED BY COUNCILOR REX 
BURKHOLDER 

WHEREAS, the Oregon Legislature enacted Oregon Laws 1996, Chapter 12 (the Act), 
establishing procedures for developing the SouthINorth Light Rail Project through adoption by 
the Metro Council of a Land Use Final Order (LUFO); and 

WHEREAS, in accordance with section 4 of the Act, the Oregon Land Conservation and 
Development Commission adopted criteria to govern Council review of an application for a 
LUFO for the SoutbJ./1'-~orth Light Rail Project, or any segment of it, on Ma)! 30, 1996; and 

WHEREAS, the Metro Council endorsed a Locally Preferred Alternative (LPA) for the 1-
5 Columbia River Crossing Project by Resolution No. 08-3960B (For the Purposes of Endorsing 
the Locally Preferred Alternative for the Columbia River Crossing Project and Amending the 
Metro 2035 Regional Transportation Plan with Conditions), adopted Julv 17, 2008. that includes 
extension of South/North Light Rail from the Expo Center to Vancouver, Washington; and 

WHEREAS, among the conditions of Council endorsement of the LPA was a list of 
concerns and considerations, contained in Exhibit A to Resolution No. 08-3960B. to be 
addressed before the Council would approve a land use final order for the project: and 

\VliEREAS. by Resolution No. 11-4264 (For the Purpose of Concludin g that the 
Concerns and Considerations Raised about the Columbia River Crossing Project in Exhibit A to 
Resolution No. 08-3960B Have Been Addressed Satisfactorily). adopted June 9. 2011. the 
Councilil~~~nted th~ responses to the concerns and considerations. based upon the assessment 
set forth in Exhibit B to Resolution No. 11-4264. and the acknowledgement that further 
refinements and decisions. involving the Council. would be made to address the concerns and 
considerations during later design, engineering and financial phases of project development with 
involvement ofthe Council and the local community and its elected representatives: and 

WHEREAS, Metro's Regional Transportation Plan (RTP) calls for extension of light rail 
from the Expo Center to Vancouver, Washington, as part of the 1-5 Columbia River Crossing 
Project and places the project on the RTP's Financially Constrained Roadway Network; and 

WHEREAS, section 6.3.2.1 of the RTP required reconsideration of the 1-5 Columbia 
River Crossing Project and amendment of the RTP if the number and design of auxiliary lanes on 
the 1-5 Columbia River Bridge or approaches to the bridge are inconsistent with the description 
of the project in the RTP; and 
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WHEREAS, in accordance with section 6 of the Act, on June 23,2011, the LUFO 
Steering Committee recommended that TriMet filed an application for the Expo 
Center/Vancouver segment of the Southll'iorth Light Rail Project v,ith submit to Metro an 
application for, and the Metro Council adopt an amendment to the 1998 South!t-~orth Light Rail 
LUFO to approve the light rail route, a station and highway improvements recommended by both 
the LUFO Steering Committee and ODOT within the Expo CenterlHayden Island Segment of 
the SouthINorth Light Rail Project; and 

WHEREAS, in accordance with section 6 of the Act, in a letter from Matt Garrett, 
Director, the Oregon Department of Transportation (ODOT) recommended that- TriMet submit 
to Metro an application for, and the Metro Council adopt, an amendment to the 1998 
South/North Light Rail L1.JFO to approve the light rail route, a station and highway 
improvements within the Expo CenterlHayden Island Segment of the Sout!:v'J'-Jorth Light Rail 
Project; and 

WHEREAS, in accordaIlce with section 6 of the Act, on July 13,2011, TriMet filed an 
application for a LUFO for the Expo CenterlHayden Island segment of the SouthINorth Light 
Rail Project with the light rail route, station and highway improvements recommended by both 
the LUFO Steering Committee and ODOT; and 

WHEREAS, the light rail route, station and highway improvements are in the form of 
boundaries within which the light rail route, station and highway improvements will be located, 
as required by section 6 of the Act; and 

WHEREAS, the number and design of auxiliary lanes on the 1-5 Columbia River Bridge 
and the approaches to the bridge project proposed in the TriMet LUFO application are consistent 
with the 1-5 Columbia River Crossing Project described in the RTP; and 

WHERE/\S, by Resolution No. 11 426'1 (For the Purpose of Concluding that the 
Concerns and Considerations raised about the Columbia River Crossing Project in Exhibit A to 
R~solution No. 08 3960B Have Been Addressed Satisfactorily), adopted June 9, 2011, the 
Council detennined that the conditions set forth in Resolution No. 3960B had been satisfied; and 

WHEREAS, Metro published a notice in The Oregonian, containing all the information 
required by section 7 of the Act, on July 14, 2011, of a public hearing before the Metro Council 
to consider TriMet's LUFO application on August 11,2011; 

WHEREAS, Metro provided additional public notice of the August 11,2011, public 
hearing by mailing postcards to all persons who own property within 250 feet of the proposed 
light rail alignment and stations and by posting notice at Metro's website, both on July 14, 2011; 
and 

WHEREAS, Metro sent notice of the public hearing on July 15,2011, to ODOT, 
Clackamas and Multnomah counties and the cities of Portland, Milwaukie, Gladstone, Gresham 
and Oregon City; and 

2 
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WHEREAS, the Council finds and determines that The Oregonian is a newspaper of 
general circulation in the region and the above-described notices are reasonably calculated to 
give notice to persons who may be affected substantially by a decision to approve TriMet's 
LUFO application; and 

WHEREAS, on July 14, 2011, Metro made available for public inspection a staff report 
addressing compliance ofTriMet's application with the requirements of the Act; and 

WHEREAS, the Council held a public hearing on the TriMet LUFO application on 
August 11, 2011; and 

WHEREAS, the Council President made a statement at the beginning ofthe hearing 
containing the information required by section 7 of the Act; and 

WHEREAS; the Council considered TriMet's application, the recommendations of the 
LUFO Steering Committee and ODOT, the staff report, the Findings of Fact and Conclusions of 
Law and all public testimony presented on the application; now, therefore, 

BE IT RESOLVED THAT the Metro Council: 

1. Hereby amends the 1998 Land Use Final Order (LUFO) for the SouthlNorth Light Rail 
Project, and adopts the LUFO for the Columbia River Crossing Light Rail Project, Expo 
Center/Hayden Island Segment of the Soutlll'N"orlh Light Rail Project, attached and 
incorporated into this resolution as Exhibit A, including the locations of the light rail 
route, station and highway improvements extending from the Expo Center to the Oregon
Washington line, and as shown in Exhibit A to be identical to the TriMet LUFO 
application. 

2. Adopts the Findings of Fact and Conclusions of Law, attached and incorporated into this 
resolution as Exhibit B, as the Council's written findings demonstrating how the 
application and Council's decision comply with the applicable criteria. 

3. Authorizes the Council President to sign the Final Environmental Impact Statement for 
the 1-5 Columbia River Crossing Project. 

ADOPTED by the Metro Council this 11 th day of August, 2011. 

Tom Hughes, Council President 

Approved as to form: 

3 
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Alison Kean Campbell, Acting Metro Attorney 
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Exhibit A to Resolution No. 11-4280 

2011 SouthlNorth Land Use Final Order Amendment 

Columbia River Crossing Project 
Expo CenterlHayden Island Segment 

Adopted by the Metro Council 

August 11, 2011 
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1. Introduction 

This document constitutes a Land Use Final Order (LUFO) for the SouthINorth Project in 
accordance with Oregon Laws 1996, Chapter 12 (House Bill 3478). This 2011 SouthINorth 
LUFO Amendment is the fifth in a series of LUFOs adopted by the Metro Council that 
established or amended the light rail route, light rail stations, light rail park-and-ride lots and 
maintenance facilities, and the highway improvements for the SouthINorth Project, including 
their locations. The four previously adopted LUFOs are as follows: 

• On July 23, 1998, the Metro Council adopted Resolution No. 98-2673 (the 1998 
LUFO), establishing the initial light rail route, stations, lots and maintenance facilities 
and the highway improvements, including their locations, for the SouthINorth Project. 

• On October 28, 1999, the Metro Council adopted Resolution No. 99-2853A (the 1999 
LUFO), amending the 1998 LUFO to reflect revisions for that portion of the 
SouthINorth Project extending from the Steel Bridge northward to the Portland 
Metropolitan Exposition Center (Expo Center), primarily along Interstate Avenue. The 
1999 LUFO modified the northern light rail alignment; established, relocated or 
expanded light rail station locations along that align..TIent; and authorized park=and= 
ride lots at Portland International Raceway (PIR) and the Expo Center along the light 
rail route. 

• On January 15, 2004, the Metro Council adopted Resolution No. 03-3372 (the 2004 
LUFO), further amending the previous SoutrJiNorth LUFO resolutions to (l) establish 
the light rail route, stations and park-and-ride lots, including their locations, along the 
Interstate-205 right-of-way from the Gateway Transit Center to Clackamas Regional 
Center; (2) modifY the route along the downtown Portland Transit Mall to extend light 
rail transit (LRT) to Portland State University (PSU) and establish, adjust or relocate 
station locations; (3) modifY the 1998 LUFO for the segment from Portland to 
Milwaukie by revising the alignment and adding study areas; (4) remove the 1998 
LUFO designations from Milwaukie to Clackamas Regional Center; and (5) complete 
technical amendments to the 1999 LUFO alignment to reflect the final built 
configuration at certain stations consistent with the Full Funding Agreement Grant 
approved by the Federal Transit Administration. 

• On July 25, 2008, the Metro Council adopted Resolution No. 08-3964 (the 2008 
LUFO), amending the 1998 and 2004 SouthINorth LUFOs as they relate to the 
segment of the SouthINorth Project extending from Portland State University (PSU) in 
downtown Portland through SE Portland and downtown Milwaukie to SE Park 
Avenue in unincorporated Clackamas County. The 2008 LUFO realigned the light rail 
route between PSU and SE i h A venue; established the route from SE Tacoma Street 
to SE Park Avenue; relocated light rail stations or authorized new stations along the 
light rail route; and established the park-and-ride lots and highway improvements for 
the Portland to Milwaukie segment. 

Page 1: Exhibit A to Resolution No. 11-4280 
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This 2011 SouthINorth LUFO Amendment (the 2011 LUFO) amends the 1998 LUFO as it 
relates to the segment of the SouthINorth Project in north Portland extending northward from 
the Expo Center and the Interstate 5 Nictory Boulevard Interchange to the 
Oregon/Washington state line on the Columbia River. This 2011 LUFO realigns the light rail 
route between the Expo Center and the Oregon/Washington state line westward from its 
alignment in the 1998 LUFO and it relocates the Hayden Island station west of its previous 
location. Over the river it provides for the light rail route to be accommodated on the lower 
tier of a new southbound Interstate 5 bridge. This 2011 LUFO also establishes a number of 
highway improvements, including new northbound and southbound Interstate 5 Columbia 
River bridges and removal of the existing bridges; widening of Interstate 5 in both directions 
between approximately N Victory Boulevard and the Oregon/Washington state line on the 
Columbia River; new or modified interchanges at N Marine Drive, Hayden Island and Victory 
Boulevard; a new integrated rail/vehicular/bicycle pedestrian bridge cOl1_necting Hayden 
Island with the Expo Center; and roadway realignments, widenings, modifications and new 
connections within the project area. 

This 2011 LUFO further provides for expansion and improvement of the Ruby Junction 
Maintenance Facility along NW Eleven Mile Avenue in Gresham within the facility 
boundaries established in the 2008 LUFO, to accommodate and maintain additional LRT 
vehicles associated with the Columbia River Crossing Project. 

2. Requirements of House Bill 3478 

Chapter 12 of the 1998 Oregon Laws (House Bill 3478) provides procedures for siting the 
SouthfNorth light rail route, associated light rail facilities, and the highway improvements 
included in the SouthINorth Project. In brief, it provides a set of regulations for making and 
for appealing land use decisions related to the SouthINorth Project as it may be amended or 
extended from time to time. The law includes a provision directing the Land Conservation and 
Development Commission (LCDC) to adopt criteria for land use final orders; a requirement 
that TriMet make application for land use final orders; requirements for how the Metro 
Council conducts its public hearings; and procedures for appeal. 

Pursuant to House Bill 3478, upon application by TriMet and following a public hearing held 
on August 1 L 20] L and in consideration of the whole record and based on a finding that 

--o-~- --;> - ;J _ 

there is substantial evidence supporting the proposed action, the Metro Council hereby adopts 
this 2011 SouthINorth LUFO Amendment for the Project by Resolution No. 11-4280. 

3. Establishment of Columbia River Crossing Project Light Rail Routes, 
Stations, Maintenance Facilities and Highway Improvements, Including their 
Locations 

The Metro Council approves the light rail route, light rail station and highway improvements 
identified textually below and illustrated in the location boundary maps (Figures 1.1 to 1.3) 
that follow. These light rail facilities and highway improvements and their location 
boundaries are identical to those that the LUFO Steering Committee and ODOT 
recommended to TriMet and that TriMet included in its application for a LUFO amendment. 

Page 2: Exhibit A to Resolution No. 11-4280 
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The Metro Council also approves expansion and improvement of the Ruby Junction 
Maintenance Facility within the location boundaries established in the 2008 LUFO to 
accommodate light rail vehicles associated with the Columbia River Crossing Project. See 
Figure 2.1. 

The LUFO boundary maps contained in this order were prepared using cad line work of 
proposed improvements on top of aerial photos taken in 2005 and 2007. The maps illustrate 
the adopted boundaries at an approximate scale of one inch equals 400 feet. The boundaries 
shown on these maps represent the areas within which the light rail facilities and highway 
improvements may be located. 

Preliminary and final engineering have not yet been completed. Preliminary and advanced 
preliminary engineering will continue until about October 2012, when the Project is expected 
to enter into its final engineering phase. With more detailed engineering ~'1d environmental 
information available, some variations from the illustrations in the attached figures may be 
needed when the project is built. Accordingly, the LUFO shows a larger, more generalized 
boundary than that actually needed for the track alignment, station and highway 
improvements to accommodate such variations. Final location of the light rail facilities and 
highway improvements anywhere within the boundaries found on the LUFO maps would be 
consistent with this LUFO. 

The 1998 LUFO established a light rail alignment that included a segment extending from 
downtown Portland across the Steel Bridge and through northeast and north Portland to the 
Expo Center and the Oregon/Washington state line. The 1999 LUFO amended the light rail 
alignment for that portion located between approximately the Steel Bridge and the Expo 
Center. 

This 2011 LUFO further modifies the 1998 LUFO by: 

1) Relocating the light rail alignment and Hayden Island station farther to the west; 

2) Relocating the light rail alignment leading into Vancouver, Washington onto the 
lower tier of a new southbound Interstate 5 bridge; 

3) Providing significant highway improvements between approximately N. Victory 
Boulevard and the Oregon/Washington state line on the Columbia River, including but 
not limited to new northbound and southbound Interstate 5 bridges to accommodate 
highway, rail, pedestrian and bicycle travel; widening of northbound and southbound 
Interstate 5 to accommodate three travel lanes and two auxiliary lanes; and 
interchange and roadway modifications and improvements and new roadway. 

In the 1998 LUFO there were two segments that, together, provided LRT service between the 
Expo Center and the Oregon/Washington state line on the Columbia River. These segments 
were the North Portland segment and the Hayden Island segment. In the 1999 LUFO, the 
Metro Council renamed the portion of the North Portland segment extending from south of 
the Columbia Slough near N Columbia Boulevard to the Expo Center the "Expo Center 
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Segment." This 2011 LUFO amendment retains the name "Expo Center Segment" and 
extends it to N Marine Drive, where the Hayden Island Segment begins. This 2011 LUFO 
amendment also extends the Expo Center and Hayden Island segments east of Interstate 5 
approximately 2,500 feet to include all areas identified for highway improvements. For 
convenience purposes, these two segments are consolidated and addressed as a single segment 
(Expo CenterlHayden Island). 

Light Rail Alignment and Station 

From the Expo Center station, the light rail alignment proceeds northward under N Marine 
Drive and onto a new, integrated light rail/vehicularlbicyc1e/pedestrian bridge crossing over 
the North Portland Harbor onto Hayden Island west of 1-5. The alignment then continues 
north"ward to'wards Vancouver, Washington, crossing over N Hayden Island Drive onto the 
lower deck of the new southbound Interstate 5 bridge, 

A single light rail station is located in the Expo Center/Hayden Island Segment. The Hayden 
Island Station will be elevated and positioned adjacent to 1-5, over or near Tomahawk Island 
Drive. Tomahawk Island Drive will be extended under 1-5 to provide a third east/west street 
connection for Hayden Island. 

There are no new park-and-ride lots or maintenance facilities within the Expo CenterlHayden 
Island Segment. 

Highway Improvements 

The highway improvements m the Expo CenterlHayden Island Segment include the 
following: 

1. New northbound and southbound 1-5 Columbia River bridges and removal of the 
existing I-5 Columbia River bridges. The new southbound bridge is a two-tier bridge 
with highway on the upper deck and light rail on the lower deck. The new northbound 
bridge is a two-tier bridge with highway on the upper deck and bicycle and pedestrian 
facilities on the lower deck. Each new bridge will include three travel lanes and two 
auxiliary lanes. 

2. Widening of 1-5 in both the northbound and southbound diiections from }~ Victory 
Boulevard to the Oregon/Washington state line. Northbound, I-5 will widen from three 
travel lanes at N Victory Boulevard to three travel lanes and two auxiliary lanes on the 
new northbound 1-5 Columbia River bridge. Southbound, 1-5 will narrow from three 
travel lanes and two auxiliary lanes on the new southbound 1-5 Columbia River bridge 
to three lanes south ofN Victory Boulevard. 

3. A newly designed 1-5/Marine Drive interchange, including ramps connecting 1-5 with 
N Marine Drive and NE Martin Luther King Jr. Boulevard. 

4. A newly designed I-5/Hayden Island interchange including relocated northbound and 
southbound exit and entrance ramps. 
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5. A new integrated light raillvehicularlbicycle/pedestrian bridge west of 1-5 connecting 
Hayden Island with the Expo Center and N Expo Road. 

6. Realignment and widening of NE Martin Luther King Jr. Boulevard between the new 
I-5lMarine Drive interchange and approximately N Hayden Meadows Drive. 

7. Realignment and widening ofN Marine Drive between N Gantenbein Avenue and N 
Vancouver Way. 

8. Modification, widening and extension of N Vancouver Way between east of N Haney 
Drive and approximately the light rail alignment west ofl-5. 

9. Realignment and widening of NE Union Court between N Hayden Meadows Drive 
and N Vancouver Way. 

10. A new northbound connection between NE Martin Luther King Jr. Boulevard and N 
Vancouver Way and a new southbound connection between NE Martin Luther King 
Jr. Boulevard and NE Union Court. 

11. Realignments, widening and roadway modifications to N Jantzen Avenue, N Jantzen 
Drive and N Hayden Island Drive. 

12. Modification, widening and extension of N Tomahawk Island Drive from east of N 
Jantzen Drive to the west of 1-5. 

13. Construction of a new roadway west of 1-5 and the light rail alignment between N 
Jantzen A venue and N Hayden Island Drive. 

14. A new public road extending N Expo Road westward to N Force Avenue. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which the above described light 
rail facilities and highway improvements would be located. 

Ruby Junction Maintenance Facility 

The Ruby Junction Maintenance Facility along NW Eleven Mile Avenue in Gresham was first 
authorized in 1980 as part of the Portland to Gresham light rail project. The facility includes 
light rail tracks, vehicle storage spaces and maintenance bays, an operation center, and related 
facilities necessary to maintain light rail vehicles. 

As part of the 2008 LUFO amendments for the Portland to Milwaukie Project, the Metro 
Council approved the modification and expansion of the Ruby Junction Maintenance Facility 
and adopted location boundaries for it. See Figure 2.1 of this 20 I 1 LUFO. This LUFO 
authorizes the use of that facility to serve light rail vehicles associated with the Columbia 
River Crossing Project. Such use was expressly anticipated in the 2008 LUFO findings. 
Because use and improvement of the facility in connection with the Columbia River Crossing 
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project will occur within the location boundaries approved in 2008, no location boundary 
amendments are necessary. 

4. Interpretation of Terms 

As it did in the 1998, 1999, 2004 and 2008 LUFOs, the Metro Council interprets the terms 
"light rail route", "stations", "lots", "maintenance facilities" and "highway improvements" as it 
did in its previous SouthINorth LUFOs, to have the following meanings: 

• "Light rail route" means the alignment upon which the light rail tracks will be located. 
The light rail route will be located on land to be owned by or under the operating 
control of TriMet. 

., "Statioiis" means those facilities to be located along the light rail route for purposes of 
accessing or serving the light rail system. Stations include light rail station platforms; 
kiss-and-ride areas; bus transfer platforms and transit centers; vendor facilities; and 
transit operations rooms. 

• "Lots" means those parking structures or surface parking lots that are associated with a 
station, owned by or under the operating control of either Tri.f'.1et or another entity 
with the concurrence of TriMet, and intended primarily for use by persons riding 
transit or carpooling. Parking structures may include some retail or office spaces in 
association with the primary use. 

e "Maintenance facilities" means those facilities to be located on land to be owned or 
controlled by TriMet for purposes of operating, servicing, repairing or maintaining the 
light rail transit system, including but not limited to light rail vehicles, the light rail 
tracks, stations, lots, and ancillary facilities and improvements. Maintenance facilities 
include maintenance facility access trackways; storage tracks for light rail vehicles; 
service, repair and maintena.l1ce shops and equipment; office facilities; locker rooms; 
control and communications rooms; transit district employee and visitor parking lots; 
and storage areas for materials and equipment and non-revenue vehicles. 

e "Highway improvements" include new roads, road extensions or. road widenings 
outside existing rights-of-ways that have independent utility in themselves and are not 
needed to mitigate adverse traffic impacts associated with the light rail route, stations, 
lots or maintenance facilities. 

Also consistent with its previous SouthINorth LUFOs, the Metro Council determines that 
implementation of the SouthINorth LUFO under sections 8(1)(a) and (b) of Chapter 12 of the 
1996 Oregon LaVIS (HB 3478), including the construction, operation and maintenance of the 
light rail route, stations, lots and maintenance facilities and the highway improvements for the 
Project, necessitates and requires development approval of certain associated actions and the 
permitting of certain associated or ancillary facilities or improvements. These associated 
actions or ancillary facilities or improvements generally are required: (1) to ensure the safe 
and proper functioning and operation of the light rail system; (2) to provide project access; (3) 
to improve traffic flow, circulation or safety in the vicinity of the Project; or (4) to mitigate 
adverse impacts caused to the adjoining roadway network resulting from the alignment, 
stations, lots or maintenance facilities. For these reasons, these actions, facilities or 
improvements are integral and necessary parts of the Project. 
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The Metro Council further determines that the associated actions and ancillary facilities or 
improvements for the SouthINorth Project include, but are not limited to: ties, ballast, and 
other track support materials such as tunnels and bridges; modifications to existing tracks; 
retaining walls and noise walls; culverts and other drainage systems; traction electrification 
equipment including substations; light rail signals and communications equipment and 
buildings; lighting; station, lot and maintenance facility accesses, including road accesses, 
pedestrian bridges and pedestrian and bicycle accessways; roadway crossing protection; and 
the provision of pedestrian paths, bike lanes, bus stops, bus pullouts, shelters, bicycle storage 
facilities and similar facilities. They also include temporary LRT construction-related 
roadways, staging areas and road or lane closures; roadway reconstruction, realignment, 
repair, widening, channelization, signalization or signal modification, lane reconfiguration or 
reduction, addition or modification of turning lanes or refuges, modification of traffic 
circulation patterns, or other modifications or improvements that provide or improve Project 
access, improve traffic flow, circulation or safety in the vicinity of the Project, facilitate or are 
necessary for the safe or proper functioning and operation of the Project, or are necessary to 
mitigate adverse traffic impacts created by the Project; modifications of private roadways 
adjoining the Project; permanent road, lane or access closures associated with and 
necessitated by the Project; a.l1d other associated actions or associated or ancillary facilities or 
improvements related to the Project. 

5. Applicable Land Use Criteria 

On May 30, 1996, pursuant to Section 4 of House Bin 3478, LCDC established the criteria to 
be used by the Metro Council in making land use decisions establishing or amending the light 
rail route, stations, lots and maintenance facilities, and the highway improvements for the 
SouthINorth Project, including their locations. The approved criteria include two procedural, 
six substantive, and two alignment-specific standards, set out below. Compliance with these 
criteria must be demonstrated. 

Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah counties, 
the cities of Gladstone, Milwaukie, Oregon City and Portland, the Tri-County 
Metropolitan Transportation District of Oregon and the Oregon Department of 
Transportation to submit testimony on the light rail route, light rail stations, park-and
ride lots and vehicle maintenance facilities, and the highway improvements, including 
their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on 
the light rail route, light rail stations, park-and-ride lots, vehicle maintenance facilities 
and the highway improvements, including their locations. 
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Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on affected residential, 
commercial and industrial neighborhoods and mixed use centers. Identify measures to 
reduce those impacts which could be imposed as conditions of approval during the 
National Environmental Policy Act (NEPA) process, or, if reasonable and necessary, 
by affected local governments during the local permitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and 
vehicle maintenance facilities, including their locations, balancing (l) the need 
for light rail proximity and service to present or planned residential, 
employment and recreational areas that are capable of enhancing transit 
ridership; (2) the likely contribution of light rail proximity and service to the 
development of an efficient and compact urban form; and (3) the need to 
protect affected neighborhoods from the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (l) the need to improve the highway system with (2) the need to 
protect affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the permitting process. 

5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that 
adverse impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the l'~TEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, 
riparian, wetland and park and recreational areas, including the Willamette River 
Greenway, that are protected in acknowledged local comprehensive plans. w.'1ere 
adverse impacts cannot practicably be avoided, encourage the conservation of natural 
resources by demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

7. Identify adverse impacts associated with storm water runoff. Demonstrate that there are 
measures to provide adequate stormwater drainage retention or removal and protect 
water quality which could be imposed as conditions of approval during the NEP A 
process or, if reasonable and necessary, by local governments during the permitting 
process. 
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8. Identify adverse impacts on significant historic and cultural resources protected in 
acknowledged comprehensive plans. Where adverse impacts cannot practicably be 
avoided, identify local, state or federal review processes that are available to address 
and to reduce adverse impacts to the affected resources. 

Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City 
of Milwaukie's Downtown. Consider an extension of the light rail route connecting the 
City of Oregon City and the City of Gladstone with the City of Milwaukie via the 
Interstate 20S corridor andlor the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of 
Milwaukie's Downtown via inner southeast Portland neighborhoods and, in the City of 
Milwaukie, the McLoughlin Boulevard corridor, and further connecting the Central 
City with north and inner northeast Portland neighborhoods via the Interstate 
S/Interstate A venue corridor. 
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Exhibit B 
Metro Council Resolution No. 11-4280 

Findings of Fact and Conclusions of Law 

SouthlNorth Corridor Land Use Final Order 
Columbia River Crossing Project 

LVITL4L DRAFT 
7114111 

THIS DRAFT IS SUBJECT TO REVISION AND EXPANSION 
PRIOR TO FINAL METRO COUNCIL ACTION 
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1. Introduction 

1.1 Nature of the Metro Council's Action 

This action adopts a Land Use Final Order (LUFO) for the Columbia River Crossing (CRC) 
Project, which is an element of the larger SouthINorth Corridor Project. The action is taken 
pursuant to Oregon Laws 1996 (Special Session), Chapter 12 (referred to herein as "House 
Bill 3478" or "the Act"), which directs the Metro Council (Council) to issue LUFOs 
establishing the light rail route, stations, park-and-ride lots and maintenance facilities, and 
highway improvements for the SouthlNorth Project, including their locations (i.e. the 
boundaries within which these facilities and improvements may be located). 1,2 

This LUFO is the fifth in a series of LUFOs the Council has adopted for the SouthlNorth 
Project. The previously adopted LutOs are as follows: 

• On July 23, 1998, the Metro Council adopted Resolution No. 98-2673 (the 1998 
LUFO), establishing the initial light rail route, stations, lots and maintenance facilities 
and the highway improvements, including their locations, for the SouthINorth Project. 

• On October 28, 1999, the Metro Council adopted Resolution No. 99-2853A (the 1999 
LUFO), amending the 1998 LUFO to reflect revisions for that portion of the 
SouthINorth Project extending from the Steel Bridge northward to the Portland 
Metropolitan Exposition Center (Expo Center), primarily along Interstate Avenue. The 
1999 LUFO modified the northern light rail alignment; established, relocated or 
expanded light rail station locations along that alignment; and authorized park-and
ride lots at Portland International Raceway (PIR) and the Expo Center along the light 
rail route. 

• On January 15, 2004, the Metro Council adopted Resolution No. 03-3372 (the 2004 
LUFO), further amending the previous SouthINorth LUFO resolutions to (1) establish 
the light rail route, stations and park-and-ride lots, including their locations, along the 
Interstate-205 right-of-way from the Gateway Transit Center to Clackamas Regional 
Center; (2) modify the route along the downtown Portland Transit Mall to extend light 
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station locations; (3) modify the 1998 LUFO for the segment from Portland to 
Milwaukie by revising the alignment and adding study areas; (4) remove the 1998 
LUFO designations from Milwaukie to Clackamas Regional Center; and (5) complete 

I Metro's Regional Transportation Plan shows northward extension of light rail to Clark County Washington. 
However, the Metro Council's jurisdiction is limited to the Oregon portion of the SouthINorth Project. 
2Section 1(18) of HB 3478 defines the "Project" as "the portion of the SouthINorth MAX Light Rail Project 
within the Portland metropolitan area urban growth boundary including each segment thereof as set forth in the 
Phase I South North Corridor Project Locally Preferred Alternative Report, as may be amended from time to 
time or as may be modified in a Final Statement or the Full Funding Grant Agreement". The Columbia River 
Crossing Project extends the existing light rail alignment northward from the Expo Center to the 
Oregon/Washington state line. The Project also provides for highway improvements on and in the vicinity of 
Interstate 5 (1-5) between Victory Boulevard and the state line. 
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technical amendments to the 1999 LUFO alignment to reflect the final built 
configuration at certain stations consistent with the Full Funding Agreement Grant 
approved by the Federal Transit Administration. 

• On July 25, 2008, the Metro Council adopted Resolution No. 08-3964 (the 2008 
LUFO), amending the 1998 and 2004 SouthINorth LUPOs as they relate to the 
segment of the SouthINorth Project extending from Portland State University (PSU) in 
downtown Portland through SE Portland and downtown Milwaukie to SE Park 
Avenue in unincorporated Clackamas County. The 2008 LUFO realigned the light rail 
route between PSU and SE i h Avenue; established the route from SE Tacoma Street 
to SE Park Avenue; relocated light rail stations or authorized new stations along the 
light rail route; and established the park-and-ride lots and highway improvements for 
the Portland to Mil\vaukie segment. 

Tnis 2011 South!North LUFO Amendment (the 2011 UJFO) amends the 1998 LUFO as it 
relates to the segment of the South/]\cJorth Project in north Portland extending northward from 
the Expo Center and from the Interstate 5iVictory Boulevard Interchange to the 
OregorJWashington state line on the Columbia River. This 2011 LUFO realigns the light rail 
route between the Expo Center and the Oregon/Washington state line westward from its 
alignment in the 1998 LUFO and it relocates the Hayden Island station west of its previous 
location. It also provides for the rail route to be accommodated on the lower tier of a new 
southbound Interstate 5 bridge. This 2011 LUFO also establishes a number of highway 
improvements for the Columbia River Crossing Segment of the South/North Project, 
including new northbound and southbound Interstate 5 bridges; widening of Interstate 5 in 
both directions between approximately N Victory Boulevard the Oregon/Washington state 
line on the Columbia River; new or modified interchanges at Marine Drive, Hayden Island 
and Victory Boulevard; a new integrated rail/vehicular/bicyc1e pedestrian bridge connecting 
Hayden Island with the Expo Center; and roadway realignments, widenings, modifications 
and new connections within the project area. 

This 2011 LUFO also provides for expansion and improvement of the Ruby Junction 
Maintenance Facility along NW Eleven Mile Avenue in Gresham to accommodate and 
maintain additional LRT vehicles associated with the Columbia River Crossing Project. 

This 2011 LUFO is also the latest in a long string of land use final orders dating back to 1991 
to the approval of the first LUFO for the Westside Corridor Project. That LUFO, and several 
amendments to that LUFO which followed, expanded the Portland metropolitan region's 
commitment to a multi-modal transportation network including light rail transit serving 
populations to the north, south, east and west of the Central City, an improved state highway 
and local street network, and facilities to encourage walking and bicycle traveL These steps 
coincided with the Land Conservation and Development Commission's adoption in 1991 of 
the Transportation Planning Rule, which encourages and supports the availability of a variety 
of transportation choices for moving people that balance vehicular use with other modes to 
avoid principal reliance on anyone mode. The Westside LUFOs, among other things, 
approved the extension of light rail initially through Portland, unincorporated Washington 
County and Beaverton and then later into downtown Hillsboro. They also approved highway 
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and bicycle improvements associated with the light rail projects, including the widening of 
US 26 and Oregon 217, new or modified freeway ramps, a new bridge crossing US 26 at 
Sylvan, a new collector-distributor road system west of the Sylvan Interchange, a new US 26 
bridge crossing at Sylvan, the closing of some local accesses to and from US 26, local street 
realignments, modifications and improvements, and bicycle facilit'y improvements extending 
from approximately the Oregon Zoo to Oregon 217. The SouthINorth Project continued this 
commitment to a multi-modal transportation system with a series of light rail and highway 
improvements extending along the SouthINorth corridor between Clackamas County and the 
Oregon/Washington state line.3 The Council anticipates that this 2011 LUFO amendment will 
not be the final step in that process, as House Bill 3478 envisions that at some future point, 
light rail transit will extend farther south into Oregon City. 

1.2 Relationship of Council's Order to Requirements of the National 
Environmentai Poiicy Act of 1969 

Like the 1998, 1999, 2004 and 2008 LUFOs before it, this 2011 LUFO is adopted solely to 
implement the provisions in HB 3478 authorizing the Council to make land use decisions on 
the light rail route, stations, lots and maintenance facilities and the highway improvements for 
the SouthJNorth Project, including their locations. This land use decision is not required by 
the National Environmental Policy Act of 1969 (NEPA) or other federal law. 

1.3 Requirements of House Bill 3478 

Section 6(1) of House Bill 3478 requires the Council to "establish the light rail route, stations, 
lots and maintenance facilities, and the highway improvements for the project or project 
extension, including their locations." Section 6(l)(a) :thrther provides that the locations for 
each of these facilities and improvements: 

"shall be in the form of boundaries within which the light rail route, stations, 
lots and maintenance facilities, and the highway improvements shall be 
located. These boundaries shall be suffiCient to accommodate a4justments to 
the spec(jic placements of the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for which need commonly arises 
upon the developrnent of more detailed environmental or engineering data 
following approval of a Full Funding Grant Agreement." 

Section 6(2) of the ,Act addresses amendments to the 1998 LUFO. It provides: 

''Any siting of the light rail route, a station, lot or maintenance facility, or a highway 
improvement outside the locations established in a land use final order, and any new 
station, lot, maintenance facility or highway improvement, shall require a land use 

3 The region's rail transit system now has 50 miles of light rail, with a new line south from the Central City to 
Milwaukie (7.3 miles) in final planning stages. The system includes a 14.7-mile commuter rail serving the 
southwest part of the region, opened in 2008, and four miles of streetcar with another eight miles under 
construction. Future light rail projects under consideration include a light rail line along the Bm·bur Boulevard 
corridor. 
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final order amendment or a new land use final order which shall be adopted in 
accordance with the process providedfor in subsection (1) of this section." 

Section 7 of HB 3478 requires the Council to apply land use criteria established by the Land 
Conservation and Development Commission (LCDC) in making decisions in a land use final 
order on the light rail route, stations, lots and maintenance facilities, and the highway 
improvements, including their locations, and to prepare and adopt findings of fact and 
conclusions of law demonstrating compliance with those criteria. These findings serve to 
demonstrate compliance with LCDC's criteria for the modifications selected in this LUFO 
amendment. 
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2. Amendments to the Light Rail Route, Stations, Lots and 
Maintenance Facilities, and Highway Improvements for the Project, 
Including Their Locations 

2.1 Introduction 

The Metro Council initially approved a light rail route, stations, park-and-ride lots, 
maintenance facilities and highway improvements for the Project, including their locations, in 
the 1998 LUFO. That decision established an alignment from the Clackamas Town Center 
through downtown Milwaukie to downtown Portland and northward to the 
Oregon/Washington state line on the Columbia River. 

The 1999 LUFO modified the 1998 LUFO by relocating the light rail alignment farther to the 
west, establishing new light rail station locations, and providing an interim terminus at the 
Expo Center. The remainder of the Project outside that portion between the Steel Bridge and 
the Expo Center remained unchanged. 

This 20] 1 LUFO modifies the 1998 LUFO by: 

1) Relocating the light rail alignment and Hayden Island station farther to the west; 

2) Relocating the light rail alignment leading into Vancouver, Washington onto the 
lower tier of a new southbound L'1terstate 5 bridge; 

3) Providing significant highway improvements between approximately N. Victory 
Boulevard and the Oregon/Washington state line on the Columbia River, including but 
not limited to new northbound and southbound Interstate 5 bridges to accommodate 
highway, rail, pedestrian and bicycle travel; widening of northbound and southbound 
Interstate 5 to accommodate three travel lanes and two auxiliary lanes; and 
interchange and roadway modifications and improvements and new roadway 
connections within the Project area. 

These 2011 findings replace and supersede findings supporting the 1998 LUFO as follows: 

• That part in Section 6.4.8 of the 1998 LUFO findings addressing the portion of the 
North Portland segment between the Expo Center and N Marine Drive; 

• In their entirety, Section 6.4.9 of the 1998 LUFO findings addressing the Hayden 
Island segment. 

Further, to the extent these 2011 LUFO findings create inconsistencies with other sections of 
the 1998 or 1999 LUFO findings [see, e.g., Sections 2.1, 6.1 and 6.3], these 2011 findings 
control and supersede the earlier findings. 

This 2011 LUFO also authorizes use of the Ruby Junction Maintenance Facility in Gresham 
to serve light rail vehicles associated with the Columbia River Crossing Project. 
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2.2 Selected Expo CenterlHayden Island Segment Amendments 

The Metro Council amends the 1998 LUFO and the 1999 LUFO to select and establish the 
locations of the light rail route, stations, lots, maintenance facilities and highway 
improvements identified below. The Council finds that its selected light rail route, stations, 
lots, maintenance facilities and highway improvements, including their locations, are identical 
to those for which TriMet requested Council approval in its "Application for SouthINorth 
Land Use Final Order Amendment (Expo CenterlHayden Island Segments)", which TriMet 
filed on July 13, 2011 and which the Council incorporates herein by this reference.4 The light 
rail route, station, and highway improvements selected by this amendment are described 
textually and illustrated on the maps contained in the Council's adopted 2011 LUFO. 

III the 1998 LlJFO there were two segments that, together, provided LRT service bep"xleen the 
Expo Center and the Oregon/Washington state line on the Columbia River. These segments 
were the North Portland segment and the Hayden Island segment. 11 the 1999 LUFO, the 
1'.1etro Council renamed the portion of the North Portland segment extending from south of 
the Columbia Slough near N Columbia Boulevard to the Expo Center the "Expo Center 
Segment." This 2011 LUFO amendment retains the name "Expo Center Segment" and 
extends it to N Marine Drive, where the Hayden Island Segment begins. This 2011 LUFO 
amendment also extends the Expo Center and Hayden Island segments east of Interstate 5 
approximately 2,500 feet to include all areas identified for highway improvements. For 
convenience purposes, these two segments are consolidated and addressed as a single segment 
(Expo CenterlHayden Island) in these findings. 

The Metro Council now deems it appropriate to approve the 2011 LUFO changes for the 
Expo Center/Hayden Island Segment as follows: 

Light Rail Alignment 

From the Expo Center station, the light rail alignment proceeds northward under N Marine 
Drive and onto a new, integrated light rail/vehicularlbicycle/pedestrian bridge crossing over 
the North Portland Harbor onto Hayden Island west of 1-5. The alignment then continues 
northward, crossing over N Hayden Island Drive onto the lower deck of the new southbound 
Interstate 5 bridge. 

From the state line on the Columbia River, the alignment continues northward into 
Vancouver, Washington. Because the portion of the Project in the State of Washington is 
outside the jurisdiction oftne State of Oregon, it is not subject to compliance with House Bill 
3478 and is not addressed in the LUFO or these LUFO findings. 

Light Rail Stations 

A single light rail station is located in the Expo CenterlHayden Island Segment. 

4 TriMet's application is attached as Exhibit B to Resolution No. 11-4289. 
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The Hayden Island Station will be elevated and positioned adjacent to 1-5, over or near 
Tomahawk Island Drive. Tomahawk Island Drive will be extended under I-5 to provide a 
third east/west street connection for Hayden Island. The Hayden Island Plan calls for retail 
development, a mixed-use station community, and a well-connected street system to be 
developed adjacent to the station. 

Park-and-Ride Lots 

There are no new park-and-ride lots in the Expo CenterlHayden Island Segment. 

Operations & Maintenance Facilities 

There are no operations & maintenance facilities in the Expo Center/Hayden Island Segment. 
Maintenance will be provided at the existing Ruby Junction Maintenance Facility in Gresham, 
discussed in Section 2.3 below. 

Highway Improvements 

The highway improvements III the Expo CenterlHayden Island Segment include the 
following: 

1. New northbound and southbound 1-5 Columbia River bridges. The southbound bridge 
is a two-tier bridge with highway on the upper deck and light rail on the lower deck. 
The northbound bridge is a two-tier bridge with highway on the upper deck and 
bicycle and pedestrian facilities on the lower deck. Each bridge will include three 
travel lanes and two auxiliary lanes. 

2. Widening of 1-5 in both the northbound and southbound directions from N Victory 
Boulevard to the Oregon/Washington state line. Northbound, 1-5 will widen fi'om three 
travel lanes at N Victory Boulevard to three travel lanes and two auxiliary lanes on the 
new northbound I-5 Columbia River bridge. Southbound, 1-5 will narrow from three 
travel lanes and two auxiliary lanes on the new southbound I-5 Columbia River bridge 
to three lanes south ofN Victory Boulevard. 

3. A newly designed 1-5lMarine Drive interchange, including ramps connecting 1-5 with 
N Marine Drive and NE Martin Luther King Jr. Boulevard. 

4. A newly designed 1-5lHayden Island interchange including relocated northbound and 
southbound exit and entrance ramps. The redesign is intended to further the Hayden 
Island Plan and implement features that are supportive of transit. 

5. A new integrated light raillvehicularlbicycle/pedestrian bridge west of 1-5 connecting 
Hayden Island with the Expo Center and N Expo Road. 

6. Realignment and widening of NE Martin Luther King Jr. Boulevard between the new 
I-5/Marine Drive interchange and approximately N Hayden Meadows Drive. 

7. Realignment and widening ofN Marine Drive between N Gantenbein Avenue and N 
Vancouver Way. 
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8. Modification, widening and extension ofN Vancouver Way between east ofN Haney 
Drive and approximately the light rail alignment west ofl-5. 

9. Realignment and widening of NE Union Court between N Hayden Meadows Drive 
and N Vancouver Way. 

10. A new northbound connection between NE Martin Luther King Jr. Boulevard and N 
Vancouver Way and a new southbound connection between NE Martin Luther King 
Jr. Boulevard and NE Union Court. 

11. Realignments, widening and roadway modifications to N Jantzen Avenue, N Jantzen 
Drive and N Hayden Island Drive. 

12. Modification, widening and extension of N Tomahawk Island Drive from east of N 
Jantzen Drive to the west ofl-5. 

13. Construction of a new roadway west of 1-5 and the light rail alignment between N 
Jantzen Avenue and N Hayden Island Drive. 

14. A new public road extending N Expo Road westward to N Force Avenue. 

j 5. Removal of the existing 1-5 Columbia River bridges. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which the above described light 
rail facilities and highway improvements would be located. 

2.3 Ruby Junction Maintenance Facility Improvements 

The Ruby Junction Maintenance Facility along NW Eleven Mile Avenue in Gresham was first 
authorized in 1980 as part of the Portland to Gresham light rail project. The facility includes 
light rail tracks, vehicle storage spaces and maintenance bays, an operation center, and related 
facilities necessary to maintain light rail vehicles. 

As part of the 2008 LUFO amendments for the Portland to Milwaukie Project, the Council 
approved the modification and expansion of the Ruby Junction Maintenance Facility and 
adopted location boundaries for it. See Figure 2.1 of this 2011 LlJFO. This LUFO authorizes 
the use of the facility to serve light rail vehicles associated with the Columbia River Crossing 
Project. Such use was expressly anticipated in the 2008 LUFO findings. Because use and 
improvement of the facility in connection with the Columbia River Crossing Project will 
occur within the location boundaries approved in 2008, the Council finds it is not necessary to 
amend those boundaries. 
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3. SouthlNorth Project Land Use Final Order Criteria 

On May 30, 1996, pursuant to Section 4 ofHB 3478, LCDC established the criteria to be used 
by the Council in making land use decisions establishing or amending the light rail route, 
stations, lots and maintenance facilities, and the highway improvements for the Project or 
Project Extension, including their locations. The approved criteria include two procedural, six 
substantive, and two alignment-specific standards, set out as follows: 

3.1 Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah Counties, 
the cities of Gladstone, Milwaukie, Oregon City and Portland, the Tri-County 
J'v1etropolitan Transportation District of Oregon and the Oregon Department of 
Transportation to submit testimony on the light rail route, light rail stations, park-and
ride lots and vehicle maintenance facilities, and the highway improvements, including 
their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on 
the light rail route, light rail stations, park-and-ride lots and vehicle maintenance 
facilities, and the highway improvements, including their locations. 

3.2 Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on affected residential, 
commercial and industrial neighborhoods and mixed use centers. Identify measures to 
reduce those impacts \vhich could be imposed as conditions of approval during the 
National Environmental Policy Act (l\TEP.A) process or, if reasonable and necessary, 
by affected local governments during the local permitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and 
vehicle maintenance facilities, including their locations, balancing (l) the need 
for light rail proximity and service to present or planned residential, 
employment and recreational areas that are capable of enhancing transit 
ridership; (2) the likely contribution of light rail proximity and service to the 
development of an efficient and compact urban form; and (3) the need to 
protect affected neighborhoods from the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (1) the need to improve the highway system with (2) the need to 
protect affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the permitting process. 
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5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that 
adverse impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, 
riparian, wetland and park and recreational areas, including the Willamette River 
Greenway, that are protected in acknowledged local comprehensive plans. Where 
adverse impacts cannot practicably be avoided, encourage the conservation of natural 
resources by demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

7. Identify adverse impacts associated with stormwater runoff. Demonstrate that there 
are measures to provide adequate stormwater drainage retention or removal and 
protect water quality which could be imposed as conditions of approval during the 
NEP A process or, if reasonable and necessary, by local governments during the 
pennitting process. 

8. Identify adverse impacts on significant historic and cultural resources protected in 
acknowledged comprehensive plans. Where adverse impacts cannot practicably be 
avoided, identify local, state or federal review processes that are available to address 
and to reduce adverse impacts to the affected resources. 

3.3 Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City 
of Milwaukie's Downtown. Consider an extension of the light rail route connecting the 
City of Oregon City and the City of Gladstone with the City of Milwaukie via the 
Interstate 205 corridor andlor the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of 
]\1ihvaukie's DowntmvTI via inner southeast Portland neighborhoods and, in the City of 
Milwaukie, the McLoughlin Boulevard corridor, and further connecting the Central 
City with north and inner northeast Portland neighborhoods via the Interstate 
5/Interstate Avenue corridor. 

Compliance with Procedural Criteria 1 and 2 is demonstrated in Section 5 of these findings. 
Compliance with Substantive Criteria 3 through 8 is demonstrated in Section 6 (long-term 
impacts) and Section 7 (short term construction impacts) of these findings. The Council finds 
that Criterion 9 is not relevant to this 2011 LUFO because the SouthINorth Project already 
connects Clackamas Town Center with downtown Milwaukie and this amendment does not 
concern light rail extensions from Milwaukie to Gladstone or Oregon City. It finds that 
compliance with Criterion 9 has been addressed in prior SouthINorth LUFOs, including the 
2004 LUFO. Regarding Criterion 10, the Council finds that this 2011 LUFO amendment 
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further connects the Central City with the Kenton and Hayden Island neighborhoods in north 
Portland via the existing alignment along the Interstate Avenue corridor. 

For all of the reasons set out in these findings, the Council finds and concludes that these 
2011 LUFO amendments comply with the applicable LCDC criteria. 
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4. Implementation of a Land Use Final Order 

4.1 Overview of Process for Selecting Mitigation Measures 

LCDC Criteria 3 through 8 require the Council to identify (1) specified adverse impacts (e.g., 
impacts to neighborhoods and natural resources) that would result as a consequence of its 
decisions, and (2) "measures" to reduce those impacts which potentially could be imposed as 
conditions of approval during the NEP A process or, if reasonable and necessary, by local 
governments during the local jurisdiction permitting processes. Consideration of appropriate 
measures is consistent with local comprehensive plan policies and land use regulations which 
recognize that development can have adverse impacts on persons and property and which seek 
to reduce those impacts to the extent reasonable and permitted by law. 5 

The Council's decisions selecting the light rail route, stations, lots and maintenance facilities, 
and the highway improvements for the Project, including their locations, are not the final 
steps in the process culminating with completion of construction of the South/North Project. 
Subsequent to or concurrent with Council actions, Final Environmental Impact Statements 
(FElS) are submitted to the Federal Transit Administration (FTA) and the Federal Highway 
Administration (FHW A). As part of that process, mitigation plans are developed addressing 
mitigation of adverse impacts associated with the selected rail and highway improvements for 
the Project. In each case, following federal approval of the FElS, issuance of a Record of 
Decision and the signing of a Full Funding Grant Agreement with FT A and FHW A, the Final 
Design phase will begin. During Final Design, all necessary federal and state penn its tor 
project construction are obtained. 

Also during Final Design, the siting of light rail and highway improvements is subject to local 
permitting processes. Section 8(1 )(b) of House Bill 3478 directs all affected local 
governments and agencies to "issue the appropriate development approvals, permits, licenses 
and certificates necessary for the construction of the Project or project extension consistent 
with a land use final order." Section 8(1 )(b) further allows these affected local governments to 
attach approval conditions to their development approvals permits, licenses and certificates. 
However, any such conditions must be "reasonable and necessary" and "may not, by 
themselves or cumulatively, prevent implementation of a land use final order." Under Section 
8(3) of HB 3478, unreasonable or unnecessary conditions would include 1) measures for 
which there are insufficient funds within the Project budget to pay for those measures; 2) 
measures that would significantly delay the completion or otherwise prevent the timely 
implementation of the Project; and 3) measures that would significantly negatively impact 
Project operations. See also TriMet v. City of Beaverton, 132 Or App 253 (1995). A condition 
prevents implementation of a LUFO if its imposition would require TriMet to finance 
construction of the condition at the expense of improvements funded under the Full Funding 
Grant Agreement or to go beyond the available federal funds and local matching funds fVi the 
Project. The Council finds that these funds constitute the envelope of available funds for the 
Project. 

5Section 1(17) of HB 3478 defines "measures" to include "any mitigation measures, design features, or other 
amenities or improvements associated with the project or project extension." 
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In summary, Criteria 3 through 8 require the Council to identifY measures which potentially 
"could be imposed" later in the process as part of an approved mitigation plan under NEPA or 
through local permitting (if reasonable and necessary). However, the actual determination and 
imposition of appropriate measures occurs only through these later federal or local processes, 
not through this Council action. The Council finds this approach to be reasonable and 
appropriate, particularly given that the LUFO is not based on final design plans. Through final 
design, many identified adverse impacts may be avoided, and appropriate mitigation can be 
better determined. 

4.2 Effect of Land Use Final Order on Local Comprehensive Plans and 
Land Use Regulations 

Section 8(1)( a) of HB 3478 requires the affected cities .and counties and Metro to a.'1lend their 
comprehensive or functional plans, including their public facility and transportation system 
plans and land use regulations, to the extent necessary to make them consistent with a land 
use final order. Section 8(2) further provides that a LUFO "shaH be fully effective upon 
adoption." 

The legal effects of these provisions are (1) to immediately authorize, as permitted uses, the 
light rail route, stations, lots and maintenance facilities and the highway improvements, 
including their locations, as identified and approved in a land use final order, and (2) to 
require appropriate plan and land use regulation amendments so that local llliid use 
requirements are consistent with a land use final order. 6 However, as noted above, the uses 
approved in a land use final order remain subject to local imposition of reasonable and 
necessary approval conditions under Section 8(l)(b). 

Wnile approval of a LlJFO identifies where rail and highway improvements may go and 
authorizes their development at these locations subject to reasonable and necessary 
conditions, it does not concurrently prevent other uses allowed by existing zoning. Stated 
another way, a LUFO is not a right-of-way preservation tool. It does not prevent development 
of economically feasible uses currently permitted under acknowledged plans and land use 
regulations. It merely adds to the list of uses permitted on the properties affected by the LUFO 
without eliminating other uses from that list. 

Similarly, a LUFO does not require local zoning amendments to allow more intense scales of 
development. Instead, it requires amendments only as necessary to authorize the approved 
Project elements and ancillary facilities or improvements that may be required to ensure the 
safe and proper functioning and operation of the light rail system or other Project elements, 
provide Project access, improve traffic flow, circulation or safety in the Project vicinity, or 
mitigate adverse impacts resulting from the Project. 

6 This may require amendments to authorize the ancillary facilities and improvements for the SouthINorth 
Project. 
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In summary, Metro Council adoption of a LUFO has the immediate effect of authorizing, on 
the affected properties, the light rail and highway facilities and improvements approved in the 
LUFO. It also identifies the affected locations for future public acquisition for rail or highway 
purposes. However, LUFO adoption in no way prevents or limits currently allowed uses on 
these properties during the interim period pending ultimate public acquisition, nor does it 
mandate the rezoning of areas nearby light rail stations to achieve regional growth 
management objectives. 
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5. Compliance with Procedural Criteria (1-2) 

5.1 Criterion 1: Agency Coordination 

"Coordinate with and provide an opportunity for Clackamas and 
Multnomah Counties, the cities of Gladstone, Milwaukie, Oregon City and 
Portland, the Tri-County Metropolitan Transportation District of Oregon 
and the Oregon Department of Transportation to submit testimony on the 
light rail route, light rail stations, park-and-ride lots and vehicle 
maintenance facilities, and the highway improvements, including their 
locations. " 

Criterion 1 ensures ~v1etro coordination with the Tri-County Metropolitan Transportation 
n· . fO ('1"'·M \ 1-. 0 D +T . (ODO'1"'\ ,,1. • • .LJlstnct 0 regon .. net" tue regon epartment 0.. ransportatlOn .. " anu SIX cItIes 
and counties that are directly affected by the Project or Project Extension. Criterion 1 further 
requires Metro to provide these jurisdictions and agencies an opportunity to submit testimony 
on the light rail and highway facilities and improvements for the Project or Project Extension, 
including their locations. 

The light rail route, station, maintenance facility and highway improvement decisions that are 
the subject of this LUFO amendment fall within the jurisdictional boundaries of the cities of 
Portland and Gresham. The Metro Council finds that the City of Portland's planning, 
engineering, and other technical staff, as well as staff from TriMet and ODOT, have been 
actively involved in the process resulting in these proposed amendments, and that TriMet staff 
has met with City of Gresham staff with regard to expanding the Ruby Junction Maintenance 
Facility, 

The Council finds that Metro coordination with TriMet, ODOT, Clackamas and Multnomah 
Counties and the cities of Portland, Milwaukie, Gresham, Oregon City and Gladstone has 
occurred both through their participation on the LUFO Steering Committee to make 
recommendations to TriMet on a 2011 LUFO amendment (except for Gladstone) and through 
invitations to these local governments and agencies to submit testimony to the Metro Council 
on this amendment. The Council finds that on or about June 13, 20] 1, TriMet staff mailed 
Project materials (Proposed LU1~O Steering Committee .l'Recommendation Concerning the 
2011 South/North Land Use Final Order, dated June 23, 2011) describing all aspects of the 
proposed Project to ODOT and to elected officials of the cities of Portland, Milwaukie, 
Gresham, and Oregon City, the counties of Multnomah and Clackamas, and Metro, providing 
them with information regarding the proposed 2011 LUFO amendments for the Columbia 
River Crossing Project. The Council further finds that the LUFO Steering Committee, which 
includes representatives from Metro, TriMet, ODOT, Clackamas and Multnomah Counties, 
and the cities of Portland, Milwaukie, Gresham and Oregon City, reviewed the proposed 
LUFO amendments and on June 23, 2011, made recommendations to TriMet on those 
amendments as documented in the 2011 LUFO and as provided for in Section 6(1)(a) of 
House Bill 3478. Also, the Council finds that ODOT separately submitted its own 
recommendations to TriMet as required by Section 6(1)(a). 
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In addition, the Metro Council finds that notice of its August 11, 2011, public hearing to 
consider this LUFO amendment was mailed directly to each of the above-identified local 
governments and agencies identified in Criterion 1, including the City of Gladstone, thus 
providing those local governments and agencies with the opportunity to submit testimony to 
the Council on the proposed LUFO amendments at that hearing. 

In adopting these 2011 LUFO amendments, the Metro Council carefully considered the 
recommendations of the LUFO Steering Committee and ODOT and the comments of the 
affected jurisdictions. The Council's decision in this 2011 LUFO amendment proceeding is 
fully consistent with TriMet's application, which in turn is consistent with the 
recommendations of the LUFO Steering Committee and ODOT. 

For all ofthese reasons, the Metro Council finds that Criterion 1 is satisfied. 

5.2 Criterion 2: Citizen Participation 

"Hold a public hearing to provide an opportunity for the public to submit 
testimony on the light rail route, light rail stations, park-and-ride lots and 
vehicie maintenance faciiities, and the highway improvements, including 
their locations." 

Criterion 2 ensures that the public has an opportunity to submit testimony and be heard in the 
process leading to the Metro Council's selection of the light rail route, stations, lots and 
maintenance facilities, and the highway improvements for the Project, including their 
iocations. 

On August 11, 2011, consistent with Criterion 2, the Metro Council held a public hearing and 
accepted public testimony on the proposed amendments to the 1998 UJFO and the 1999 
LUFO. This followed public notice, which Metro published in The Oregonian on July 14, 
2011, which is more than 14 days prior to its hearing. The Metro Council finds that The 
Oregonian is a newspaper of general circulation and that this publication of notice in The 
Oregonian meets and exceeds the requirements for notice set out in HB 3478. 

L'1 addition to the published notice, a postcard mailing announcing the hearing was mailed to 
people on Metro's SouthINorth mailing list for the Columbia River Crossing Project. This list 
includes owners of property within 250 feet of the light rail and highway alignments and 
within 250 feet of the Ruby Junction Maintenance Facility boundary_ 

Also, announcements of the 2011 LUFO public hearing were included on Metro's website. 

Further, the Metro Council finds that there has been substantial community participation in 
the process leading to the selection of the proposed amendments. The Metro Council takes 
notice of, and incorporates by reference herein, the description of the community participation 
process leading up to adoption of these 2011 LUFO amendments as set out in Appendix B of 
the Columbia River Crossing Draft Environmental Impact Statement (May 2008). 
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In summary, the Metro Council finds that the holding of the public hearing on August 11, 
2011, satisfies the requirement of Criterion 2. It further determines and concludes that the 
notices provided through publication, mailings, recorded announcements and by other means 
were reasonably calculated to give notice to people who may be substantially affected by the 
Metro Council's decision on TriMet's application. 
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6. Compliance with Substantive Criteria (3-8) Long Term Impacts 

6.1 Introduction 

The Columbia River Crossing portion of the SouthINorth Project will extend SouthINorth 
LRT from the Expo Center to the Oregon/Washington state line on the Columbia River and 
then farther northward into Vancouver, Washington. The total length of the LRT extension is 
2.9 miles, of which 1.0 mile is within the State of Oregon. Additionally, the Columbia River 
Crossing portion of the Project will provide two new bridge spans over the Columbia River, 
enhance pedestrian and bicycle travel in the area, widen and improve 1-5, and substantially 
improve mobility on and the connectivity of the surrounding roadway network between N 
Victory Boulevard and the Columbia River. 

This LUFO amendment affects the Hayden Island segment and a portion of the Expo Center 
segment of the SouthINorth Project, as identified by the Council in the 1998 and 1999 
LUFOs. For ease of analysis, those two segments are addressed as a single, consolidated 
segment (Expo Center/Hayden Island) in these findings. 

6.2 Supporting Documentation 

In addition to the findings of fact addressing the selected light rail route, stations, maintenance 
facilities and highway improvements for the Columbia River Crossing Section of the 
SouthfNorth Project, the Metro Council believes, adopts and incorporates by reference herein 
the facts set forth in the follo\ving documents: 

*Columbia River Crossing Draft Environmental Impact Statement (2008) 
*Preliminary Columbia River Crossing Technical Reports (including appendices) 
(2011): 

* Acquisitions Technical Report 
* Air Quality Technical Report 
* Archaeology Technical Report 
* Aviation Technical Report 
*Cumulative Effects Technical Report 
*Economics Technical Report 
*Ecosystems Technical Report 
*Electromagnetic Fields Technical Report 
*Energy Technical Report 
*Environmental Justice Technical Report 
*Geology and Groundwater Technical Report 
*Hazardous Materials Technical Report 
*Historic Built Environmental Technical Report 
*Indirect Effects Technical Report 
*Land Use Technical Report 
*Navigation Technical Report 
*Neighborhoods and Population Technical Report 
*Noise and Vibration Technical Report 
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*Parks and Recreation Technical Report 
*Public Services Technical Report 
*TDM and TSM Technical Report 
*Traffic Technical Report 
*Transit Technical Report 
*Utilities Technical Report 
*Visual and Aesthetics Technical Report 
*Water Quality and Hydrology Technical Report 
*Wetlands and Jurisdictional Waters Technical Report 

* Stacked TransitlHighway Bridge Memorandum 
*Highway, local road and transit roll map 
*Biological Assessment for Threatened, Endangered, and Candidate Fish 
*Draft Stormwater Management Design 

Additionally, the Metro Council takes official notice of the following documents: 
*Metro Regional Framework Plan and its components, including the 2040 Growth 
Concept Map 
*Urban Growth Management Functional Plan (codified in Metro code) 
*2035 Regional Transportation Plan (RTP) and its components, including the 
Regional High Capacity Transit System Plan 
*Metro Ordinance No. 10-1241B, adopting the 2035 RTP 
*City of Portland Comprehensive Plan 
*City of Portland Transportation System Plan 
* 1998 South!i~orth Land Use Final Order Findings 
*1999 South/North Land Use Final Order Findings of Fact and Conclusions of Law 
*Metro Resolution No. 11-4264, including attached exhibits 

6.3 Expo CenterlHayden Island Segment: Findings and rvIitigation 
Measures 7 

As noted in Section 2.2 of these findings, the Expo Center/Hayden Island Segment of the 
SouthlNorth Project includes the following facilities in Oregon: 

• For light rail, the Project extends the existing MAX light rail facilities from the Expo 
Center Station in north Portland northward across Hayden Island to the 
Oregon/Washington state line on the Columbia River. The light rail transit alignment is 
located to the west of the alignment approved in the 1998 South/North LUFO and 
includes one LR T station on Hayden Island. 

7 The 1998 SouthINorth LUFO was supported by "general findings" addressing impacts and measures applicable 
to all segments of the SouthINorth Project (Section 6.3), and by "segment-specific findings" addressing 
additional impacts specific to a particular segment of the Project (Section 6.4). The 1999,2004 and 2008 LUFO 
amendments incorporated the "general findings" by reference while making new segment-specific findings. 
Because this 2011 LUFO amendment consolidates the Expo Center and Hayden Island segments into a single 
segment for purposes of impact analysis, the "general findings" are not incorporated by reference but rather 
restated herein on a criterion-by-criterion basis. In restating these general findings, the Council relies on the 
factual base that was established as part of the 1998 LUFO decision. 
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• For the highway improvements, the Project begins just south ofN Victory Boulevard and 
extends northward to the Oregon/Washington state line on the Columbia River. The multi
modal Project includes a new bridge crossing over the Columbia River (including the LRT 
extension noted above), and related high~ay, interchange and bicycle and pedestrian 
improvements. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which these light rail facilities 
and highway improvements will be located. 

6.3.1 Criterion 3: Neighborhood Impacts 

"Identify adverse economic, social and traffic impacts on affected 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessary, by affected 
local governments during the local permitting process." 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
balancing (1) the need for light rail proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light raH proximity and sen"ice to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neighborhoods from the identified adverse impacts." 

"B. Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

Criterion 3 requires the Council to provide for a light rail route, stations, lots, maintenance 
facilities and associated highway improvements, "balancing" the need to protect affected 
neighborhoods from identified adverse impacts with the positive benefits provided by light 
rail proximity and service (including the development of an efficient and compact urban form) 
and by an improved highv/ay system. 

The Council finds that the Columbia River Crossing Project amending the 1998 LUFO 
includes both light rail facilities and associated highway improvements. These improvements 
were identified and analyzed as Alternative 3 in the DElS issued in 2008. After a public 
hearing on the DEIS on May 29, 2008 and extensive public review, a Locally Preferred 
Alternative (LPA) was selected. The LPA was endorsed by TriMet and ODOT and is being 
advanced into the Final Environmental Impact Statement as the Preferred Alternative. The 
Preferred Alternative includes the light rail improvements necessary and appropriate to extend 
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the SouthINorth Light Rail Project into the State of Washington and the associated highway 
improvements, as presented in this application. 

The Council finds that the Project, as set out in the LP A and the LUFO application, will be a 
significant transportation improvement project in which light rail, highway, bicycle and 
pedestrian improvements are all associated as part of an integrated, multi-modal project. The 
Council finds that the affected local governments and agencies involved in this Project have 
expressed strong interest that the Project be a joint light rail and highway project. It finds that 
the associated highway improvements directly and indirectly serve the light rail improvements 
by accommodating the alignment (e.g., new 1-5 bridges, new arterial bridge over the North 
Portland Harbor) or providing regional and local access to the Expo Center and Hayden Island 
light rail stations (e.g., 1-5 interchange improvements, access and circulation improvements 
and roadway modifications on Hayden Island and in the vicinity of the Marine Drive 
interchange). The Council further finds that some of the highway improvements are needed 
for engineering purposes to accommodate the new bridge containing the light rail alignment 
and the modifications to the 1-5 interchanges and their approaches. And the Council finds that 
the light rail and highway improvements are linked together as well in federal and state 
proposals for funding the Project. See Metro Resolution No. 11-4264 and Exhibit A attached 
thereto, incorporated herein by this reference. 

Description of Affected Neighborhoods in the Expo CenterlHayden Island Segment 

The consolidated Expo Center/ Hayden Island segment extends north from N Marine Drive 
across the North Portland Harbor and Hayden Island to the Oregon/Washington state line in 
the Columbia River. The segment includes portions of the East Columbia, Kenton, Bridgeton 
and Hayden Island neighborhoods. These neighborhoods are identified and described in the 
Neighborhoods and Population Technical Report, incorporated herein by reference. Major 
public land uses in this segment include the Portland International Raceway, the Expo Center, 
and Delta Park. 

The East Columbia Neighborhood is located directly east of 1-5 and extends from the 
Columbia Slough north to Marine Drive. East Columbia contains a variety of land uses 
including large recreational and entertainment uses on the western and eastern boundaries of 
the neighborhood. One such use is East Delta Park, which is 86 acres in size. It features the 
Delta Sports Complex vvith five lighted softball fields and a Synthetic soccer field. The 
complex also hosts additional softball fields, seven grass soccer fields, six sand volleyball 
courts, a playground, picnic tables, an off-leash dog area, and nature trails. The neighborhood 
also includes wetlands, trucking companies, and small industrial businesses. Other amenities 
within the East Columbia Neighborhood are Portland Meadows Race Track and Columbia 
Edgewater Golf Course. Between these large tracts of land are several manufactured home 
parks and large tracts of industrial land. 

The East Columbia Neighborhood contained an estimated 2000 US Census population of 344. 
The percentage of African American residents is approximately twice that of the county or 
city, while the percentage of Hispanic or Latino residences is substantially smaller than that of 
the county or city. The percentage of population 65 years of age or older is one-third of the 
city percentage and slightly more than one-third of the county percentage. 
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The Kenton Neighborhood is located west ofI-5 and extends from Lombard Avenue to North 
Portland Harbor. Kenton contains a wide range of uses, including residential, commercial, 
industrial, and recreational. Single-family residential development is concentrated south of 
Columbia Boulevard, with commercial and industrial uses located to its north. Multi-family 
residential dwellings are scattered throughout the neighborhood, but a majority are found 
among densely packed commercial structures along Interstate and Lombard Avenues. 
The northern portion of Kenton contains multiple community resources including Portland 
International Raceway, Heron Lakes Golf Course, Multnomah County Fairgrounds, and the 
Expo Center. The large Paul Bunyan statue at the intersection of N Interstate and N Argyle 
Avenues, the Kenton Neighborhood Rose Garden, and the Historic Kenton Firehouse are also 
important cultural resources that provide identity to the community. West Delta Park and 
Vanport Wetlands serve as natural resources, as does Kenton Park on Brandon Avenue. There 
are many historic resources including the Kenton commercial historic shopping district on 
Denver .cA'l-venue, the historic David Cole House on N McClellan, and the historic Kenton 
Firehouse on Brandon A venue. 

The Kenton Neighborhood contained an estimated 2000 US Census population of 7,086. The 
percentage of African American residents in Kenton is more than twice that of the county or 
city, while the percentage of Hispanic or Latino residents is slightly higher than that of the 
county or city. The percentage of population 65 years of age or older is within one percent of 
the city percentage and county percentage. 

The Bridgeton Neighborhood is located east of 1-5 on North Portland Harbor. It is an early 
Portland neighborhood with cottages built between 1915 and 1930 along the Columbia River. 
Residential uses are concentrated at the eastern end of the neighborhood, both on land in 
rowhouses and detached single-family dwellings, and on the river in floating homes. 
Industrial uses can be found directly adjacent to J-5 around the Marine Drive interchange. 
There is a smali commercial node at Marine Drive and 1-5. Columbia High School and its 
adjacent playfield act as important community resources, as do the neighboring sloughs and 
the Columbia River, which provide recreational uses. 

The Bridgeton Neighborhood contained an estimated 2000 US Census population of only 39 
within the area of notential imnact from the COLUM~IA RIVER CROSSING Project. The , , ~ 

percentage of Hispanic or Latino population is lower than the county and city, while the 
percentage of African Americans is double that found in Multnomah County and almost 
double the percentage found in Portland. The percentage of population 65 years of age or 
older is one-third of the city percentage and slightly more than one-third of the county 
percentage. 

While a range of uses is located in the Hayden Island Neighborhood, the primary use is 
commercial. Jantzen Beach Center, a large commercial mall, and other retail uses are located 
to the west ofl-5. Hotels and restaurants are also located on the island. Residential uses are 
located in the northwestern and eastern portions of the island. The residences in the 
northwestern area are manufactured homes. In the eastern portion of the island the residences 
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are both on the land and in the river; floating homes are located on the south side of the island 
and along North Portland Harbor. Small marinas are located around the island. 

The Hayden Island Neighborhood contained an estimated 2000 US Census population of 
2,086. The percentage of minority population and proportion of households below the poverty 
level is lower in the neighborhood than for the county and the region. The percentage of 
population over 65 years of age is considerably higher than averages for the county and the 
region 

The LRT alignment will generally parallel the west side of 1-5 through this segment, with a 
station located at the east end of the Jantzen Beach Center. 

Identify adverse economic, social and traffic impacts on affected neighborhoods. 
Identify measures to reduce those impacts. 

Economic, social and traffic impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section. Economic, social and traffic impacts are also described, 
along with corresponding mitigation measures, in the Acquisitions Technical Report, Aviation 
Technical Report, Economics Tecl:ulical Report, EnviroILmental Justice Teclmical Report, 
Land Use Technical Report, Navigation Technical Report, Neighborhoods and Population 
Technical Report, Traffic Technical Report, Transit Technical Report, and Visual and 
Aesthetics Technical Report. 

For the purpose of these findings, long-term adverse impacts generally are grouped under one 
of three headings: economic, social or traffic impacts_ The Council recognizes, ho\vever, that 
impacts often can fall under more than one heading. For example, impacts on freight 
movement may be relevant as both economic and traffic impacts. Displacements have both 
economic and social implications. Parking can be categorized as an economic, social and 
traffic concern. The Council intends these findings to be interpreted broadly to allow overlap 
among these different categories. 

Although the following list is not exclusive, the Council finds that the economic, social and 
traffic impacts associated with the Columbia River Crossing Project fall primarily within the 
following categories: 

Economic Impacts 
• Business displacements 
• Loss of parking/access 
• Tax base 
• Freight movement (train, truck, water and air) 

Socia! Impacts 
• Residential displacements 
• Access to community facilities 
.. Barriers to neighborhood interaction 
.. Safety and security 
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• Visual/aesthetic 

Traffic Impacts 

• Transit 
• Systemwide and local traffic impacts 

As noted, Criterion 3 directs the Council to balance these impacts with the need for light rail 
and highway improvements. Before identifying the adverse economic, social and traffic 
impacts on the affected neighborhoods, the Council finds it useful to briefly summarize the 
need for the light rail and highway improvements that comprise the Columbia River Crossing 
Project. 

Overview of Need for Light Rail and Highway Improvements in the Expo 
CenterlHayden Island Segment 

The Council finds that the Columbia River Crossing Project seeks to address problems 
relating to growing travel demand and congestion; impaired freight movement; limited public 
transportation operation, connectivity and reliability; safety and vulnerability to incidents; 
substandard bicycie and pedestrian facilities; and seismic vulnerability. 

1. Growing travel demand and congestion: Heavy congestion on 1-5 in the project area is 
the result of growth in regional population, employment, and interstate commerce. The 
existing I-5 crossing provides three lanes each for northbound and southbound travel, 
which can accommodate approximately 5,500 vehicles per hour in each direction. 
However, there are more people who want to use the crossing during peak periods than the 
bridges can accommodate, which results in stop-and-go traffic in the mornings and 
afternoons. Cars entering 1-5 have little room to accelerate and merge with highway traffic 
(short merging lanes), and cars on 1-5 have no room to pull off the highway (narrow or no 
shoulders) when an accident occurs or when vehicies break down. These conditions make 
congestion worse and decrease safety. Traffic can also become congested when the 
bridges' lift spans are raised to allow large river vessels to navigate underneath the 
bridges. 

2. Impaired freight movement: Congestion on 1-5 reduces freight mobility between 
regional markets in Portland and Vancouver, as well as national and international (Mexico 
or Canada) destinations along the 1-5 corridor. Freight trucks most often travel in the 
middle of the day to avoid congestion, but can be delayed by bridge lifts. As hours of 
congestion continue to increase over time, travei times for freight trucks wili continue to 
increase-even when traveling during the off-peak hours. This increases delivery times 
and raises shipping costs. It also negatively affects this region's economy. Truck-hauled 
freight in the Portland-Vancouver metropolitan region is expected to grow more rapidly 
than other forms of freight movement (such as marine-hauled freight). 

3. Limited public transportation operation, connectivity, and reliability: Congestion on 
1-5 reduces bus travel speeds and reliability. Local bus services currently travel between 
downtown Vancouver and downtown Portland. Express bus routes serve commuters by 
providing service directly from Clark County park-and-rides to downtown Portland. Both 
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of these services travel over the 1-5 bridges. Bus travel times from downtown Vancouver 
to Hayden Island increased 50 percent between 1998 and 2005. On average, local bus 
travel times are from 10 to 60 percent longer during peak periods than during off-peak 
periods. 

4. Safety and vulnerability to incidents: Over 300 vehicle crashes are reported annually on 
1-5 in the project area, making this one of the most accident-intensive sections ofl-5. This 
high accident rate is a result of multiple highway design features that do not meet current 
standards, including: 

• Close interchange spacing - Within the Columbia River Crossing Project area, 1-5 has 
six interchanges spaced approximately one-half mile apart. The recommended 
minimum distance between interchanges is one mile so that cars entering and exiting 
the highway have enough distance to fully merge with traffic or diverge to the off
ramp before the next interchange. 

• Short on- and off-ramps - Several on-ramps are not long enough for vehicles to reach 
highway speed before merging with highway traffic. Off-ramps are too short for safely 
slowing down, and during heavy traffic, these short ramps may cause exiting vehicles 
to back up onto 1-5. This generates traffic congestion lli'1d can cause accidents because 
maneuvering is difficult, especially for large trucks. 

• Vertical grade changes - A "hump" in the 1-5 bridges that accommodates the Columbia 
River shipping channel blocks the view of roadway conditions ahead. This blocked 
view reduces speeds 3..'1d creates potential hazards to motorists. 

• Narrow lanes and shoulders - Several portions of 1-5 in the project area have narrow 
inside and outside shoulders, while the 1-5 bridges essentially have no shoulders, with 
less than one foot between the outside lanes and the bridges' side barriers. The 
northbound 1-5 bridge also has lanes one foot narrower than the minimum standard for 
a highway, and no shoulders. These conditions place vehicles very close to physical 
barriers and other vehicles, causing motorists to slow down, and do not provide space 
for disabled or emergency vehicles. 

• Hazardous river navigation - The U.S. Coast Guard (USCG) allows ODOT to not 
raise the 1-5 bridges' lift spans during peak traffic periods because of the substantial 
impacts this would have on bridge traffic. This requires boats heading downstream 
(west) to navigate using the fixed "barge channel" near the middle of the river, and 
then quickly tum to line up with the narrow opening on the north end of the 
Burlington Northern Santa Fe (BNSF) railroad bridge, located about one mile 
downstream. This movement is especially difficult during high river levels. 

5. Substandard bicycle and pedestrian facilities: The bicycle and pedestrian paths on the 
1-5 bridges are very narrow (four feet wide in most places, decreasing to less than four feet 
at some locations) and extremely close to traffic and to the steel trusses. Also, the 
connections to these paths at both ends of the bridges are difficult to follow, especially 
around the Marine Drive and Hayden Island interchanges, which at times require riders to 
cross active roadways. Many existing non-motorized facilities cannot be used by persons 
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with disabilities, and thus do not comply with the Americans with Disabilities Act (ADA) 
accessibility standards. 

6. Seismic vulnerability: The 1-5 crossing of the Columbia River main stem consists of two 
bridges, one built in 1917 (the northbound structure) and the other built in 1958 (the 
southbound structure). The foundations of both bridges rest in soils that could liquefy 
during a major earthquake. Neither bridge was built to current earthquake safety standards 
and could be damaged or collapse during a major earthquake. 

Economic Impacts 

The overall quality of the transportation system is an important factor in the viability of the 
local and regional economy. For decades, transit has played an important role in maintaining 
the level of service and operation of the overall regional transportation system, particularly 
because the region has made a policy commitment to invest in transit improvements rather 
than expanded highway capacity. But for the overall transportation network to function 
efficiently, including transit service, significant highway improvements are necessary at 
times. This is the case with 1-5, which is the principal major arterial in Oregon serving 
statewide transportation needs, including the movement of freight. 8 

Overall, the Columbia River Crossing portion of the SouthINorth Project will result in 
positive impacts in the Expo CenterlHayden Island Segment because improved transit 
capacity will be available to support more intensive development in the Jantzen Beach area 
and the highway improvements, including the new 1-5 bridges, improvements to 1-5 and its 
interchanges, and improvements to local roadways in the area, will provide greater 
accessibility and mobility not just for automobile and truck traffic but also for transit riders, 
bicyclists and pedestrians. LRT will also offer an alternative to traveling on 1-5. However, the 
long-term benefit must be balanced by the short-term adverse economic impacts associated 
with the displacement of existing businesses on Hayden Isla11d and in and near North Portland 
Harbor. 

Business Displacements. In every instance where the SouthINorth Project displaces an 
existing commercial or industrial use, that represents an adverse economic impact. 
Displacements affect employment, incomes, services and taxes. Even though the adverse 
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significant on a region-wide or citywide level, the Metro Council recognizes and is 
sympathetic to the significance of each displacement at the individual business and 
community leveL The Council understands and acknowledges that relocations can cause 
significant anxiety and trauma not only to the company being displaced, but also to employees 
who work for the company. 

Given that the SouthINorth Project as a whole, including the Columbia River Project portion 
of the SouthlNorth Project, serves a largely developed urban area, it is impossible to avoid 
displacement impacts while still providing transit accessibility and highway improvements. 

81_5 serves this role for Washington and California as well, as (heading north to south) the freeway extends from 
the Washington/British Columbia border through major northwest metropolitan centers in Seattle, Tacoma, 
Olympia, Portland, Salem, Eugene and Medford into northern and southern California and their major urban 
centers. 
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To the extent feasible and practicable, the LRT route has been designed to follow existing 
public road and railroad rights-of-way to minimize displacement impacts. Locations for 
related facilities such as LRT stations, park-and-ride lots and operations & maintenance 
facilities also have been selected with the objective of balancing displacement and other 
adverse impacts with the positive benefits of LRT proximity and service. Highway 
improvements generally have been located within or next to existing highway right-of-way to 
minimize displacement impacts. 

Oregon Mainland. On the Oregon mainland south of Hayden Island, the Columbia River 
Crossing Project would displace five businesses in the Marine Drive area: a boat sales 
business, a boat repair business with an auxiliary boat dock, a billboard operated as a 
business, and two marine businesses with a total of 25 staff and approximately $10.6 in 
annual sales revenues. The boat sales business and the two marine-related businesses are 
dependent upon a location close to the river. Finding suitable locations for boat sales, a boat 
dock, and the repair and marine-related businesses may be difficult because much of the 
Columbia River area in the vicinity of freeway access is built up for either residential or 
industrial/commercial use. ODOT would provide relocation assistance to displaced 
businesses. 

Hayden Island. On Hayden Island, the Columbia River Crossing Project would displace an 
estimated 39 businesses on Hayden Island with a total of 643 employees and approximately 
$62.7 million in annual sales revenues. The displacements include a section of restaurant and 
bar establishments currently between the existing freeway and N Center Drive; a restaurant 
and a.t'l office supply store west ofN Center Drive; eateries and a cellular services store north 
ofN Hayden Island Drive; fast food and service establishlnents along}~ Jantzen Beach Drive; 
two cellular arrays nm as businesses both east and west of I-5; and the Safeway store east of 
1-5 between the existing freeway and N Jantzen Drive. 

Hayden Island is a regional draw because of the numerous big box retail establishments 
located west of the freeway and the Jantzen Beach SuperCenter. Although the extent of 
displacements caused by the project is great, these regional attractors would not be directly 
affected. The City of Portland has, however, documented a vision for this area in the Hayden 
Island Plan (City of Portland, adopted August 2009). This plan assumes redevelopment of the 
SuperCenter property into a Regional Retail Center (called a "Lifestyle Center") with mixed 
use and transit-oriented residential to the south. Redevelopment of the property is of interest 
to its current owners, who have entered into a design process, but planning has been put on 
hold because of current economic conditions. Even without redevelopment of the property, 
the retail uses west of the freeway could be assumed to draw regional traffic in the long run. 

More important from an economic standpoint is the effect of the project on island residents as 
customers andlor employees of displaced businesses. The majority of businesses displaced by 
the project serve mainly local clientele. These include a series of delis and bars west of the 
freeway; local fast food and sit-down restaurants; retail; and services. The project displaces 
one of the two banking establishments and the only grocery store on the island. ODOT would 
work with affected business owners to provide relocation assistance. 
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The Safeway Grocery Store is the only grocery store on Hayden Island since another grocery 
store (Zupan's) closed several years ago. The Columbia River Crossing Project may suggest 
replacement sites for the relocation of Safeway, but it is up to the store owners to choose their 
replacement location, if any. While Safeway may not relocate on the island, it could be 
replaced by other grocery stores. Officials representing the Jantzen Beach SuperCenter 
initiated a site plan review with the City of Portland for a relocation and expansion of the 
Target store on the island. Plans submitted to the City of Portland's Bureau of Development 
Review indicate that the Target store would include a grocery and a pharmacy. 

Safeway officials have indicated that it would be difficult for the store to relocate to another 
site on Hayden Island or in the Delta Park area because of the current lack of available sites. 
They may be able to locate a replacement store in either the North Portland area or South 
Vancouver. Alternately, Safeway may choose to remodel or expand existing stores in 
Vancouver or Portland. Relocation of Safeway to the north would mean a permanent loss in 
tax revenues for the City of Portland. Relocation to either the north or south would mean 
required travel on 1-5 or the local traffic bridge between Hayden Island and North Portland for 
all customers and employees currently living on the island. Added to this is that movement to 
another location could reduce the viability of other Safeway stores nearby. Currently there are 
six other Safeway storeS within five miles of the stOiC on Hayden Island. Four of these are in 
Vancouver and two are in Portland. 

The direct impacts on Hayden Island have the potential to significantly affect wage-earning 
opportunities for those seeking service industry employment. According to the Oregon 
EmploYTuent Department, the average salaries of most food preparation and service workers 
within Multnomah and Washington Counties fail within the range of$18,000 to $23,000 per 
year. Wages within this range would lift all individuals and most small families above the 
federaI. poverty guidelines and therefore would not constitute an environmental justice impact. 

Measures to Mitigate Displacement Impacts. The methods used to determine displacement 
impacts are described in the Acquisitions Technical Report. A displacement occurs if a use, 
such as a building or parking lot, is demolished or moved as a result of the project, or if 
people or a business is no longer able to occupy the building as a result of the project. 
Individuals or businesses that are displaced from their real or private property would be 
eligible to receive relocation benefits. 

Where property acquisition and residential or business displacements are unavoidable, the 
project would provide mitigation. These mitigation measures are addressed by federal and 
state regulations, which require that acquired property be purchased at fair market value and 
that individuals living in a residence displaced by the project be provided decent, safe, and 
sanitary replacement housing. Displaced households and businesses would be relocated per 
the Uniform Relocation and Real Property Acquisitions Policies Act of 1970, as amended 
(Uniform Act). Under these regulations, relocation experts would: 

• explain all relocation programs to the affected businesses; 
• assist in preparing and filing reimbursement claims; and 
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• Qsist in completing fonns required by the lending institutions, the Small Business 
Administration, and others associated with the lease or purchase of new properties. 

All properties required for the Columbia River Crossing Project will be acquired at fair 
market value for land and improvements. If only a portion of a property is required, the 
acquisition price will also reflect any measurable loss in value to the remaining property due 
to the partial acquisition. Generally, the relocation process occurs concurrently with the 
acquisition of affected properties. Relocation benefits vary between residential and business 
properties and may include payment for actual reasonable expenses of moving a business or 
personal property and/or other benefits, such as rent supplements, increased interest costs on 
replacement dwellings, reasonable search costs for new business sites, and business 
reestablishment costs. Relocation assistance for businesses could include moving costs, site 
search expenses, business reestablishment expenses, and assistance in locating a replacement 
business site. The specifics of relocation assistance are detennined on an individual basis and 
are based, in part, upon ownership or tenant status. 

Each acquiring agency (TriMet or ODOT) has an established advisory services program to 
ensure that displaced businesses or persons receive adequate assistance in relocating to a new 
business site or to decent, safe, and sanitary housing, respectively, ,,,lith a minimum of 
hardship. For displaced businesses, such services could include the hiring of an outside' 
specialist to assist in planning the move, making the move, and reinstalling machinery and 
other personal property. For displaced residents, these advisory services could include 
supplying infonnation concerning federal and state programs that offer assistance to displaced 
persons and technical help in applying for such assistance or providing transportation to 
displaced persons to search for or view replacement housing. These programs work to ensure 
that the acquiring agency takes advantage of all financial and personal resources available 
during the relocation process. 

The displacement of publicly owned facilities, such as the ODOT penn it center, could be 
mitigated by functionally replacing the property acquired with another facility that would 
provide equivalent utility. Alternately, such facilities could be provided relocation assistance 
in a similar fashion as displaced businesses. 

In some instances there may be opportunities for minor design modifications to avoid or 
reduce business displacement impacts. During the preliminary and final engineering 
processes, engineering staff will try to minimize displacement impacts to the extent 
practicable through design refinements. 

Although there are multiple vacant buildings on the island, including several in and around 
the Jantzen Beach SuperCenter, the island is limited in its capacity to provide appropriate 
replacement sites for the 39 businesses that would be displaced by the Project. As a result, 
many of these businesses may have to relocate outside the main project area. According to the 
Hayden Island Plan, there are plans to redevelop a portion of the Jantzen Beach SuperCenter 
site into a high-density mixed-use transit-oriented development supported by the new light 
rail station. This redevelopment would include new commercial space that could house 
existing businesses and attract new ones to the island. It is not known when this 
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redevelopment would occur, and therefore it is not known whether businesses displaced by 
the Project could be directly relocated to the newly constructed space. 

Several measures are potentially available to mitigate for the loss of service industry jobs on 
Hayden Island. Many large public projects in the region set goals for hiring local contractors, 
utilizing apprenticeships, and otherwise cooperating with job training programs. The City of 
Portland has requirements for City projects that pertain to both of these measures as well as 
the hiring of minority, women-owned, emerging, and disadvantaged businesses. The project 
could adopt similar goals for construction contracting. The project could include innovative 
requirements in its construction contracting and contractor selection, with the intent of 
providing job training and a preference for local services. 

\Vorkforce practices can be used to provide experience and business for disadvantaged 
workers and companies. For instance, apprentices could be used for a percentage of labor 
during construction. Alternatively, the project could set a goal for the percentage of 
construction dollars contracted to DBE finns with a focus on those in within the project area. 

Lastly, the project could work with TriMet to maintain the existing bus service that regularly 
connects Hayden Island with nearby grocery and other retail services. This may include 
additional routing on the island to provide greater transit access during construction. The 
project could also work with TriMet to maintain paratransit service for qualifying, mobility 
impaired Hayden Island residents. 

The provision of a Ught rail station, the completion of Tomahawk Drive, the improved 1-5 
access and capacity of the Hayden Island interchange, and the addition of direct local access 
on a new local multimodal bridge would provide beneficial land use and economic impacts 
and would all contribute to the viability and success of the redevelopment plans for the island 
and mitigate for the business displacements on the island. Additional beneficial effects would 
result in improvements in the local street network consistent with the Hayden Island Plan. 

Loss of Parkingi Access. The loss of parking, and loss or change of access can have adverse 
economic impacts on businesses. If the project must remove an existing access, and if that 
access cannot be safely and adequately relocated or reconfigured, then the entire business is 
assumed to be displaced. Even if alternative access is available, it may not be as convenient as 
the existing access and could result in some loss of business. 

Oregon Mainland. On the Oregon mainland there would not be impacts to on-street parking. 
However, the Expo Center parking lot would be reduced by 280 parking spaces, a reduction 
of 13 percent of the total parking. This area would be used for landscaping and the 
realignment of both Marine Drive and the new Expo Center Drive. The Expo Center seldom 
requires the use of all 2,100 parking stalls and any impacts that could be observed during peak 
events would likely be offset by the new light rail transit service provided connecting the 
Expo Center with Vancouver. 

The realignment of Marine Drive and the new Expo Center Drive would eliminate parking 
spaces in a parking lot located on ODOT land, which is currently leased by Diversified 
Marine for equipment storage. Currently there are approximately 20 unstriped parking spaces 
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in this parking lot. There is potential for identifying new space on the lessee's property or 
along property remainders for vehicle storage. 

Two existing freight and truck storage businesses would experience impacts to their parcels 
from construction of the Delta Park to Vancouver Way connection over Martin Luther King 
Jr. Boulevard, and a connection between Martin Luther King Jr. Boulevard and N Haney 
Drive via Vancouver Way. These new connections could require relocation of existing access 
for both parcels. This portion of the Columbia River Crossing Project would reduce the 
parking capacity on the truck storage parcel south of Vancouver Way by approximately 55 to 
60 vehicles, out of a total capacity of around 200 vehicles. Typical utilization is 
approximately 80 percent. This limits the number of vehicles able to park in the lot and could 
impact the viability of business at this location. The new roadway alignment bisects the 
existing storage lot, requiring a new access to be added for the northeastern segment cut off 
by the new road connecting to }..1arine Drive. The truck storage and distribution business north 
of Vancouver Way would lose approximately 50 truck parking spots, out of a total capacity of 
approximately 400 total spaces. The business could also lose some employee parking in one 
lot, though there is adequate room to relocate the displaced parking. Additionally, two fuel 
storage tanks and a refueling area located on the parcel would need to be relocated, potentially 
impacting existing parking configuration and reducing the number of available parking 
spaces. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the Columbia River Crossing Project would improve access and circulation 
overaiI, with specific benefit for commercial vehicles accessing the freeway from Marine 
Drive~ The realignment of ~v1arine Drive vvould still provide circulation to I~5, Vancouver 
Way, and Martin Luther King Jr. Boulevard. Accessing the existing area of Marine Drive 
northeast of I-5 would require a minimum level of out-of-direction travel, but access would 
remain with the development of a new underpass that crosses through Werner Enterprise to 
Vancouver Way and on to Marine Drive. 

A tire business would need to relocate its main entrance off of Vancouver Way to an existing 
access from N Haney Drive. A freight storage business south of Vancouver Way would need 
to relocate its entrance between N Haney Drive and the new connection to Marine Drive. 
Access would be kept open for the manufacturing facilities north of Marine Drive and west of 
I-5; however a local road would be constructed to preserve access to two businesses. The new 
Anchor Way extension under 1-5 would allow traffic to circulate back onto the major 
roadways east ofI-5 and would provide improved access to the west ofI-5 for the businesses 
along this roadway. 

The local traffic bridge connection between North Portland and Hayden Island would provide 
one lane in each direction over the North Portland Harbor, allowing residents and those 
accessing Hayden Island from the Oregon mainland an additional access option between the 
two areas, creating a local connection that currently does not exist. Local traffic near the 
arterial bridge and the Anchor Way extension could increase as drivers have the option to 
avoid the highway. 
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An aggregate gravel business's access and circulation would be modified. The access to the 
site would be via a driveway from the Anchor Way connection under 1-5. Currently vehicles 
accessing 1-5 from the site tum left directly onto Marine Drive. With the Columbia River 
Crossing Project, traffic accessing 1-5 north from the site would go south on the new access 
road, travel along the east side of the Expo Center parking lot, would tum right on Expo Road 
and right again on N Force Avenue, and would finally tum right on Marine Drive, accessing 
1-5 via the SPUI (phased highway option) or the flyover in the Full Build option. This is 
illustrated in Exhibit 4-5 ofthe Economics Technical Report. 

The option of constructing the Bridgeton Trail between Marine Drive and the Columbia River 
would require a partial acquisition of mUltiple industrial parcels though no displacements 
would occur, and no economic impacts are anticipated. Design of the trail would need to 
consider the potentially conflicting users of freight and recreational bicyclists and pedestrians. 
Intemai circuiation within the aggregate gravei business is currently difficult. Some backing 
of vehicles onto M:arine Drive is needed to access certain areas of the site. Left turns are 
currently allowed onto Marine Drive directly from the business but can be difficult when 
traffic flows are heavy. 

Hayden Island. There is cunently no on-street parking on Hayden Island. I-iowever, parking 
lot impacts would be experienced for the following properties adjacent to 1-5: Large hotel on 
N Hayden Island Drive (10 stalls removed of approximately 700); Hotel on N Jantzen Drive 
(8 stalls of 185); parking lot for floating homes (40 stalls of200), Jantzen Beach SuperCenter 
(175 stalls of 1300+). The Jantzen Beach SuperCenter parking lot would have 175 spots 
permanently removed, but because of the high number of overall parking spaces in the area, 
the effect of this change would be small - a sufficient supply of parking would remain at the 
SuperCenter to serve to serve anticipated future need most of the year, and the addition of 
light rail transit adjacent to the SuperCenter would help offset the small reduction in on-site 
parking. 

Overall, access to Hayden Island would be improved by the Project. The extension of the 
Yellow MAX Line would provide direct transit service for residents, employees, and 
customers between the island and both downtown Portland and Vancouver. The two-lane 
local traffic bridge between Hayden Island and North Portland would also provide an off
highway option for travelers between the island and mainland Oregon. The Project includes 
widening two east-west local streets, extending N Tomahawk Drive under 1-5, and widening 
N Jantzen Drive. Subsequent plans for the Jantzen Beach Super Center include rearranging 
the buildings around an extension ofN Tomahawk Drive and the development of a new road 
connecting N Jantzen Drive to N Hayden Island Drive. 

The widened N Jantzen Drive between the underpass with I-5 and N Hayden Island Drive to 
the north would acquire all the existing properties except for a fast food restaurant on the west 
and the hotel on the east side ofN Jantzen Drive. The Project would restrict access to both the 
hotel and the restaurant to right-inlright-out only movements. The hotel and restaurant along 
N Jantzen Beach Drive could experience circulation impacts, because the entrances and areas 
adjacent to the road are currently the primary access and circulation for the businesses. The 
expansion of the sidewalk along N Jantzen Drive to the east would require reconstruction of 
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the guest canopy and load/unload area currently facing the street. This is the primary entrance 
for guests to the hotel, and alterations to the canopy could impact business operations. Access 
to the large hotel along N Hayden Island Drive would be reduced from three points to one 
new access opposite the widened N Jantzen Drive. This entrance would also serve banquet 
services and restaurants located on the property. All four businesses could experience slightly 
impaired circulation in the parking lot and increased congestion at the entrance. However, the 
design for N Jantzen Drive extends into the parking lot of the hotel, and could cause internal 
circulation issues, as the guest loading/unloading canopies and the principal entrance to the 
hotels would be difficult to maintain with the extension of the street. 

The Columbia River Crossing Project team has coordinated with the City of Portland Office 
of Transportation, Bureau of Planning, the Portland Development Commission, and business 
owners on Hayden Island (truough the development of the Hayden Island Plan and an 
Interchange Area Management Plan for the 1-5lHayden Island Interchange), to identifY an 
adequate local circulation system, access spacing, and land use policies to manage demand on 
the interchange. 

Although portions of parking lots near the Hayden Island Station could potentially be used as 
a de facto park-and-ride, the availability of 2900 park-and-ride spaces in Vancouver, 
Washington should minimize this likelihood. Because there will be a toll for vehicles to cross 
the bridge, the Council believes and finds that most Washington commuters travelling by light 
rail would park in Vancouver rather than at Jantzen Beach. 

To mitigate for the adverse economic effects of the project, Ll1terchange Area Management 
Plans (IAMPs) for the Hayden Island and Marine Drive interchanges are currently being 
developed in coordination with the City of Portland, ODOT, and other stakeholders. These 
efforts are building off the adopted Hayden Island Plan and the work of the Marine Drive 
Stakeholders Group. The lAMPs will provide a framework for access management and local 
circulation decisions in the context ofthese interchanges. 

An Interstate Access Modification Request (IAMR) for the Hayden Island, Marine Drive, and 
Victory/Denver interchanges is also in preparation. The IAMR is a stand-alone document that 
includes the necessary supporting information needed for access modification requests to the 
Interstate System . .lAl-n LAl.},,1R provides the rationale for access modifications to the Interstate 
System and documents the assumptions and design of the preferred alternative, the planning 
process, the evaluation of alternatives considered, and the coordination that supports and 
justifies the request for an access revision. 

Tax Base. Local jurisdiction tax bases are affected in two ways by the development of large 
public infrastructure projects such as SouthINorth light rail. First, and by far the greatest long
term impact, is the development and redevelopment that could occur in conjunction with the 
project. As this development occurs, the value of the investments are added to the tax base. 
The effect of this kind of impact is difficult to estimate because it is dependent upon many 
independent private decisions that would occur in the future. However, the Council finds that 
the overall impact should be positive. 
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The second type of impact is the direct impact to tax bases that occurs through property 
acquisition for construction of the project. Private property is typically acquired by the 
Project. Through acquisition, this property converts to public property and, as such, is 
removed from the tax rolls unless resold for private purchase. Often, the short term impacts 
are minimal, as the loss in value in the tax rolls are offset over time by the expected greater 
increase in value added to the tax base due to new deveiopment in the corridor, specifically in 
station areas. 

As shown below, the Columbia River Crossing Project will have a negative economic impact 
on the tax base through the displacement of business uses from the tax rolls. However, the 
Council finds that tax base impacts associated with displacement may be shorter-term because 
the availability of light rail and highway improvements is expected to spur redevelopment of 
the commercial area around the Hayden Island Station and could enhance property values and 
the tax base on a long-term basis. 

Oregon Mainland. The five businesses displaced have an estimated right-of-way value of $4.1 
million, a property tax impact of $27,000, which is 0.01% of Multnomah County budgeted 
2008 property tax revenue. 

Hayden Island. The 39 businesses to be displaced have an estimated right-of-way value of 
$33.3 million, a property tax impact of $219,000, which is 0.10% of Multnomah County 
budgeted 2008 property tax revenue. 

Freight Movement. The area encompassed by the SouthlNorth Corridor is of critical 
importance to the movement of commodities within and through the Portland metropolitan 
area. The freight movement system in the SouthINorth Corridor is comprised of two primary 
transportation modes: freight railroads and trucking. Additionally, along the Columbia River, 
the movement of commodities also relies on water freight movement and air transportation. 

There are no rail lines crossed by LRT or the highway improvements in the Oregon portion of 
the Expo CenterlHayden Island Segment, so there will be no impact on rail freight movement. 

Truck traffic relies heavily on the major streets and highways in the SouthINorth Corridor and 
the region, including 1-5. The Project is expected to improve traffic conditions in the corridor 
compared to No-Build and therefore will improve conditions for truck traffic, as addressed in 
the Traffic Technical Report. Daily truck travel demand would be similar for the No-Build 
and the Project because the movement of freight is substantially related to economic 
conditions in the region, and freight moved by trucks is not likely to shift travel modes due to 
congestion. However, truck demands by time of day would likely change because there would 
be fewer congested hours with the Columbia River Crossing Project, resulting in more trucks 
during the commuter peak and midday hours. 

The Project would result in higher volumes of trucks during midday operations compared to 
the No-Build Alternative. The reduction in congestion and truck travel occurring throughout 
the day would mean more flexibility in truck scheduling and improved reliability of truck 
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shipments. Exhibit 7-10 of the Traffic Technical Report summarizes truck volumes by time of 
day. 

Adverse impacts to truck movements in the SouthINorth Corridor include both potential 
delays due to increased congestion or out-of-direction travel associated with light rail, and the 
possible loss of on-street loading zones. Localized delays to peak-period truck activity could 
occur due to increased congestion that would result from reductions in roadway/intersection 
capacity associated with light rail operations. However, the overall improvement to traffic 
conditions in the corridor mitigates the localized delays that would occur from light rail. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the Project would improve access and circulation overall, with specific benefit 
for commercial vehicles accessing the freeway from Marine Drive. The realignment of 
}\~1arine Drive \vould still provide circulation to I-5, Vancouver \xlay, and 11artin Luther King 
Jr. Boulevard. Accessing the existing area of Marine Drive northeast of 1-5 would require a 
minimum level of out of direction travel, but access would remain with the development of a 
new underpass that crosses under 1-5 to Vancouver Way and on to Marine Drive 

The Council finds that the project would improve truck traffic through better local intersection 
operations and fewer hours of congestion on 1-5 compared to the No-Build alternative. 

Segments of two navigable waterways are located within the SouthINorth Corridor: the North 
Portland Harbor and the main Columbia River channel. The United States Coast Guard 
(USCG) has jurisdiction over navigation within these waterways, and construction of a bridge 
across these \vaterv~ays will require the USCG's approval of a bridge permit under Section 9 
of the Rivers and Harbors Act of 1899 and the General Bridges Act of 1946, as amended. 
The CRC project would have a positive effect on marine commerce on the Columbia River. 
The existing 1-5 bridge structures each have nine piers which result in navigation "channels" 
between the piers. Three such channels are used for navigation: 

• A wide span with approximately 60 feet of mid-span vertical clearance; 
• A high span with approximately 70 feet of mid-span vertical clearance; and 
• A lift span with approximately 40 feet of mid-span vertical clearance when closed and 

180 feet when open. 

The wide span is the main channel used for navigation, but during high-water many barges 
need to use the high span, or require bridge lifts at the lift span. In 2004, there were 604 
bridge openings. The proposed 1-5 bridges would be high enough to allow the vast majority of 
vessels to pass without bridge openings. With the exception of a small number of specialized 
vessels that use the river infrequently, the majority of vessels require vertical clearances of 
less than 90 feet from the surface of the water to the bottom of the bridge deck. The project 
team, in consultation with the Coast Guard, established a 95-foot minimum vertical clearance 
for structures built without a lift span. Vertical clearances greater than 95 feet would raise the 
bridge structure into restricted airspace for flight navigation. The 95-foot clearance with the 
LP A will be fixed, not subject to lift restrictions, and accommodate all recreational and 
commercial vessels. Infrequent trips of marine contractor's cranes will not be accommodated. 
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Their cranes or cargo may be broken down, at a cost, to meet proposed clearances. Reduced 
clearances resulting from the project will be mitigated by significantly improved navigational 
safety. 

Currently, bridge openings are restricted to non-peak roadway commute hours. Thus, the new 
spans would provide more flexibility in operating schedules for marine commerce. The new 
spans would also eliminate some of the "S-Curve" marine movements currently required for 
marine traffic to pass under the highway and railroad bridge structures at their highest 
elevation. 

Six piers would support the bridge structures, which is three fewer than exist on the current 
bridges, thus widening the horizontal clearance of navigation channels. The bridge span 
length would be 465 feet, with 390 feet of clearance for marine travel between the pile caps, 
which would be an increase over the width of the "main channel" by 127 feet and a decrease 
of the "barge channel" width by 121 feet. The current main channel 'width is 263 feet, and the 
barge channel has a horizontal clearance of 511 feet. The longer span lengths in the main 
channel would provide more room for boat captains to maneuver between the piers and 
improve the inherent safety of marine navigation. 

The North Portland Harbor does not include a designated shipping channel, and is largely 
travelled by recreational boaters and those accessing the water-oriented uses along the Harbor. 
All of the new structures would have at least as much vertical clearance over the river as the 
existing North Portland Harbor bridge. 

The Council finds that the project will improve marine navigation due to the removal of the 
"S-Curve" maneuver that currently exists, the removal of bridge lifts and associated 
restrictions, and the reduction in the number of piers in the river. 

Two airports are located near the Columbia River Crossing Project area. Portland 
International Airport (PDX) is located about three miles southeast of the project on the 
Oregon side of the Columbia River. It is the major regional airport and serves large 
commercial passenger and freight service, private aircraft, and the Air National Guard. 
Planned expansions include both potential runway extensions and the addition of a new 
runway. 

Pearson Field is located directly east of the project on the Washington side of the Columbia 
River. It serves primarily small piston-engine aircraft weighing 10,000 pounds or less. 
Because developed urban uses and the Vancouver National Historic Reserve (VNHR) 
surround it, there are no plans to expand facilities or operations at this airfield. 

The lift towers of the existing bridge currently intrude 98 vertical feet into protected airspace 
for Pearson Field and are an aviation hazard. To avoid the towers, aircraft must use special 
departure and arrival procedures. The new bridge designs will not include lift towers. The 
bridges would be located slightly farther from the airfield, and so would intrude less into 
Pearson Field airspace. 
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The Council finds that the project will improve aviation safety and efficiency due to the 
removal of lift spans in Pearson Field's airspace. At worst, the project will have no negative 
impact to air freight. 

Other Economic Impacts. Other economic impacts include the disruption of business during 
construction, possible loss of property values, possible inability to sell a business or secure 
loans to payoff mortgages or other business debts due to proximity to the light rail alignment 
or related light rail facilities, and utility relocations. Construction impacts are addressed in the 
Short-Term Impacts portion of these findings. The Council finds that generally, there is no 
required mitigation for temporary economic loss or business interruption during construction 
of a public project. However, for this specific project, the Council finds that TriMet would be 
willing to provide staff assistance to impacted property owners in assisting the property 
owners with their loan refinancing and/or loan application processes. Programs to help 
businesses affected during construction \vould include some combination of the follo\ving: 
business planning assistance, marketing and retail consulting, and promotions to generate 
patronage in construction areas. These programs would be provided by TriMet; similar 
programs have been employed on recent light rail extension projects. The Council also finds 
that there may be reductions in property values, but it believes and finds that most of these 
properties will increase in value over the long term following construction. The Council finds 
that no mitigation is necessary for possible temporary reductions in property value. 

The project will require relocation of certain utility facilities and lines. Utility relocations 
typically are addressed during preliminary engineering and final design. The Council finds 
that the costs of relocating utilities impacted by the project are addressed, and can be paid, as 
provided in existing law. 

For some, bridge tolling may constitute an adverse economic impact. Tolling of interstate 
facilities must be consistent with Title 23 U.S.c. Section 129, the federal law that specifies 
the circumstances under which interstate facilities may be tolled. The CRC Project qualifies, 
though tolling on I-205 does not. The Council finds that at this point that tolling will be 
necessary both to manage congestion and as part of a funding package for the CRC Project 
along with federal and state funding. It also finds that toIling would likely be beneficial for 
freight-dependent businesses and businesses that rely on just-in-time deliveries, because the 
predictability of travel times would improve. However, the greater the toll, the higher the 
operating costs for truck movements. For other kinds of businesses, tolling will be an 
additional expense. However, timesavings associated with improved mobility on 1-S will help 
mitigate that impact. 

Concerns have been raised that tolling the I-S bridge could divert traffic onto the 1-205 bridge, 
increasing congestion and causing added delays on that bridge and its approaches from 1-84 
and I-20S. The Tolling Study Report, released in January 2010, indicates and the Council 
finds that at the Columbia River, there is an approximate 4.S% shift of auto trips on an all day 
basis from 1-5 to 1-205 as compared to a Build-No Toll scenario. More diversion to 1-205 is 
predicted in the off-peak hours when capacity is available than during peak hours. On 1-205 
south ofI-84, the models estimate that diversion will be approximately 1 % on an all day basis 
as compared to the no-build. 
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While the Tolling Study found, under most of the 1-5 only toll scenarios, that the majority of 
drivers would not change their travel patterns and that most diversion would occur in off-peak 
hours, the Council finds that the full extent of diversion onto 1-205 and associated impacts 
from tolling on 1-5 are not fully known at this time. This will require additional study and 
analysis as the Project advances. In particular, more refined analysis of traffic demand and 
patterns will be developed prior to setting the toll rates, and tracking of travel demand and 
patterns after completion of the Project will allow for adjustment over time. In addition to 
adjusting the toll rates over time, there will also be adjustments as appropriate to transit 
service and fares and demand management programs such as incentives for carpooling and 
vanpooling. These adjustments will mitigate the effects of tolling on travel patterns. 

The Council heard testimony questioning the adequacy of the models used to forecast toll 
traffic and revenues. While the Council recognizes the importance of funding for this Project, 
it finds that the LUFO process under HB 3478 is a land use decision-making process 
established to address land use impacts and provide land use authorization for the Project. See 
HB 3478, Sections 3, 4, 6(1), 7. It finds that the criteria established by LCDC are criteria 
established for making land use decisions. It further finds that the UJFO process and the 
LCDC criteria do not address how a project gets paid for and that project funding is not a land 
use issue. 9 The Council understands that in order to be eligible to obtain federal funding, it 
must demonstrate that the Project is consistent with land use requirements. These findings 
demonstrate such compliance. 

As explained in the social impact findings below, the Project may affect localized access to 
properties by police, fire and ambulance vehicles. However, the project should not otherwise 
increase these governmental services. The Council has seen no evidence to this effect, and it 
finds that any significant increase in police, fire or emergency medical services as a result of 
the project is speculative. The Council concludes that no mitigation is necessary in this 
regard. 

Conclusions on Economic Impacts 

While the Council is sensitive to the displacement of businesses and loss of existing jobs 
associated with the Columbia River Crossing Project, the Council finds that, on balance, the 
Columbia River Crossing Project will result in positive economic impacts in the East 
Columbia, Kenton, Bridgeton and Hayden Island neighborhoods, particularly because the 
extension of light rail transit to Hayden Island and northward into Vancouver, Washington 
will further support commercial development at the Jantzen Beach Center and because 
highway improvements, including new 1-5 bridges with greater capacity, improved 1-5 
interchanges at Hayden Island, Marine Drive and Victory Boulevard, and better roadway 
connections to 1-5 and between Hayden Island and N Marine Drive will improve access and 
circulation for companies and businesses in the area. Furthermore, the improvements to 1-5 

9 Although the provisions in OAR Chapter 660 do not apply, the Council understands that provisions addressing 
the timing and financing of transportation improvements are not considered to be land use decisions. See, e.g., 
OAR 660-012-0040(5). 
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will substantially reduce delay and improve the movement of freight between Oregon and 
Washington, improve navigation along the Columbia River, and remove hazards to air 
navigation associated with the existing 1-5 Interstate Bridge lift towers. 

The Council also finds that the Project would result in short-term economic benefits with the 
increase in employment resulting from the construction of the LRT facilities and highway 
improvements in the Expo CenterlHayden Island segment. The Council finds that there will 
be a short-term decrease in the tax base due to business displacements. However, the 
availability of light rail is expected to spur redevelopment of the commercial area around the 
Hayden Island Station and could enhance property values and the tax base on a long-term 
basis. 

Based on information in the Columbia River Crossing technical reports, the Council finds that 
adverse economic impacts associated with light rail transit and high,,·/ay improvements can be 
mitigated through a variety of means, including relocation assistance programs for displaced 
businesses and coordination with local jurisdictions and stakeholders. The Council finds that 
the bridge has been designed to avoid any need for bridge raising or lowering to accommodate 
river traffic on the Columbia River, and also designed to avoid interference with air 
navigation using Portland International Airport or Pearson Field Airport in Vancouver. 

Tolling issues have yet to be fully resolved and could impact larger portions of the region than 
just the 1-5 corridor. Coordination between the states and regionally among the affected 
SouthINorth Project local governments could help lead to a more generally accepted 
resolution of this concern. 

Social Impacts 

The Council finds that the social impacts of the Southli'\Jorth Project are generally positive in 
the Expo Centerfdayden Island Segment. Light rail will provide quicker, more reliable and 
more comfortable transit access to the substantial commercial and employment base at the 
Jantzen Beach commercial center and to residents of Hayden Island. The highway 
improvements will improve access and circulation on 1-5 and local roads in the area, 
improving safety, reducing congestion, and increasing mobility of motorists, freight traffic, 
bicyclists, and pedestrians along the I-5 corridor. 

Residential Displacements. As with business displacements, the Council recognizes that in 
every instance where the SouthlNorth Project displaces an existing household, that represents 
an adverse social impact, and the Council is sympathetic to the significance of each residential 
displacement. The Council understands and acknowledges that relocations can cause 
significant anxiety and trauma to families, uprooting them from neighborhoods, schools and 
friends and imposing change on them. 

Given that the SouthINorth Project serves a largely developed urban area, it has been 
impossible to avoid residential displacement impacts while still providing transit accessibility. 
To the extent feasible and practicable, the LRT route follows existing public road and railroad 
rights-of-way to minimize displacement impacts. Locations for related facilities such as LRT 
stations and park-and-ride lots have also been selected with the objective of balancing 
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displacement and other adverse impacts with the positive benefits of LRT proximity and 
service. 

The methods used to determine displacement impacts are described in the Acquisition 
Technical Report and in the discussion of economic impacts above. The same methods 
applicable to business displacements are relevant to determination of residential displacement 
impacts and are incorporated by reference. Additionally for residential displacements, federal 
and state guidelines determine the standards and procedures for providing replacement 
housing, based on the characteristics of individual households. Eligibility for relocation 
benefits would be determined after the issuance of the NEPA Record of Decision (ROD) and 
once the project is granted approval to begin right-of-way acquisition. Relocation assistance 
could include replacement housing for displaced persons, moving costs, and assistance in 
iocating replacement housing. 

Oregon Afainland. Impacts summarized in this section include those between the southern 
terminus of the project at Victory Boulevard and the south shore of North Portland Harbor. 
Most of the pennanent property impacts in this portion of the project area are due to the 
highway portion of project, specifically, the realignment of Marine Drive and the addition of 
local street corlliections near the Iv1arine Drive interchange. 

The transit alignment over North Portland Harbor would result in the displacement of one 
floating home associated with the parcel adjacent to and west ofl-5. The remaining portion of 
this parcel, not impacted by transit, would be permanently acquired for the highway 
alignment, which would displace a single-famiiy home with two households on land and two 
additional floating homes in the harbor. A total of five households would be displaced in this 
portion of the project area. 

Hayden Island. Impacts summarized in this section include those on Hayden Island and 
associated portions of North Portland Harbor. The permanent acquisition of property would 
be required in this area to accommodate the reconstruction of the Hayden Island interchange 
and the extension of light rail over Hayden Island. 

The project would have 32 residential displacements on Hayden Island. Twelve of the 32 
residential displacements on Hayden Island would be from Row 9 of the Columbia Crossings 
Jantzen Bay moorage in North Portland Harbor east ofl-5. Two of the homes were identified 
by survey as also containing businesses that would be displaced, as would an additional 
floating home in this moorage that is used solely for a business. These business displacements 
are included in the business displacement section of this document. The remaining 20 
residential displacements on Hayden Island would occur at rows A, B, and the east side of 
row C in the Jantzen Beach Moorage, Inc. located in North Portland Harbor west ofl-5. 

Mitigation of residential displacements could include minor redesign of the project during 
preliminary and final engineering to avoid or reduce displacements. Some displacements 
could be mitigated by taking only a portion of the property and/or structure and by modifying 
the remaining property and/or structure to allow continued occupancy. Where displacements 
are unavoidable, the project will provide compensation to property owners based on fair 
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market value and a comprehensive relocation program. The compensation/relocation program 
for residential properties operates in the same manner as described above for business 
relocations. 

It has been FHWA's and FTA's long-standing policy to actively ensure nondiscrimination 
under Title VI of the Civil Rights Act. Title VI-related impacts include those impacts which 
are specific to a protected population under the 1964 Civil Rights Act. Under Title VI and 
related statutes, each federal agency is required to ensure that no person is excluded from 
participation in, denied the benefit of, or subjected to discrimination under any program or 
activity receiving federal financial assistance on the basis of race, color, national origin, age, 
sex, disability, or religion. Some of these populations (such as the elderly) are not covered by 
EO 12898, which specifically addresses disproportionately high and adverse effects to 
minorities and jow-income popuiations. 

The Council finds that for the Expo CenterlHayden Island Segments, the data on residential 
displacements does not suggest disproportionate or discriminatory impacts to environmental 
justice populations. 

Access to Community Facilities. The Columbia River Crossing portion of the SouthINorth 
Project will improve mobility for Hayden Island residents to travel to and from community 
facilities and employment centers outside their neighborhood. This is a particular benefit 
given the absence of other convenient travel options besides the automobile. The Hayden 
Island Station will improve transit access to the substantial concentration of jobs and 
commercial services at the Jantzen Beach Center. It will also provide improved transit 
accessibility and links for Hayden Island residents to local and regional employment centers, 
community facilities and recreational destinations along the SouthlNorth and East/West MAX 
lines, including employment centers and community facilities in the downtown areas of 
Portland, Milwaukie, Gresham, Beaverton and Hillsboro. The highway improvements will 
improve local access and circulation in the area and improve mobility along 1-5. 

Construction of the Project would displace the Safeway grocery store and pharmacy, which 
are the only grocery store and pharmacy on the island and are important community 
resources. While ODOT can suggest replacement sites for the relocation of Safeway, it is up 
to the store owners to choose their replacement location, if any. While Safeway may not 
relocate on the island, it could be replaced by other grocery stores. Officials representing the 
Jantzen Beach SuperCenter initiated a site plan review with the City of Portland for a 
relocation and expansion of the Target store on the island. Plans submitted to the City of 
Portland's Bureau of Development Review indicate that the Target store would include a 
grocery and a pharmacy. During construction, the project would work with TriMet to 
maintain the existing bus service that regularly connects Hayden Island with nearby grocery 
and other retail services. This would include additional routing on the island to provide 
greater transit access during construction. DOTs would also work with TriMet to maintain 
paratransit service for qualifying, mobility-impaired Hayden Island residents. 

Displacement of the Safeway grocery store and pharmacy may disproportionately impact low
income residents who use these services and do not own cars. This impact would be mitigated 
by the addition of light rail to Oregon and Vancouver. 
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The displacement of the Safeway store would also displace an extremely active bottle return 
center. The store managers report over $10,000 each week paid out through the returns. 
Although it limits each patron to only $7.20 in returns per day, this bottle return center 
provides an opportunity for individuals to generate income. There are other iocations where 
bottles can be returned on the island and in north Portland. Many of these smaller 
establishments (such as convenience marts) also enforce limits on the number of bottle returns 
per visit. However, as long as these businesses continue to operate and proper access to them 
is maintained, displacement of the return center at Safeway would not result in a high degree 
of impact. 

To mitigate for the displacement of the Safeway bottle return center, the project could provide 
some written and posted guidance before the closure of the Safeway return center. The 
guidance would provide community members with alternate bottie-return locations, and 
directions for getting to these locations. In the event that there would be no other return center 
on the island, the project could work with an appropriate business site to provide this service. 

Barriers to Neighborhood Interaction. The Council finds that the LRT alignment will not 
result in barriers to neighborhood interaction, primarily because the alignment in large 
measure parallels the 1-5 freeway that already functions as an edge and boundary to the local 
neighborhoods .. Similarly, the Council finds that the highway improvements generally 
improve existing roadways that either already create barriers to neighborhood interaction 
(e.g., 1-5) or provide convenient access and circulation within and between the affected 
neighborhoods. The bicycle and pedestrian lanes on the new northbound 1-5 bridge will 
improve interaction between north Portland and Vancouver, Washington neighborhoods. 

Safety and Secnrit-y. The Council is sensitive to the importance of safety and security in 
neighborhoods affected in particular by the light rail components of the South/North Project. 
For the South/North Project as a whole to succeed, passengers must feel safe using the 
stations and trains. The Council finds that with appropriate location and design, and with 
implementation of system-wide transit security measures as described below, safety and 
security would not be adversely affected by any of the LRT stations or park-and-ride 
facilities. 

The extension of light rail north from its existing tenninus at the Expo Center would cross 
several intersections at grade. Train frequency in the peak periods is estimated to have 7.5-
minute headways with greater headways during off-peak periods. Positive traffic control such 
as signalization, signage and pedestrian treatments would be used to enhance the safety of 
other vehicles, pedestrians and bicyclists traveling near light rail vehicles. Transit security on 
vehicles and at stations and park and ride lots would also be addressed during the design, 
construction, and operational phases of the project. Examples of safety and security measures 
which may be designed into the project include: 

.. Physical barriers such as medians, fencing, landscaping, or chain and bollard (short, 
vertical posts) to help channel automobiles, pedestrians and bicyclists 

.. Signage, tactile pavers, audio warnings, and pavement markings at track crossings to 
alert individuals they are approaching tracks 
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• Active treatments such as flashing lights, bells, and illuminated and audible warning 
devices in traffic signals 

• The creation of inviting, well-lighted platforms and station areas 
• Maintaining clear sight lines for oncoming trains 
• Implementing a public safety education campaign before the start of rail service 

TriMet has adopted a system-wide Transit Security Plan that applies community policing 
techniques to transit security. Elements of the Transit Security Plan that will be incorporated 
into the design and operation of the light rail line serving the Expo CenterlHayden Island 
Segments include: increased in-house training of transit district employees in crime 
prevention; a high level of coordination with local law enforcement agencies and personnel; 
improved facility design and operation standards to increase visibility and security 
enforcement levels, and investment in new tracking and surveillance technology. 

The Council further finds that security lighting will be provided at station platforms and that 
landscape design will ensure consideration of safety and security Additional potential 
mitigation measures include emergency call boxes and monitoring/surveillance cameras. 
Strategies such as crime prevention through environmental design (CPTED) and the use of 
police, private security patrols, and security cameras could be employed as appropriate to 
make the light rail facilities as safe and secure as possible. The existing policies and 
procedures developed by TriMet and FTA for operations during a potential catastrophic event 
and to prevent terrorist activities would be expanded to include the Columbia River Crossing 
Project. Finally, design criteria such as platform location and length, pedestrian crossings, mId 
alignment design would be used to ensure that the project operates safely. 

Localized access to properties by fire, police and ambulance vehicles could be affected by 
changes in local street configurations throughout the corridor. The current level of design 
reflects consideration of access by emergency vehicles (e.g., street and bike path dimensions, 
proximity to emergency facilities, primary access routes for emergency vehicles, etc.) 

The Council finds that, with appropriate design and implementation of systemwide transit 
security measures identified above, safety and security will not be adversely affected by the 
LR T station in the Expo CenterlHayden Island Segment. The Hayden Island Station will be 
elevated to the level of 1-5. The final design of the LRT station will include carerul 
consideration of security concerns. Security lighting and landscape design will ensure 
consideration of safety and security. 

Visual/Aesthetic. The Columbia River Crossing Project will result in impacts to visual and 
aesthetic resources in the Expo CenterlHayden Island Segment as a consequence of 
introducing: 

• Cut/fill slopes, bridges, overhead structures, sound/retaining walls, catenary poles and 
overhead wires; 

• A light rail station at Hayden Island; 
• New 1-5 bridges and interchanges; 

44 



201

• New North Portland Harbor bridges; 
• Improvements and modifications to existing structures, roads, vegetation, topography; 
• Disruptions of existing visual resources, viewpoints, view corridors and vistas; and 
• New views. 

Impacts to the Columbia River main channel would be mostly positive. Potential impacts 
would include: 

• Removal of the visually complicated truss structures and lift towers of the existing 1-5 
bridges, which obstruct views from the river, from the Interstate bridges themselves, 
and from the shoreline. This action would remove an important contributor to the 
area's historic context (the I-5 bridges) and a character-defining aspect of interstate 
travel. 

• From 1-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward I-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generally improve. 

• Removal of the lift towers would be interpreted to have a generally positive visual 
impact on views from downtown Vancouver. 

• Modifications to interchanges would increase heights at the Marine Drive and Hayden 
Island interchanges, where new ramps and elevated roadways would be higher than 
any existing facilities in these immediate areas. Even at these interchanges, the degree 
of change is expected to be moderate, since these areas are already and would continue 
to be large urban interchanges. 

• Removal of the existing bridge structures that currently obstruct views of much of the 
area immediately beneath the bridges, along the river, This would provide for more 
light and vegetation under the bridges. These elements \vould all provide positive 
visual changes to the immediate area and adjacent areas. 

North Portland Harbor would experience moderately negative visual impacts from the 
addition of piers for the light rail transit bridge and collector/distributor ramps; these would 
clutter views along the slough and reduce views of open water. 

Given the types of visual impacts summarized in the Visual and Aesthetics Technical Report, 
the Council finds that the following strategies can be used to reduce adverse visual impacts to 
affected neighborhoods: 

• Planting vegetation, street trees, and landscaping for screening or visual quality. The 
project will adhere to a green-over-grey approach for treatment of many new 
structures, using climbing vines and non-invasive ivies, where practicable. 

;;; DesigIling landscape plans and other visual treatments consistent with adopted 
guidance and plans. 

• Shielding station and facility lighting from nearby residences and the night sky. 
e Minimizing structural bulk, such as for ramps and columns. 
• Designing architectural features to blend with the surrounding community context. 
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• Placement of public art (to be relocated when necessary and added as part of transit 
stations and gateways). 

• Where practicable, integrating lighting with facilities in a manner that produces a 
positive visual and aesthetic impact, reduces night sky light pollution, reduces possible 
light trespass into residential units, and contributes to crime prevention through 
environmental design (CPTED). 

• Utilizing the UDAG Design Guidelines, as well as design guidelines of the City of 
Portland and Tri-Met. 

• Selecting new and replacement pole and utility cabinet locations, colors, and styles in 
relation to their context and in accordance with municipal lighting standards. 

In each affected neighborhood, the Council recognizes that potential mitigation measures will 
vary to fit neighborhood scale, character and concerns. In some neighborhoods, potential 
measures could improve the visual character of impacted areas. Ll1 other areas, the Columbia 
River Crossing portion of the SouthINorth Project will be a prominent visual feature even 
with mitigation. 

The area from Victory Boulevard, the Expo Center and Marine Drive north to Hayden Island 
and the Columbia River consists primarily' of a Inajor interstate freeway with connecting 
arterials, a busy, auto-dominated commercial strip, and large, dramatic expanse of open water. 
The area from Victory Boulevard to Marine Drive has industrial, recreational, and transit 
developments scattered throughout the area amid large tracts of open space. Commercial 
development patterns on Hayden Island have obscured natural features to the point where any 
connection to water or natural landforms is not visually apparent unless one is on the 
shoreline. Throughout this segment, many signs and utility poles; constant, fast traffic and 
noise; scattered moderate and large-scale commercial structures; and the artificial landforms 
associated with 1-5 create a coarsely textured, complex environment with a confusing visual 
character. The breadth and openness of the Columbia River provides visual contrast to an 
otherwise cluttered visual environment. 

Dominant visual features in this segment include I-5, Delta Park, the Vanport wetlands, the 
North Portland Harbor, Jantzen Beach Center, the historic 1-5 truss bridge between Hayden 
Island and Vancouver, Washington and the wide, flat and open stretch of the Columbia River. 
The river is a significant regional resource and the dominant visual element within this 
segment because of its large scale and openness. It also serves as a dramatic gateway between 
Oregon and Washington. 

LRT improvements in the Expo CenterlH:ayden Island Segment include a good deal of 
bridging. The bridges over the North Portland Harbor would remove structures, including 
floating homes and vegetation, along both banks of the harbor, and interrupt views south from 
Hayden Island to the west hills. The light rail alignment then parallels the west side of 1-5, 
removing commercial structures along that side of the freeway 

In general, the Council finds that the impacts to views would vary within the Columbia River 
Crossing portion of the project area. Impacts to the Columbia River main channel would be 
mostly positive, as described above. Impacts to North Portland Harbor would be moderately 
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negative, with the addition of more bridges across the harbor. Impacts to the area from 
Victory Boulevard to Marine Drive would be low. 

The Council finds that possible measures that could mitigate the adverse impacts of the new 
bridges on views include those described above. Appropriate conditions can be imposed 
through the local review process consistent with Section 8(1 )(b) of HB 3478 to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Other Social Impacts. Other social impacts include loss of property values, property 
acquisitions not requiring displacements, loss of trees along roadsides and in neighborhoods, 
increase in electric and magnetic fields (EMF) and perceived reductions in "quality of life" 
associated with light rail transit and highway improvements, both during construction and in 
the iong term. Construction impacts are addressed in the Short-Term Impacts portion of these 
findings. The Council finds that there may be reductions in property values, especially during 
the construction phase, but it believes that most of these properties will increase in value 
following completion of construction. The Council also finds that residing immediately next 
to the aligmnent or a station may result in some proPerty owners experiencing perceived 
reductions in quality of life. Others may see a reduction in quality of life associated with 
increased density that might result from the proximity of rail to an area. These are very 
subjective matters that can vary from individual to individual. Landscaping and noise barriers 
might help mitigate adverse impacts. Where trees are removed, potential mitigation includes 
equivalent tree replacement. Extension of the light rail system would generate EMF and could 
increase exposure, however, in those locations where people could be exposed (within and 
near the light rail right-of-way, near substations, or in the light rail vehicles), EMF emissions 
would be below exposure guidelines. Because light rail electric power substations tend to 
generate the highest EM~ intensities in the field measurements, the substations have been 
designed and sited to minimize exposure to users of the system, the general public, and 
sensitive users. 

Social benefits include cleaner air by providing improved transit access in the region, 
resulting in less automobile driving than would otherNise occur and less congestion and air 
pollution. Cleaner air also is provided by decreasing congestion through improvements to the 
highway system. Social benefits also include improved quality of life from lower and more 
reliable transit travel times, resulting in more time for people to spend doing things other than 
commuting. 

A greenhouse gas emissions analysis was prepared for the Columbia River Crossing Project 
and is detailed in the Energy Technical Report. The report includes a macroscale analysis to 
provide a picture of the regional emissions, as well as a micro scale analysis that focuses more 
on the project area. The Project is expected to reduce regional emissions by approximately 
130 metric tons of C02e Iday, which equates to a reduction of approximately 0.5 percent. For 
the 12.2-mile length ofI-5 surrounding the CRe project area, the Project is expected to reduce 
emissions by roughly 21 metric tons of carbon dioxide equivalent during the AM and PM 
peak periods, or 5.4 percent. 

The differences in long-term effects on water quality between the Project and the No-Build 
Alternative are substantial. Although the total amount of pollution generating impervious 
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surface would slightly increase for the Project, the amount of untreated impervious surface 
would drop dramatically compared to existing conditions and the No-Build Alternative. This 
is because under the Project, stormwater runoff from all new or reconstructed impervious 
surface area would be treated, while storm water runoff from most of the existing PGIS does 
not currently undergo stormwater treatment. 

Payment of the new highway toll would require a higher proportion of income for lower 
income drivers than for higher income drivers. The Council finds, however, that when 
considered in combination with the other elements of the project, the impact would not be 
high and adverse. In exchange for the toll, travelers would receive the benefits of shorter 
highway travel times, lower congestion, extended light rail transit service, more reliable 
commute trips, reduced crashes, no bridge lift interruptions, increased access to employment, 
housing, education and services, and improved biking and walking facilities. There would 
also be toll-free options for crossing the river, including transit, carpooling, biking or walking, 
and crossing on 1-205. The toll rate is also reduced during the off-peak travel times. 

The project team reviewed the available research to inform the environmental justice impact 
evaluation. Several academic studies have been conducted on equity and tolling. The 
Washington State Department of Transportation (WSDOT) also conducted research on tolling 
equity for various projects. 

The University of Washington and the Washington State Transportation Center published in 
2009 a research paper entitled "The Impacts Of Tolling On Low-Income Persons In The 
Puget Sound Region." The paper starts with the assertion that "Tolls may be progressive, 
regressive, or neutral, depending on the social and geographic characteristics of the town or 
region and the structure of the tolling regime. The distributional effects must be evaluated on 
a site and project specific basis." 

In "International Experiences with Congestion Pricing" (May 1993), Anthony May 
considered the equity component of congestion pricing. He cited older sD.ldies that argue that 
congestion pricing is a regressive measure that has greater impacts on lower-income drivers, 
but indicated this population is more likely to travel by bus or foot. May concluded that the 
most inequitable effects are dependent on the pricing scheme implemented and would likely 
impact a small percentage of lower-income drivers. He suggests that the only way to address 
the issue of equity is to invest some of the toll revenue in public transport rather than solely to 
improve the road infrastructure. The Project includes substantial improvements to transit as 
well as bicycle and pedestrian facilities. 

Existing electronic toll collection systems with transponders present various hurdles for low
income users. One must normally either pay a deposit or link the account to a credit card or 
bank account. Some low-income populations may not be able to purchase a transponder. Not 
being able to purchase a transponder due to large set-up fees or lack of a credit card and/or 
bank account would be an adverse impact on those low-income populations affected. A 
similar barrier may exist when new tolls are instituted in areas where some groups and 
individuals lack the English language skills to understand the complex tolling system. These 
impacts would be mitigated through outreach and special programs. 
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Several strategies would mitigate the potential impacts of tolling on low-income populations. 
Since toll transponders are unfamiliar to most Oregon and southwest Washington residents, 
educational materials can be made available that explain how toIling and transponders work. 
All such communications would be made available in selected non-English languages, as 
appropriate. C-TRAN offers programs that assist low-income populations and people with 
disabilities to obtain a reduced transit fare. TriMet offers similar programs that assist senior 
and disabled populations using transit. 

Conclusions on Social Impacts. The Council finds the social impacts of the Columbia River 
Crossing project are generally positive in the affected East Columbia, Kenton, Bridgeton and 
Hayden Island neighborhoods. There are 46 potential residential displacements in these 
segments. 

Relative to access to community facilities, the project would displace the only grocery store 
and pharmacy (Safeway) on Hayden Island. The displacement could also affect low-income 
populations that use the bottle return center. However, the Council finds that the improved 
transit access, improvement of the local street network, and a bridge providing local 
multiInodal access to and from the island, as "veIl as the other mitigation measures mentioned 
above, would mitigate the displacement of the Safeway. 

Relative to barriers to neighborhood interaction, the Council finds that the LRT alignment 
will not result in barriers to neighborhood interaction, primarily because the alignment in 
large measure paralJels the 1-5 freeway which already functions as an edge and boundary to 
the Hayden Island Neighborhood. Similarly, the highway improvements generally expand or 
improve existing roadways. 

Relative to safety and security impacts, the Council acknowledges and supports TriMet's 
continuing efforts to improve passenger and community safety throughout its service area. The 
Council finds that TriMet is committed to making continued improvements to help maintain a safe 
and effective transit system, and it finds that the measures identified above improve public safety. 

Relative to the visual impacts, the Council finds that the project would result in positive and 
negative impacts. The negative impacts could be mitigated by the measures addressed above, 
including following existing design guidelines from the City of Portland and TriMet when 
designing the light rail and highway improvements. 

Traffic Impacts 

The Transit Technical Report, Traffic Technical Report and Section 3.1 Transportation of the 
Draft Environmental Impact Statement (DEIS) evaluate the Project's impacts to the highway 
and street network. Traffic impacts from transit and highway improvements and potential 
mitigation are summarized below. 

Transit. The Council finds that the light rail route and station on Hayden Island will provide 
light rail proximity and service to the substantial employment and commercial base located at 
the Jantzen Beach Center. Additionally, through improved high capacity transit service, island 
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residents will have improved accessibility to local and regional employment centers, 
community facilities and recre'ational destinations throughout the Portland metropolitan 
region. 

Currently, travel options to and from Hayden Island are limited and often congested, and 
under the DEIS No-Build alternative, these options would get much worse over time. Light 
rail will provide a convenient, reliable alternative mode of travel. 

The Columbia River Crossing Project would more than double the number of transit 
passenger trips over the 1-5 crossing, compared to the 2030 No-Build Alternative. For 
weekdays, there would be 20,600 bridge crossings on transit, compared to 10,200 trips under 
the 2030 No-Build Alternative. Of the transit passengers crossing the Columbia River, 18,700 
would be on light raii transit (91 percent) and 1,900 would be on buses (9 percent). 

One of the major contributing factors to reliable transit service is reserved or separated right
of-way for transit vehicles. Transit vehicles operating in mixed traffic are subject to delays 
caused by accidents, breakdowns, congestion, and in the case of existing 1-5 Columbia River 
bridges, bridge openings. With a separated right-of-way and separated bridge crossing on the 
lower deck of the new southbound 1-5 bridge, transit service between Portland and 
Vancouver, Washington will become faster and more reliable. For example, a transit trip 
between Hayden Island and Vancouver would save an estimated five minutes in comparison 
with the No-Build Alternative, while a trip between Pioneer Square and Clark College would 
save 28 minutes (dropping from 72 minutes with the No-Build to 44 minutes with LRT). 

Additionally, most of the intersections within the SouthINorth Corridor through which light 
rail vehicles will operate have traffic signals preempted for LR T, have gated crossings for 
LRT, or have LRT separated from other traffic. In summary, the Columbia River Crossing 
portion of the South/North Project will provide significantiy more reliable transit service than 
the No-Build Alternative, and a significant portion of the corridor's transit riders will 
experience the improvement in reliability with light rail. 

Transit improvements in the Expo CenterlHayden Island segments of the SouthINorth Project 
couid affect traffic congestion in two basic ways. First, these improvements could divert trips 
from automobiles to transit, resulting in reduced systemwide vehicular travel. Second, transit 
facilities could also affect localized traffic operations on highways and streets in the study 
area. 

The LRT alignment will have an at -grade crossing with the extension of N Vancouver Way, 
at the south end of the local multimodal bridge. Traffic analysis perfonned for the Traffic 
Technical Report models that this intersection will operate acceptably (meeting City of 
Portland Bureau of Transportation standards) in design year 2030. Light rail will be grade
separated on Hayden Island, with no traffic impacts on the island. The LRT aligmnent will 
bridge over N Jantzen A venue and N Jantzen Drive, and Hayden Island Drive and N 
Tomahawk Island Drive (to be constructed as part of the project). Given the design, the 
Council concludes that the Columbia River Crossing transit portion of the SouthINorth 
Project will not result in adverse traffic impacts in the Expo Center/Hayden Island Segment. 
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The traffic analysis model shows only one intersection in Oregon as not meeting the 
appropriate jurisdictional standards. The intersection, Going Street and Interstate A venue, will 
not meet Portland Bureau of Transportation standards in 2030. Potential mitigation could be 
to optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a through/right choice lane to allow traffic to continue westbound. 

Regarding traffic safety, light rail transit is designed to be safe through methods and devices 
such as speed control, signalization, gated crossings, and pedestrian movement controls. In 
general, light rail vehicle speeds match road vehicle speeds where the vehicles run in adjacent 
lanes. Light rail vehicles operate in accordance with normal traffic control devices (traffic 
signals) as supplemented by specific light rail signals where needed. Specific train warning 
signals may be provided as needed. Pedestrian movements are governed by pedestrian signals 
at signalized intersections. At gated intersections, pedestrian movements are controlled by the 
g:;ttes and warning signals. At non-signalized, non-gated pedestrian crossings, barriers ("z
crossings") may be used to focus pedestrian attention on the direction of approaching light rail 
vehicles. The project could provide pedestrian access to stations by establishing "through
walking areas"-clear pathways free of street furniture or other impediments-adjacent to the 
planned station locadons. The project would strive to maintain the width of these areas at 
approximately 7 to 8 feet in busy pedestrian locations and 6 feet in areas with lower levels of 
pedestrian traffic. For bicycles, station areas could include bicycle facilities, which could 
include secure storage areas. The Council concludes that these methods and devices provide 
for a safe multi-modal environment. 

Highway Improvements. Since the stated purpose from the DEIS of the Columbia River 
Crossing project is "to improve 1-5 corridor mobility by addressing present and future travel 
demand and mobility needs in the CRC Bridge Influence Area," most project impacts to 
traffic are positive. The associated highway improvements in the segment are provided as part 
of the Columbia River Crossing Project in order to improve transportation performance 
compared to the No-Build alternative. JO 

In 2030 the traffic models predict 15 hours of congestion per day (northbound and 
southbound) on 1-5. With the Columbia River Crossing Project, there would be just 3.5 to 5.5 
hours of congestion in 2030. During the peak period, the Project would increase the number 
of people over the 1-5 crossing northbound in 2030 from 26,500 with No-Build to 35,300 (in 
vehicles), and from 2,200 to 6,100 (on transit). 

Local street traffic performance is monitored and measured by the City of Portland and 
ODOT based on established performance standards for the facilities under their respective 

JO House Bill 3478, Section 8(1 )(a), directs all affected local governments and special districts to amend their 
comprehensive or functional plans, including transportation system plans, "to the extent necessary to make them 
consistent with a land use final order." As noted below and in Section 1.3 of these findings, most of the highway 
improvements included in the Project are already identified and authorized in the City of Portland's 
acknowledged Transportation System Plan. As such, they already have land use approval. They are addressed in 
these findings because they are included as part of the Columbia River Crossing Project which, as an element of 
the SouthINorth Project, requires findings of compliance with the applicable criteria for any "highway 
improvements". For these improvements, no further local planning action is necessary to make them consistent 
with this 2011 LUFO. For those highway improvements that are not already part of Portland's Transportation 
System Plan, the city will need to amend its plan to comply with Section 8(1 )(a). 
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jurisdictions. Local street congestion is most intense near the 1-5 ramps and is influenced by 
the travel direction and length of time that 1-5 is congested during each weekday. This section 
summarizes existing local street performance at selected study intersections. Results are 
reported for the AM and PM peak hours of travel. 

The Project would address most of the non-standard geometric and safety design features 
currently existing on the 1-5 mainline and ramps within the main project area. Improvements 
would be made to the existing short on-ramp merges/acceleration lanes and off-ramp 
diverges/deceleration distances, short weaving areas, substandard lane widths, vertical and 
horizontal curves that limit sight distance, and narrow or non-existent shoulders. The Project 
would remove both Interstate Bridge lift spans. In addition, the Project would substantially 
reduce traffic congestion compared to No-Build conditions. 

As the number of vehicular collisions in the main project area is related to the presence of 
non-standard geometric design and safety features, which is exacerbated when traffic levels 
are at or near congested conditions, the Project would substantially improve traffic safety in 
the area. It is estimated that the Project would reduce average annual yearly collisions in the 
main project area from 750 under the No-Build Alternative to between 210 and 240. 

This estimate was calculated by making the assumption that the highway geometric and safety 
improvements would result in a highway corridor that performed at least as good as an 
average, similar type of urban interstate facility in Oregon. The collision rate for similar 
urban, interstate facilities is approximately 0.55 collisions per million vehicle miles travelled 
(MVMT). iA~pplying this rate (with an allowance for a higher collision rate during congested 
periods and during late evening and early morning hours) to the forecasted traffic volumes 
over a year period generated an estimated annual collision total of between 210 and 240. 

The Portland local street system is divided by 1-5, with community connections across 1-5 
limited to the following interchange and non-interchange crossing locations: Skidmore Street, 
Alberta Street, Killingsworth Street, Ainsworth Street, Rosa Parks Way, Lombard Street, 
Columbia Boulevard, Schmeer Road, Victory Boulevard, Martin Luther King Jr. Boulevard, 
Pier 99 Street, Jantzen Street, and Hayden Island Drive (overcrossings for non-motorized 
travel also exist at Failing Street and Bryant/Saratoga Streets). In addition to the interchanges, 
several local streets and nearby intersections are affected by traffic operations in the 1-5 
corridor. 

Under 2030 No-Build conditions, 25 intersections were analyzed, one of which would not 
meet applicable performance standards during the morning peak hour - the intersection of 
Fremont Street with Martin Luther King Jr. Boulevard. During the afternoon/evening peak 
hour, five intersections would not meet applicable performance standards: Martin Luther King 
Jr. Boulevard with Fremont and Alberta Streets, Interstate Avenue with Argyle and Going 
Streets, and Marine Way with Vancouver A venue. 

With the Project, Portland's local street operations would improve along the 1-5 corridor 
relative to No-Build conditions. For example, at the 1-5 interchange with Marine Drive, 2030 
afternoon peak intersection performance would improve from VIC 0.82 (LOS F) with the No-
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Build Alternative to VIC 0.42 (LOS B) with the Project. This indicates that the Project would 
improve mobility and accessibility to this freight and employment corridor during the 
afternoon peak. Similar findings were observed during the morning peak. The Project with 
highway phasing would improve the 2030 p.m. peak VIC to 0.64 (LOS B) from 0.82 (LOS F). 

With the Project improvements, the total number of local intersections and ramps would 
increase to 38, primarily as a result of additional intersections associated with the local roads 
in the Hayden Island and Marine Drive interchange areas. During the 2030 morning peak 
hour, 37 of these 38 intersections and ramps are expected to operate within acceptable 
standards, while one would fail to meet standards. The intersection of Interstate Avenue with 
Going Street is expected to fail to meet applicable performance standards and to require 
mitigation. During the 2030 afiernooflJevening peak hour, with Project improvements, all 
intersections would operate within acceptable standards, Potential mitigation for the Interstate 
.(A~venue and Going Street intersection (also described above in the Transit section) could be to 
optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a througrJright choice lane to allow traffic to continue westbound. 

The existing pedestrian and bicycle facilities throughout the Columbia River Crossing main 
project area are outdated, potentially unsafe, and confusing to navigate. The width of the 
shared-use pedestrian and bicycle facility on the 1-5 bridge is non-standard (generally no 
wider than 4 feet) and separated from traffic by the bridge girders and non-standard low 
barriers. The mixing of pedestrians and bicycles in this narro\v facility can cause safety 
problems. The Project would improve bicycle and pedestrian facilities in the area, as 
described in the Traffic Technical Report, resulting in greater use of the facilities and safety 
improvements. 

Several pedestrian and bicycle forecasting scenarios predict that pedestrian and bicycle travel 
demands would increase substantially if a new 1-5 bridge is constructed with sufficient 
multimodal facilities. Pedestrian travel across the bridge would be expected to increase from 
80 daily pedestrians today to between 600 and 1,000 daily walkers in 2030, an increase of 650 
to 1,150 percent. The number of bicyclists predicted to use the crossing would increase from 
370 today to between 900 and 6,400 riders in 2030, an increase of between 150 and over 
] ,600 percent. 

The majority of the Project transit and highway improvements are identified in Metro's 
Regional Transportation Plan and in the City of Portland Transportation System Plan (TSP) 
and are therefore consistent with those transportation system plans. Below is a list and 
description of the RTP and TSP projects for which the Project would build the improvements: 

Regional Transportation Plan (Metro) 

• RTP Project 10893: Improve I-5/Columbia River Bridge (Victory Boulevard to 
Washington State Line); Replace 1-5lColumbia River bridges and improve 
interchanges on 1-5. New bridges will replace the existing 1-5 bridges and the 
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following J-5 interchanges in Oregon will be improved: Victory Boulevard, Marine 
Drive, Hayden Island/Jantzen Beach 

• RTP Project 10902: MAX Light Rail: Yellow Line: CRC/I-5 North Extension 
CRC: Expo to Vancouver, north on Main to Lincoln. Light rail will be extended from 
the Expo Center MAX station in Portland to a station and park-and-ride lot at Clark 
College in Vancouver. 

• RPT Project 11032: Ruby Junction light rail operating base expansion: LRV 
maintenance and storage facility, including expansion on the west side of Eleven Mile 
Avenue. Capital cost is included in Milwaukie and CRC projects. Ruby Junction 
maintenance facility in Gresham will be expanded to accommodate a new operations 
facility, new storage tracks and additional light rail vehicles. 

Transportation System Plan (Portland) 

• TSP Project 30018: Hayden Island: Street Network Improvements. Provide a 
street network plan for improvements that implement the Region 2040 connectivity 
standards and improve multi-modal access for Hayden Island. The Hayden Island 
Street Plan is described in more detail in the Hayden Island Plan which was adopted 
into the City Comprehensive Plan in August 2009 ~ The Hayden Island Plan 
recommends amending the TSP to implement the street network as shown in the 
document. The Columbia River Crossing Project would build these improvements 
consistent with the Hayden Island Street Plan. 

.. TSP Project 30020: 1-5 (Columbia River-Columbia Blvd): Bridge \Videning 
Improve I-5lColumbia River bridge (local share of joint project) based on 
recommendations in 1-5 Trade Corridor Study. Project addresses a high congestion 
location. The Columbia River Crossing Project would build these improvement 

48 TSP Project 30033: Light Rail Extension - Phase 2. Extend light rail service from 
Expo Center to Vancouver WA. The Columbia River Crossing Project would build 
these improvements. 

• TSP Project 40080: Marine Dr. (6th - 33rd & Gantenbein - Vancouver Way) 
Bikeway Retrofit bike lanes to existing street and complete off-street paths in missing 
locations. The Columbia River Crossing Project would build these improvements. 

The eRe project also includes irI1provements to the local street s)!stem east and west of the 
Marine Drive interchange and a new bridge over North Portland Harbor to the west of 1-5 that 
would carry light rail vehicles as well as local motor vehicle and bicycle/pedestrian traffic 
between Marine Drive and Hayden Island. The local street improvements east and west of the 
Marine Drive Interchange will improve local access to and from the Expo Center and Hayden 
Island light rail stations and are necessary as well to accommodate the design of the new I-5 
bridges and the modified interchanges. 

The physical and operational elements of the Columbia River Crossing Project provide the 
greatest Transportation Demand Management (TDM) opportunities by promoting other 
modes to fulfill more of the travel needs in the project corridor. These include: 
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.. Major new light rail line in exclusive right-of-way, as well as express bus and feeder 
routes. 

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

.. Park and ride lots and garages. 

.. A variable toll on the highway crossing. 

In addition to these fundamental elements of the project, facilities and equipment would be 
implemented that could help existing or expanded Transportation System Management (TSM) 
programs maximize capacity and efficiency of the system. These include: 

.. Replacement or expanded variable message signs or other traveler information 
systems in the Project area. 

.. Expanded incident response capabilities. 
• Queue jumps or bypass lanes for transit vehicles where multi-lane approaches are 

provided at ramp signals for entrance ramps. 
.. Expanded traveler information systems with additional traffic monitoring equipment 

and cameras. 
~ Active traffic Inanagement 

Conclusions on Traffic Impacts. The Council finds that the transit and highway 
improvements summarized above will substantially improve traffic operations in 2030 
compared to the No-Build l\Jtemative and that adverse traffic impacts associated with 
extending light rail transit through this Segment can be mitigated. The Council finds that the 
potential mitigation for the Interstate A venue and Going Street intersection would mitigate for 
the reduction in intersection performance as a result of the project. Potential mitigation could 
be to optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a through/right choice lane to ail ow traffic to continue westbound. 

The Council finds that transit improvements will increase transit ridership, decrease transit 
travel times, and improve accessibility to local and regional employment centers, community 
facilities and recreational destinations throughout the Portland metropolitan region. 

Relative to general transit safety and transit impacts on bicycle and pedestrians, the Council 
finds that the impacts could be mitigated through the measures described above. Relative to 
impacts from highway improvements, the Council finds that most impacts from the Columbia 
River Crossing portion of the North/South project would be positive and would improve 
transportation performance in the Hayden Island/Expo Center segment. 

Provide for a light rail route and associated facilities, balancing the need for light rail 
proximity and service to areas that are capable of enhancing transit ridership; the likely 
contribution of light rail proximity and service to the development of an efficient and 
compact nrban form; and the need to protect affected neighborhoods from the identified 
adverse impacts. 
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The SouthlNorth Steering Committee initially assembled in the 1990s to recommend the 
federal Locally Preferred Strategy adopted the following goal for the projectll: To implement 
a major transit expansion program in the South/North Corridor that supports bi-state land 
use goals, optimizes the transportation system, is environmentally sensitive, reflects 
community values and is fiscally responsive. That "LPS Steering Committee" also adopted 
the following objectives for the project: 

1. Provide high quality transit service; 
2. Ensure effective transit system operations; 
3. Maximize the ability of the transit system to accommodate future growth in travel; 
4. Minimize traffic congestion and traffic infiltration through neighborhoods; 
5. Promote desired land use patterns and development; 
6. Provide a fiscally stable and financially efficient transit system; and 
7. Maximize the efficiency and environmental sensitivity of the engineering design of the 

proposed project. 

The project goal and objectives closely parallel the emphasis of Criterion 3(A) for this Land 
Use Final Order. The effectiveness evaluation of the SouthlNorth Project relative to meeting 
the objectives is summarized below. 

Ability to Provide High Quality Transit Service. The Council finds that the portions of 
SouthINorth Project already constructed or currently under construction provide a significant 
amount of light rail coverage between the Portland downtown and Milwaukie and Clackamas 
Town Center to the south and bet-Neen the Portland downtown and the Expo Center to the 
north. The Columbia River Crossing Project provides the missing piece to the original transit 
concept by extending LRT coverage into Vancouver, Washington. It finds that the 
SouthINorth Project, including the Columbia River Crossing Project, provides improved 
reliability over the No-Build Alternative. Factors that affect reliability include the amount of 
reserved right-of-way, percent of protected trunk -line intersections and percent of passengers 
on exclusive transit right-of-way. 

The Council finds that the Columbia River Crossing Project will result in improved peak-hour 
in-vehicle and total weighted travel times between Portland and Vancouver, Washington 
compared to the No-Build Alternative. It will increase transit trips within the SouthINorth 
Corridor and increase the transit mode split for peak-hour radial trips. 

Moreover, compared to an expanded all-bus system, the Council finds that the Columbia 
River Crossing Project will 

.. Increase transit trip production in the Project Transit Corridor by 150 percent compared to 
existing conditions by the year 2030; 

.. Increase weekday transit ridership into on the Interstate Max Yellow Line by 21,400 trips 
(150 percent) compared to the No-Build Alternative; 

IlThis Steering Committee was assembled under requirements of federal law. It differs from the LUFO Steering 
Committee assembled to comply with House Bill 3478. 
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.. Double the number of transit passenger trips over the 1-5 Columbia River crossing, 
compared to the 2030 No Build alternative 

.. Decrease rush-hour transit travel times between Pioneer Courthouse Square and Clark 
College in Vancouver by 28 minutes compared to the No Build alternative; and 

.. Increase the percent of transit trips between the project corridor and downtown Portland 
from 21 % in 2005 to 39% in 2030. 

Ensure Effective Transit System Operations. By locating the SouthINorth light rail 
alignment on the downtown Portland transit mall, all alignment alternatives have allowed for 
easy transfers to other transit routes serving most of the metropolitan region. The Council 
believes that this improved transit access has enhanced transit ridership, and it so finds. 

I\1aximize the Ability of Transit to Accommodate Gro\vth in Travel Demand. In 1998 
the Council detennined that the Soutl1J't~orth Project had the gleatest ability to accommodate 
growth of the various DEIS alternatives studied. The Columbia River Crossing portion of the 
SouthlNorth Project would increase LRT place miles ("place miles" are transit vehicle 
capacity for each vehicle type multipiied by vehicle mile travelied) by 58% and would 
increase total bus and LRT place miles by over 2% compared to No-Build. 

Minimize Traffic Congestion and Traffic Infiltration Through Neighho11 1998 the 
Council determined that the SouthINorth Project would help slow the rate of traffic 
congestion and related problems, compared to the No-Build Alternative. It would: 

.. Remove almost 133,000 vehicle miles of travel per average weekday from the corridor 
road system; 

.. Eliminate 16 lane-miles of congested roadways; and 
• Avoid 4,500 hours of traffic delays each \veekday (compared to the No-Build Alternative 

in the year 2015). 

By slowing the rate of traffic congestion growth, avoiding delay, and reducing the number of 
vehicle miles of travel per average weekday as compared to the No-Build Alternative, the 
SouthINorth Project will minimize traffic congestion. The Council found that the slowing of 
congestion and reductions in vehicle miles of travel also would reduce the amount of traffic 
infiltrating Portland and Clackamas County neighborhoods by causing fewer vehicles to be 
on the roads than would otherwise occur in the absence of light rail transit. 

The Council now finds that with the Columbia River Crossing Project, in comparison with a 
No-Build Alternative and with the highway improvements that are included in the Project, 
will result in a 57 percent decrease northbound and a five percent decrease southbound in 
rush-hour automobile travel times between Columbia Boulevard in Portland and SR 500 in 
Vancouver. It also finds that the Project will reduce the duration of congestion from 15 hours 
per day in the No-Build to between 3.5 and 5.5 hours per day with the improvement~ being 
made for automobile, transit and truck travel. 
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Facilitate Efficient Land Use Patterns. The Council finds that light rail has influenced the 
quality of access to vacant developable and redevelopable parcels of land in the SouthlNorth 
Corridor. It finds that light rail transit throughout the SouthlNorth corridor has supported 
the region's growth management strategy and the urban growth boundary (UGB) by: 

• Providing access to vacant and redevelopable infill properties; 
• Providing transportation capacity to the Portland Central City that will enable the region's 

core to accommodate the expected high growth levels; 
• Providing the high quality transit needed to make the Clackamas Regional Center and 

Milwaukie Regional Center function in accordance with the growth strategy; 
• Establishing new station communities which can be developed as mixed-use areas; and 
• Instituting a pattern of gmwth that conforms to the goals, objectives and policies of local 

land use and infrastructure plans. 

The Council finds that the Columbia River Crossing Project will further facilitate efficient 
land use patterns by promoting denser, transit-oriented development on Hayden Island. This 
shift in land use patterns from the existing auto-oriented development is consistent with the 
Hayden Island Plan. 

Balance the Efficiency and Environmental Sensitivity of the Engineering Design. 
Indicators of environmental sensitivity include displacements, noise and vibration impacts, 
parkland impacts, floodplain impacts, wetland impacts and historic and archaeological 
resources impacts. These impacts are addressed in other findings, set out below, addressing 
the relevant LCDC criteria applicable to this proposal. For the reasons stated in the findings 
addressing those other criteria, the Council concludes that the positive impacts of the Project 
outweigh the negative environmental impacts. 

Social Equity Considerations. In addition to the LPS Steering Committee objectives listed 
above, the Council believes and finds that social equity considerations should be taken into 
account. When it adopted the initial South/North LUFO back in 1998, the Council found the 
percentage of minority populations in nearly one half of the neighborhoods in the South/N orth 
Corridor to be higher than the regional average of 8.6 percent. Nearly two-thirds of corridor 
neighborhoods have a percentage of low-income households that is higher than the regional 
average (1990 lJS Census). The Council also found that the SouthlNorth Project would serve 
both low-income and minority neighborhoods. The Council concluded that the South/l'~orth 
Project will not adversely affect low income or minority neighborhoods disproportionate to 
the benefits they will receive with improved transit access. Indeed, it found that the project 
will substantially benefit a much larger segment of the populations of these affected areas, 
including low-income, transportation-disadvantaged, minority and elderly populations, than 
are otherwise directly adversely affected by the project. The Council continues to abide by 
these findings. 
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Overall Conclusions Regarding Neighborhood Impacts (Transit) 

In summary, the Council finds and concludes that the selection of the light rail route and the 
Hayden Island station, including their locations, within the area constituting the Columbia 
River Crossing project has included a balancing of: 

• the need for light rail proximity and service to present or planned residential, employment 
and recreational areas that are capable of enhancing transit ridership; 

• the likely contribution of light rail proximity and service to the development of an 
efficient and compact urban form; and 

• the need to protect affected ncighboihoods from identified adverse impacts. 

The Council finds and concludes that the Columbia River Crossing portion of the SouthINorth 
Project will enhance transit service to areas all along the SoutltlNorth Corridor, with particular 
benefits to Hayden Island and Vancouver Washington. The Council finds and concludes that 
this Project will improve connections and mobility throughout the Portland metropolitan 
region, including to areas along the existing eastside and westside :MAX light rail lines; that 
the presence of light rail transit north of the Expo Center into Vancouver, Washington will 
encourage and support new and efficient development, consistent with Region 2040 Growth 
Concepts, that will benefit the affected local communities and the region; and that the 
improved accessibility provided by extending the SouthINorth Project, and its many benefits, 
north to Hayden Island and Vancouver, Washington, especially when compared with the No
Build Alternative, combined with available measures to mitigate adverse impacts created by 
the Project, result in a substantial net benefit to the affected local communities, the region, 
and the states of Oregon and Washington. 

For the reasons stated herein, the Council finds that it has considered the adverse economic, 
social and traffic impacts of the Columbia River Crossing Project and balanced these impacts 
against the Project's benefits. It finds and concludes that the northern extension of the 
SouthINorth light rail line to Hayden Island and Vancouver, Washington will make a 
significant positive contribution to the quality of life in the Portland region, through improved 
rnobility, decreased congestion, improved air quality, reduced energy consumption, and 
decreased reliance on the automobile, which will benefit Oregonians now and well into the 
future. It further finds that light rail transit can, has, and will continue to stimulate and 
enhance development of an efficient and compact urban form in appropriate locations 
identified for such development. It also finds that with mitigation imposed as part of the 
NEP A process or during local permitting processes, most of the adverse consequences 
identified in these findings can be reduced or avoided. Potential mitigation measures are 
identified in findings. 

Provide for associated highway improvements, balancing the need to improve the 
highway system with the need to protect affected neighborhoods from the identified 
adverse impacts. 
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The Columbia River Crossing Project includes a broad spectrum of highway improvements 
including new I-5 bridges across the Columbia River, widening of and interchange 
improvements along 1-5, and improvements to highways accessing 1-5, the Expo Center and 
Hayden Island. The Council finds that these highway improvements are in addition to other 
highway improvements that the Council previously approved for the SouthINorth Project, 
including highway improvements in SW Portland, SE Portland and Milwaukie. All other 
street and highway changes, such as intersection modifications, installation of traffic signals, 
access changes, etc. are ancillary to light rail improvements or proposed as mitigation to 
address specific adverse impacts of the SouthINorth Project, and are not classified as highway 
improvements. 

The Council finds that the need to construct new 1-5 bridges is the principal catalyst behind 
the Columbia River Crossing Project and that light rail transit is a fundamental component of 
the bridge project. It finds that the Columbia River Crossing Project is a combined 
transitlhighway project that represents a consensus among affected local government officials. 
It finds that without the identified highway improvements, the light rail improvements would 
not <Llld could not go forward independently and that without the rail component, the highway 
improvements would not independently be going forward. For this project to work, both 
components are required. Additionally, the Project will facilitate bicycle and pedestrian travel 
across the Columbia River, thereby being a truly multi-modal project. The Council further 
finds that the combining of rail and highway improvements is not unique to the region. 
Indeed, it finds that the Westside Corridor Project, which extended light rail transit from 
downtown Portland to downtown Hillsboro, was a combination rail and highway project that 
was approved through a series of LUFOs adopted in the early and mid-1990s. 

The Council finds that construction of new 1-5 bridges, including a southbound bridge 
carrying light rail transit and a northbound bridge accommodating bicycle and pedestrian 
traffic, is necessary to maintain and improve an adequate interstate highway system. It finds 
that 1-5 is the principal arterial serving the west coast states of Oregon, Washington and 
California, and the principal facility serving the interstate movement of freight by truck travel 
in these states. It finds that the existing 1-5 bridges are severely congested during peak travel 
hours and severely hindered by their need to close traffic for periods at a time to allow ships 
and boats to pass underneath. All of this impedes mobility and delays the timely and efficient 
movement of freight between Oregon and Washington. 

The Council also finds that the other identified highway improvements are necessary to 
complement the J-5 improvements and allow for an efficient local transportation system and 
access to/from 1-5, the Hayden Island LRT station, and residential, commercial and industrial 
areas in the project area. 

The improvements at Victory Boulevard interchange would improve safety and lengthen 
short, substandard on- and off-ramps. All movements within the Marine Drive Interchange 
would be reconfigured to reduce congestion and improve safety for trucks and other motorists 
entering and exiting 1-5. Trucks currently account for 8 to 10 percent of the daily vehicles that 
cross the 1-5 bridges. At the Marine Drive Interchange, trucks account for greater than 
20 percent of the daily vehicle composition. During the hour when the highest numbers of 
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trucks are using the Marine Drive Interchange (9-10 a.m.), trucks account for approximately 
30 percent of vehicles in the interchange. So by virtue of the improvements, the proposed 
design for the Marine Drive Interchange improves truck mobility. The improvements would 
allow the movements with the highest volumes in the interchange to move freely without 
being impeded by stop signs or traffic signals. 

All movements for the Hayden Island Interchange would be reconfigured. The new 
configuration would be a split tight diamond interchange. Ramps parallel to the highway 
would be built, lengthening the ramps and improving merging speeds. Improvements to 
Jantzen Drive and Hayden Island Drive would include additional through, left-tum, and right
tum lanes. A new local road, Tomahawk Island Drive, would travel east-west through the 
middle of Hayden Island and under the 1-5 interchange, improving connectivity across I-5 on 
the island and improving access to and from the Hayden Island LRT station. 

The Columbia River Crossing Project would also include local street improvements on the 
Oregon mainland, which would improve access between I-5 and local roads in the area. The 
project would build a local multimodal bridge that would provide access to and from Hayden 
Island and the Hayden Island station for vehicle traffic, bicycles and pedestrians separate from 
the 1-5 mainline. 

Many bicycle and pedestrian improvements are included in the Columbia River Crossing 
Project. These include new facilities such as the multi-use pathway across the Columbia 
River, street improvements around the rebuilt interchanges, and new facilities for bicyclists 
and pedestrians around the new light rail stations and park and rides. 

The proposed Marine Drive Interchange area would be entirely grade-separated, with the local 
road network and multi-use paths running below the interchange. Pedestrian and bicycle 
improvements at the Marine Drive Interchange would include a multi-use path constructed 
from the .Marine Drive Interchange, over Hayden Island and the Columbia River. The path 
would be a minimum of 16 feet wide between its barriers and would direct users with 
pavement markings and signage. Larger curves would provide improved sight distance and 
flow, and path components would meet ADA accessibility standards. 

Sidewalks would be constructed on most reconstructed streets throughout the project area. To 
improve east-west connections on Hayden Island, a 6- to 8-foot-wide sidewalk would be 
provided along Jantzen Drive and Hayden Island Drive. A 6-foot minimum width sidewalk 
would be provided along Tomahawk Island Drive. Crosswalks would be provided at all 
intersections and would meet ADA accessibility standards. The island streets would also 
include 6-foot bicycle lanes wherever improvements are made. All of the improvements 
would facilitate access to the light rail system. 

The new northbound bridge over the Columbia River would also accommodate a multi-use 
pathway under the highway deck. This path would be 16 to 20 feet wide, located within the 
superstructure above the bridge columns and below the bridge deck. The multi-use path 
would separate pedestrians and bicyclists from vehicle noise and avoid proximity to moving 
vehicles. 

61 



218

The Council finds that the local improvements summarized above would improve the flow of 
traffic in the I-5 corridor, would improve intersection performance on local intersections 
compared to No-Build and would improve bicycle and pedestrian mobility and safety. 

The Council finds that the local multimodal bridge that provides local access to/from Hayden 
Island would benefit residents of the island, providing an alternate access to the island. 

The Council finds that although there are adverse impacts associated with the highway 
improvements of the Project, many of the impacts can be sufficiently mitigated, as addressed 
in the NEP A documentation. The Council finds that the benefits of the Project including 
improved 1-5 and local intersection performance, decreased congestion in the corridor, 
improved bicycle and pedestrian mobility and safety, and others as addressed in this 
document herein, outweigh the impacts and that the Columbia River Crossing Project would 
cause a net positive impact to residents. 

Overall Conclusions Regarding Neighborhood Impacts (Highway) 

Overall, the Council finds that these highway improvements, taken together, will have a 
positive impact on interstate and local travel and on interstate and local commerce. They will 
enhance nearby neighborhoods and improve opportunities for pedestrian, bicycle and vehicle 
circulation to and around the Expo Center, Jantzen Beach Center, Hayden Island and 
Vancouver, Washington. While the expansion of and modifications to the local highway 
network may result in some adverse impacts identified and discussed above, the Council 
believes and concludes that on balance, these highway improvements will be a substantial 
benefit to the City of Portland, the Metro region, the State of Oregon, and their residences and 
businesses, in terms of accessibility, mobility, improved movement of commerce, and 
improved bicycle and pedestrian transport. The Council concludes that the benefits of these 
improvements strongly outweigh the adverse impacts that are associated with them. 

6.3.2 Criterion 4: Noise Impacts 

"IdentifY adverse noise impacts and identifY measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

Noise is a form of vibration that causes pressure variations in elastic media such as air and 
water. The ear is sensitive to this pressure variation and perceives it as sound. The intensity of 
these pressure variations causes the ear to discern different levels of loudness, and these 
differences are measured in decibels, or dBs. Vibrations can also be carried through the 
ground, in which case they are described in terms of vibration velocity levels in dB referenced 
to one micro-inch per second. As with air or water borne vibrations, ground vibrations have a 
threshold of human perception. Because air and ground borne vibrations have similar 
properties and are measured in similar ways, the Council finds that vibration impacts are 
appropriately considered with noise impacts in these findings. 
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Noise and vibration impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section. Noise and vibration impacts also are identified, along with 
corresponding mitigation measures, in the Noise and Vibration Technical Report (Noise 
Report). 

Identification of Noise and Vibration Impacts in the Expo CenterlHayden Island 
Segment. 

The guidelines and standards for analyzing and mitigating transit noise and vibrations are 
different from those used for analyzing and mitigation highway noise. For transit noise, the 
guidelines and standards are established by the FT A while for highway noise, the guidelines 
and standards are established by the FHWA and ODOT. Because of the different guidelines 
and standards, the noise and vibration impacts of the transit and highway improvements in the 
Expo CenterlI-Iayden Island Segment are addressed separately~ 

Transit Noise and Vibration Impacts and Mitigation Options 

The noise criteria in the FTA Guidance Manual are founded on well-documented research on 
community reaction to noise and are based on change in noise exposure using a sliding scale. 
The amount that a transit project is allowed to change the overall noise environment is 
reduced with increasing levels of existing noise. 

The FT A Noise Impact Criteria groups noise sensitive land uses into the following three 
categories: 

Category 1: Buildings or parks where quiet is an essential element of their purpose. 

Category 2: Residences and buildings where people nonnally sleep. This includes 
residences, hospitals, and hotels where nighttime sensitivity is assumed to be of 
utmost importance. 

Category 3: Institutional land uses with primarily daytime and evening use. This 
category includes schools, libraries, churches, office buildings, and other commercial 
and industrial Jand uses. 

There are two levels of impact included in the FT A transit noise criteria. 

Severe Impact: Severe noise impacts are considered "significant" as this term is used 
in NEPA and implementing regulations. Noise mitigation will normally be specified 
for severe impacts unless there is no practical method of mitigating the noise. 

Impact: In this range, often called a "moderate" impact, other project-specific factors 
must be considered to determine the magnitude of the impact and the need for 
mitigation. These other factors can include the predicted increase over existing noise 
levels, the types and number of noise-sensitive land uses affected, existing outdoor
indoor sound insulation, and the cost-effectiveness of mitigating noise to more 
acceptable levels. 

Transit noise can take several forms. These include LRT-induced noise impacts resulting from 
changes to roads and to motor vehicle traffic volumes; wayside LRT noise impacts; LRT 
wheel squeal impacts; noise from ancillary LRT facilities; and LRT vibration impacts and 
mitigation. 
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LRT-induced road traffic noise is generally associated with park-and-ride lots. There are no 
new planned park-and-ride lots in the Expo CenterlHayden Island Segment. There are, 
however, numerous highway improvements proposed for this segment. Their noise impacts 
are addressed below. 

Wayside LRT noise is modeled based on measurements of existing LRT systems, the length 
and speed of trains, rates of acceleration and deceleration, location of special trackwork, 
auxiliary equipment and other factors. Options generally available to mitigate wayside LRT 
noise impacts include sound walls, crossover relocation and reduced LRT speeds. Within the 
Expo CenterlHayden Island Segment, wayside LRT noise impacts floating homes within the 
North Portland Harbor. These noise impacts are addressed below 

'Wheel squeal noise is generated by train wheels as they traverse a curve. Whether wheel 
squeal occurs and how loud it is depends on many factors, including the material used to 
make the rail, the level of wheel/rail contact point lubrication, the sharpness of the curve, train 
speed and wheel profile. There are several locations in the SouthINorth Corridor where track 
curvature is acute enough to create wheel squeal impacts. However, none of these are located 
within the Expo Center/Hayden Island segment. 

Where wheel squeaJ noise is generated, the noise impacts can be reduced or eliminated using 
the following general techniques: 

• Dampening the wheel or using resilient wheels; 

• Lubricating the wheel surface that slides against the rail; 

e Using track designed to dampen squeal on sharply curved sections of the alignment. 

If any wheel squeal impacts remain following the use of these mitigation measures, the use of 
barriers near affected receivers could be considered. 

J.Voise from ancillary facilities includes noise from crossing bells and electrical substations 
located adjacent to the LRT trackway and LRT switching gear and transformers. Substation 
noise can be mitigated by designing and building substations to meet federal noise criteria for 
transit system ancillary facilities. Noise levels less than 60 dRA~, which is a level typical of 
many residential areas, is expected at one foot from the exterior substation wall. This noise 
level can be reduced by as much as 10 dBA through the use of enhanced substation housing 
where substations are located near sensitive receivers. No noise impacts from crossing bells or 
substations are expected in the Expo Center/Hayden Island sef,'111ent. 

LRT vibration impacts resonate from the wheel/rail interface and are influenced by wheel/rail 
roughness, transit vehicle suspension, train speed, track construction and the geologic strata 
underlying the track. Vibration from a passing light rail train moves through the geologic 
strata into building foundations, potentially causing the buildings to vibrate. Ground-borne 
vibration is of such a low level that there is almost no possibility of structural damage to 
buildings near the alignment. The main concern of ground-borne vibration is that it can be 
annoying to building occupants. The primary options available to mitigate vibration impacts 
include: incorporating state-of-the-art vehicle specifications; keeping special trackwork (such 
as crossovers) as far as possible from sensitive receptors; using either spring-loaded frogs in 
tie-and-ballast track sections or flange-bearing rail in paved track sections where special 
trackwork cannot be moved; and installing ballast masts (in tie-and-ballast sections) or 
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vibration isolation technology, such as "whisper rail," "booted" track-type support systems or 
resilient supported rail (for paved track sections). Small speed reductions may be able to 
reduce impacts to acceptable levels in a few locations, provided the speed reductions do not 
affect service schedules. There are several locations in the SouthINorth Corridor where LRT 
vibration impacts occur. However, none of these are located within the Expo Center/Hayden 
Island segment. 

The FTA has developed impact criteria for acceptable levels of ground-borne vibration that 
would apply to the light rail component of the Project. Exhibit 2-3 of the Noise Report 
summarizes the FT A impact criteria for ground-borne vibration as it affects most buildings. 
Exhibit 2-8 shows the ground-borne vibration and noise impact criteria for special buildings 
such as concert halls, TV and recording studios, auditoriums and theaters. 

Overall, noise levels in the Expo Center/Hayden Island Segment of the project area are 
currently dominated by motor vehicle traffic on 1-5 and Portland International Airport aircraft. 
Existing noise levels in this area exceed traffic noise criteria for 96 noise-sensitive receptors. 
As discussed in the Noise Report, the first three banks of floating homes in the vicinity of the 
new light rail aligIh'11ent would be relocated due to project construction, and therefore those 
homes were not analyzed for project-related noise impacts. Of the floating homes that will 
remain, analysis identified 8 floating homes where noise levels are predicted to meet. or 
exceed the moderate FT A noise impact criteria. The impacts occur at the row of homes 
nearest the future tracks, where light rail operations are predicted to produce a noise level of 
61 dBA Ldn, which just meets the 61 dBA Ldn impact criteria. Noise from future light rail 
operations is well below the traffic noise levels at all other noise sensitive properties in the 
Expo Center/Hayden Island Segment, including the manufactured home residential area along 
the Columbia River. 

Potential mitigation measures evaluated for reducing noise impacts from light rail for the 
project include 1) sound barriers, 2) track lubrication at curves, 3) special trackwork at 
crossovers and turnouts, 4) reduced train speed, and 5) building sound insulation. No light rail 
vibration impacts requiring mitigation were identified in the Expo CenterlHayden Island 
Segment. The eight light rail noise impacts at the floating homes would be best mitigated with 
the installation of sound barriers along the elevated light rail structure. A 3- to 4-foot 
acoustical absorbent sound wall or 6-foot reflective sound wall would be effective at reducing 
noise levels at these homes by 7 to 10 dBA. 

Traffic Noise Impacts and Mitigation Options 

Traffic and construction noise analyses are required by law for federal projects that 1) involve 
construction of a new highway, 2) substantially change the horizontal or vertical alignment, or 
3) increase the number of through traffic lanes on an existing highway. Oregon policies also 
require the review and consideration of noise abatement on projects that substantially alter the 
ground contours surrounding a state highway. 

F'HVI A and ODOT impact criteria for noise studies depend on existing land use or planned 
and permitted future land use. Existing land uses in the Expo CenterlHayden Island Segment 
include commercial, industrial, park/open space and residential. Most of the land uses near the 
LRT and highway improvements are commercial/industrial and park/open space. There is a 
large group of floating homes located along the southern edge of Hayden Island on both sides 
of 1-5. Other residential land uses include the Red Lion Jantzen Beach Hotel, the Oxford 

65 



222

Suites, and the Courtyard by Marriott. There is also a large group of single and multi-family 
residential units east of 1-5 along N Hayden Drive and N Tomahawk Drive. 

As described in the discussion of transit noise impacts above, existing noise levels in the 
project corridor were modeled and noise levels currently exceed FHW A and ODOT traffic 
noise criteria for 96 noise-sensitive receptors located in the Expo CenterlHayden Island 
Segment. These receptors include floating homes, the south portion of Delta Park and at the 
Red Lion Columbia Center Hotel, which include all rooms facing toward 1-5 

The project includes removal of the floating homes closest to the 1-5 crossing of the North 
Portland Harbor and the addition of 3.5 foot safety barriers along all sides of all elevated 
roadway structures. The combined effect of displacing noise sensitive properties nearest the 
project roadways, and the addition of the safety barriers, would result in no newly impacted 
noise-sensitive receptors in Expo Center/Hayden Island Segment. In addition, those receptors 
currently impacted will not experience substantial increases in the severity of those impacts. 

Overall Conclusions Regarding Noise Impacts and Mitigation Options 

Based on the information in the Noise Report, the Council finds and concludes that sound 
wall options are available and have been recommended to mitigate the identified light rail 
noise impacts in the Expo Center/Hayden Island Segment. Based also on information in the 
Noise Report, with the removal of some existing noise-sensitive receptors and the addition of 
safety walls, no new highway noise impacts are expected in the Expo CenterlHayden Island 
Segment. The final decision and recommendation to include the approved mitigation will be 
made during the final design process. 

6.3.3 Criterion 5: Natural Hazards 

"Identify affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the tOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated through design or construction techniques which couid be 
imposed during the NEPA process or, if reasonable and necessary, by 
local governments during the permitting process." 

Natural hazard impacts specific to the Expo CenterlHayden Island Segment are addressed in 
the following section. Natural hazard impacts, and associated mitigation measures, also are 
described in the Geology and Groundwater Technical Report (Geology Report) and the Water 
Quality and Hydrology Technical Report (Hydrology Report). 

Overview of Natural Hazards Impacts in SouthlNorth Corridor and Mitigation 
Measures 

The SouthINorth Project, including the Columbia River Crossing portion, lies within the 
Portland Basin, a basin characterized by relatively low topographic relief with areas of buttes 
and valleys containing steep slopes. Much of the overall SouthINorth Project alignment 
crosses developed land. Long-term impacts to the geologic environment consist of relatively 
minor changes in topography and drainage patterns, minor settlement of near-surface 
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materials, and potential changes in slope stability and erosion. These impacts could occur as a 
result of excavation, placement of structures and fills and clearing and grading. 

The geology and soils in the area of the SouthlNorth Project are typical of the Portland Basin. 
Soils within the SouthINorth Corridor developed on flood and alluvial deposits. Where 
undisturbed, they are generally sandy to clayey loam and are well to poorly drained. However, 
much of the area is classified as urban land, where the original soils have been extensively 
modified or covered. Associated with the channel deposits, areas of highly organic silt and 
clay and deposits of peat may be encountered and require special construction techniques. 
Expansive (high shrink-swell) soils are present in the corridor. 

The potential for major landslides within the South/North Corridor is very limited because the 
topography 'within the corridor is relatively gentle, and the geologic conditions are generally 
favorable. 

The Pacific Northwest is a seismically active area and subject to earthquakes. Oregon has the 
potential for three types of earthquakes: crustal, intraplate and subduction zone. Although 
earthquake prediction is an inexact science, it is reasonable to assume that earthquakes will 
occur in Oregon. 

Studies of relative earthquake hazards have been completed for much of the Portland area. 
These studies show that much of the SouthINorth corridor lies in areas with relatively high 
potential for earthquake damage. Project design and estimated construction costs reflect the 
need to conform to the relevant seismic standards for capital construction. 

To mitigate earthquake hazards, TriMet and ODOT will adhere to applicable Federal, State 
and local building codes or standards for bridges and structures in the SouthINorth Project. 

Groundwater may be encountered at shallow depths along sections of the corridor that cross 
the flood plains of rivers and creeks. Other areas of shallow groundwater levels may exist 
locally, controlled by local variations in soil type and drainage. 

Additionally, the study area intersects major rivers, minor water courses and floodplains 
within the lower Columbia and Willamette River basins. Floodplains are valuable natural 
resource areas providing fish and wildlife habitat, flood control, storm water storage, water 
quality enhancement, sediment and erosion control, and educational, recreational, research, 
and aesthetic uses. Executive Order 11988 directs federal agencies to conduct their activities 
in ways designed to reduce the risk of flood loss; to minimize the impact of floods on human 
safety, health, and welfare; and to restore and preserve the natural and beneficial values 
served by floodplains. 

Natural Hazard Impacts within the Expo CenterlHayden Island Segment 

As shown in Exhibit 3-12 of the Geology Report, no specific landslide areas or steep slopes 
(greater than 25 percent) are identified in the Expo Center/Hayden Island Segment. As noted 
above, the potential for major landslides within the SouthlNorth Corridor is very limited 
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because the topography within the corridor is relatively gentle. Although the LRT and 
highway improvements will cross the North Portland Harbor and the Columbia River on new 
bridge structures, the banks associated with the crossings are not particularly steep. As shown 
in Exhibit 3-4 of the Geology Report, the mapped surface unit for the bridge footprints is 
Quaternary alluvium and fill. In addition, historic aerial photographs for the area indicate that 
construction of North Portland Harbor and Columbia River bridge foundations and abutments 
would likely encounter fill embankments at Hayden Island. However, because steep slopes 
and landslides have not been identified near the proposed bridge footprints, no long-term 
adverse effects due to steep slopes or landslides are anticipated. 

Exhibit 3-5 of the Geology Report identifies soil types within the greater Expo Center/Hayden 
Island Segment area, and Exhibit 3-6 describes the erosion hazard ratings for these soil types. 
As shown in Exhibit 3-5, the project footprint extends to areas with three soil types -
Pilchuck-Urban land complex (0 to 3 percent slope); Sauvie-Rafton-Urban land complex (0 to 
3 percent); and Rafton silt loam, protected. These soil types are not considered to have severe 
erosion potential. 

As stated above, the Pacific Northwest is a seismically active area and is subject to 
earthquake damage. Bridges are vital links in the transportation system and are often 
especially vulnerable during seismic events. The Geology Report does not identify any 
seismically active earthquake faults in the Expo CenterlHayden Island Segment. However, 
several types of earthquakes could occur in the project area. In particular, there is a large, 
offshore fault located in the Pacific Ocean west of the 1-5 crossing. Exhibit 3-16 of the 
Geology Report shows a map of the rdative earthquake hazard ratings in the project area. 
These ratings take into account a variety of potential earthquake effects, with Zone A being 
the most hazardous areas and Zone D being the least hazardous. Earthquake efrects include 
ground motion amplification, slope instability, and soil liquefaction, all of which have a high 
potential to impact public safety and cause structural damage and economic disruption. The 
Expo Center/Hayden Island Segment is identified in relative earthquake hazard Zones A and 
B. 

The Hydrology Report includes background information on hydrology and floodplains in the 
CRC project corridor. The 1-5 bridges are located at river mile 106 of the Columbia River. 
The Columbia River is highly constrained within the project area by existing levees and 
landform. In addition, 10 bridge footings are currently located below the river's ordinary high 
water level (OHW), and also constrict the river. The North Portland Harbor is a large channel 
of the Columbia River located between North Portland and the southern bank of Hayden 
Island. A flood control levee runs along the south bank of the North Portland Harbor and 
forms a boundary between the adjacent neighborhoods and the harbor. 

The installation of piers within the Columbia River and North Portland Harbor would 
encroach upon the Columbia River's lOa-year ;1oodplain. However, this would result in little, 
if any, increase in flooding risks, given the relatively small size of the bridge piers compared 
to the size of the Columbia River. The LRT and highway improvements in the Expo 
Center/Hayden Island Segment would either avoid or be elevated above the floodplain, with 
no significant encroachment or fill that would cause adverse flooding conditions or changes in 
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flood velocity. The volume of displacement presented by the piers is expected to be 
insignificant. 

Mitigation Options for Natural Hazard Impacts in the Expo CenterlHayden Island 
Segments 

Based on the information contained in the Geology Report, the Council finds that no landslide 
areas or areas of severe erosion potential have been identified in the Expo CenterlHayden 
Island Segment. While historical evidence of seismic activity in Oregon is minimal, recent 
studies indicate that western Oregon may be subject to a greater risk from earthquake hazards 
than previously thought. Site geology has a significant impact on earthquake damage. Young 
unconsolidated silt, sand, and clay deposits are associated with enhanced earthquake damage 
through amplification of shaking, settlement, liquefaction, and landsliding. 

Potential mitigation measures to address geologic/soils conditions are provided in the 
Geology Report. During final engineering stage of the project, site-specific assessments 
would include additional geotechnical testing and monitoring. Soft foundation conditions, 
delineated by the exploration program, can be mitigated with proper designs. The site-specific 
assessments will also assess the use of soil stabilization techniques to minimize liquefaction 
of soils. Stabilization techniques include the use of compaction grouting, stone columns, and 
other techniques. 

j\1itigation measures vvould also apply to project structures~ The project ,viII provide seismic 
upgrades to existing structures, as-needed, and new and upgraded structures will adhere to the 
following applicable building codes and standards: 

It AASHTO LRFD Bridge Design Specifications 
It AASHTO Guide Specifications for LRFD Seismic Bridge Design 
.. WSDOT Bridge Design Manual, LRFD M 23-50 (BDM) 
• ODOT Bridge Design and Drafting Manual (BDDM) 
It City of Vancouver Municipal Code (VMC) Chapter 20.740.130 Critical Areas 

Protection- Geologic Hazards Areas 

The project win use elements such as driiied shafts, drIVen piles, abutments and retaining 
walls. Structural designs will take into consideration storm water infiltration or other fi.lture 
changed conditions near shallow footings, retaining walls and/or other structures that could 
increase the potential for soil liquefaction during a fhture seismic event. 
Based on the facts in the Geology Report, the Council finds that long-term impacts to geology 
and soils in the Expo CenterlHayden Island Segment are minor and can be mitigated. 
Mitigation could consist of using standard engineering practices to construct stable slopes; 
design of bridges to meet Uniform Building Code seismic standards; and techniques such as 
excavation and backfilling, special footing and foundation designs, and special construction 
techniques such as surcharging and dewatering to address the stability of artificial fill and the 
high water table on Hayden Island. Additionally, the Columbia River Crossing Project would 
replace existing bridges with new and retrofitted structures built to modem seismic safety 
standards, and would stabilize weak soils along the Columbia River on Hayden Island and 
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around Marine Drive. The Council concludes that the proposed LRT and highway 
improvements would significantly improve public safety and structure stability during 
earthquake seismic events when compared with existing conditions. 

The North Portland Harbor and the Columbia River will span the 1 OO-year floodplain, but 
with no significant fill or encroachment into the floodplain resulting from pier placement. A 
minor amount of fill will be associated with the placement of piers for the new bridges. 
However, the Council finds that floodplain impacts, if any, would be very small given the 
relatively small size of the bridge piers in comparison to the Columbia River. A flood-rise 
analysis will be conducted during the final design to calculate the impact that piers in the 
water will have on flood elevation, in accordance with local regulations and Executive Order 
11988 - Floodplain Management. If flood-rise exceeds the allowable limit, the rise would be 
mitigated through floodplain excavation (cut/fill balance) activities, and the Council finds that 
such mitigation is feasible 

6.3.4 Criterion 6: Natural Resource Impacts 

"Identify adverse impacts on significant fish and wildlife, scenic and open 
space; riparian; wetland and park and recreational areas; including the 
WiUamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the conservation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the l'I"'EPA 
process or, jf reasonable and necessary, by local governments during the 
permitting process." 

Natural resource impacts specific to the Expo CenterlfIayden Island Segment are addressed in 
the following section. Natural resource impacts, along with associated mitigation measures, 
also are described in the Ecosystems Technical Report (Ecosystems Report), the Wetlands 
Technical Report (Wetlands Report), the Parks and Recreation Technical Report (Parks 
Report) and the Visual and Aesthetics Technical Report (Visual Report). 

Identification of Impacts to Significant, Protected Natural Resources in the Expo 
CenterlHayden Island Segment 

Criterion 6 of this Land Use Final Order requires identification of adverse impacts on 
significant resources (fish and wildlife, scenic and open space, riparian, wetland and park and 
recreational areas, including the Willamette River Greenway) that are protected in 
acknowledged local comprehensive plans. Oregon planning under Statewide Planning Goal 5 
calls for inventories and protection of significant natural resources including fish and wildlife 
habitat, wetlands, riparian and scenic and open space areas. Because not all natural resource 
sites within the project area are identified as significant by local governments in their 
comprehensive plans, the scope of analysis of natural resource impacts under Criterion 6 is 
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generally narrower than the scope of analysis contained in the federal environmental impact 
statements. 

For the Columbia River Crossing portion of the SouthINorth Project, the relevant 
acknowledged comprehensive plan is the City of Portland Comprehensive Plan. That plan 
includes policies and objectives to address conservation of a range of natural resources 
identified in Statewide Goal 5, including wetlands, riparian areas and water bodies, fish and 
wildlife habitat, scenic routes and viewpoints, and significant upland areas. The City has 
completed an inventory and analysis of natural resource sites, identified the significance of 
each resource site and provided varying levels of protection to specific sites through the 
application of Environmental Overlay zones (E-zones). The city applies two environmental 
overlay zones: environmental protection (ep) and environmental conservation (ec). The 
environmental protection zone provides the highest level of protection for resource areas 
deemed highly valuable through a detailed inventor)' and economic, social, environmenta1, 
and energy (ESEE) analysis. Development is largely prevented in these areas. The 
environmental conservation zone areas are also considered valuable, but can be protected 
while allowing "environmentally sensitive urban development." 

Within the Expo Center/Hayden Island Segment, the Council finds that the environmental 
conservation zone applies to the Columbia River, North Portland Harbor, Columbia Slough, 
and the Vanport Wetlands to identifY and protect these areas for multiple resource values, 
including fish and wildlife habitat, riparian corridors, open space and scenic and wetland 
areas. However, the E~zone regulations are superseded by the regulations of Peninsula 
Drainage District # 1 at the Vanport Wetlands. As identified in the Ecosystems Report, about 
41 acres within the project's footprint in the Expo Center/Hayden Island Segment are within 
Portland's E-zones, and impacts to these resources are regulated. 

The Council also finds that N Marine Drive is identified as a scenic corridor in the Portland 
Comprehensive Pian and the Columbia Slough has been defined as a scenic waterway by the 
City of Portland, and could be considered a recreational resource. Further, the Portland 
Comprehensive Plan designates the planned extension of the 40-Mi1e Loop recreational trail 
along N Marine Drive adjacent to the south side of the North Portland Harbor. Additionally, 
the Portland Comprehensive Plan designates lands within the Expo CenterlHayden Island 
Segment as Open S17ace. This designation provides for the enhancement and preservation of 
public and privately owned open, natural, and improved parks and recreational areas. 
Designated Open Space is found on the east side of 1-5 between N Martin Luther King Jr. 
Boulevard and N Hayden Meadows Drive (Delta Park), and on the west side near the Expo 
Center exit. The Open Space designation also borders the N Columbia Boulevard interchange 
at the southern end of the area of primary impact. Based on these facts, the Council concludes 
that the natural resources highlighted above are significant and afforded some protection 
under the acknowledged Portland Comprehensive Plan. 

Fish and Wildlife Habitat. The Columbia River and North Portland Harbor are major 
aquatic resources in the Expo CenterlHayden Island Segment and are recognized as 
significant natural resources for multiple values, including fish and wildlife habitat. 
Shorelines along both of these waterways have been substantially altered and now support 
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limited natural vegetation. These aquatic resources could be directly affected by one or more 
of the following activities: 1) in-water construction work, 2) construction in or near riparian 
areas, 3) re-routing of stormwater drainage from roadways and bridges, and 4) permanent 
structures placed in or removed from waterways. 

Historically, the project area was forested, with forested wetlands along the Oregon shoreline 
and on Hayden Island. The Oregon shoreline was part of a large floodplain wetland system 
and included many sloughs, back channels, and small or seasonal lakes. Urban development 
has substantially degraded historic habitat in all parts of the project area, particularly for land
based species. Exhibit 3-10 of the Ecosystems Report shows the amount of different habitat 
types within the project area. The largest area is comprised of open water, as this 
classification includes the portions of the Columbia River, North Portland Harbor and 
Columbia Slough within the project area, and stretches up and downstream from the existing 
I-5 bridges to account for hydroacoustic attenuation areas. Outside of open water, the project 
area is almost exclusively occupied by urban habitats. Less than2 percent of the project area 
is classified as either wetland or forest habitat, with most of this occurring as small patches 
isolated from other natural areas. 

As described in the Ecosystems Report, the Columbia River and its tributaries are the 
dominant aquatic system in the Pacific Northwest. In the project area, river height and flow 
rate are influenced by tides and upstream dams. Because the project is within a heavily 
developed area, riparian habitat quality along the banks of the Columbia River is poor. Dikes 
and levees, particularly when reinforced with riprap or concrete, as is the case near the 1-5 
bridges, make poor quality riparian habitat. The river in this area offers pool and glide habitats 
for fish, though the water quality is limited for several pollutants. The 1-5 bridges influence 
aquatic habitat conditions in the main channel and North Portland Harbor. Bridge piers in the 
river provide potential refuge from the current for both predatory fish and juvenile salmon. 

The North Portland Harbor channel, on the south side of Hayden Island, supports several 
floating home communities and commercial and recreational moorages. Average depth in this 
channel is about 14 feet, with deeper water on the south side. The south shore supports active 
industrial uses. Piers and moorages line the shore, providing very low quality riparian habitat. 
Piers and floating homes provide shade and refuge for both predatory fish and juvenile 
salmon. With the exception of a few large cottonwoods along both shores of the harbor, 
ornamental pla.l1tings and weedy exotic species comprise most of the vegetative cover. Only 
the open water of the river, and to a lesser extent the harbor, provides much habitat value to 
wildlife. A variety of resident and migratory waterfowl are expected on both waterways, as 
are small mammals such as nutria and river otter. 

The Ecosystems Report contains detailed information on the status of protected species in the 
project corridor. Bald eagl~s use the Columbia River and environs to forage for fish and 
waterfowl, but no nesting or breeding sites are known within one mile of the project. Bald 
eagles were removed from the federal ESA list in August 2007, but are still listed as 
threatened under Oregon and Washington ESAs. 
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Peregrine falcons are known to be present in the project area, and utilize the existing 1-5 
bridge structures year-round. This species was removed from the federal ESA list in 1999 and 
from the Oregon ESA list in March 2007. 

The project area is located in the Pacific flyway, the major north-south route for migratory 
birds that extends from Patagonia to Alaska. Many migratory birds use the area for resting, 
feeding, and breeding. 

The Columbia River is an important passageway for anadromous fish species moving 
between the ocean and upstream spawning areas, and also provides significant habitat for 
resident fish species. The Columbia River and North Portland Harbor are known to support 
listed anadromous salmon ids, including Chinook salmon, chum salmon, sockeye salmon, 
steelhead trout, and coho salmon, which use this habitat primarily for migration, holding, and 
rearing. Exhibit 3.9 of the Ecosystems Report summarizes the protected aquatic species 
known to use or potentially be using waterways in the project area. 

The Council finds that the existing 1-5 highway, bridges, and interchanges are located in a 
highly urbanized area. The combined effect of existing transportation facilities and 
development pattcllls results in adverse impacts to aquatic, riparian, and terrestrial habitats 
and the species that rely on them for survival. Existing fish and wildlife habitat impacts 
include the following: 1) Untreated storm water runoff has degraded water quality, 2) 
Columbia River bridge piers provide a refuge for fish species that prey on juvenile salmon, 
and 3) the bridge and road\vay alignment travels through locally and regionally designated 
habitats. 

In general, the Council finds that the long-term effects to aquatic habitat would be consistent 
with current conditions with the continued presence of bridge piers in the Columbia River and 
a major transportation structure over the river. Compared with the No-Build Alternative, the 
Project has fewer bridge piers; however, the piers will be bigger than those currently in place, 
casting larger shadows and displacing some shallow water habitat. 

The Council finds that effects to riparian habitat will be negligible in the Columbia River and 
North Portland Harbor, as there is very little functioning riparian vegetation in the main 
project area. About 35 acres within Portland's E-zones would be directly impacted by light 
rail and highway improvements in the Expo CentertBayden Island Segment. However, the 
additional acreage impacted should not adversely affect the overall function of terrestrial and 
riparian habitat or the long-term sustainability of plant and animal species in the project area. 
The project improvements will mostly be constructed within existing rights-of-way or land 
already developed to urban densities, areas that generally provide poor quality fish and 
wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing long-term 
effects to Columbia River riparian habitat. There will be no excavation or removal of trees 
from the Columbia Slough riparian area. Therefore, the project will have no effect on 
Columbia Slough riparian habitat. 

Scenic and Open Space Areas. Scenic and open space resources recognized in the City of 
Portland's Scenic Views, Sites and Drives Inventory, Scenic Resource Protection Plan include 
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the Marine Drive scenic corridor, the North Portland Harbor scenic corridor, the historic 
northbound 1-5 truss and lift bridge, and the Columbia River scenic corridor. Additionally, the 
Columbia Slough has been defined as a scenic waterway by the City of Portland and could be 
considered a recreational resource. 

The Council recognizes that highways and major transit facilities are highly visible public 
facilities that can noticeably affect the visual character of surrounding landscapes and the 
perception of visual resources. Such changes can be of keen interest to local residents and 
jurisdictions as well as to travelers using the facilities. 

The Visual Report describes existing conditions and long-term effects to the viewsheds in the 
project corridor. A viewshed, or "landscape unit", is the portion of the landscape that can be 
seen from within the project area and that has views of the project area. The boundaries of a 
viewshed are determined by the surrounding topography, vegetation, and built environment. 
Two viewsheds are described for the Expo Center/Hayden Island Segment: 1) the Columbia 
Slough landscape unit, and 2) the Columbia River landscape unit. 

Mixed industrial-commercial development, sports fields, and marinas define the visual 
character of the Columbia Slough landscape unit. Visual resources include the Columbia 
Slough Scenic Corridor, stands of mature trees, Vanport Wetlands (west ofI-5), and views of 
the Tualatin Hills, Mount St. Helens, and the Washington Cascades. Viewer sensitivity in the 
Columbia Slough landscape unit is low for drivers and high for recreational users. 

The river defines the visual character of the Columbia River landscape unit. Visual resources 
include the Columbia River and its shoreline and views of Mt. Hood and the Tualatin Hills. 
Viewer sensitivity and vividness in the Columbia River landscape unit is high. 

The primary elements of the Columbia River Crossing Project that would affect visual quality 
and character are the new bridge structures across the North Portland Harbor and the 
Columbia River. The Council finds that the visual effects in the Columbia Slough scenic 
corridor would be minor. 

Visual impacts to the N Marine Drive and Columbia River scenic corridors would occur from: 

II The greater heights and widths of the new structures across the Columbia River; 
• The widening of the 1-5 corridor due to the addition of auxiliary lanes along 1-5; 
• The new light raillvehicular/bicycle/pedestrian bridge between Hayden Island and 

Expo Center Drive; and 
• The wider or higher ramps for reconfigured interchanges at Marine Drive and Hayden 

Island. 

This section of the N Marine Drive Scenic Corridor borders the North Portland Harbor, a 
narrow waterway dominated on the east by the large horizontal forms of I-5 and heavy 
industrial activities and busy roads along its south banks. Older, wooden and metal storage 
and other buildings rim the bank. Views from the south and north bank of the Harbor are 
blocked to the east by the 1-5 bridge but focus on a cluster of small docks and houseboats 

74 



231

nestled against the south shore of Hayden Island adjacent to the bridge. Views west down the 
harbor focus on the channel and on river-related commercial and industrial activities along 
both banks. 

The new light raillvehicular/bicycle/pedestrian bridge will cross under N Marine Drive and 
over the North Portland Harbor on an approximately 1000 foot structure constructed west of 
the existing 1-5 bridge over the harbor. The LRT bridge would remove some houseboats and 
vegetation along both banks of the harbor. The bridge would also introduce a new overhead 
structure over the Marine Drive and North Portland Harbor scenic corridors. However, 
because the multi-modal bridge will closely parallel the existing 1-5 bridge and is located in 
an intensively urban, industrial section of the scenic corridor, the Council finds that the 
project will not result in a significant adverse impact on either scenic corridor. 

The reach of the Columbia River crossed by the 1-5 bridges is flat, open water bordered by 
industrial, commercial, residential and undeveloped areas along its shoreline. The river is a 
significant regional resource and the dominant visual element within this segment because of 
its large scale and openness. The river also serves as a dramatic gateway between Oregon and 
Washington. The Visual Report concludes that the new bridge forms over the Columbia River 
and the resulting changes to view'S of (and from) the Columbia River vvould be mostly 
positive. Potential impacts would include: 

• Removal of the visually complicated truss structures and lift towers of the existing 1-5 
bridges. This action vvould remove an obstruction of vievvs from the higher deck and 
from the river. However, this action would remove an important contributor to the 
area's historic context (the 1-5 bridges) and a character-defining aspect of interstate 
travel. 

• From I-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward 1-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generaily improve. 

The Council finds that high-quality design and construction of the proposed transit and 
highway facilities will be important mitigation tools for visual quality and aesthetics 
associated with designated scenic and open space. resources. The City of Portland and other 
stakeholders will continue to discuss the aesthetic attributes of the new bridge structures to 
best mitigate potential visual impacts and to create a noteworthy visual feature. The Council 
understands that design guidelines have been developed and will be used during the final 
design phases of the project to guide decisions that impact visual character and quality. It 
considers the design of the I-5 bridges to be a substantial visual mitigation opportunity for the 
project. Appropriate conditions that are reasonable and necessary and do not prevent 
implementation of the LUFO can be imposed through the local review process to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Riparian Areas. As described in the discussion of fish & wildlife habitat, the riparian area 
along the North Portland Harbor and the Columbia River has been significantly altered with 
development. Shorelines along both of these waterways now support limited natural 
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vegetation. The project improvements will mostly be constructed within existing rights-of
way or on land already developed to urban densities, areas that generally provide poor quality 
fish and wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing 
long-term effects to Columbia River riparian habitat. There will be no excavation or removal 
of trees from the Columbia Slough riparian area. Therefore, the project will have no adverse 
effect on Columbia Slough riparian habitat. 

Wetland Areas. The Wetlands Report notes that there are large wetland systems east and 
west of the immediate project area in the Expo CenterlHayden Island Segment, including the 
Vanport Wetland, Force Lake, Smithand Bybee Lakes, and West Hayden Island wetlands. 
Additionally, the Columbia Slough watershed has substantial wetlands and other water 
present within the urban matrix. Exhibit 3.6 identifies the following field-identified wetlands 
in the Expo Centerffiayden Island Segment: 1) Victory interchange wetlands, 2) Schmeer 
Slough, 3) Walker Slough, 4) Expo Road wetland, and 5) Vanport Wetlands. The wetland 
delineation report was submitted for concurrence to the Oregon Department of State Lands 
(DSL) in 2008 and DSL has concurred with the delineation (#WD 2008-0205). In addition to 
field-identified wetlands, a potentially jurisdictional water area is also identified in Exhibit 3-
6 of the Wetlands Report (PJWA 0). The CRC project has the possibility of encroaching 
upon the eastern edge of PJW A 0, however, lacking permission from the property owner to 
enter the Vancouver Way property, neither the project team nor regulatory agencies can 
confirm the presence or absence of jurisdictional wetlands at this location. 

Based on information in the Wetlands Report, the Council finds that the project footprint 
would not encroach upon any identified wetiands in the Expo CenterlHayden Island Segment. 
The new impervious surface will not discharge untreated stormwater runoff into the wetlands 
and the wildlife activities that may be impacted are already negatively affected by the 
urbanized environment. 

Park and Recreational Areas and WiUamette River Greenway. Designated park and 
recreational areas close to the proposed LRT and highway improvements in the Expo 
Center/Hayden Island Segment include East Delta Park, the Marine Drive Multi-Use Trail and 
the proposed Bridgeton Multi-Use Trail. The project improvements are located outside of the 
boundaries of the Willamette River Greenway. 

East Delta Park is a regional park located east of 1-5 between N Denver and Martin Luther 
King Jr. Boulevard. East Delta Park encompasses about 85 acres and facilities include softball 
and soccer fields, control line flying field, sand volleyball courts, playground, and off-leash 
dog area on ODOT property. Approximately 0.4 acre of off~leash area associated with East 
Delta Park, but located in ODOT right-of-way, would be permanently acquired for the project 
improvements. 

The Marine Drive Multi-use trail is a designated recreational trail along N Marine Drive. The 
five-mile segment extending from 1-5 west to Kelley Point Park connects to the Marine Drive 
interchange and North Portland Harbor bridges. The 40-Mile Loop is designated a significant 
recreational resource and is protected in the acknowledged City of Portland Comprehensive 
Plan. Project improvements in the Expo CenterlHayden Island Segment would not require any 
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use of the trail. Based on infonnation included in the Parks and Recreation Report, the 
Council finds that improvements to the bicycle and pedestrian facilities would represent a 
large improvement over the circuitous paths that exist today within the loops and ramps of the 
Marine Drive interchange. New, wide multi-use paths beneath the Marine Drive interchange 
would connect both sides of 1-5 to the Expo Center light rail station, East Delta Park, the 
Marine Drive Multi-use Trail, and the crossing over North Portland Harbor to Hayden Island. 
Additionally, the Council finds that the new improvements to bicycle and pedestrian facilities 
within the Marine Drive interchange area could be connected to the proposed Bridgeton Trail 
sometime in the future. 

Mitigation Options for Natural Resource Impacts in the Expo CenteriHayden Island 
Segments 

The Council finds that the Southl1'-Jorth Project will have no adverse impacts on park areas 
and designated recreational trails, riparian areas and identified wetland areas. Pedestrian and 
bicycle improvements in the vicinity of the Marine Drive interchange will substantially 
improve connections to the Marine Drive multi-use recreational trail. 

The Council finds that the bridges across the North Portland Harbor will have an impact on 
the scenic and visual character of this segment. However, by locating the LRT bridges in 
close proximity to the existing and more dominant 1-5 bridges, the Council concludes that 
visual impacts will be reduced. Additionally, by locating the LRT alignment to the west of 1-
5, views up the Columbia River from the 1-5 bridges toward Mt. Hood are not affected. 

Construction of the new LRT and highway bridges over the North Portland Harbor and the 
Columbia River could result in adverse impacts to wildlife habitat. Impacts to riparian habitat 
along North Portland Harbor would be limited to the loss of several relatively large 
cottonwood trees along the harbor shorelines. Since these trees occur in small, isolated stands 
surrounded by development, their loss would not adversely affect wildlife populations. Small, 
isolated stands of trees in an urbanized area afford relatively poor quality habitat due 
primarily to the lack of habitat diversity, lack of buffering from human activity and lack of 
movement corridors to other habitat areas. 

Long-term impacts to fisheries include the removal of a small amount of channel bottom 
habitat due to construction ofthe bridge pier foundations. None of the bridge piers is expected 
to adversely modify critical habitat; however, elements such as cover, shelter, refuge, holding, 
or rearing might be adversely affected to a relatively small extent. No suitable spawning 
habitat, and limited rearing and holding habitat for juvenile salmonids, is present in the area of 
the bridge crossings. As a result of the analysis and findings presented in the Biological 
Assessment for Threatened, Endangered, and Candidate Fish and the approved Biological 
Opinion, the Council concludes that, with implementation of a number of conservation 
measures, the South/North Prqject would not likely jeopardize populations of threatened or 
endangered fish species or adversely modify their critical habitat in the project area. However, 
due to the extent of in-water work and the presence of many ESA-listed fish, it is 
acknowledged that adverse effects to individual fish and their critical habitat are likely to 
occur, but effects are avoided or minimized to the extent practicable. The Council notes that 
NMFS produced this finding in their Biological Opinion. 
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The Council finds that the following mitigation measures outlined for Threatened, 
Endangered, and Candidate Fish in the Expo CenterIHayden Island Segment are available to 
mitigate adverse impacts to the North Portland Harbor and the Columbia River and could be 
imposed as conditions of approval during the FEIS process and/or the local permitting process 
if reasonable and necessary: 

• Implement erosion and sediment control measures to prevent sediment from entering 
surface waters. 

• Time in-water construction activities based on discussions with NMFS and the Oregon 
Department ofFish and Wildlife, and take into consideration factors such as timing offish 
migration and construction schedule and cost. 

• Use of hydroacoustic attenuation measures to reduce impacts on the behavior of fish and 
sea iions. 

• Conduct sediment sampling prior to construction of in-water bridge piers in order to 
determine the presence of and characterize potential contaminants. 

• Limit the operation of equipment in the active river channel to the minimum necessary. 
• Clean all equipment that is used for in-water work prior to entering the water. 
• Do not store or transfer petroleum products within 150 feet of the active river channel, 

unless isolated within a hard zone with suitable containment measures in place. 
• Assure the development and implementation of plans for the safe storage and containment 

of all hazardous materials used in project construction. 
• Include measures in the plan for containment berms and/or detention basins, where 

appropriate. 
.. Develop a site-specific sediment control and erosion control plan prior to project 

implementation. 

The Council finds that these types of measures could be imposed as conditions of approval 
during the NEP A process or, if reasonable and necessary, by local governments during the 
local permitting process. 

6.3.5 Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removal and protect water quality which could be 
imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting 
process." 

Stormwater runoff impacts specific to the Expo CenterIHayden Island Segment are addressed 
in the following section. Stormwater impacts and mitigation measures are also described in 
the Water Quality and Hydrology Technical Report. 

General Overview of Stormwater Runoff Impacts and Mitigation 
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The SouthINorth Project intersects major rivers, minor water courses and floodplains within 
the lower Columbia and Willamette River basins, including the Willamette and Columbia 
Rivers. Existing waterways in the SouthINorth Project area receive large volumes of 
stormwater and surface runoff containing a variety of pollutants, including chemicals and 
nutrients from fertilizers and pesticides, roadway sediments, motor vehicles and other man
made or natural sources. Water quality in the corridor is typical of drainage basins with urban 
development. 

Areas developed or under development increase the rate and volume of peak storm water 
discharges. The peak runoff rate and volume of stormwater discharges usually increase when 
construction removes vegetation, compacts soils, and/or covers significant portions of a site 
with buildings or pavement. Typical problems associated with increases in peak discharge 
rates include higher flow velocities in streams, more erosion, and more frequent flooding. 
These problems degrade habitat areas, damage property, and require increased maintenance of 
culverts and storm water facilities. 

A range of federal laws, state statutes, and local and regional ordinances address hydrologic 
impacts from development. State and local regulations typically establish standards for 
controlling the peak rate of stonnwater runoff. Regional standards, contained in Title 3 of 
Metro's Urban Growth }.1anagement Functional Plan, more broadly address flood mitigation, 
erosion and sediment control, and the protection of long term regional continuity and integrity 
of water quality and flood management areas. Federal National Flood Insurance Program 
criteria and Executive Order 11988 regulate development in flood prone and floodplain areas. 

Potential sources of water quality degradation include pollutants from chemicals and nutrients 
from natural or man-made sources. Eroded sediments and other pollutants can be carried by 
storm water to downstream receiving waters. Resulting water quality issues can impair the 
beneficial use of local waterways for recreation, wildlife habitat, and watering of livestock or 
other farm animals. 

Water quality impacts are generally regulated by federal and state guidelines, usually through 
required water quality standards for receiving waters quality and limitations on the generation 
and release of urban pollutants. 

Storm water detention treatment facilities can be used to mitigate the effects of long-tenn and 
short-term hydrologic and water quality impacts changes. State and local regulations establish 
standards for detention storm water treatment and other methods of storm water control which 
can be applied as conditions of approval during local permitting proceedings. Mitigation for 
hydrologic and impacts are is usually accomplished by reducing or attenuating peak runoff 
rates, by either detaining (store and release), retaining (store but do not release) through 
stormwater detention, or infiltrating runoff from a developed site. Stormwater detention 
provides water quality benefits because storage promotes settlement of suspended sediments 
and other pollutants. Stormwater detention and water quaiity faciiities are typically combined 
to use land more efficiently. "Dry" ponds, bioretention ponds, "wet" ponds, constructed 
treatment wetlands, retention ponds, biofiltration swales, biofiltration swales filter strips, 
underground vaults, bioslopes, and constructed wetlands dry wells are typically used 
stormwater treatment facilities. The Council finds that a range of measures are available and 
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site-specific mitigation for hydrologic and water quality impacts will be refined and selected 
during the Final Design and local permitting processes. 

All of these facilities detain storm water by releasing runoff through a regulating structure, 
such as an orifice or weir. Stormwater detention provides water quality benefits because 
storage promotes settlement of suspended sediments and other pollutants. Storm water 
detention and water quality facilities are typically combined to use land more efficiently. 

Source control Best Management Practices (BMPs) are intended to mitigate pollutants 
generated through nonnal operation and use of buildings, roadways, and other urban facilities. 
The Council finds that water quality degradation resulting from erosion and sedimentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs include use of barrier berms, silt fencing, temporary sediment detention 
basins~ plastic covering for exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on~site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special BMPs can also 
be used at crossings or adjacent to streams or watercourses during construction. 

In general, the Councii finds that water quantity and water quality and hydrology impacts 
created by the construction and operation of the Columbia River Crossing Project can be 
substantially mitigated by complying with the following: DEQ water quality standards; Army 
Corps of Engineers Section 404 permit regulations; Department of State Lands regulations for 
instream activities; Nationai Marine Fisheries Service (NMFS) conservation measures 
specified in the project Biological Opinion; Metro Title 3 regional standards; and City of 
Portland erosion control and stormwater regulations. These rules and regulations outline Best 
Management Practices to prevent or limit pollutants from entering surface waters through 
urban drainage systems. These types of measures could be imposed as conditions of approval 
during the NEPA process or, if reasonable and necessary, by local governments during the 
local permitting process. 

Stormwater Runoff Impacts and Mitigation Options with the Expo Center/Hayden 
Island Segments 

Within the Expo Center/Hayden Island Segments, specific \vater bodies include the Colunlbia 
Slough, the Columbia River and North Portland Harbor. As described in the Water Quality 
and Hydrology Report, the Columbia Slough is a slow-moving, low-gradient drainage channel 
running nearly 19 miles from Fairview Lake in the east to the Willamette River in the west. 
Water levels are managed with pumps, weirs, and levees. The levee system protects most of 
the floodplain in the vicinity of 1-5 against flooding. Within the project area, the Columbia 
Slough is currently on Oregon's 303(d) list because it does not meet water quality standards 
for four parameters. 

The 1-5 crossing of the Columbia Slough is in a highly urbanized area. Riparian habitat along 
the slough has largely been replaced by buildings and paved surfaces compared to historic 
conditions. Riparian areas along the Slough are generally not adequate to provide shade, bank 
stabilization, sediment control, pollution control, or stream flow moderation. \Vithin the 
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project area, 1-5 is elevated on embankments or structures and, in general, the highway 
drainage systems do not handle runoff from outside the right-of-way. 

1-5 crosses the Columbia River near river mile 106.5. North Portland Harbor, the portion of 
the Columbia River running south of Hayden Island, lies within the project area. Runoff from 
1-5 on Hayden Island drains directly into the Columbia River and North Portland Harbor. The 
east portion of Hayden Island is highly developed, with large hotels, a shopping center, 
residential communities, and other commercial activities. The western portion of the island is 
undeveloped and is comprised of pasture, woods, and wetland areas. Within the project area, 
the Columbia River is currently on Oregon's 303(d) list because it does not meet water quality 
standards for six parameters. DEQ does not differentiate between the North Portland Harbor 
and the Columbia River when compiling the 303(d) list. 

Project data show four outfalls that drain to the Columbia River/North Portland Harbor within 
the project area. On Hayden Island, runoff from 1-5 discharges directly to the Columbia River 
through road-side grates located along the entire span. Runoff from the bridge is not treated 
prior to release to the river. 

As summarized in the \llater Quality and Hydrology Report, the differences in long=tenn 
effects on water quality between the Columbia River Crossing Project and the No-Build 
Alternative are substantial. Although the Project would increase the total amount of pollutant 
generating impervious surfaces in the Columbia Slough Watershed and the Columbia River 
\X/atershed, the amount of untreated impervious surface \vQuld drop dramatically compared to 
existing conditions and the No-Build Alternative. This is because, with the Project, 
stormwater runoff from the entire Contributing Impervious Area (CIA) would be treated, 
while stonnwater runoff from most of the existing impervious surfaces does not currently 
undergo storm water treatment. 

Based on the information contained in the Water Quality and Hydrology Report, the Council 
concludes that no adverse hydrologic or water quality impacts are expected in the Expo 
Center/Hayden Island Segment. The Project would increase overall impervious surfaces by 
about 28 acres, which could result in increased stormwater runoff rates and volumes and 
increase the amount of pollutants in stormwater. Without mitigation, this would affect the 
hydrology of project waterways. However, the Columbia Slough and the Columbia River are 
large water bodies and the project-related increase in stormwater volume would not result in a 
measurable increase of flows in these surface waters. Additionally, storm water treatment 
design for the project corridor includes a number of stormwater treatment and/or infiltration 
facilities to reduce pollutants (including sediments and metals). Therefore, although the 
impervious surface area will increase by about 28 acres, untreated pollution generating 
surface area would be reduced from 219 acres to 0 acres. 

The Council finds that, as described in the Water Quality and Hydrology Report, the Project 
will provide treatment not only for the new impervious area, but also for runoff from existing 
impervious surface area that does not currently receive treatment. The Council concludes that 
the project will provide treatment of approximately nine times the area of additional 
impervious surface being added as part of the Locally Preferred Alternative and will result in 
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overall positive effects to the water quality and hydrology of receiving waters. Stormwater 
runoff would be treated in compliance with current standards before being discharged to 
project area water features. 

The Council recognizes that specific and detailed mitigation erosion control and water quality 
measures will be required for the construction of the LRT facilities and highway 
improvements in the Expo CenterlHayden Island Segment. The project team has prepared a 
draft storm water management design in order to evaluate general feasibility and water quality 
effects associated with the project. For the portion of the Columbia River Crossing project in 
Oregon, the draft was prepared to meet the storm water management requirements of ODOT 
and the City of Portland. The draft design includes gravity pipe drainage systems that would 
collect and convey runoff from the new bridges, transit guideway, and road improvements. 
Storm water treatment facilities would reduce total suspended solids (TSS), particulates, and 
dissolved metals to the maximum feasible extent before runoff reaches surface waters. 

The following storm water treatment devices are included in the draft stormwater management 
design: 

• Bioretention ponds - infiltration ponds that use an engineered (amended) soil mix to 
remove pollutants as runoff infiltrates through this material and into underlying soils. 

It Constructed treatment wetlands - shallow, permanent, vegetated ponds that function 
like natural wetlands. They remove pollutants through such means as sedimentation, 
microbial activity, and uptake by plants" 

• Soil-amended biofiltration swales - channels with mild slopes and shallow depths of 
flow. The channels are dry between storm events and they treat runoff by filtration as 
runoff flows through the vegetated surface and amended soils. 

It Soil-amended filter strips - similar to grass swales, filter strips are intended to treat 
sheet runoff from an adjacent roadway surface. 

It Bioslopes - like filter strips, are intended to treat sheet runoff from an adjacent 
roadway surface. The percolating runoff flows through a special mixture of materials, 
which promotes the absorption of pollutants. 

Based on the draft stormwater management design, the Council finds that a range of measures 
are available to mitigate stormwater impacts and site-specific mitigation for stormwater 
quantity and quality impacts associated with the LRT and highway improvements, including 
the bridge construction across the North Portland Harbor and the Columbia River. These 
measures will be refined and selected during the FEIS and local permitting processes. 

6.3.6 Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 
cannot practicably be avoided, identify local, state or federal review 
processes that are available to address and to reduce adverse impacts to 
the affected resources." 
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Historic and cultural resource impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section following a more general discussion of historic and cultural 
resource impacts and mitigation. Historic and cultural resource impacts and mitigation 
measures are also described in the Historic Built Environment Technical Report (Historic 
Report), and the Archaeology Technical Report (Archaeology Report). 

General Overview of Historic and Cultural Resource Impacts 

Section 106 of the National Historic Preservation Act of 1966, as amended, and Executive 
Order 11593 require that a federal agency consider the effect of a federally assisted project on 
any historic district, sites, buildings, structures, objects or any archaeological sites listed in or 
eligible for inclusion in the National Register of Historic Places. 

Throughout earlier phases of the Columbia River Crossing Project, as with previously 
approved segments of the SouthlNorth Project, alternatives and options have been developed, 
evaluated, narrowed and refined. A significant objective in the narrowing and refinement of 
alternatives and options has been to avoid where practicable, or to minimize where avoidance 
is impracticable, potential impacts to historic and cultural resources 

During preliminary and final engineering, further design work will be completed that would 
further attempt to avoid, minimize andlor mitigate adverse impacts to historic and cultural 
resources. Under federal procedures, the resulting impact analyses and commitment to 
feasible mitigation measures will be completed in coordination with the Oregon State Historic 
Preservation Officer (SHPO) and the Advisory Council for Historic Preservation (ACHP). A 
Memorandum of Agreement between FT A, FHW A, SHPO and ACHP and others will be 
executed to define how the project will mitigate adverse effects to historic and cultural 
resources. 

Project staff: in consultation with Oregon's State Historic Preservation Officer, made a 
determination of the "area of potential effect" for that portion of the Columbia River Crossing 
Project within Oregon. The criteria of effect and criteria of adverse effect as set forth in the 
National Historic Preservation Act are highlighted below. The Council agrees with and adopts 
these criteria for purposes of measuring compliance with Criterion 8. 

An undertaking has an effect on an historic property when the undertaking may alter 
characteristics of the property that may qualify the property for inclusion in the National 
Register. For the purpose of detennining effect, alteration to features of the property's 
location, setting, or use may be relevant depending on a property's significant characteristics 
and should be considered. 

An undertaking is considered to have an adverse effect when the effect on a historic property 
may diminish the integrity of the property's location, design, setting, materials, workmanship, 
feeling or association. Adverse effects on historic properties include, but are not limited to: 

.. Physical destruction, damage, or alteration of all or part ofthe property; 

• Isolation of the property from or alteration of the character of the property's setting 
when that character contributes to the property's qualification for the National 
Register; 
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.. Introduction of visual, audible, or atmospheric elements that are out of character with 
the property or alter its setting; 

.. Neglect of a property resulting in its deterioration or destruction; and 

• Transfer, lease or sale of the property. 

The Historic Report includes an analysis of historic resources and historic districts within the 
Expo Center/Hayden Island Segments to determine the National Register of Historic Places 
status. It also assesses short and long-term impacts of the Project on historic, cultural and 
archeological resources. The Council accepts the methodology for determining "adverse 
effect" established in the Historic Report, and it adopts and incorporates by reference herein 
the facts and conclusions set forth in that document. 

The City of Portland has completed an inventory of cultural resources and designated 
significant resource sites in its comprehensive plan. Some resources, which are inventoried in 
the local comprehensive plans under LCDC Goal 5, are not necessarily defined as 
"significant" through the NEP A process. Conversely, the federal environmental documents 
include discussion of some resources which are not inventoried or protected in Portland's 
plan. Criterion 8 only requires identification of adverse impacts on significant historic and 
cultural resources protected in acknowledged comprehensive plans. 

General Discussion of Hisforic and Cultural Resource Mitigation Measures 

The Historic Report outlines general measures to avoid, minimize or mitigate for long-term 
impacts and short-term construction impacts. It also includes a more specific discussion of 
mitigation measures for resources that may be adversely affected by the Columbia River 
Crossing Project. The Council finds the foHowing to be examples of avoidance, minimization 
and mitigation options: 

1. Demolition of resources could be minimized in some instances through refinement in 
the design of the project in a specific area. 

L. Demolition could also be avoided trilough relocating the resource. 

3. If these options are not feasible, recordation and salvage of the resource could 
mitigate for its loss. 

4. Loss of access or isolation of resources could be minimized through design 
treatments such as creation of alternative access points, more visible signage, or 
traffic control to facilitate accessibility. 

5. Noise and vibration impacts to resources could be minimized through design 
treatments and vibration suppression. 

6. Visual impacts could be mitigated through enhanced design treatments. Station and 
shelter design, construction materials, and street improvements could be chosen to 
complement existing building and street settings. Stations could be moved to avoid 
placement in front of historic resources. Where possible, overhead wiring could be 
attached to existing support structures. 

7. Areas with a high probability of archaeological resources have been identified. A 
professional archaeologist would be on site to monitor construction activities in these 
specified areas. 

84 



241

The Council finds that the discussion of general mitigation measures included within the 
Historic Report provides a good base for more detailed mitigation commitments in the FEIS. 

Federal, State and Local Review Processes to Reduce Resource Impacts 

Federal and State Processes 

Section 106 of the National Historic Preservation Act of 1966, described above, defines the 
federal review process designed to ensure that historic properties are considered during 
federal project planning and execution. The process is administered by the ACHP and 
coordinated at the state level by the SHPO. An agency must afford the ACHP a reasonable 
opportunity to comment on the agency's project. Section 106 requires that every federal 
agency take into account how each of its undertakings could affect historic properties. 

For the purposes of Section 106, any property listed in or eligible for listing in the National 
Register of Historic Places is considered historic. The process has five steps as follows: 1) 
identify and evaluate historic properties; 2) assess effects of the project on historic properties; 
3) if an adverse effect would occur, then consultation with the SHPO 3...'1d other interested 
parties would occur, and if necessary, a Memorandum, of Agreement would be developed 
which defines what will be done to reduce, avoid or mitigate the adverse effects; 4) ACHP 
comment; and 5) proceed with the project, incorporating the mitigation in the Memorandum 
of Understanding. 

At the state level, the historic preservation process is defined in ORS Chapter 358 and in the 
Land Conservation and Deveiopment Commission's Goal 5. The state process is implemented 
by the local jurisdictions through the adoption of historic preservation identification and 
protection plans in their individual comprehensive plans. The state process limits local 
preservation options. Under current law, local protection of historic properties requires owner 
consent. However, properties iisted on the National Register may be preserved by local 
governments. Within the City of Portland, demolition must be reviewed and may be denied. 

State law in ORS Chapter 358 and LCDC's Goal 5 rule, OAR 660-023-0200, encourage the 
preservation, management, and enhancement of structures of historic significance. It 
authorizes local governments to adopt or amend lists of significant historic resource sites. 
However, owners of inventoried historic resources must be notified and may refuse local 
historic resource designation at any time prior to adoption of the designation. No property 
may be included on the local list of significant historic resources where the owner objects. 
Moreover, a property owner may remove from the property a local historic property 
designation that was imposed by the local government. 

OAR 660-023-0200(7) encourages local governments to adopt historic preservation 
regulations regarding the demolition, removal or major exterior alteration of all designated 
historic resources. It encourages consistency of such regulations with the standards and 
guidelines recommended in the Standards and Guidelines for Archaeology and Historic 
Preservation published by the US Secretary of the Interior. Further, OAR 660-023-0200(9) 
prohibits local governments from issuing permits for demolition or modification of an 
inventoried significant historic resource for at least 120 days from the date a property owner 
requests removal of historic resource designation from the property. It requires that local 
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governments protect properties that are listed on the National Register, including demolition 
review and design review. 

Local Process 

The City of Portland has a local process in place to address alteration or demolition of historic 
and cultural resources that are identified as significant and protected in local comprehensive 
plans. This process could be applied to address and to reduce adverse impacts to affected 
historic and cultural resources. 

As described below, certain protected historic resources in the City of Portland would 
be adversely affected. City review processes to address and to reduce adverse impacts 
to such resources are provided in the City's Zoning Code at Chapter 33.445, Historic 
Resources Protection, and Chapter 33.846, Historic Reviews. 

Under these chapters, two levels of historic resource designation are created: Historic 
Landmarks and Conservation Landmarks. The Historic Landmark designation offers 
the highest level of protection for resources of citywide significance. Resources in this 
designation have access to incentives for historic preservation, including transfer of 
development rights and the right to a more flexible range of uses (such as muiti-famiiy 
use in a single family zone; reuse of institutional and business buildings in residential 
zones for commercial or institutional purposes; and streamlined review procedures). 
However, owners doing projects that utilize incentives must consent to designation 
and agree not to demolish or modify the building without City approval. 

Conservation Landmarks are available for resources whose significance is local rather 
than citywide. Although part of the city's inventory, these sites generally are not 
qualified to be Historic Landmarks. 

The City has the option to deny demolition only for those resources designated as 
landmarks that have taken advantage of one or more of the preservation incentives 
offered by the code or are listed on the National Register. A condition for use of the 
incentives is the owners entering into a covenant with the city agreeing not to modify 
or demolish the resource without city approval. Also, demolition delays have been 
adjusted to meet the requirements of state law. The delay period is 90 days for 
Conservation Landmarks and 180 days for Historic Landmarks and resources in the 
Historic Resources Inventory. These delay periods start the day an application for 
demolition is received by the city. 

Identified Significant and Protected Historic and Cultural Resources in the Expo 
CenteriHayden Island Segment 

The Historic Report and the Portland Comprehensive Plan identify three significant and 
protected historic resources in the Expo Center/Hayden Island Segment. 

III The northbound structure of the 1-5 bridge (built in 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

III The carousel located at the Jantzen Beach Shopping Center; listed in the National 
Register of Historic Places. 
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• The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. This resource was determined eligible by 
the State Historic Preservation Office in 2005. 

Additionally, the 1960 Pier 99 commercial building has been detennined to be NRHP-eligible 
for two reasons: (1) it is a good example of a Mid-Century Modern Commercial building 
designed and constructed in the "Googie" style; and (2) it was designed by Oregon architect 
John Storrs, whose innovative designs were an important contribution to the Northwest 
Regional style of architecture. However, the Pier 99 commercial building is not currently 
identified as a significant and protected resource in the Portland Comprehensive Plan. 

The Archaeology Report states that no archaeological resources have previously been 
recorded within the Columbia River Crossing area of potentia! effect on the Oregon shore. 
The high degree of commercial development, along \vith a century of road\vay constrl.lction 
and improvement within the area of potential effect, contributes to a low potential for 
historical archaeological features and deposits on the Oregon shore. Although the City of 
Portland C.omprehensive Plan does not specifically identify and protect archeological 
resources, federal regulations, partiCUlarly Section 106 of the National Historic Preservation 
Act (NHPA), are applicable to such resources through the federall'~12PA process. 

Mitigation Options for Identified Historic and Cultural Resource Impacts in tbe Expo 
CenteriHayden Island Segment 

Property acquisitions and physical changes are the primary source of long-term and direct 
effects to known and potential historic resources. Based on the findings in the Historic Report, 
the Council concludes that the Columbia River Crossing project will require the removal of 
the northbound bridge, which is included in the National Register of Historic Places and 
considered a significant resource in the Portland Comprehensive Plan. This northbound bridge 
structure has been a critical part of the transportation system and historic landscape for both 
Oregon and Washington since 1917. 

The Council finds that a Memorandum of Agreement (MOA) to implement Section 106 of the 
National Historic Preservation Act will dictate the mitigation of effects to historic properties. 
Mitigation measures for the 1-5 bridge are summarized below. 

The Washington Department of Transportation (WSDOT) and ODOT would ensure that all 
efforts will be attempted to find an alternative use through a bridge marketing plan, including 
separating and relocating individual spans if relocation of the bridge in its entirety is not 
feasible. If it is not feasible to pursue moving and relocating the structure for adaptive reuse, 
documentation may be updated, including applicable photography and drawings. If 
appropriate, decorative or interpretive structural elements would be offered to local historical 
societies/museums or other interested parties. As the bridge is a critical component of the 
regional historic landscape, contributions would be made to interpretive programs and small 
projects which will result in documentation, waysides, exhibits, or other means of 
communicating the structure's history and meaning to the general public. 
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Based on the findings in the Historic Report, the Council concludes that the Columbia River 
Crossing project would have no adverse effects on the carousel located at the Jantzen Beach 
Shopping Center. 

The project has an effect on the NRHP-eligible Columbia Slough Drainage Districts Historic 
District, but that effect is "not adverse." The Oregon Slough Levee is part of an extensive, 
historic system of engineered improvements to the area's drainage. A small portion of the 
levee, approximately 330 linear feet extending east of 1-5, would need to be demolished and 
rebuilt in order to accommodate the ground improvements needed to stabilize soils below the 
1-5 ramps and bridges. There would also be modest modifications made to portions of two 
additional contributing properties: the North Denver A venue Cross Levee and Union 
A venuelMartin Luther King Fill/Cross Levee. Although localized alterations to contributing 
elements would occur, the integrity of each of the levees, as well as the overall system, would 
be maintained. 

The Pier 99 Building would be displaced due to the construction of a ramp on 1-5 between 
Marine Drive and Hayden Island. This would be an adverse effect. Although this building is 
not identified as significant or protected by the Portland Comprehensive Plan, it is identified 
as an NRHP-eligible structure. There is little likelihood that the structure can be relocated 
given the structural design and condition of the building. Documentation, including 
applicable photography and drawings, will be sought. If appropriate, decorative or interpretive 
building elements would be offered to local historical societies and museums. 

Based on information in the p.Ichaeoiogy Report, the Council finds that long-tenn curation of 
any artifacts or samples recovered during archaeological investigations or during construction 
of the project will be determined in consultation with agencies, property owners, and 
appropriate tribes. Long-term curation of recovered materials is an essential dement of 
archaeological investigations and is required as part of federal and state permitting processes. 

88 



245

6.4 Ruby Junction Maintenance Facility Findings and Mitigation Measures 

As indicated in Section 2.3 of these findings, the Council authorized the modification and 
expansion of the previously approved Ruby Junction Maintenance Facility in 2008 to 
accommodate additional light rail vehicles associated with the Portland to Milwaukie Project. 
In its 2008 LUFO findings supporting that action, the Council noted: "The Ruby Junction 
expansion also is expected to serve additional light rail vehicles needed for future LRT 
expansion to Vancouver, Washington and potentially Oregon City."12 Accordingly, the 2008 
LUFO was approved with the expectation that the Ruby Junction Maintenance Facility would 
serve light rail vehicles associated with the Columbia River Crossing Project at some future 
time. With this 2011 LUFO, that expectation becomes a reality. As implied in the 2008 LUFO 
findings, the Council finds that such use can be fully accommodated within the location 
boundaries established in the 2008 LUFO. 

Section 6.5 of the 2008 LUFO findings identified the impacts relevant to LCDC Criteria 3-8 
that were expected to occur at the Ruby Junction Maintenance Facility as a consequence of 
expansion of that facility within the newly established location boundaries. Because ali 
activity associated with the Columbia River Crossing Project will occur within the 2008 
boundaries, the Council finds that additional impacts beyond those identified in the 2008 
LUFO findings are not likely. The Council finds that increased light rail activity within the 
previously established boundaries will not result in any additional displacements or adverse 
economic, social or traffic impacts beyond those contemplated in 2008. For reasons stated in 
the 2008 findings, it also finds that use of the facility by light rail vehicles serving the 
Columbia River Crossing Segments will not increase noise in the vicinity of the facility or 
alter its findings with respect to natural hazards, natural resources, storm water runoff or 
historic or cultural resources. The Council continues to adhere to those 2008 findings and it 
incorporates them herein by this reference. 

12 2008 LUFO Findings of Fact and Conclusions of Law at page 91. 
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7.0 Compliance with Substantive Criteria (3-8) Short Term 
(Construction) Impacts 

7.1 Introduction 

This section summarizes the short-term impacts associated with constrliction of the light rail 
and highway improvements in the Expo CenterlHayden Island Segment. The primary 
objectives of including short-term, construction impacts in the LUFO findings are to: 

• Identify the location, importance and duration of potential, major construction 
impacts; and 

.. Identify potential mitigation measures (in general terms) for major impacts. 

Linear projects such as light rail transit are typically divided into various segments or line 
sections for construction of the trackway, structures, stations and related work. In sections 
where the track is located within a separate right-of-way, extensive clearing and grading may 
be required. During the grading phase, culverts and other permanent drainage structures will 
be installed. Underground utility services may be relocated during the grading phase to avoid 
interference with light rail construction. 

Following the grading and preliminary site work, installation of light rail utility duct banks, 
catenary pole foundations, platform foundations, and major structures such as bridges will 
begin. Bridge work will be accompanied by foundation construction which may involve pile 
driving or other speciaiized operations. Other activity outside the trackway also may occur 
during this period, such as construction or relocation of roadways and construction of traction 
power substations and signal buildings. 

The next construction phase involves the installation of track work, catenary poles, catenary 
wire, signals, communications cables and other system-wide elements. Once all dements of 
the LRT system are complete, integrated testing and start-up will begin. 

For both the light rail transit and highway improvements, construction of the bridges over the 
Columbia River will be the most substantial element of the Project, and this element sets the 
sequencing for the other Project components. The main river crossing and immediately 
adjacent highway improvement elements would account for the majority of the construction 
activity necessary to complete the Project. Construction of the 1-5 Columbia River bridges is 
expected to last approximately four years. The general sequencing of constructing the bridges 
would likely entail the following steps: 

• Initial preparation mobilize construction materials, heavy equipment and crews; 
prepare staging areas; install temporary piles to support work and anchor barge 
platforms 

It Installation of drilled shafts - install drilled shafts to support the bridge pier columns 
• Shaft caps - construct and anchor concrete foundations on top of the drilled shafts to 

support column piers 
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It Pier columns - construct or install pier columns on the shaft caps 
It Bridge superstructure - build or install the horizontal structure of the bridge spans 

across the piers; the superstructure would be steel or reinforced concrete; concrete 
could be cast-in-place or precast off-site and assembled on-site. 

Interchanges on each end of the bridge would first be partially constructed so that all 1-5 
traffic could be temporarily rerouted onto the new southbound (western) Columbia River 
bridge. Constructing the southbound approaches for the Hayden Island interchange (and SR 
14 interchange in Washington) would require approximately 3 years. Certain portions of the 
Hayden Island interchange (and SR 14 interchange) must be completed before traffic can be 
moved onto the new southbound lanes and construction of the remaining northbound lanes 
and interchange ramps can proceed. Once I-5 traffic in both directions is rerouted to the new 
\vestern 1=5 bridge, the ne\v northbound segments of the Hayden Island interchange (and SR 
14 interchange) would be constructed. 

The Marine Drive interchange construction would need to be coordinated with construction of 
the southbound lanes coming from Vancouver. w'hile this interchange can be constructed 
independently from the work described above, the completion and utilization of the ramp 
system between Hayden Island and Marine Drive requires the work to occur in the same 
period. 

Constructing the project would entail many different activities, some of which would disrupt 
traffic. Typical construction methods would require shifting 1-5 traffic onto temporary 
alignments, narrowing lanes and shoulders to accommodate equipment and workers, 
shortening merge and exit distances, reducing posted speed limits, and closing or detouring 
some traffic movements. For 1-5, it is anticipated that three southbound and three northbound 
lanes would be maintained during all weekdays, except when the final changeover occurs 
between the old bridges and the new bridges. Local streets and driveway accesses may be 
closed temporarily and traffic detoured. All parcels impacted by temporary access closures or 
detours will have alternate access routes. 

The following summarizes the types of activities anticipated to construct the CRC project: 

e Over-\vater bridge construction. T:his \vork \vould include the steps outlined above. 
• Over-water bridge demolition of the existing 1-5 bridges. The components of the 

existing I-5 bridges would be dismantled and removed. The main components include 
the bridge decks, the counterweights for the lift span, towers, decks trusses, piers and 
piles. 

It Highway and over-land bridge construction. The reconstruction of mainline 1-5 and 
associated interchanges and local roads would involve a sequence of activities that 
would be repeated several times, including on-land bridge and retaining \-vall 
construction, the excavation of embankments, and laying the pavement driving 
surface. 

Construction would require staging areas to store construction material, to load and unload 
trucks, and for other construction support activities. The existing 1-5 right-of-way would 
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likely accommodate most of the common construction staging requirements. However, some 
construction staging would likely be needed outside the existing right-of-way, and temporary 
property easements from adjacent or nearby property owners may be required. 

7.2 Short Term Construction Impacts and Mitigation Measures 

7.2.1 Criterion 3: Neighborhood Impacts 

"Identify adverse economic, social and traffic impacts on affected 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessary, by affected 
local governments during the local permitting process.," 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
balancing (1) the need for light rail proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neighborhoods from the identified adverse impacts." 

"B. Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

The Columbia River Crossing Project will result in adverse short-term econolnic, social and 
traffic impacts through disruptions to existing land uses. However, these impacts will be 
temporary in duration and should end when the construction activities are completed. 
Construction of light rail facilities and highway improvements will adversely impact local 
economic and social interests located adjacent to or nearby construction or staging areas by 
interfering with residences and businesses, disrupting traffic and pedestrian movement, 
displacing parking, altering accesses, and causing noise, vibrations, dust, congestion, 
increased tmck traffic near residences and businesses, and visual impacts. Rerouting, detours 
and lane closures will create temporary additional traffic through neighborhoods, with 
associated noise, dust and congestion. Construction machinery, trucks, and general 
construction activities will be temporary negative visual features of the project. Businesses 
that would be likely to feel the greatest impact are those that would experience the longest 
construction periods, those that have many other convenient competitors and those that are 
most dependent upon convenient access. 

Economic and Social Impacts 
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Throughout the Expo CenterlHayden Island Segment, construction will have short-term and 
temporary impacts to businesses and neighborhoods of the nature described above. During the 
FIES and preliminary engineering phase, specific mitigation plans will be developed to 
address short-term economic and social impacts to businesses and residences. These measures 
will include maintaining access to existing uses and providing screening to minimize dust and 
visual impacts. Wherever possible, the project will provide alternative access and ensure that 
access is maintained to all properties during construction. Businesses that require access at all 
times and generate many trips (e.g., delivery services, drive-ins) may be inconvenienced. 
Utility services also may be interrupted as a result of construction. In the event that access or 
utility service to a residence or businesses would be temporarily disrupted, advance notice 
would be provided and the length of the disruption would be minimized to the extent 
practical. 

Temporary construction impacts on neighborhoods could result from increased traffic 
congestion, truck traffic, noise, vibration and dust. Temporary street closures, traffic reroutes 
and detours could increase traffic within neighborhoods and impede access to community 
facilities. These short-tenn impacts include partial closures of streets, temporary rerouting or 
relocation of driveways, noise impacts from pile driving and bridge pier construction, and 
impaired access for elderly and mobility-impaired residents. 

For neighborhoods affected by construction, the Council finds that TriMet and ODOT can 
work with neighborhood representatives to identifY issues of concern and potential mitigation 
measures. Potential mitigation measures for short=term impacts include: 

" Developing construction management plans for incorporation into contracts following 
close coordination with neighborhood and business associations and with 
representatives of public facilities/utilities located adjacent to the alignment/corridor 

" Providing on-going coordination during construction to keep affected neighborhood 
and business area representatives informed about the schedule and location of 
construction work and anticipated modifications to access 

• Limiting construction hours for certain activities in sensitive areas 
• Providing fencing around construction and staging areas 

Constru_ction activities also could reduce accessibility to police, fire departments and other 
public safety and emergency service providers. Construction activities will, at times, impede 
the movement of emergency vehicles by temporarily narrowing or reducing the number of 
travel lanes or by detouring traffic and road segment closures. To ensure the most effective, 
continuous access to construction site vicinity uses for public safety and emergency service 
providers, the Council finds that the following measures could be employed: 

• Develop construction management plans, for incorporation into construction contracts, 
in close coordination with affected police and fire departments and other emergency 
service providers 

• Involve emergency service providers in planning for traffic management during 
construction in order to identifY alternate emergency routes in advance of construction 
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• Maintain regular coordination with emergency service providers during construction 
to give them advance notice of when, where and for how long traffic capacity 
constraints on streets will be employed, and to plan for how local emergency access 
will be maintained 

In summary, the Council finds that numerous measures are potentially available to mitigate 
impacts to businesses and neighborhoods. Potential mitigation measures beyond those listed 
above include: 

• Management of construction activities to reduce dust, noise and vibration 
• Fencing and buffering to reduce construction impacts in sensitive areas 
• Use of berms, hay bales, plastic sheeting and other similar measures to reduce surface 

erosion and runoff into water bodies and storm sewers 
e Provision of temporary alternative parking and pedestrian access 

Traffic Impacts 

Construction of the LRT and highway improvements in the Expo CenterlHayden Island 
Segment would result in temporary impacts to local and regional traffic operations. These 
impacts would include increased congestion on several major traffic facilities in the corridor 
including 1-5 and, potentially 1-205, impacts resulting from traffic relocations or detours, full 
or partial street closures, and increased truck traffic associated with construction activity. 
Impacts could also result from the intrusion of non-local traffic into residential areas as a 
result of temporary street closures and traffic detours, disruptions to vehicular and pedestrian 
access to businesses and community services, and the temporary loss of on- or off-street 
parking. 

A major element of the Project would be construction of new bridges over North Portland 
Harbor and the Columbia River to accommodate vehicular, light rail, and non-motorized 
traffic coupled with a partial or complete reconstruction of 1-5 from south of the Victory 
Boulevard interchange to the new bridges. Complete reconstruction of freeway interchanges 
at N Marine Drive and Hayden Island would be included. Another major element of the 
Project would be construction of the light rail station on Hayden Island. High levels of tuck 
traffic are anticipated in connection with earthwork and the delivery of materials at the bridge 
crossings, freeway mainline segments, and interchanges. Several construction staging areas 
would be needed. 

Construction in the vicinity of Marine Drive is expected to include partial closure of this street 
and/or development of detour routing to accommodate vehicular traffic, particularly trucks 
moving between the freeway and the Columbia Corridor and Rivergate industrial areas. 
Temporary access may need to be provided to Delta Park and the residentiallbusiness areas on 
the east side of the freeway and to the Expo Center on the west side. Existing transit, bicycle, 
and pedestrian connections must also be maintained, including access to the Expo Center light 
rail station and the 40-mile loop trail. 
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Construction activities on Hayden Island include reconstruction of the existing I-5 
interchange, including the development of a collector-distributor system of auxiliary freeway 
lanes, modifications to local traffic circulation, and a new light rail station and trackage. 
Temporary access routes to and from 1-5 would need to be maintained to ensure continual 
multimodaI access to the island for residents and businesses, as well as connections on the 
island between areas to the east and west of the freeway. A high level of truck activity 
associated with the freeway, bridge, ramp and construction of local facilities is anticipated on 
Hayden Island. 

Transit impacts during construction could include service delays, relocation or temporary 
elimination of bus stops, street detours, and deterioration in reliability for bus routes using 
certain roadways and facilities within the corridor. Short-term construction would impact bus 
operations along 1-5 and on Hayden Island. 

Mitigation Strategies for Construction Impacts to Traffic, Transit and Bike and 
Pedestrian Mobility 

As highlighted above, short-term construction impacts will likely take the fonn of roadway 
closures, detours andlor lane reductions, increased truck traffic, pedestrian access restrictions 
and local access restrictions. Mitigation measures for construction impacts to traffic and 
highways could include a variety of activities, ranging from scheduling construction activities 
to minimize conflicts during peak travel periods to using alternative construction techniques 
or equipment. The Council finds that measures to mitigate the short=term traffic impacts in the 
Expo Center/Hayden Island Segment could include, but are not limited to, the following: 

• Work with appropriate jurisdictions to obtain approval of traffic control plans. 
• Develop and implement a transportation management plan with affected businesses 

and . community interests. This plan would address a variety of traffic, transit, and 
alternative mode strategies to minimize the transportation impacts of project 
construction. The plan would also identify detour routes where necessary to maintain 
traffic movement. This would be particularly important during construction of the 
Marine Drive interchange that serves the Port of Portland. 

• Wherever possible or practical, limit or concentrate work areas to minimize 
disruptions to vehicular traffic and bus and pedestrian circulation, as \vell as to 
business access. 

• Jdentify, provide and/or advertise temporary parking locations to replace parking 
temporarily displaced by construction. 

• As appropriate, develop and implement functional and reasonable alternative 
construction techniques to minimize traffic impacts. These techniques might include 
activities such as limiting construction to non-daylight hours in certain locations. Use 
of tv,'o or three shifts per day to reduce construction time could be implemented in 
critical traffic areas, subject to development of adequate traffic control plans, noise 
control measures, and budget and schedule allowances. 

The Council also finds that TriMet has years of experience helping communities and small 
businesses oVercome the challenges of transit construction activities. Light rail guideway 
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construction may require rerouting the buses on Hayden Island. Minor rerouting of buses 
would be necessary as new ramps and access points are opened at the Hayden Island 
interchange. 

TriMet and other organizations would conduct a large communications campaign to inform 
the public about transit changes. The temporary routing, potential for more crowded buses and 
slower travel times would be communicated through TV, radio, web site, newspaper and other 
multimedia instruments to broadcast rider alerts to potential impacted customers. 

Keeping businesses open and accessible during light rail construction in the Expo 
Center/Hayden Island Segment would be a top priority. During previous light rail transit 
construction projects, TriMet has kept construction disruption to a minimum while 
maintaining access to businesses, and has rapidly responded to concerns and potential issues. 

Measures to minimize construction impacts to bicycle and pedestrian mobility through the 
project areas will also be implemented during construction. Such measures would include: 

• Coordination with local jurisdictions and bicycle and pedestrian advocacy groups to 
disseminate information about construction activities and associated temporary 
closures and detours near construction zones. 

• Temporary enclosures to maximize the safety of bicyclists and pedestrians traveling 
beneath structures under construction. 

• Additional signage and/or lighting along popular bicycle and pedestrian routes that 
may experience an increase in vehicle traffic due to traffic detours. 

e Traffic calming measures in work zones to improve safety for bicyclists, or alternate 
routes on parallel streets where convenient and effective. 

The Council finds that while tolling of 1-5 during construction is permissible under federal 
statutes, no recommendations or decisions about tolling during construction have yet been 
made. Tolling during construction could serve as a demand reduction measure to reduce 
traffic during the construction phase. The Council finds that decisions on this issue will be 
made by the Oregon and Washington Transportation Commissions following consultation 
with the Project's local partners and a public outreach and education process. 

Criterion 4: Noise Impacts 

"Identify adverse noise impacts and identify measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

As with any large project, construction of light rail and highway improvements and bridges 
involves the use of heavy equipment and machinery that result j'n intense noise levels and 
occasionally high vibration levels in and around the construction site. Sections of the LRT 
alignment and highway improvements in the Expo CenterlHayden Island Segment are 
adjacent to noise sensitive uses such as houseboats and hotei rooms. 
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As described in the Noise Report, four general construction phases would be required to 
complete the project: 1) land preparation, 2) constructing new structures, 3) miscellaneous 
construction activities, and 4) demolition activities. 

Major noise-producing equipment used during the preparation stage could include concrete 
pumps, cranes, excavators, haul trucks, loaders, tractor trailers and vibratory equipment. 
Maximum noise levels could reach 82 to 86 dBA at the nearest residences (50 to 100 feet) for 
normal construction activities during this preparation phase. Major noise and vibration
producing activities would occur primarily during demolition and preparation for the new 
bridges. Activities that have the potential to produce a high level of vibration include pile 
driving, vibratory shoring, soil compacting, and some hauling and demolition activities. 

The loudest noise sources during the phase of constructing new structures would include pile 
drivers, cement mixers, concrete pumps, pavers, haul trucks, and tractor trailers. Maximum 
noise levels would range from 82 to 94 dBA at the closest receiver locations. 

Following the heavy construction, miscellaneous construction activities such as installation of 
bridge railings, signage, lighting, roadway' striping, and others vv'ould occure These Jess 
intensive activities are not expected to produce noise levels above 80 dBA at 50 feet except 
on rare occasions, and then only for short periods. 

Demolition of existing structures would require heavy equipment such as concrete sa\vs, 
cranes, excavators, hoe rams, haul trucks, jackhammers, loaders, and tractor trailers. 
Maximum noise levels could reach 82 to 92 dBA at the nearest residences. Demolition would 
occur at various locations and times during the construction process. 

The Council finds that adverse noise impacts associated with construction are temporary and 
can be effectively mitigated by avoiding construction on Sundays, legal holidays, and during 
the late evening and early morning hours in noise sensitive areas. Additionally, the Council 
finds that equipping motorized construction equipment with sound control devices, and 
developing construction contract documents that include noise limit specifications, reinforced 
with state/local ordinances and regulations, can be effective techniques for minimizing 
adverse noise impacts associated with construction. 

If specific noise complaints are received during construction, the contractor could be required 
to implement one or more of the following noise mitigation measures: 

• Locate stationary construction equipment as far from nearby noise-sensitive properties 
as possible. 

• Install temporary or portable acoustic barriers around stationary construction noise 
sources. 

• Shut off idling equipment. 
• Reschedule construction operations to avoid periods of noise annoyance identified in 

the complaint. 
iii Notify nearby residents whenever extremely noisy work will be occurring. 
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• Operate electrically powered equipment using line voltage power rather than 
generators. 

Criterion 5: Natural Hazards 

"Identify affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the lOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated through design or construction techniques which could be 
imposed during the NEPA process or, if reasonable and necessary, by 
local governments during the permitting process." 

,Although no landslide areas or areas of severe erosion potential have been identified in the 
Expo Center/Hayden Island Segment, construction activities at stream crossings and near 
water bodies could result in erosion and have detrimental effect on water quality. To avoid 
. and minimize such impacts, the project win prepare and implement stonnwater pollution 
prevention plans and grading plans, hydro seed, manage stockpiled fill, and employ other best 
management practices (BMPs) for erosion control." Construction activities will specifically 
comply with: 

• WSDOT Standard Specifications for Road, Bridge and Municipal Construction M 41-
10 

• ODOT Erosion Control Manual 
e City of Vancouver VMC Chapter 14.24, Erosion Control 
• City of Portland Erosion and Sediment Control Manual 

Inspection and observation monitoring and reporting would be conducted throughout the 
project to ensure the appropriate erosion-control measures are being conducted. 

The Council finds that construction-related impacts associated with landslides, earthquakes, 
and the 100-year floodplain are not anticipated, and potential construction-related impacts 
associated with erosion can be effectively mitigated for through the measures discussed 
above. 

Criterion 6: Natural Resource Impacts 

"Identify adverse impacts on significant fish and wildlife, scenic and open 
space, riparian, wetland and park and recreational areas, including the 
Willamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the conservation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA 
process or, if reasonable and necessary, by local governments during the 
permitting process." 
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Natural resource impacts specific to the Expo CenterlHayden Island Segment are addressed in 
the following section. 

Fish and Wildlife Habitat. Short-term impacts to fisheries include the impact pile driving of 
temporary piles and use of barges. The installation of up to 1,500 temporary steel piles will 
result in behavioral disturbance and injury or death to ESA-listed and other native fish 
species. The project will use hydroacoustic attenuation measures, such as bubble curtains, to 
reduce initial sound levels from impact pile driving, resulting in less severe impacts to fish in 
the project area. Through timing impact pile driving activities and use of attenuation 
measures, impacts to ESA-listed fish are minimized to the extent practicable. Due to the 
extent of in-water work and the presence of many ESA-listed fish, it is acknowledged that 
adverse effects to individual fish and their critical habitat are likely to occur, but the continued 
existence of any species will not be jeopardized. Adverse effects are avoided or minimized to 
the extent practicable. The Council notes that Nr..1FS produced this finding in their Biological 
Opinion. In addition to this mitigation, the Council finds that the mitigation measures outlined 
above in Section 6.3.4 of these findings for Threatened, Endangered, and Candidate Fish are 
available to mitigate adverse impacts to the Expo Center/},Jorth Portland Harbor and the 
Columbia River and could be imposed as conditions of approval during the FEIS process 
andlor the local pennitting process if reasonable and necessary. 

The Project would temporarily impact terrestrial resources, such as migratory birds and 
species of interest, through noise impacts and removal or degradation of habitat. Mitigation 
measures to address these impacts include impact avoidance and impact minimization. Impact 
avoidance would be addressed by timing vegetation removal to occur outside of nesting 
seasons for migratory birds. Demolition of existing structures, if necessary, would likely be 
scheduled outside of nesting seasons for native migratory birds, to avoid direct impacts to 
active nests. 

Impact minimization would be addressed by implementing best management practices such as 
erosion and sediment control to protect riparian buffers and sensitive terrestrial habitats (for 
example, for riparian species such as pond turtles). Swallows may nest on the concrete piers 
but are assumed not to be nesting on steel portions of the existing I-5 bridges. The 1-5 bridges 
could be inspected at least one full year prior to commencement of construction activities to 
determine whether any species of interest or migratory birds are using the bridges for nesting 
or roosting. If such species are present, exclusionary devices may be installed on the bridges 
during the non-nesting season to prevent them from being used for nesting or roosting during 
construction activities. If high-disturbance activities must take place during the nesting 
season, the Columbia River Crossing project team would coordinate with USFWS, Oregon 
Department ofFish and Wildlife (ODFW), and WDFW to establish work buffer zones around 
the nest(s) during nesting season. 

Scenic and Open Space Areas. During construction the visual quality of views to and from 
the project area would be temporarily altered. Construction-related signage and heavy 
equipment would be visible in the vicinity of construction sites. Vegetation may be removed 
from some areas to accommodate construction of the bridges, new ramps, and the light rail 
transit guideway. This would degrade or partially obstruct views or vistas. 

99 



256

Nighttime construction would be necessary to mllllmlze disruption to daytime traffic. 
Temporary lighting may be necessary for nighttime construction of certain project elements. 
This temporary lighting would affect residential areas by exposing residents to glare from 
unshielded light sources or by increasing ambient nighttime light levels. 

Mitigation for temporary construction-related effects would include: 
• Shielding of construction site lighting to reduce spillover of light onto nearby 

residences and businesses, 
• Locating construction equipment and stockpiling materials in less visually sensitive 

areas, when feasible and in areas not visible from the road or to residents and 
businesses in order to minimize visual obtrusiveness, and 

• Cover exposed soils as soon as possible with vegetation. 

Riparian Areas. To address temporary loss of riparian vegetation resulting from project 
impacts, mitigation measures could include streambank revegetation and reshaping to restore 
habitat function, removal of noxious weeds in certain areas, and revegetation of disturbed 
areas with native species. 

Wetland Areas. Construction will occur near several identified wetland areas in the Expo 
CenterlHayden Island Segment. Temporary disturbances to wetland-related wildlife activity, 
hydrology, and water quality will be avoided as much as possible through the use of Best 
Management Practices (BMPs) such as silt fences, construction fencing, and wildlife 
exclusionary netting during the construction process. 

Park and Recreational Areas. Temporary effects to park and recreation resources include 
the temporary use of parkland to stage construction and store materials; increased noise, glare, 
dust, and vibration; and temporary closures, detours, and congestion that could delay users 
traveling to parks or recreational activities. Mitigation activities to address these impacts 
include: 
• Restoring landscaping to original condition following construction and protect remaining 

trees close to construction areas. 

• Providing adequate signage for any limited or closed access points and detour routes. 

e Adopting a joint public infom1ation campaign with parks' jurisdictions for some of the 
longer closures. 

• Maintaining safety for bicyclists and pedestrians traveling on trails and between facilities 
with temporary enclosures, additional signage and lighting, etc. 

Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removal and protect water quality which could be 
imposed as conditions of approval during the NEPA process or, if 
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reasonable and necessary, by local governments during the permitting 
process." 

Storm water runoff impacts specific to the Expo Center/Hayden Island Segment are addressed 
in the following section. 

The in-water construction of bridge piers could stir up sediments from the riverbed, which 
would increase turbidity. In-water work includes the use of barges and work bridges in the 
Columbia River and North Portland Harbor, equipment that would be temporarily anchored to 
the riverbed. Temporary cofferdams would also be installed, but would not be dewatered, for 
the piers nearest the shoreline, where the water is shallow. Turbidity caused by any activity 
inside the cofferdams (including installation of permanent shafts as well as temporary piles) 
would be contained within the cofferdams. Sediment would be disturbed during the 
installation and removal of the cofferdams. During the demolition of the existing structures, 
riverbed sediment would be disturbed when the timber piles of the I-5 bridges are cut off 
beiow the mudline. 

There are no known records of contaminated sediments in the Columbia River portion of the 
project area. Therefore, there is very little risk that in-water work in the Columbia River 
would re-suspend contaminated sediments. Contaminated sediments have been identified in 
the North Portland Harbor, but they are likely outside of the project footprint. If there is 
potential that in-water work could disturb these sediments, they would be analyzed in 
accordance with regulatory criteria, and if necessary, removed from the river and disposed of 
properly. Removed sediments may be disposed of in a permitted upland disposal site, if 
required. 

Potential sources of toxic contaminants associated "',lith in~water work include refueling track
mounted equipment located on the barges or work bridges, lead-based paint from the existing 
bridges, turbidity and concrete debris from wire-saw-cut concrete during demolition, green 
concrete (concrete that has not f,jlly cured) associated with bridge construction, potential 
spills from construction equipment, and materials accidentally entering the Columbia River 
and North Portland Harbor during over-water work. Full containment of fuel, other hazardous 
materials, and green concrete would be required to prevent these materials from entering the 
Columbia River and North Portland Harbor, in accordance with project specifications. 

On land, construction activities occurring below-grade may require the removal of 
groundwater through pumping, a process lG.~ov"n as dewatering. Therefore, constructing roads, 
transit lines, and other infrastructure below the surrounding surface can alter groundwater 
conditions. If there are nearby hazardous materials sites, dewatering can increase the 
likelihood of contaminants migrating through the groundwater and into surface waters. The 
following elements of the Project within the Expo Center/Hayden Island Segments are 
relatively close to high ranking potential hazardous materials sites and near-surface 
groundwaters, and work at these sites would require below-grade construction techniques: 

o Marine Drive Interchange 
o North Portland Harbor Bridges 
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o Hayden Island Interchange 
o Columbia River Crossing 

Left unmitigated, construction of these elements could result in moderate risks for the 
migration of existing contamination, potentially affecting both ground and surface water 
quality. In addition to existing contamination, the installation of shafts and piles below ground 
includes the risk of introducing new contamination, for example from green concrete, into 
groundwater. Further discussion of contamination issues associated with below-grade 
construction is included in the Hazardous Materials Technical Report. 

Without proper management, land-based construction activities may have temporary adverse 
effects on water quality in nearby water bodies. Construction involves ground disturbances 
that can increase soil erosion substantially, especiaily fur construction activities along river or 
streaJn banks. The Project would involve ground disturbance near North Portland Harbor and 
the Columbia River within the Expo Center/Hayden Island Segments. If runoff contains extra 
sediment from erosion, waterways can become turbid (cloudy) and can build up excessive 
sediment deposits. Runoff and soil erosion can also transport pre-existing hazardous materials 
and construction-related hazardous materials into water bodies, some of which may dissolve 
in water or are water-transportable. These materials can be harmful to aquatic life. 

The construction of the Columbia River Crossing Project would require at least one large site 
to stage equipment and materials, and may also need a large site for use as a casting yard for 
fabricating segments of the new bridges. Each site being considered, including one in Oregon, 
is adjacent to the Columbia River. The existing conditions on these sites range from a 
developed and paved port terminal to a currently undeveloped site. Staging and 
casting/assembly site activities may increase storm water runoff over existing conditions and 
may increase pollutant levels in the runoff. However, any staging and/or casting site would be 
required to meet all applicable stormwater requirements, including the implementation of 
erosion and sediment controls. All necessary permits would be secured prior to site 
development and operations for any major staging or casting yard. 

The Council finds that water quality degradation reSUlting from erosion and sedimentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs include use of barrier benns, silt fencing, temporary sediment detention 
basins, plastic covering for exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on-site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special BMPs can also 
be used at crossings or adjacent to streams or watercourses during construction. 

Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 
cannot practicably be avoided, identify local, state or federal review 
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processes that are available to address and to reduce adverse impacts to 
the affected resources." 

Historic and cultural resource impacts specific to the Expo Center/Hayden Island Segment are 
addressed in the following section. 

As discussed above in Section 6.3.6 of these Findings, three significant and protected historic 
resources exist in the Expo CenterlHayden Island Segment: 

• The northbound structure of the 1-5 bridge (built m 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

.. The carousel located at the Jantzen Beach Shopping Center; listed in the National 
Register of Historic Places. 

• The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. 

The impacts to the northbound structure of the J-5 bridge and to the Columbia Slough and 
Levee System would be permanent, as opposed to temporary. The carousel is located with the 
Jantzen Beach Shopping Center and would not experience any temporary effects. 

Mitigation for any cultural resources impacted during construction is as described in Section 
6.3.6 of these LUFO findings. 
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STAFF REPORT 

IN CONSIDERATION OF RESOLUTION NO. 11-4280, FOR THE PURPOSE OF 
AMENDING THE 1998 LAND USE FINAL ORDER FOR THE SOUTHINORTH LIGHT 
RAIL PROJECT AND ADOPTING A LAND USE FINAL ORDER FOR THE EXPO 
CENTER-HAYDEN ISLAND SEGMENTS OF THE PROJECT. 

Date: July 14, 2011 Prepared by: Andy Cotugno 

BACKGROUND 

Overview 
In 1996, the Oregon Legislature passed legislation that enabled the ~v1etro Council to approve Land Use 
Final Orders (LUFO) to address multi-jurisdictional light rail projects in the SouthINorth corridor and any 
highway improvements consolidated in environmental statements addressing SouthINorth light rail 
projects. LUFOs were found to be appropriate so that multi-jurisdiction project-related land use actions 
could be consolidated into a single decision that would provide more certainty for the project and to 
provide an expedited land use appeal process. However, the LUFO process does not diminish the need 
for a light rail project to seek and secure local land use and other permits that may include reasonable and 
necessary conditions of approval once the light rail route, stations. park-and-ride lots. maintenance 
facilities and highway improvements have been determined. 

It has been the practice of the region to follow approval of a Locally Preferred Alternative (LPA) with 
consideration of a LUFO action, thereby helping to ensure that the tvv'O decisions are consistent. In this 
instance, however, the LUFO actions follow the decision on the LPA by several years, as the affected 
local governments needed additional time to determine more specifically the components and scale of the 
Columbia River Crossing (CRC) Project that includes the Expo Center-Hayden Island segments of the 
South/North Project and to ensure that certain regional expectations would be satisfied. 

There have been four SouthINorth LUFOs approved. The first established the SouthINorth LUFO and the 
other three were amendments to the original. More specifically, in 1998 the Metro Council approved a 
LUFO for the SouthINorth Corridor that extended from Clackamas Town Center and Milwaukie north to 
the Oregon/Washington state line. In 1999, the Council approved an amendment ofthe SouthINorth 
LUFO for the northern portion of the corridor, establishing the Interstate MAX (Portland to Expo Center) 
LRT Project. In 2004, the Council amended the SouthINorth LUFO to add a two-phase element to the 
southern portion of the corridor, adding the 1-205 alignment and making some changes to the Portland
Milwaukie alignment, including revisions that designated study areas in some locations in Milwaukie 
where additional LRT alignment analysis was needed. Then in 2008 the Council amended the LUFO a 
third time to approve the Portland-Milwaukie Project, which again made some changes to the alignment 
from downtown Portland to Milwaukie and extended light rail into unincorporated Clackamas County. 

This proposed 2011 SouthlNorth LUFO amendment is intended to address changes from the 1998 LUFO 
so as to be consistent with the improvements to be included in the 2011 CRC Final Environmental Impact 
Statement (FEIS). This proposed 2011 LUFO relocates the light rail alignment and the Hayden Island 
station farther to the west between the Expo Center and the Oregon/Washington state line within the Expo 
Center and Hayden Island segment of the SouthINorth Project. It also authorizes use of the Ruby Junction 
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maintenance facility to serve light rail vehicles needed for the Project, and it adds a number of highway 
improvements, including new Interstate 5 Columbia River bridges that will extend light rail to 
Vancouver, Washington; improvements to I-5 that improve access to the Hayden Island and Expo Center 
stations or are required as a consequence of building the new bridges; and a number oflocal road 
improvements providing access and circulation to the light rail stations or necessitated by construction of 
the new bridges. 

Requirements of House Bill 3478 
Section 6(1) of House Bi1l3478 requires the Council to "establish the light rail route, stations, lots and 
maintenance facilities, and the highway improvements for the project or project extension, including their 
locations." Section 6( 1)( a) further provides that the locations for each of these facilities and 
improvements: 

"shall be in the form of boundaries within which the light rail route. stations. lots and maintenance 
facilities, and the highway improvements shall be located. These boundaries shall be sufficient to 
accommodate adjustments to the spec!fic placements of the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for which need commonly arises upon the development of more 
detailed environmental or engineering datafollowing approval of a Full Funding Grant Agreement." 

Section 6(2) of the Act addresses amendments to the original LUFO. As relevant to this 2011 LUFO 
amendment decision, it provides that any siting of the light rail route or a station, lot or maintenance 
facility or highway improvements outside the boundaries previously established in a LUFO, or any new 
station, lot or maintenance facility or highway improvement, 

"shall require a land use final order amendment or a new land use final order 
which shall be adopted in accordance with the process provided for in subsection 
(1) of this section." 

Section 7 ofHB 3478 requires the Council to apply land use criteria established by the Land Conservation 
and Development Commission ("LCDC") in making decisions in a land use final order on the light rail 
route, stations, lots and maintenance facilities, and the highway improvements, including their locations, 
and to prepare and adopt [mdings of fact and conclusions of law demonstrating compliance with those 
criteria. Draft findings, attached as Exhibit B to Resolution No. 11-4280, serve to demonstrate 
compliance with LCDC's criteria for the modifications selected in this LUFO amendment. 

Section 3(1) ofHB 3478 provides that the procedures and requirements set out in the Act are the only 
land use procedures 3Tld requirements to which the Council's decisions on the light rail route, the stations, 
lots and maintenance facilities, and the highway improvements for the Project, including their locations, 
are subject. Consequently, the findings focus on the matters identified in HB 3478 as land use actions 
being taken at this time. 

ANAL YSISIINFORMA nON 

This staff report is intended to meet the requirements ofHB 3478. This law requires that the LUFO staff 
report: 

" .. . setforth and address compliance with the criteria. The staff report also shall include a 
description of the proposed boundaries within which the light rail route, stations, lots and 
maintenance facilities, and the highway improvements shall be located, as recommended by Tri
Met .... " 
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This LUFO is in response to TriMet's application which is included as Attachment A to the staff report. 
Also included in Attachment A is TriMet's letter to Metro Council President Tom Hughes requesting 
consideration by the Metro Council of their application to amend the SouthINorth LUFO, the LUFO 
Steering Committee recommendation, and ODOT's letter to TriMet recommending approval of the LUFO 
application in accordance with the Steering Committee's recommendation. 

Compliance with the criteria are provided in the form of draft Findings of Fact and Conclusions of Law 
that have been prepared and are attached as Exhibit B to Resolution No. 11-4280, For the Purpose of 
Amending the 1998 Land Use Final Order for the SouthINorth Light Rail Project and Adopting a Land 
Use Final Order for the Expo Center-Hayden Island Segments of the Project. 

1. Known Opposition 

The CRC is a large and complex and there are strong feelings associated with the project. Opposition to 
the project includes concerns regarding: 

• the need for and size of the highway components of the project 
• greenhouse gases and air pollution that could be generated by the project 
• impacts to low-income and minority populations 
• costs and funding 
• the aesthetic quality of the bridge type 

Additional concerns heard include whether the project would worsen the bottleneck on 1-5 in the vicinity 
of the 1-405 and 1-84 interchanges. While traffic analysis shows that congestion does not worsen that 
bottleneck, there remains criticism that the project should not be built if that bottleneck is not addressed. 
Another concern is whether the project will lead to increased development in Washington and increased 
travel demand on the new facility. Analysis conducted for the EIS indicated that the tolls proposed would 
likely reinforce the region's goals of concentrating development in regional centers, reinforce existing 
corridors, and promote transit and pedestrian development patterns. Nevertheless, opposition by some 
Metro region residents remains. 

However, there is broad public support and an understanding of the need for the project. Reasons heard 
in support of the project include addressing the severe bottleneck and safety issues on the bridge, 
improving freight movement, and significantly improving transit service to Vancouver. The Final 
Environmental Impact Statement reports that 66% of all commenters supported a replacement bridge and 
90% supported light rail. 

2. Legal Antecedents 

State 
As noted above, at the State level, HB3478 enacted as Chapter 12 of the 1996 Oregon Laws, provides for 
SouthINorth MAX Light Rail Project LUFOs to decide: 

a. the light rail route for the project or project extension; 
b. stations, lots and maintenance facilities; and, 
c. highway improvements for the project or project extension. 

Metro 
Following are actions by the Metro Council which relate to the proposed 2011 LUFO: 
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Resolution No. 98-2633, For the Purpose of Authorizing the Executive Officer to Execute an 
Intergovernmental Agreement Establishing the SouthJNorth Land Use Final Order (LUFO) Steering 
Committee (adopted May 14, 1998) 

Resolution No. 98-2673, For the Purpose of Adopting the Land Use Final Order Establishing the Light 
Rail Route, Stations, Lots and Maintenance Facilities and the Related Highway Improvements for the 
SouthJNorth Light Rail Project (adopted July 23, 1998) 

Resolution No. 99-2853A, For the Purpose of Adopting a Land Use Final Order Amending the Light Rail 
Route, Light Rail Stations and Park-and-Ride Lots, Including Their Locations, For That Portion of the 
SouthJNorth Light Rail Project Extending from the Steel Bridge to the Exposition Center (adopted 
October 22, 1999) 

Resolution No. 03-3372, For the Purpose of Amending the SouthlNorth Land Use Final Order, to Include 
the Two Phases of the South Corridor Project Consisting of the Addition of the I-205 Light Rail Transit 
Project from Gateway to Clackamas Regional Center with the Downtown Portland Transit Mall 
Alignment, and Modification of the Proposed Light Rail Between Downtown Portland and Milwaukie, 
Deletion of Plans to Extend Light Rail from Milwaukie to Clackamas Regional Center, and to Reflect the 
Final Interstate MAX Design (adopted January 15,2004) 

Resolution No. 08-3959, For the Purpose of Approving the 2008 Portland-Milwaukie Light Rail Project 
Locally Preferred Alternative and Finding Consistency with the Metro 2035 Regional Transportation Plan 
(adopted July 25, 2008) 

Resolution }.Jo. 08-3960B, For the Purposes of Endorsing the Locally Preferred i~Jtemative for the 
Columbia River Crossing Project and Amending the Metro 2035 Regional Transportation Plan with 
Conditions (adopted June 5, 2008). 

Resolution No. 11-4264, For the Purpose of Concluding that the Concerns and Considerations Raised 
about the Co]ulubia Hiver Crossing Project in Exhibit /i1- to Resolution }Jo. 08-3960B have been 
Addressed Satisfactorily (adopted June 9, 2011). 

Resolution No. 11-4280, For the Purpose of Amending the 1998 Land Use Final Order for the 
SouthJNorth Light Rail Project and Adopting a Land Use Final Order for the Expo Center-Hayden Island 
Segments of the Project (proposed for adoption on August 11,2011). 

3. Anticipated Effects 
Approval of this resolution would advance the CRC Project by addressing the land use impacts of that 
project within the State of Oregon, and authorizing the Council President to sign the Final Environmental 
Impact Statement for the CRC Project. Other actions, including completion and issuance of the FEIS, 
securing federal funding and a final determination onoca! match sources remain to be addressed before 
the Project would be able to advance to construction. 

4. Budget Impacts 

None at this time. Metro currently has an intergovernmental agreement with the CRC project for costs 
incurred for the work performed by Metro to adopt the LUFO, for Metro's role in approving the FEIS, 
modeling work, and assistance for a New Starts funding submittal. 

This project is included within the Financially Constrained System of the Metro 2035 Regional 
Transportation Plan <h'1d the amended 2010-2013 Metropolitan TrlLTlSportation Improvement Program. 
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RECOMMENDED ACTION 
Adopt Resolution No. 11-4280, For the Purpose of Amending the 1998 Land Use Final Order for the 
SouthINorth Light Rail Project and Adopting a Land Use Final Order for the Expo Center-Hayden Island 
Segments of the Project. 
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Attachment A 

TriMet Application to Amend South/North LUFO 

Including: 

Cover letter to Council President Tom Hughes 

TriMet Application for South/North Land Use Final Order Amendment Expo Center/Hayden 

Island Segments 

LUFO Steering Committee Recommendation Concerning the 2011 South/North Land Use Final 

Order 

2011 South/North Land Final Order Amendment ODOT Recommendation 
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R MET 

July 13., 2011 

Tom Hughes, President 

Metro Council 
600 NE Grand Avenue 

Portland, Oregon 9723.2-2736 

Re: Application to Amend Sm.!t.i;/North lUFO 

Dear Mr. Hughes: 

Following consultation 'with TriMer's Board of I am 
approval of a Land Use Final Order (LU'FO) 

Project LUFO adopted by the Metro COlmcliill 1998. 

to submit Tril\·1et's enclosed 
the origin a ! 

This tuFa application is being submitted to the Metfo CouncH pursuant to in Oregon Laws 
19'96, Ch~pter 12 (House Bill that direct TriMet to submit such an application to the Iv'letro Council 

after TriMet has received recommendations from the WFO Committee and the Oregon 
Department Q·f Transportation tODOT). ! am pleas,eel to report that TriMet has now received and 

considered both of those recommendations as noted in the application and its attachments. 

The enclosed LUFO application is consistent with the recommendations of the LUFO Steering Committee 
and ODOT, in both the> facilities ;md improvements it proposes and their iDeations. It will provide the 
basis for findings to be made as of the Council's adoption of the subject amendment to the 1999 
LUFO. j am requesting Metro schedule a pubiic hearing and Council action Oli this application by 
August 11, 2011. 

Thank you for your cooperation and assistance on these very important components of our planne{j 

regional muiti-rnodal transportation 

Neil McFarlane 

Genera! Manager 

Enclosures 

C: Dan Blocher 
Tamara lesh 
Andy Cotugno 
Steve Witter 
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Application for South/North Land Use Final Order Amendment 
Expo Center/Hayden Island Segments 

July 13, 2011 

This document constitutes TriMet's application to the Metro Council (Council) for approval of 
amendments to the original SouthlNorth Light Rail Project (SouthlNorth Project) Land Use Final 
Order (LUFO) 1, which the Council adopted on July 23, 1998 (the 1998 LUFO)? As initially 
approved, the 1998 LUFO covered an area extending from the Clackamas Town Center in the south 
through the cities of Milwaukie and Portland to the OregonlWashington state line in the north. 

For ease of analysis, the 1998 UJFO divided the project into nine segments. The area affected by 
this proposed 2011 LUFO amendment involves the northerru'11ost portion of the project, extending 
from N. Victory Boulevard to the Oregon/Washington border. This area 'was contained within the 
North Portland and Hayden Island segments as identified in the 1998 LUFO. When the Council 
adopted LUFO amendments for Interstate Avenue in 1999, it renamed that portion of the 1998 
LUFO NOlih Portland segment extending from N. Denver Avenue to the Portland Metropolitan 
Exposition Center (Expo Center) the "Expo Center Segment". This 2011 LUFO amendment 
retains the name "Expo Center Segment" and extends the area it encompasses to N. Marine 
Drive. This amendment also retains the name "Hayden Island Segment" for the area from N. 
Marine Drive to the Oregon/Washington state line. For convenience purposes, the two segments 
are combined and addressed as a single segment (Expo CenterlHayden Island) in this application, 

This is TriMet's fourth proposed amendment to the 1998 LUFO. The Council previously approved 
SouthINorth LUFO amendments for Interstate MAX (1999), Interstate 205 and Downtown Portland 
(2004) and Portland to Milwaukie (2008). The nronosed modifications are nart of a larger. two-state 
'- / ,"- / .L.L --"- '-'-

integrated light rail and highway project commonly known as the Columbia River Crossing (CRC) 
Project. This 2011 LUFO amendment addresses only that portion of the CRC Project within in the 
State of Oregon. 

For light rail, the CRC Project begins at the Expo Center and continues northward to the 
OregonIWashington state line on the Columbia River along an alignment located farther west of the 
alignment that the Council approved in the 1998 LUFO. From the Expo Center station, the light rail 
aligrunent proceeds north\vard under N. Marine Drive and onto a new, integrated multi-modal 
raillvehicuiar/bicycle/pedestrian bridge crossing over the Expo Center Harbor onto Hayden Island 
west of Interstate 5. The alignment then continues northward, crossing over N. Hayden Island Drive 
onto the lower deck of the new southbound Interstate 5 bridge, where it continues to and beyond the 
Oregon/W ashington state line. 

For highway improvements, the CRC Project begins just south ofN. Victory Boulevard and extends 
northward to the OregoniWashington border. These highway improvements were not a part of the 
SouthINorth Project when it was initially considered in 1998. However, HB 3478 provides for 

1 A LUFO is a written order or orders of the Council deciding the light rail route, the light rail stations, park-and-ride 
lots and maintenance facilities, and the highway improvements for the SouthINorth Project, including their 
locations. 
2 Metro Resolution No. 98-2673 
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amendments to the South/North project from time to time and it allows for the inclusion of highway 
improvements if they are described in a Draft: or Final Environmental Impact Statement for the 
Project. Highway improvements were added to the 2008 amendments for the Portland-Milwaukie 
Project, and they are added here as well. Much like the Westside Corridor Project that extended 
light rail to Hillsboro and included highway improvements on US 26 and Oregon 217, which also 
was approved under a LUFO process pursuant to Oregon Laws 1991, Chapter 3 (Senate Bill 573), 
the CRC Project is an integrated light rail and highway project, with a number of improvements 
serving dual rail and highway purposes. 

The CRC Project will expand the use of the Ruby Junction Maintenance Facility in Gresham. 
However, all activity associated with that facility will occur within the light rail maintenance 
facility boundaries that the Council previously approved in its 2008 LUFO amendments. 

B. Requirements of House Bm 3478. 

Oregon Laws 1996, Chapter 12 (House Bill 3478), Section 6(1) authorizes the Council, upon 
application by TriMet, to adopt land use final orders for the South/J->Jorth Project. The LUFO 
identifies the light rail route, stations, lots and maintenance facilities, and the highway 
improven1ents that comprise the South/}~orth Project, and it further specifies the locations vvithin 
which these facilities and improvements may be located. As explained in Section 6(l)(a) of the 
Act: 

"The applied for locations shall be in the form of boundaries \vithin \vhich the 
light rail route, stations, lots and maintenance facilities, and the highway 
improvements, shall be located. These boundaries shall be sufficient to 
accommodate adjustments to the specific placements of the light rail route, 
stations, lots and maintenance facilities, and the highway improvements for which 
need commonly arises upon the development of more detailed environmental or 
engineering data following approval of a Full Funding Grant Agreement." 

Section 6(2) of the Act addresses amendments to the original LUFO. As relevant to this 
proceeding, it provides that any siting of the light rail route or a station, lot, maintenance facility 
or highway improvement outside the boundaries previously established in a LUFO, or any new 
station, lot or maintenance facility, or highway improvement, "shall require a land use final order 
amendment or a new land use final order which shall be adopted in accordance with the process 
provided for in subsection (1) ofthis section." 

Section 6(1) of House Bill 3478 directs TriMet to file its application with the Council following 
its receipt of recommendations from the Oregon Department of Transportation and the 
SouthlNorth LUFO Steering Committee (Steering Committee) established pursuant to Section 
1(21) of the Act. On June 23, 2011, the Steering Committee adopted its recommendations to 
TriMet on the light rail route, stations, maintenance facilities and highway improvements for the 
North Portland Segment that is the subject to this LUFO amendment application. On June 30, 
2011, the Oregon Department of Transportation (ODOT) transmitted recommendations in the 
form of a letter to TriMet from Matt, Garrett, Director, endorsing the LUFO amendments 
recommended by the LUFO Steering Committee. TriMet has received and considered these 
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recommendations from the Steering Committee and ODOT, copies of which are attached hereto 
as Attachments A and B. TriMet's application is consistent with those recommendations. 

House Bill 3478 further requires the Council to demonstrate that its decisions comply with 
approval criteria established by the Oregon Land Conservation and Development Commission 
(LCDC) under Section 4 of the Act. These criteria are identified later in this application. 

C. Requested Light Rail and Highway Improvements. 

TriMet requests that the Council adopt a 2011 Land Use Final Order amending the 1998 LUFO 
to authorize the light rail route, station, maintenance facilities and highway improvements 
identified in this application including their locations. TriMet's proposed amendments are 
described textually below and shown in location boundary maps attached to the Steering 
Committee's recommendation (Figures 1.1 through 1.3). These maps are printed from a regional 
geographic information system database (Metro's Regional Land Information System, RLIS) and 
show the recommended boundaries at a scale of one inch equals 500 feet. 

Light Rail Improvements. From the Expo Center station, the light rail alignment proceeds 
n()rthward under N. Marine Drive and ()nt() a comhined rail and hi2:hwav hridg-e crossing- over the -------.. -- -------- _.- - _.---- -- -- -- - ------ ------ _. - -- ----- - - ---- --- W 0/ U . "-' 

North Portland Harbor onto Hayden Island west of Interstate 5. The alignment then continues 
northward, crossing over N. Hayden Island Drive onto the lower deck ofthe new southbound 
Interstate 5 bridge. 

A single light rail station is located at the east end of the Jantzen Beach Center west ofInterstate 
5. No park-and-ride lots or new maintenance facilities are proposed for this segment. The 
Project will expand the use of the Ruby Junction Maintenance Facility in Gresham. However, all 
activities associated with that facility will occur within the maintenance facility boundaries that 
the Council previously approved in its 2008 LUFO amendment for the Portland to Milwaukie 
Project. See Figure 2.1 attached to the Steering Committee's recommendation. For that reason, 
there is no need to approve a new boundary map for the Ruby Junction Maintenance Facility. 

Highway Improvements. The highway improvements for which TriMet is requesting Metro 
Council approval are located in the Expo Center/Hayden Island segments and described below: 

• New northbound and southbound Interstate 5 Columbia River bridges and removal of 
the existing 1-5 Columbia River bridges. The new southbound bridge is a two-tier 
bridge with highway on the upper deck and light rail on the lower deck. The new 
northbound bridge is a two-tier bridge with highway on the upper deck and bicycle 
and pedestrian facilities on the lower deck. Each bridge will include three travel lanes 
and two auxiliary lanes. 

.. Widening of Interstate 5 in both the northbound and southbound directions from 
approximately N. Victory Boulevard to the Oregon/Washington state line. 
Northbound, Interstate 5 will widen from three travel lanes at N. Victory Boulevard 
to three travel lanes and two auxiliary lanes on the new northbound Interstate 5 
Columbia River bridge. Southbound, Interstate 5 will narrow from three travel lanes 
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and two auxiliary lanes on the new southbound Interstate 5 Columbia River bridge to 
three travel lanes south ofN. Victory Boulevard. 

• Newly designed interchanges at Marine Drive and Hayden Island and improvements 
to the Victory Boulevard Interchange. 

.. A new integrated light raillvehicularlbicycle/pedestrian bridge west of Interstate 5 
connecting Hayden Island with the Expo Center and N. Expo Road and the N. 
Vancouver Way extension. 

• Realignment, widening and/or modification ofN. Marine Drive, N.E. Martin Luther 
King Boulevard, N. Vancouver Way, N.E. Union Court, N. Jantzen Avenue, N. 
Jantzen Drive, N. Hayden Island Drive and N. Tomahawk Island Drive. 

• New roadway connections between N.E. Martin Luther King Jr. Boulevard and N. 
Vancouver Way, N.B. Martin Luther King Jr. Boulevard and NE Union Court, N. 
Jantzen Avenue and N. Hayden Island Drive, and N. Expo Road and N. Force 
Avenue. 

Consistent with Section 6(l)(a) of HB 3478, the boundaries shown on the maps represent the 
areas within which the light rail facilities and highway improvements may be located. The maps 
generally show the existing property lines and major buildings to provide orientation and clarity 
with respect to the proposed project facility locations. The precise locations of the proposed light 
rail facilities and highway improvements within these boundaries cannot accurately be identified 
until preliminary engineering and final design have been completed. The LUFO maps 
accordingly show a larger, more generalized boundary than will actually be needed for the track 
alignment, stations, park-and-ride lots, maintenance facilities and highway improvements 

D. Applicable Land Use Criteria. 

On May 30, 1996, pursuant to Section 4 of House Bill 3478, LCDC established the criteria to be 
used by the Council in making land use decisions establishing or amending the light rail route, 
stations, lots and maintenance facilities, and the highway improvements for the SouthINorth 
Project, including their locations. The approved criteria include two procedural, six substantive, 
and two alignment-specific standards, set out below. In its LUFO, the Council must demonstrate 
compliance with these criteria. 

Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah counties, the 
cities of Gladstone, Milwaukie, Oregon City and Portland, the Tri-County Metropolitan 
Transportation District of Oregon and the Oregon Department of Transportation to 
submit testimony on the light rail route, light rail stations, park-and-ride lots and vehicle 
maintenance facilities, and the highway improvements, including their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on the 
light rail route, light rail stations, park-and-ride lots, vehicle maintenance facilities and 
the highway improvements, including their locations. 
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Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on affected residential, commercial 
and industrial neighborhoods and mixed use centers. Identify measures to reduce those 
impacts which could be imposed as conditions of approval during the National 
Environmental Policy Act (NEPA) process, or, if reasonable and necessary, by affected 
local governments during the local permitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and vehicle 
maintenance facilities, including their locations, balancing (1) the need for light 
rail proximity and service to present or planned residential, employment and 
recreational areas that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development of an efficient 
and compact urban form; and (3) the need to protect affected neighborhoods from 
the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (1) the need to improve the highway system with (2) the need to protect 
affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the permitting process. 

5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that adverse 
impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, riparian, 
wetland and park and recreational areas, including the Willamette River Greenway, that 
are protected in acknowledged local comprehensive plans. Where adverse impacts cannot 
practicably be avoided, encourage the conservation of natural resources by demonstrating 
that there are measures to reduce or mitigate impacts which could be imposed as 
conditions of approval during the NEPA process or, if reasonable and necessary, by local 
governments during the permitting process. 

7. Identify adverse impacts associated with stormwater runoff. Demonstrate that there are 
measures to provide adequate stormwater drainage retention or removal and protect water 
quality which could be imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 
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8. IdentifY adverse impacts on significant historic and cultural resources protected in 
acknowledged comprehensive plans. Where adverse impacts cannot practicably be 
avoided, identifY local, state or federal review processes that are available to address and 
to reduce adverse impacts to the affected resources. 

Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City of 
Milwaukie's Downtown. Consider an extension of the light rail route connecting the City 
of Oregon City and the City of Gladstone with the City of Milwaukie via the Interstate 
205 corridor and/or the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of Milwaukie's 
Downtown via inner southeast Portland neighborhoods and, in the City of Milwaukie, the 
I\1cLoughlin Boulevard corridor, and further connecting the Central City with north and 
inner northeast Portland neighborhoods via the Interstate 5/Interstate Avenue corridor. 

E. Interpretation of Terms. 

TriMet assumes that the Council will interpret the terms "light rail route", "stations", "lots", 
"maintenance facilities" and "highway improvements" as it did in its previous SouthlNorth 
LUFOs, to have the following meanings: 

• "Light rail route" means the alignment upon which the light rail tracks win be located. 
The light rail route will be located on land to be owned by or under the operating control 
of TriMet. 

e "Stations" means those facilities to be located along the light rail route for purposes of 
accessing or serving the light rail system. Stations include light rail station platforms; 
kiss-and-ride areas; bus transfer platforms and transit centers; vendor facilities; and 
transit operations rooms. 

e "Lots" means those parking structures or surface parking lots that are associated with a 
station, owned by or under the operating control of either TriMet or another entity with 
the concurrence of TriMet, and intended primarily for use by persons riding transit or 
carpooling. Parking structures may include some retail or office spaces in association 
with the primary use. 

e "Maintenance facilities" means those facilities to be located on land to be owned or 
controlled by TriMet for purposes of operating, servicing, repairing or maintaining the 
light rail transit system, including but not limited to light rail vehicles, the light rail 
tracks, stations, lots; and ancillary facilities and improvements. Maintenance facilities 
include maintenance facility access trackways; storage tracks for light rail vehicles; 
service, repair and maintenance shops and equipment; office facilities; locker rooms; 
control and communications rooms; transit district employee and visitor parking lots; and 
storage areas for materials and equipment and non-revenue vehicles. 

.. "Highway improvements" include new roads, road extensions or road widenings outside 
existing rights-of-ways that have independent utility in themselves and are not needed to 
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mitigate adverse traffic impacts associated with the light rail route, stations, lots or 
maintenance facilities. 

Consistent with its previous South/North LUFOs, TriMet asks the Council to determine that 
implementation of the South/J'~orth LUFO under sections 8(l)(a) and (b) of Chapter 12 of the 
1996 Oregon Laws (HB 3478), including the construction, operation and maintenance of the 
light rail route, stations, lots and maintenance facilities and the highway improvements for the 
Project, necessitates and requires development approval of certain associated actions and the 
permitting of certain associated or ancillary facilities or improvements. These associated actions 
or ancillary facilities or improvements generally are required: (l) to ensure the safe and proper 
functioning and operation of the light rail system; (2) to provide project access; (3) to improve 
traffic flow, circulation or safety in the vicinity of the Project; or (4) to mitigate adverse impacts 
caused to the adjoining roadway network resulting from the alignment, stations, iots or 
maintenance facilities. For these reasons, these actions, facilities or improvements are integra! 
and necessary parts of the Project. 

Also consistent with previous SouthlNorth LUFOs, TriMet asks the Council to find that the 
associated actions and ancillary facilities or improvements for the South/North Project include, 
but are not limited to: ties, ballast, and other track support materials such as tunnels and bridges; 
modifications to existing tracks; retaining walls and noise walls; culverts and other drainage 
systems; traction electrification equipment including substations; light rail signals and 
communications equipment and buildings; lighting; station, lot and maintenance facility 
accesses, including road accesses, pedestrian bridges and pedestrian and bicycle accessways; 
roadway crossing protection; and the provision of pedestrian paths, bike lanes, bus stops, bus 
pullouts, shelters, bicycle storage facilities and similar facilities. They also include temporary 
LRT construction-related roadways, staging areas and road or lane closures; roadway 
reconstruction, realignment, repair, widening, channelization, signalization or signal 
modification, lane reconfiguration or reduction, addition or modification of turning lanes or 
refuges, modification of traffic circulation patterns, or other modifications or improvements that 
provide or improve Project access, improve traffic flow, circulation or safety in the vicinity of 
the Project, facilitate or are necessary for the safe or proper functioning and operation of the 
Project, or are necessary to mitigate adverse traffic impacts created by the Project; modifications 
of private roadways adjoining the Project; permanent road, lane or access closures associated 
with and necessitated by the Project; and other associated actions or associated or ancillary 
facilities or improvements related to the Project. 
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1. Introduction 

This document constitutes the SouthlNorth Land Use Final Order (LUFO) Steering 
Committee's recommendation to TriMet regarding TriMet's application to the Metro 
Council (Council) for amendments to the original SouthINorth Corridor Project LUFO, 
which the Council adopted on July 23, 1998 (the 1998 LUFO). As initially approved, the 
1998 LUFO covered an area extending from the Clackamas Town Center in the south 
through the cities of Milwaukie and Portland to the Oregon/Washington border in the north. 

Since 1998, the Council has amended the 1998 LUFO three times. These include 
South/North LUFO amendments for Interstate Avenue (1999), Interstate 205 and 
Downtown Portland (2004) and Portland-Milwaukie (2008). The modifications included in 
this recommendation for a fourth LUFO amendment are part of a larger, two-state integrated 
light rail and highway project commonly known as the Columbia PJver Crossing (CRe) 
Project. Because Oregon Laws 1996, Chapter 12 (House Bill 3478), which is the law 
governing Council adoption ofSouthINorth Land Use Final Orders, applies only within the 
jurisdictional boundaries of the State of Oregon, this LUFO amendment addresses only that 
portion of the CRC Project within the State of Oregon. 

This 2011 LUFO Steering Committee recommendation involves an area contained within 
the North Portland and Hayden Island segments as identified in the 1998 LUFO.! When the 
Council adopted its 1999 LUFO amendments for Interstate Avenue (the 1999 LUFO 
amendment), it renamed that portion of the 1998 LUFO North Portland segment 
extending from N. Denver A venue to the Portiand Metropolitan Exposition Center (Expo 
Center) the "Expo Center Segment." This 2011 LUFO amendment retains the name 
"Expo Center Segment" and extends the area it encompasses northward to N. Marine 
Drive. 

This recommendation is provided pursuant to Section 6(1) of House Bill 3478, which directs 
TriMet to apply to the Metro Coul1cil for a Land Use Final Order approving the light rail 
route, stations, lots and maintenance facilities, and the highway improvements for the 
Project, including their locations, "following receipt of recommendations from the 
Department of Transportation and the Steering Committee", and Section 6(2), which 
provides: 

"(2) Any siting of the light rail route, a station, lot or 
maintenance facility, or a highway improvement outside 
the locations established in a land use final order, and any 
new station, lot, maintenance facility or highway 
improvement, shall require a land use final order 
amendment or a new land use final order which shall be 
adopted in accordance with the process provided for in 

1 The 1998 LUFO divided the SouthlNorth Project into nine segments. Those segments included the North 
Portland Segment, which extended from the Edgar Kaiser Medical Facility to N. Marine Drive, and the 
Hayden Island Segment, which extended from N. Marine Drive to the Oregon/Washington state line at the 
Columbia River. 

4 
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subsection (l) of this section." 

In May 1998, in accordance with Section 1(21) of House Bill 3478, the SouthINorth LUFO 
Steering Committee was established through intergovernmental agreement between Metro, 
TriMet, ODOT, Clackamas County, Multnomah County, the City of Portland, and the City 
of Milwaukie. In 2008, the Intergovernmental Agreement was amended to add the City of 
Gresham as a LUFO Steering Committee member. The City of Gresham was added 
because the project required expansion of the Ruby Junction Maintenance Facility in 
Gresham. The City of Oregon City is an ex officio member ofthe Committee. 

This recommendation from the LUFO Steering Committee addresses the light rail route, 
light rail stations and highway improvements in the portion of the Expo Center and 
Hayden Island segments of the SouthINorth Project located between approximately N. 
Victory Boulevard and the Oregon/washington state line. The CRe Project also will 
expand the use of the Ruby Junction Maintenance Facility in Gresham. However, all 
activity associated with that facility would occur within the maintenance facility 
boundaries that the Council previously approved in its 2008 LUFO amendment. For that 
reason, there is no need to approve a new boundary map for that facility. 

2. Requirements of House Bill 3478. 

House Bill 3478, Section 6(1) authorizes the Council, upon application by TriMet and 
following recommendations from the Steering Committee and Department of 
Transportation, to adopt a Land Use Final Order for the SouthlNorth Project. A LUFO is a 
written order or orders of the Council deciding the light rail route, the stations, lots and 
maintenance facilities, and the highway improvements for the SouthINorth Project, 
including their locations. The LUFO identifies the light rail route, stations, lots, 
maintenance facilities and highway improvements that comprise the SouthINorth project; 
and it further specifies the locations within which these facilities and improvements may be 
located. As explained in Section 6(l)(a) of House Bill 3478, 

"The applied for locations shall be in the form of 
boundaries within which the light rail route, stations, lots 
and maintenance facilities, and the highway improvements 
shall be located. These boundaries shall be sufficient to 
accommodate adjustments to the specific placements of the 
light rail route, stations, lots and maintenance facilities, and 
the highway improvements for which need commonly 
arises upon the development of more detailed 
environmental or engineering data following approval of a 
Full Funding Grant Agreement." 

5 
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3. Recommended SouthlNorth Project LUFO Amendments 

The LUFO Steering Committee recommends that TriMet apply for, and that the Council 
adopt, a LUFO amending the 1998 SouthlNorth LUFO to approve the light rail route, 
stations, maintenance facilities and highway improvements identified textually below and in 
the attached maps, which illustrate the location "boundaries" as required by Section 6(1)(a) 
ofHB 3478. The modified route and station and the highway improvements all are located 
within the Expo Center and Hayden Island segments of the SouthINorth Project as identified 
in the 1998 LUFO and the 1999 LUFO amendment. The maintenance facility improvements 
involve expanded use of improvements at the existing Ruby Junction Maintenance Facility 
in Gresham, within location boundaries that the Council approved in 2008. 

The area affected by these amendments extends from south ofN. Victory Boulevard to the 
Oregon/Washington border. The original light rail aliglunent within~ t~e area subject to this 
2011 LUFO amendment is identified in Figures 1.8b on page A-II of the 1998 LUFO and 
Figure 1.8 of the 1999 LUFO amendment. The 1999 LUFO amendment extended only as 
far north as the Expo Center. Because this 2011 LUFO amendment affects a relatively small 
portion of the Expo Center segment, the LUFO Steering Committee recommends that the 
analvsis of the Exno Center and Havden Island seQ"ments be combined and addressed as a 

.,I .i .,; w 

single segment (Expo CenterlHayden Island). 

For light rail, the CRC Project begins at the Expo Center and continues northward to the 
OregonlWashington state line on the Columbia River along an alignment located west ofthe 
aiignment boundary that the Council approved in the 1998 LUFO. From the Expo Center 
station, the light rail ali~rnent proceeds northv/ard under N. Marine Drive and onto a new, 
integrated multi-modal rail/vehicularlbicycle/pedestrian bridge crossing over the North 
Portland Harbor onto Hayden Island west ofInterstate 5. The alignment then continues 
northward, crossing over N. Haydenls!and Drive onto the lower deck of the new 
southbound Interstate 5 bridge, where it continues to and beyond the OregonIW ashington 
state line. 

A single light rail station is located at the east end of the Jantzen Beach Center west of 
Interstate 5. No park-and-ride lots or maintenance facilities are proposed for this segment. 
However, maintenance facility improvements will be provided at the Ruby Junction 
Maintenance Facility in Gresham within the boundaries of this facility that the Council 
approved in the 2008 LUFO amendments for the Portland-Milwaukie Project. 

For highway improvements, the CRC Project begins just south ofN. Victory Boulevard and 
extends northward to the Oregon/Washington border. These highway improvements were 
not part of the SouthINorth Project initially approved in 1998. However, HB 3478 
authorizes amendments to the SouthINorth project from time to time, and it authorizes the 
inclusion of highway improvements ifthey are described in a Draft or Final Environmental 
Impact Statement for the Project. Highway improvements were added to the 2008 
amendments for the Portland-Milwaukie Project, and they are recommended here as well. 
Much like the Westside Corridor Project, which extended light rail to Hillsboro, widened 
and improved US 26 and Oregon 217 and connecting roadways, and was approved under a 
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LUFO process pursuant to Oregon Laws 1991, Chapter 3 (Senate Bill 573)2, the CRC 
Project is an integrated light rail and highway project, with many improvements serving 
dual rail and highway purposes. 

The highway improvements for the Expo CenterlHayden Island segments include the 
+: 'I . 3 1010wmg : 

CD New northbound and southbound Interstate 5 Columbia River bridges and 
removal of existing Interstate 5 bridges. The new southbound bridge is a two
tier bridge with highway on the upper deck and light rail on the lower deck. 
The new northbound bridge is a two-tier bridge with highway on the upper 
deck and bicycle and pedestrian facilities on the lower deck. Each bridge will 
include three travel lanes and two auxiliary lanes. 

e Widening of Interstate 5 in both the northbound and southbound directions 
from approximately N. Victory Boulevard to the Oregon/Washington state 
line. Northbound, Interstate 5 will widen from three travel lanes at N. Victory 
Boulevard to three travel lanes and two auxiliary lanes on the new northbound 
Interstate 5 Columbia River bridge. Southbound, Interstate 5 will narrow from 
three travel lanes and two auxiliary lanes on the new southbound Interstate 5 
Columbia River bridge to three travel lanes south ofN. Victory Boulevard. 

• Newly designed interchanges at Marine Drive and Hayden Island and 
improvements to the Victory Boulevard Interchange. 

• A new integrated light raillvehicularlbicycle/pedestrian bridge west of 
Interstate 5 connecting Hayden Island with the Expo Center and N. Expo 
Road and the N. Vancouver Way extension. 

• Realignment, \videning and/or modification ofN. Marine Drive, N.E. Martin 
Luther King Boulevard, N. Vancouver Way, N.E. Union Court, N. Jantzen 
Avenue, N. Jantzen Drive, N. Hayden Island Drive and N. Tomahawk Island 
Drive. 

• New roadway connections between N.E. Martin Luther King Jr. Boulevard 
and N. Vancouver Way, N.E. Martin Luther King Jr. Boulevard and NE 
Union Court, N. Jantzen Avenue and N. Hayden Island Drive, and N. Expo 
Road and N. Force Avenue. 

The proposed boundaries within which the above-described light rail facilities and 
highway improvements would be located are as illustrated on the boundary maps for the 
Expo CenterlHayden Island segments attached to this recommendation (Figures 1.1 to 
1.3) 

The Ruby Junction Maintenance Facility in Gresham includes light rail tracks, vehicle 
storage spaces, maintenance bays, an operation center, and related facilities necessary to 
maintain light rail vehicles. The 2008 SouthlNorth LUFO findings for the Portland
Milwaukie Project anticipated use of this facility to serve light rail vehicles needed for 

2 Senate Bill 573 for the Westside Corridor Project served as the model for House Bill 3478 for the 
Soutl'Jl'jorth Project. 
3 Many of these roadway improvements include associated bicycle and pedestrian improvements. 

7 



282

future light rail transit expansion to Vancouver, Washington. With the CRC project, that 
expectation becomes a reality. Because all improvements associated with the CRC 
Project will be located within the locational boundary of the Ruby Junction facility that 
the Metro Council approved in 2008, there is no need to amend the boundary map to 
accommodate the expanded use of the facility associated with the CRC project. For 
informational purposes, the 2008 boundary map that the Council approved is attached to 
this recommendation as Figure 2.1. 

8 
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Figure 1.2 
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Figure 1.3 
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Figure 2.1 Ruby Junction Operations and Maintenance Facility .. 
Existing O&M ~ Potential Alignment 

Potential O&M expansion c:::::J Potential Station Platform 

~ Existing Light Rail METRO 

I 
o 

I I Feet 
250 500 

1 inch equals 500 feet 

June 2008 



287

4. Interpretation of Terms 

For the purposes of SouthlNorth Land Use Final Orders, including the 1998 LUFO and 
each amendment thereto, the Council has interpreted the terms "light rail route", 
"stations", "lots", "maintenance facilities" and "highway improvements" to have the 
following meanings: 

• "Light rail route" means the alignment upon which the light rail tracks will be 
located. The light rail route will be located on land to be owned by or under the 
operating control of TriMet. 

.. "Stations" means those facilities to be located along the light rail route for 
purposes of accessing or serving the light rail system. Stations include light rail 
station platfonns; kiss~and-ride areas; bus transfer platforms and transit centers; 
vendor facilities; and transit operations rooms. 

• "Lots" means those parking structures or surface parking lots that are associated 
\vith a station, owned by or under the operating control of either TriMet or 
another entity' with the conCUlTence of TriMet, and intended primarily for use by 
persons riding transit or carpooling. Parking structures may include some retail or 
office spaces in association with the primary use. 

s "Maintenancejacilities" means those facilities to be located on land to be owned 
or controlled by TriMet for purposes of operating, servicing, repairing or 
maintaining the light rail transit system, including but not limited to light rail 
vehicles, the light rail tracks, stations, lots, and ancillary facilities and 
improvements. l'-.1aintenance facilities include maintenance faciiity access 
trackways; storage tracks for light rail vehicles; service, repair and maintenance 
shops and equipment; office facilities; locker rooms; control and communications 
rooms; transit district employee and visitor parking lots; and storage areas for 
materials and equipment and non-revenue vehicles. 

/II "Highway improvements" include new roads, road extensions or road widenings 
outside existing rights-of-ways that have independent utility in themselves and are 
not needed to mitigate adverse traffic impacts associated with the light rail route, 
stations, lots or maintenance facilities. 

Additionally, for the 1998 LUFO and the amendments thereto, the Metro Council 
determined that implementation of the SouthlNorth LUFO under sections 8(l)(a) and (b) 
of Chapter 12 of the 1996 Oregon Laws (HB 3478), including the construction, operation 
a.'1d maintenance of the light rail route, stations, lots and maintenance facilities and the 
highway improvements for the Project, necessitates and requires development approval 
of certain associated actions and the permitting of certain associated or ancillary facilities 
or improvements. These associated actions or ancillary facilities or improvements 
generally are required: (l) to ensure the safe and proper functioning and operation of the 
light rail system; (2) to provide project access; (3) to improve traffic flow, circulation or 
safety in the vicinity of the Project; or (4) to mitigate adverse impacts to the adjoining 
roadway network resulting from the alignment, stations, lots or maintenance facilities. 
For these reasons, the Metro Council determined that these actions, facilities or 
improvements are integral and necessary parts of the Project. 

13 
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The Metro Council has further detennined that the associated actions and ancillary 
facilities or improvements for the SouthINorth Project include, but are not limited to: ties, 
ballast, and other track support materials such as tunnels and bridges; modifications to 
existing tracks; retaining walls and noise walls, culverts and other drainage systems; 
traction electrification equipment including maintenance facility accesses, including road 
accesses, pedestrian bridges and pedestrian and bicycle stops, bus pullouts, shelters, 
bicycle storage facilities and similar facilities. They also include temporary construction
related roadways, staging areas and road or lane closures; roadway reconstruction, 
realignment, repair, widening, channelization, signalization or signal modification, lane 
reconfiguration or reduction, addition or modification of turning lanes or refuges, 
modification of traffic circulation patterns, or other modifications or improvements that 
provide or improve project access, improve traffic flow, circulation or safety in the 
vicinity of the Project, facilitate or are necessary for the safe or proper functioning and 
operation of the Project, or are necessary to mitigate adverse traffic impacts created by 
the Project; modifications of private roadways adjoining the Project; permanent road, 
lane or access closures associated with and necessitated by the Project; and other 
associated actions or associated or ancillary facilities or improvements related to the 
Project. 

14 
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Neil McFarlane, General Manager 
TliMet 
4012 SE 17th Avenue 
Portland, Oregon 97202 

Subject: Columbia River Crossing Project LUFO Approval 

<? 
Dear Mr.~rlane: 

Iv J 

Department of Transportation 
Office of the Director 

1158 Chemeketa Street NE 
Salem, OR 97301 

Phone: (503) 986-3289 
Fax: (503) 986-3432 

The Oregon Legislative Assembly (House Bill 3478, Special Session 1996) charged the 
Oregon Department of Transportation to prepare a recommendation to TriMet on any 
application for a Land Use Final Order (LUFO) that establishes or amends the light rail 
route, stations, lots, maintenance facilities and highway improvements that are included 
as part of the SouthlNorth Corridor Project. Metro adopted the original LUFO in 1998. 
TriMet is currently preparing an application for an amendment to the 1998 LUFO that 
incorporates both the light rail and highway improvements to be constructed as part of the 
Columbia River Crossing Project. 

We believe the project team has met both the intent and the specific requirements 
established by the Oregon Legislature concerning the conduct ofthis project. Following 
compIetion of the Draft Enviroillnental Impact Statement, affected local govemment 
agencies and the States of Oregon and Washington worked together to revise the project 
to ensure it meets the needs of the region and state. 

The public process, including informational meetings, public hearings, and direct 
involvement of business, civic, and neighborhood associations, has been comprehensive. 
This project includes ilew I-5 bridges across the Columbia River and major 
improvements to 1-5 interchanges and comlecting arterials. 1-5 is the major facility 
serving Oregon, Washington and California and performs a vital role to the movement of 
people and freight. The importance of alleviating the existing safety problems and 
bottleneck on this critical stretch of the corridor CalIDot be overstated. 

Improvements to state highway facilities included in the Steering Committee 
recommendation require coordination with and. approval by the Oregon Department of 
Tral1sportation. Therefore, on behalf of the Oregon Depaltment of Transportation, I 
recommend approval of the LUFO application in accordance with the Steering 
Committee recommendation at its June 23,2011, meeting .. The department concurs 
fully with the light rail and highway improvements and the location boundary maps for 
those improvements contained in that recommendation. 
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We at ODOT look forward to continuing our partnership with TriMet, Metro, the City of 
Portland and our other jurisdictional partners in pursuing this project to its successful 
conclusion. 

Sincerely, 

Matthew L. Garrett 
Director 
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SouthlNorth Project Land Use Final Order Criteria 

On May 30, 1996, pursuant to Section 4 of House Bill 3478, LCDC established the criteria to be 
used by the Metro Council in making land use decisions establishing or amending the light rail 
route, stations, lots and maintenance facilities, and the highway improvements for the 
SouthINorth Project, including their locations. The approved criteria include two procedural, six 
substantive, and two alignment-specific standards, set out below. Compliance with these criteria 
must be demonstrated. 

Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and tv1ultnomah counties, the 
cities of Gladstone, Milwaukie, Oregon City and Portland, the Tri-County Metropolitan 
Transportation District of Oregon and the Oregon Department of Transportation to 
submit testimony on the light rail route, light rail stations, park-and-ride lots and vehicle 
maintenance facilities, and the highway improvements, including their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on the 
light rail route, light rail stations, park-and-ride lots, vehicle maintenance facilities and 
the highway improvements, including their locations. 

Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on affected residential, commercial 
and industrial neighborhoods and mixed use centers. Identify measures to reduce those 
impacts which could be imposed as conditions of approval during the National 
Environmental Policy Act (NEPA) process, or, if reasonable and necessary, by affected 
local governments during the local permitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and vehicle 
maintenance facilities, including their locations, balancing (1) the need for light 
rail proximity and service to present or planned residential, employment and 
recreational areas that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development of an efficient 
and compact urban form; and (3) the need to protect affected neighborhoods from 
the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (l) the need to improve the highway system with (2) the need to protect 
affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the pennitting process. 
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5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that adverse 
impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, riparian, 
wetland and park and recreational areas, including the Willamette River Greenway, that 
are protected in acknowledged local comprehensive plans. Where adverse impacts cannot 
practicably be avoided, encourage the conservation of natural resources by demonstrating 
that there arc measures to reduce or mitigate impacts which could be imposed as 
conditions of approval during the }~EPA process Of, if reasonable and D.ccessary, by local 
governments during the permitting process. 

7. Identify adverse impacts associated with stormwater runoff. Demonstrate that there are 
measures to provide adequate storm water drainage retention or removal and protect water 
quality which could be imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

8. Identify adverse impacts on significant historic and cultural resources protected in 
acknovvledged comprehensive plans. Where adverse impacts cannot practicably! be 
avoided, identify local, state or federal review processes that are available to address and 
to reduce adverse impacts to the affected resources. 

Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City of 
Milwaukie's Downtown. Consider an extension of the light rail route connecting the City 
of Oregon City and the City of Gladstone with the City of Milwaukie via the Interstate 
205 corridor and/or the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of Milwaukie's 
Downtown via inner southeast Portland neighborhoods and, in the City of Milwaukie, the 
McLoughlin Boulevard corridor, and further connecting the Central City with north and 
inner northeast Portland neighborhoods via the Interstate S/Interstate A venue corridor. 
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V/5 I J I J c. 

Resolution No. 11- 4280: Land Use Fin~1 Order for Expo CenterlHayden 
Island Segment of SouthINorth Light Rail Project 

List of Documents of Which the Metro Council Takes Official Notice 

1. Or Laws 1996, Chapter 12 (House Bill 3478) and Oregon Laws 1991, 
Chapter 3 (Senate Bill 573) 

2. Metro's Regional Framework Plan and its components,including the Urban 
Growth Management Functional Plan, the 2035 Regional Transportation 
Plan and the Regional High Capacity Transit System Plan 

3. City of Portland's Comprehensive Plan, TransporLation System Plan and 
Land Use Regulations 

4. The following resolutions adopted by the Metro Council, including their 
exhibits and attachments: 

• Resolution Nos. 98-2673, 99-2853A, 03-3372 and 08-3964 (adopting 
or amending SouthINorth Land Use Final Orders) 

• Resolution No. 02-3237A, November 14, 2002 (endorsing the 1-5 
Transportation and Trade Study Recommendations) 

• Resolution No. 08-3960B, July 17, 2008 (endorsing the Locally 
Preferred Alternative for the Columbia River Crossing Project) 

.. Resolution No. 11-4264, June 9, 2011 (regarding considerations and 
concerns raised about the Columbia River CroSSL.'1g project) 

5. Metro Ordinance No. 10-1241B, June 10,2010 (adopting the 2035 Regional 
Transportation Plan) 

6. The following resolutions adopted by TriMet, including their exhibits and 
attachments: 

It Resolution Adopting a Land Use Final Order (SB 573), April 12, 1991 
(adopting the Westside Corridor Project Land Use Final Order) 

.. Resolutions No. 93-07-56, July 28, 1993; No. 93-07-57, July 28, 1993; 
No. 95-08-60, August 23, 1995; and No. 96-01-10, February 28, 1996; 
(adopting the Hillsboro extension of the Westside Corridor Project and 
amendments to the Westside Corridor Project and Hillsboro Extension 
Land Use Final Orders) 
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REVISED 

Exhibit C 
Metro Council Resolution No. 11-4280 

Findings of Fact and Conclusions of Law 

SouthlNorth Corridor Land Use Final Order 
Columbia River Crossing Project 

findings of fact and Conclusions of Law (Columbia River Crossing Project) 
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1. Introduction 

1.1 Nature of the Metro Council's Action 

This action adopts a Land Use Final Order (LUFO) for the Columbia River Crossing (CRC) 
Project, which is an element of the larger SouthINorth Corridor Project. The action is taken 
pursuant to Oregon Laws 1996 (Special Session), Chapter 12 (referred to herein as "House 
Bill 3478" or "the Act"), which directs the Metro Council (Cquncil) to issue LUFOs 
establishing the light rail route, light rail stations, park-and-ride lots and maintenance 
facilities, and any highway improvements to be included in the SouthlNorth Project, including 
their locations (i.e. the boundaries within which these facilities and improvements may be 
located). 1 

This LUFO is the fifth in a series of LUFOs the Council has adopted for the Soutll/North 
Project. The previously adopted LUFOs are as follows: 

• On July 23, 1998, the Metro Council adopted Resolution No. 98-2673 (the 1998 
LUFO), establishing the initial light rail route, stations, lots and maintenance facilities 
and the highway improvements, including their locations, for the SouthINorth Project. 

• On October 28, 1999, the Metro Council adopted Resolution No. 99-2853A (the 1999 
LUFO), amending the 1998 LUFO to reflect revisions for that portion of the 
SouthlNorth Project extending from the Steel Bridge northward to the Portland 
Metropolitan Exposition Center (Expo Center), primarily along Interstate Avenue. The 
1999 LUFO modified the northern light rail alignment; established, relocated or 
expanded light rail station locations along that alignment; and authorized park-and
ride lots at Portland L'1temational Raceway (PIR) and the Expo Center along the light 
rail route. 

• On January 15, 2004, the Metro Council adopted Resolution No. 03-3372 (the 2004 
LUFO), further amending the previous SouthINorth LUFO resolutions to (1) establish 
the light rail route, stations and park-and-ride lots, including their locations, along the 
Interstate-205 right-of-way from the Gateway Transit Center to Clackamas Regional 
Center; (2) modifY the route along the downtown Portland Transit Mail to extend Ught 
rail transit (LRT) to Portland State University (PSU) and establish, adjust or relocate 
station locations; (3) modify the 1998 LUFO for the segment from Portland to 
Milwaukie by revising the ali/Slulient and adding study areas; (4) remove the 1998 
LUFO designations from Milwaukie to Clackamas Regional Center; and (5) complete 
technical amendments to the 1999 LUFO alignment to reflect the final built 
configuration at certain stations consistent with the Full Funding Agreement Grant 
approved by the Federal Transit Administration. 

1 1'v1etro's Regional Transportation Plan sho\:vs northvV'ard extension of light rail to Clark County Vlashington. 
However, the Metro Council's jurisdiction is limited to the Oregon portion of the SouthINorth Project. 

2 
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• On July 25, 2008, the Metro Council adopted Resolution No. 08-3964 (the 2008 
LUFO), amending the 1998 and 2004 SouthINorth LUFOs as they relate to the 
segment of the SouthINorth Project extending from Portland State University (PSU) in 
downtown Portland through SE Portland and downtown Milwaukie to SE Park 
Avenue in unincorporated Clackamas County. The 2008 LUFO realigned the light rail 
route between PSU and SE ih A venue; established the route from SE Tacoma Street 
to SE Park Avenue; relocated light rail stations or authorized new stations along the 
light rail route; and established the park-and-ride lots and highway improvements for 
the Portland to Milwaukie segment. 

This 2011 SouthlNorth LUFO Amendment (the 2011 LUFO) amends the 1998 LUFO as it 
relates to the segment of the South/North Project in north Portland extending northward from 
the Expo Center and from the Ll1terstate 5 (l-5)lVictory Boulevard Interchange to the 
Oregon/\X/ashington state line on the Columbia River. This 2011 LUFO realigns the light rail 
route between the Expo Center and the Oregon/Washington state line westward from its 
alignment in the 1998 LUFO and it relocates the Hayden Island station west of its previous 
location. It also provides for the rail route to be accommodated on the lower tier of a new 
southbound 1-5 bridge. This 20J 1 LUFO also establishes a number of highway improvements 
for the Columbia River Crossing Segment of the South/North Project, including new 
northbound and southbound 1-5 bridges; widening of 1-5 in both directions between 
approximately N Victory Boulevard the Oregon/Washington state line on the Columbia River; 
new or modified interchanges at Marine Drive, Hayden Island and Victory Boulevard; a new 
integrated rail/vehicular/bicycle pedestrian bridge connecting Ha:yden Island \-vith the Expo 
Center; and roadway realignments, widenings, modifications and new connections within the 
project area. 

This 2011 LUFO also provides for expansion and improvement of the Ruby Junction 
Maintenance Facility along NW Eleven Mile A venue in Gresham to accommodate and 
maintain additional LRT vehicles associated with the Columbia River Crossing Project. 

This 2011 LUFO is also the latest in a long string ofland use final orders dating back to 1991 
to the approval of the first LUFO for the Westside Corridor Project. That LUFO, and several 
amendments to that LUFO which followed, expanded the Portland metropolitan region's 
commitment to a multi=modal transportation nepl:vork including light rail transit serving 
populations to the north, south, east and west of the Central City, an improved state highway 
and local street network, and facilities to encourage walking and bicycle travel. These steps 
coincided with the Land Conservation and Development Commission's adoption in 1991 of 
the Transportation Planning Rule, which encourages and supports the availability of a variety 
of transportation choices for moving people that balance vehicular use with other modes to 
avoid principal reliance on anyone mode. The Westside LUFOs, among other things, 
approved the extension of light rail initially through Portland, unincorporated Washington 
County and Beaverton and then later into downtown Hillsboro. They also approved highway 
and bicycle improvements associated with the light rail projects, including the widening of 
US 26 and Oregon 217, new or modified freeway ramps, a new bridge crossing US 26 at 
Sylvan, a new collector-distributor road system west of the Sylvan Interchange, a new US 26 
bridge crossing at Sylvan, the closing of some local accesses to and from US 26, local street 
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realignments, modifications and improvements, and bicycle facility improvements extending 
from approximately the Oregon Zoo to Oregon 217. The SouthINorth Project continued this 
commitment to a multi-modal transportation system with a series of light rail and highway 
improvements extending along the SouthINorth corridor between Clackamas County and the 
Oregon/Washington state line. 2 The Council anticipates that this 2011 LUFO amendment will 
not be the final step in that process, as House Bill 3478 envisions that at some future point, 
light rail transit will extend farther south into Oregon City. 

1.2 Relationship of Council's Order to Requirements of the National 
Environmental Policy Act of 1969 

Like the 1998,1999,2004 and 2008 LUFOs before it, this 2011 LUFO is adopted solely to 
impiement the provisions in HB 3478 authorizing the Council to make land use decisions on 
the light rail route, stations, lots and maintenance facilities and the highway improvements for 
the South/North Project, including their locations. This land use decision is not required by 
the National Environmental Policy Act of 1969 (NEPA) or other federal law. 

1.3 Requirements of House Bm 3478 

Section 6(1) of House Bill 3478 requires the Council to "establish the light rail route, stations, 
lots and maintenance facilities, and the highway improvements for the project or project 
extension, including their locations." Section 6(l)(a) further provides that the locations for 
each of these facilities and improvements: 

"shall be in the form of boundaries within which the light rail route, stations. 
lots and maintenance facilities, and the highway improvements shall be 
located. These boundaries shall be sufficient to accornnlodate adjustments to 
the specific placements of the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for which need commonly arises 
upon the development of more detailed environmental or engineering data 
following approval of a Full Funding Grant Agreement." 

Section 6(2) of the Act addresses amendments to the 1998 LUFO. It provides: 

"Any siting of the light raii route, a station, lot or maintenance faciliiy, or a highway 
improvement outside the locations established in a land use final order, and any new 
station, lot, maintenance facility or highway improvement, shall require a land use 
final order amendment or a new land use .final order which shall be adopted in 
accordance with the process providedfor in subsection (1) o.fthis section." 

2 The region's rail transit system now has 50 miles of light raiL with a new line south from the Central City to 
Milwaukie (7.3 miles) in final planning stages. The system includes a 14.7-mile commuter rail serving the 
southwest part of the region, opened in 2008, and four miles of streetcar with another eight miles under 
construction. Future light rai] projects under consideration include a light rail Ene along the Barbur Bou1cvard 
corridor. 
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Section 7 ofHB 3478 requires the Council to apply land use criteria established by the Land 
Conservation and Development Commission (LCDC) in making decisions in a land use final 
order on the light rail route, stations, lots and maintenance facilities, and the highway 
improvements, including their locations, and to prepare and adopt findings of fact and 
conclusions of law demonstrating compliance with those criteria. These .findings serve to 
demonstrate compliance with LCDC's criteria jor the modifications and new improvements 
selected in this LUFO amendment. 

Section 3(1) ofHB 3478 provides that the procedures and requirements set out in the Act are 
the only land use procedures and requirements to which the Council's decisions on the light 
rail route, the stations, lots and maintenance facilities, and the highways improvements for the 
Project, including their locations, are subject. Consequently, these findings focus on the 
matters identified in HB 3478 as land use actions being taken at this time. 

The Columbia River Crossing Project is an integrated bridge, light rail transit and highway 
project within the Expo Center and Hayden Island segments of the SouthiNorth corridor in 
Oregon that extends north\vard into the state of V./ashington. The Council finds that the 
combination of light rail and highway improvements is consistent with and authorized by 
House Bill 3478. Section 1(18) of House Bill 3478 defines "Project" to mean the SouthlNorth 
Light Rail Project as it may be amended from time to time. "The project includes the light rail 
route, stations, lots and maintenance facilities and any highway improvements to be included 
in the project." The Council finds that this definition anticipates that the character of the 
Project may change over time and may include highway improvements. Section 1 (12) defines 
"highway improvements" to mean "the highway improvements, if any, to be included in the 
project * * *. The highway improvements shall be selected from among the highway 
improvements, if any, described in a Draft Statement or Final Statement for the project or 
project extension for the project * * *. The Council finds that this provision anticipates the 
inclusion of highway improvements to the Project where such improvements are addressed in 
a draft or final environmental impact statement involving the project. Similarly, Section 6(2) 
anticipates new highway improvements being added as amendments to an earlier LUFO. 
Section 1(13) defines "land use final order" as an order or orders of the Council deciding, 
among other things, the highway improvements for the project. The Council finds that this 
language, together with Sections 6(1) and 6(2) of the Act, authorizes the Council to make 
decisions on highway improvements for the project in a land use final order. Section 3(3) 
provides that ~'the procedures and requirements provided for in [HB 3478] shall be the only 
land use procedures and requirements applicable to * * * [d]ecisions on the highway 
improvements for the project * * *." The Council finds that this language directs it to follow 
the requirements ofHB 3478 for any highway improvements that are included in the project. 

The Council finds that the language in HB 3478 parallels language in Oregon Laws 1991, 
Chapter 3 (Senate Bill 573) for the Westside Corridor Project, which extended light rail transit 
from Portland to Hillsboro. Portions of that project included highway improvements along US 
26 and Oregon 217, as well as along local arterials and local streets in the vicinity of these 
highways. 3 Like HB 3478, SB 573 similarly defined "Project" to include highway 

3 Among other highway improvements, the Westside Corridor Project authorized a new westbound truck 
climbing lane on US 26, the widening of US 26 to six lanes (three in each direction) betvleen the Skyline 
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improvements, and it similarly defined "highway improvements" as "those highway 
improvements to be included in the project" as described in a draft environmental statement. 
SB 573 similarly defined "final order" as a decision (made by the TriMet Board) deciding the 
light rail route, light rail facilities and highway improvements", and it similarly provided that 
the procedures and requirements of that Act were the only procedures and requirements 
applicable to TriMet Board decisions on the light rail facilities and highway improvements. 4 

The Council further finds that in Section 2(1) ofSB 573, the Oregon Legislature found that to 
obtain maximum federal funding for the Westside Corridor Project, it was necessary to 
consolidate land use decisions regarding light rail and highway improvements into a single 
land use decision, and in Section 2(2), it found that the Act should be liberally construed to 
accomplish the purposes set out in Section 2(1). Similarly, for the SouthJNorth Project, 
Section 2(1) of HB 3478 provides that to maximize the state's and metropolitan region's 
ability to obtain the highest available level of federal fu_nding for the South/l'Jorth Light F'Lail 
Project and to ensure the timely and cost-effective construction of the project, it is necessary 
"to establish a process to be used in making decisions in a land use final order on the light rail 
route, light rail stations, light rail park-and-ride lots, light rail maintenance facilities and any 
highway improvements to be included in the SouthlNorth MAX Light Rail Project, including 
their locations." Like Section 2(2) of SB 573, Section 2(2) of HB 3478 states, "Sections 1 to 
13 of this Act shall be liberally construed to accomplish the purposes enumerated in 
subsection (1) of this section." The Council finds that the purposes of obtaining the highest 
level possible of federal funding and ensuring the timely and cost-effective construction of the 
Project as it may be amended from time to time remain important priorities for the region and 
state. It further finds that a large portion of the project cost of the Columbia River Crossing 
Project will be federally funded and that the procedures and requirements in HE 3478 were 
developed to help the region obtain maximum federal funding for the Project. 5 

The Council finds that the Columbia River Crossing Project is a significant multi-modal 
public works project designed to accommodate the interstate travel needs of Portland 
metropolitan area residents, including residents of Vancouver, Washington in a manner that 
moves people and freight efficiently and minimizes conflicts between the various travel 
modes. The Council finds that the Project reflects negotiation and compromise among 

Interchange and Oregon 217, widening of Oregon 217 from four to six lanes with an additional auxiliary lane 
both southbound and northbound between the Walker Road and Canyon Road interchanges, changes to the Zoo 
and Sylvan interchanges, construction of an eastbound collector-distributor road system between the Sylvan 
Interchange and SW Camelot Court, realignment of SW Canyon Court east of SW Skyline Boulevard, 
realignment of SW Hewitt Boulevard, and other local street improvements. 
4 See Senate Bill 573, Sections 2(10), (11) and (13) and Section 3(1). 
5 The Council finds that the legislature anticipated a need to amend the Pr~ject over time in, among other things, 
the Act's definitions of "Project", "Project extension", "Draft Statement" and "Final Statement", all of which 
authorize amendments from time to time; in its definition of "Land use final order" as a written order or orders 
ofthe Council; and in the language of Section 6(2) of the Act . The Council further finds that by so providing 
for amendments, the Act demonstrates consistency with the Westside Corridor Project, which included an initial 
LUFO adopted on April 11, 1991, establishing the light rail alignment through Beaverton and the highway 
improvements on and near US 26 and Oregon 217; a LUFO adopted on July 28, 1993 for the "Hillsboro 
Extension" of light rail project; and amendments to these LUFOs dated July 28, 1993 and November 22, 1995 
for light rail facilities and August 23, 1995 and Februar; 28, 1996 for highway improvements. The Council takes 
official notice of those TriMet Board decisions. 
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governmental bodies and that for all practical purposes, the light rail component could not 
have gone forward without the highway component and the highway component could not 
have gone forward without the light rail component. Indeed, the Council finds that the 
extension of light rail transit to Vancouver without accompanying highway improvements 
was attempted in 1998 but rejected by the voters. 

More specifically, the Council finds that the original 1998 LUFO that this action is amending 
was borne out of the proposal to build the SouthINorth light rail project from Clackamas 
Town Center through Milwaukie and downtown Portland to Vancouver, terminating in the 
vicinity ofI-5 and 1-205 in the State of Washington. The crossing of the Columbia River was 
via a proposed new bridge for light rail transit purposes only west of the existing 1-5/Interstate 
Bridge. TriMet successfully obtained voter support of General Obligation Bonds for one-third 
of the local match in November 1994 by a wide margin. That ballot measure was predicated 
on a state legislative contribution of another one-third and a Washington State/Clark County 
contribution of the final one-third. In early 1995 the voters of Clark Co. turned down a ballot 
measure for their local match contribution It was clear from this action that a stand-alone light 
rail project was not politically acceptable to the voters of Clark County. In response, TriMet 
and the Oregon side of the region proceeded to implement segments of the Project in Oregon 
(Interstate MAX, 1-205 MAX to the Clackamas Town Center and Portland to Milwaukie 
MAX). 

The question of how to address travel needs in the 1-5 corridor started over through a bi-state 
initiative called the I-5 Trade and Transportation Partnership. In June 2002, the conclusions of 
the 1-5 Transportation and Trade Partnership were published,6 calling for a comprehensive 
approach to addressing the needs in the corridor, including improvements to 1-5 from north of 
the Fremont Bridge in Oregon to 1-205 in Vancouver, extension of the newly completed 
Interstate MAX from the Expo Center to downtown Vancouver, implementation of demand 
and system management strategies to encourage more efficient use of the transportation 
system, and implementation of tolling to help pay for the Columbia River crossing and other 
corridor improvements. While light rail remained an important element of the improvement 
plan to meet the needs, it became clear that it could only become part of a more 
comprehensive solution. As such, light rail is functionally linked to the bridge and highway 
improvements because of the demonstration through the 1-5 Transportation and Trade 
Partnership that the functional requirements of the corridor required all of the elements 
included in the reCOilllnendations. The conclusion vIas reached that the Oregon interests 
required emphasis on a multi-modal solution, including better management of traffic demand, 
because of the difficulty of accommodating that demand through a highway-only expansion 
ofI-5. At the same time, the conclusion recognized the Clark County interests would benefit 
from those improvements but needed a highway element because the land use patterns of 
Clark County requires a system with greater dependence on auto access. 

This LUFO reflects the conclusion of the Columbia River Crossing Project on how to best 

6 See http://www.columbiarivercrossing.org/FileLibrarylNonCRCRelatedDocuments/l-
5 Partnership 2002 Final Strategic Plan.pdf, incorporated herein by this reference. The Metro Council 
endorsed that plan, including highway and light rail improvements, through its adoption of Resolution No. 02-
3237A on November 14,2002. 
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implement the recommendations of the I-5 Transportation and Trade Partnership. There is not 
light rail without the freeway bridge being replaced. 

Additionally, the Council finds that the highway improvements are necessitated by the light 
rail improvements. Extension oflight rail transit to Vancouver along the I-5 corridor requires 
a new bridge crossing over the Columbia River. The proposed I-5 Columbia River bridge 
crossing consists of two bridge structures. The light rail extension is located beneath the 
bridge structure carrying southbound 1-5 traffic, and a bicycle and pedestrian crossing is 
located beneath the bridge structure carrying northbound 1-5 traffic. The Council finds that the 
proposed pedestrian and bicycle facilities on the northbound bridge are needed to connect 
pedestrians and bicyclists wishing to travel across the Columbia River between Oregon and 
Washington to the light rail transit stations located north <Ll1d south of the bridge, including the 
Expo Center Station and the new Hayden Island Station. 

The Council further finds that construction of these new bridge structures will necessitate 
improvements to the I-5 highway and interchanges, including the Hayden Island and Marine 
Drive Interchanges, and to the local street network that connects those interchanges including 
realignments, widenings or extensions of or new connections between N Marine Drive, NE 
~v1artin Luther King Boulevard, r..J Gantenbein Avenue, }~ Expo Road, N Vancouver \llay, }~ 
Haney Drive, NE Union Court, N Jantzen Drive, N Jantzen Avenue, N Hayden Island Drive, 
N Tomahawk Island Drive and N Force Avenue. It also finds that additional highway 
improvements are needed to integrate the transit corridor extension into the existing 
transportation network and to facilitate multimodal access to and from the existing light rail 
station at the Expo Center and a new light rail station at Hayden Island. Specifically, the 
Council finds that the extension of light rail tracks requires grade-separated crossings with the 
local road system. Accommodation of the grade-separated crossings necessitate modifications 
to the 1-5lMarine Drive Interchange and connecting roadways including the realignments ofN 
Vancouver Way and N Marine Drive and modifications of the road connections to NE Martin 
Luther King Boulevard. 

The Council finds that the extension of the light rail alignment requires an additional bridge 
crossing over the North Portland Harbor, a navigable waterway. The new local bridge will be 
a multimodal facility accommodating the light rail extension as well as bicycles, pedestrians 
and vehicles. 

The Council finds that the Expo Center Station will serve as a multimodal connection to 
enhance accessibility and connectivity with the East Columbia and Bridgeton neighborhoods 
east ofI-5. Accommodation of this connection to Hayden Island requires improvements to the 
local street network including the construction of a new local multimodal bridge over the 
North Portland Harbor, a new public road extending N Expo Road westward to N Force 
Avenue, the extension of N Tomahawk Island Drive under 1-5 to the Hayden Island Station, 
the creation of "A venue A" in front of the Hayden Island Station, and modifications to N 
Janzen Drive, N Jantzen Avenue and N Hayden Island Drive. 

The Council finds that the Hayden Island Station will be sited where the existing 1-5lHayden 
Island interchange southbound on- and off-ramps are currently located, prompting the need to 
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reconfigure the existing I-5lHayden Island Interchange. It further finds that the reconfigured 
interchange requires modifications to the local roadway network to provide local access to the 
light rail station and to reconnect local streets to the reconfigured Hayden Island Interchange. 

As discussed in Section 6.3.1 of these findings, the Council finds that nearly all of the 
highway improvements identified as part of the Columbia River Crossing Project are already 
identified as transportation improvements in the City of Portland's acknowledged 
Transportation System Plan (TSP) or comprehensive plan, or in Metro's Regional 
Transportation Plan (RTP). The only exceptions to this are the new local multimodal bridge 
over the North Portland Harbor connecting Hayden Island with the Expo Center and local 
roadway improvements in the vicinity of the Marine Drive Interchange. As noted above, the 
new multimodal bridge is an integrated multi-modal facility that includes the light rail 
alignment as well as travel lanes, bike lanes and sidewalks to serve motor vehicles, bicyclists 
and pedestrians. As further noted above, the local road improvements in the vicinity of the 
Marine Drive Interchange will improve local access to and from the Expo Center and Hayden 
Island light rail stations. These improvements are needed as well to accommodate the new I-5 
Columbia River bridges and the modifications to the Hayden Island and Marine Drive 
interchanges. 7 

Finally, the Council notes that HB 3478 authorizes the Council to make land use decisions 
only with respect to light rail facilities and highway improvements. See Sections 6(1) and 
6(2). The effect of these decisions is to pennit such facilities to be constructed within the 
location boundaries established in the LUFO, The LUFO does not decide or address the 
design of these improvements, nor does it decide what mitigation will be provided. Design 
issues are addressed in local proceedings pursuant to Section 8 of the Act. Mitigation is 
detennined through the FEIS process or during local pennitting proceedings pursuant to 
Section 8 of the Act. 

7 As elements of the Columbia River Crossing Project, the highway improvements are eligible for federal 
funding. While as noted, most of these improvements are already identified in Portland's acknowledged 
Transportation System Plan and the RTP. they are nonetheless included in the LUFO and addressed in these 
findings because, as part of the Columbia River Crossing Project, they remain subject to the requirements ofHB 
3478. 
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2. Amendments to the Light Rail Route, Stations, Lots and 
Maintenance Facilities, and Highway Improvements for the Project, 
Including Their Locations 

2.1 Introduction 

The Metro Council initially approved a light rail route, stations, park-and-ride lots, 
maintenance facilities and highway improvements for the Project, including their locations, in 
the 1998 LUFO. That decision established an alignment from the Clackamas Town Center 
through downtown Milwaukie to downtown Portland and northward to the 
OregonJWashington state line on the Columbia River. 

The 1999 LUFO modified the 1998 LUFO by relocating the light rail alignment farther to the 
west, establishing new light rail station locations, and providing an interim terminus at the 
Expo Center. 8 The remainder of the Project outside that portion between the Steel Bridge and 
the Expo Center remained unchanged. 

1) Relocating the light rail alignment and Hayden Island station farther to the west; 

2) Relocating the light rail alignment leading into Vancouver, Washington onto the 
lower tier of a new southbound Interstate 5 bridge; 

3) Providing significant highway improvements between approximately N. Victory 
Boulevard and the Oregon/Washington state line on the Columbia River, including but 
not limited to new northbound and southbound Interstate 5 bridges to accommodate 
highway, rail, pedestrian and bicycle travel; widening of northbound and southbound 
Interstate 5 to accommodate three travel laneS and two auxiliary lanes; and 
interchange and roadway modifications and improvements and new roadway 
connections within the Project area. 

These 2011 findings replace and supersede findings supporting the 1998 LUFO as follows: 

III That part in Section 6.4.8 of the 1998 LUFO findings addressing the portion of the 
North Portland segment between the Expo Center and N Marine Drive; 

III In their entirety, Section 6.4.9 of the 1998 LUFO findings addressing the Hayden 
Island segment. 

Further, to the extent these 2011 LUFO findings create inconsistencies with other sections of 
the 1998 LUFO findings [see, e.g., Sections 2.1,6.1 and 6.3], these 2011 findings control and 
supersede the earlier findings. 

8 The 1999 LUFO did not amend the Expo Center station location or the light rail alignment immediately south 
of the Center in any significant 
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This 2011 LUFO also authorizes use of the Ruby Junction Maintenance Facility in Gresham 
to serve light rail vehicles associated with the Columbia River Crossing Project. 



307

2.2 Selected Expo Center/Hayden Island Segment Amendments 

The Metro Council amends the 1998 LUFO to select and establish the locations of the light 
rail route, stations, maintenance· facilities and highway improvements identified below. The 
Council finds that its selected light rail route, stations, maintenance facilities and highway 
improvements, including their locations, are identical to those for which TriMet requested 
Council approval in its "Application for SouthINorth Land Use Final Order Amendment 
(Expo Center/Hayden Island Segments)", which TriMet filed on July 13,2011 and which the 
Council incorporates herein by this reference. 9 The light rail route, station, maintenance 
facility and highway improvements selected by this amendment are described textually and 
illustrated on the maps contained in the Council's adopted 2011 LUFO. 

In the 1998 L"UFO there were two segments that, together, piovided light rail transit (LR T) 
service between the Expo Center and the OregorJWashington state line on the Columbia 
River. These segments were the North Portland segment and the Hayden Island segment. In 
the 1999 LUFO, the Metro Council renamed the portion of the North Portland segment 
extending from south of the Columbia Slough near N Columbia Boulevard to the Expo Center 
the "Expo Center Segment." This 2011 LUFO amendment retains the name "Expo Center 
Segment" and extends it to N Marine Drive, where the Hayden Isiand Segment begins. This 
2011 LUFO amendment also extends the Expo Center and Hayden Island segments east of 
Interstate 5 approximately 2,500 feet to include all areas identified for highway 
improvements. For convenience purposes, these two segments are consolidated and addressed 
as a single segment (Expo Center/Hayden Island) in these findings. 

The Metro Council now deems it appropriate to approve the 2011 LUFO changes for the 
Expo CenterlHayden Island Segment as follows: 

Light Rail Alignment 

From the Expo Center station, the light rail alignment proceeds northward under N Marine 
Drive and onto a new, integrated light raillvehicular/bicycle/pedestrian bridge crossing over 
the North Portland Harbor onto Hayden Island west of 1-5. The alignment then continues 
northward, crossing over N Hayden Island Drive onto the lower deck of the new southbound 
Interstate 5 Bridge. 

From the state line on the Columbia River, the alignment continues northward into 
Vancouver, Washington. Because the portion of the Project in the State of Washington is 
outside the jurisdiction of the State of Oregon, it is not subject to compliance with House Bill 
3478 and is not addressed in the LUFO or these LUFO findings. 
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Light Rail Stations 

A single light rail station is located in the Expo CenterlHayden Island Segment. The Hayden 
Island Station wiII be elevated and positioned adjacent to 1-5, over or near Tomahawk Island 
Drive. Tomahawk Island Drive will be extended under 1-5 to provide a third east/west street 
connection for Hayden Island. The Hayden Island Plan calls for retail development, a mixed
use station community, and a well-connected street system to be developed adjacent to the 
station. 

Park-and-Ride Lots 

There are no new park-and-ride lots in the Expo Center/Hayden Island Segment. 

Operations & Maintenance Facilities 

There are no operations & maintenance facilities in the Expo CenterlHayden Island Segment. 
Maintenance will be provided at the existing Ruby Junction Maintenance Facility in Gresham, 
discussed in Section 2.3 below. 

Highway Improvements 

The highway improvements m the Expo CenterlHayden Island Segment include the 
following: 

1. New northbound and southbound 1-5 Columbia River bridges. The southbound bridge 
is a two-tier bridge with highway on the upper deck and light rail on the lower deck. 
The northbound bridge is a two-tier bridge with highway on the upper deck and 
bicycle and pedestrian facilities on the lower deck. Each bridge will include three 
travel lanes and two auxiliary lanes. 

2. Widening of 1-5 in both the northbound and southbound directions from N Victory 
Boulevard to the Oregon/Washington state line. Northbound, 1-5 will widen from three 
travel lanes at N Victory Boulevard to three travel lanes and two auxiliary lanes on the 
new northbound I-5 Columbia River bridge. Southbound, 1-5 will narrow from three 
travel lanes and two auxiliary lanes on the new southbound 1-5 Columbia River bridge 
to three lanes south ofN Victory Boulevard. 

3. A newly designed 1-5/Marine Drive interchange, including ramps connecting 1-5 with 
N Marine Drive and NE Martin Luther King Jr. Boulevard. 

4. A newly designed 1-5lHayden Island interchange including relocated northbound and 
southbound exit and entrance ramps. The redesign is intended to further the Hayden 
Island Plan and implement features that are supportive of transit. 

5. A new integrated light raillvehicularlbicycle/pedestrian bridge west ofI-5 connecting 
Hayden Island with the Expo Center and N Expo Road. 
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6. Realignment and widening ofNE Martin Luther King Jr. Boulevard between the new 
1-5/Marine Drive interchange and approximately N Hayden Meadows Drive. 

7. Realignment and widening of N Marine Drive between N Gantenbein A venue and N 
Vancouver Way. 

8. Modification, widening and extension ofN Vancouver Way between east ofN Haney 
Drive and approximately the light rail alignment west ofl-5. 

9. Realignment and widening of NE Union Court between N Hayden Meadows Drive 
and N Vancouver V,jay. 

10. 11.~ ne\\T northbound connection bet'vveen "f'..JE I\1artin Luther King Jr. Boulevard and N 
Vancouver Way and a new southbound connection between NE Martin Luther King 
Jr. Boulevard and NE Union Court. 

11. Realignments, widening and roadway modifications to N Jantzen A venue, N Jantzen 
Drive and N Hayden Island Drive. 

12. Modification, widening and extension of N Tomahawk Island Drive from east of N 
Jantzen Drive to the west ofl-5. 

13. Construction of a new roadway west of 1-5 and the light rail alignment between N 
Jantzen Avenue and N Hayden Island Drive. 

14. A new public road extending N Expo Road westward to N Force Avenue. 

15. Removal of the existing 1-5 Columbia River bridges. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which the above described light 
rail facilities and highway improvements would be located. 

; 

2.3 Ruby Junction l',,'!aintenance Facility Improvements 

The Ruby Junction Maintenance Facility along NW Eleven Mile Avenue in Gresham was first 
authorized in 1980 as part of the Portland to Gresham light rail project. The facility includes 
light rail tracks, vehicle storage spaces and maintenance bays, an operation center, and related 
facilities necessary to maintain light rail vehicles. 

As part of the 2008 LUFO amendments for the Portland to Milwaukie Project, the Council 
approved the modification and expansion of the Ruby Junction Maintenance Facility and 
adopted location boundaries for it. See Figure 2.1 of this 2011 LUFO. This LUFO authorizes 
the use of the facility to serve light rail vehicles associated with the Columbia River Crossing 
Project. Such use was expressly anticipated in the 2008 LUFO findings. Because use and 
improvement of the in connection with the Columbia River Project will 
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occur within the location boundaries approved in 2008, the Council finds it is not necessary to 
amend those boundaries. 
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3. SouthlNorth Project Land Use Final Order Criteria 

On May 30, 1996, pursuant to Section 4 ofHB 3478, LCDC established the criteria to be used 
by the Council in making land use decisions establishing or amending the light rail route, 
stations, lots and maintenance facilities, and the highway improvements for the Project or 
Project Extension, including their locations. The approved criteria include two procedural, six 
substantive, and two alignment-specific standards, set out as follows: 

3.1 Procedural Criteria 

1. Coordinate with and provide an opportunity for Clackamas and Multnomah Counties, 
the cities of Gladstonc, Milwaukie, Oregon City and Portland, the Tri-County 
Metropolitan Transportation District of Oregon and the Oregon Department of 
Transportation to submit testimony on the light rail route, light rail stations, park-and
ride lots and vehicle maintenance facilities, and the highway improvements, including 
their locations. 

2. Hold a public hearing to provide an opportunity for the public to submit testimony on 
the light rail route, light rail stations, park-and-ride lots and vehicle maintenance 
facilities, and the highway improvements, including their locations. 

3.2 Substantive Criteria 

3. Identify adverse economic, social and traffic impacts on attected resIdential, 
commercial and industrial neighborhoods and mixed-use centers. Identify measures to 
:~d~ce th~se !m~ts ,:hic~. could b: ~n:~~sed as condit}~ns of a~~roval during the 
Natwnal i:,nvlrorlffiental POliCY Act (f~.tt' A j process or, II reasonaDle and necessary, 
by affected local governments during the local permitting process. 

A. Provide for a light rail route and light rail stations, park-and-ride lots and 
vehicle maintenance facilities, including their locations, balancing (1) the need 
for light rail proximity and service to present or planned residential, 
employment and recreational areas that are capable of enhancing transit 
ridership; (2) the likely contribution of light rail proximity and service to the 
development of an efficient and compact urban form; and (3) the need to 
protect affected neighborhoods from the identified adverse impacts. 

B. Provide for associated highway improvements, including their locations, 
balancing (1) the need to improve the highway system with (2) the need to 
protect affected neighborhoods from the identified adverse impacts. 

4. Identify adverse noise impacts and identify measures to reduce noise impacts which 
could be imposed as conditions of approval during the NEPA process or, if reasonable 
and necessary, by affected local governments during the permitting process. 
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5. Identify affected landslide areas, areas of severe erosion potential, areas subject to 
earthquake damage and lands within the 100-year floodplain. Demonstrate that 
adverse impacts to persons or property can be reduced or mitigated through design or 
construction techniques which could be imposed during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

6. Identify adverse impacts on significant fish and wildlife, scenic and open space, 
riparian, wetland and park and recreational areas, including the Willamette River 
Greenway, that are protected in acknowledged local comprehensive plans. Where 
adverse impacts cannot practicably be avoided, encourage the conservation of natural 
resources by demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEP A process or, if 
reasonable and necessary, by local governments during the permitting process. 

7. Identify adverse impacts associated with storm water runoff. Demonstrate that there 
are measures to provide adequate stormwater drainage retention or removal and 
protect water quality which could be imposed as conditions of approval during the 
NEPA process or, if reasonable and necessary, by local governments during the 
permitting process. 

8. Identify adverse impacts on significant historic and cultural resources protected in 
acknowledged comprehensive plans. Where adverse impacts cannot practicably be 
avoided, identify locaL state or federal review processes that are available to address 
and to reduce adverse impacts to the affected resources. 

3.3 Alignment-Specific Criteria 

9. Consider a light rail route connecting the Clackamas Town Center area with the City 
of Milwaukie's Downtown. Consider an extension of the light rail route connecting the 
City of Oregon City and the City of Gladstone with the City of Milwaukie via the 
Interstate 205 corridor and/or the McLoughlin Boulevard corridor. 

10. Consider a light rail route connecting Portland's Central City with the City of 
Milwaukie's Downtown via inner southeast Portland neighborhoods and, in the City of 
Milwaukie, the McLoughlin Boulevard corridor, and further connecting the Central 
City with north and inner northeast Portland neighborhoods via the Interstate 
5/Interstate A venue corridor. 

Compliance with Procedural Criteria 1 and 2 is demonstrated in Section 5 of these findings. 
Compliance with Substantive Criteria 3 through 8 is demonstrated in Section 6 (long-term 
impacts) and Section 7 (short term construction impacts) of these findings. The Council finds 
that Criterion 9 is not relevant to this 2011 LUFO because the SouthINorth Project already 
connects Clackamas Town Center with downtown Milwaukie and this amendment does not 
concern light rail extensions from Milwaukie to Gladstone or Oregon City. It finds that 
compliance with Criterion 9 has been addressed in prior SouthINorth LUFOs, including the 
2004 LUFO. Regarding Criterion 10, the Council finds that this 2011 LUFO amendment 
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further connects the Central City with the Kenton and Hayden Island neighborhoods in north 
Portland via the existing alignment along the Interstate Avenue corridor. 

For all of the reasons set out in these findings, the Council finds and concludes that these 
2011 LUFO amendments comply with the applicable LCDC criteria. 
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4. Implementation of a Land Use Final Order 

4.1 Overview of Process for Selecting Mitigation Measures 

LCDC Criteria 3 through 8 require the Council to identifY (1) specified adverse impacts (e.g., 
impacts to neighborhoods and natural resources) that would result as a consequence of its 
decisions, and (2) "measures" to reduce those impacts which potentially could be imposed as 
conditions of approval during the NEPA process or, if reasonable and necessary, by local 
governments during the local jurisdiction permitting processes. Consideration of appropriate 
measures is consistent with local comprehensive plan policies and land use regulations which 
recognize that development can have adverse impacts on persons and property and which seek 
to reduce those impacts to the extent reasonable and permitted by law. JO 

The Council's decisions selecting the light rail route, stations, lots and maintenance facilities, 
and the highway improvements for the Project, including their locations, are not the final 
steps in the process culminating ",'lith completion of construction of the South/North Project. 
Subsequent to or concurrent with Council actions, Final Environmental Impact Statements 
(FElS) are submitted to the Federal Transit Administration (FTA) and the Federal Highway 
Administration (FHWA). As part of that process, mitigation pians are developed addressing 
mitigation of adverse impacts associated with the selected rail and highway improvements for 
the Project. In each case, following federal approval of the FElS, issuance of a Record of 
Decision and the signing of a Full Funding Grant Agreement with FTA and FHWA, the Final 
Design phase will begin. During Final Design, all necessary federal and state penn its for 
project construction are obtained. 

Also during Final Design, the siting of light rail and highway improvements is subject to local 
permitting processes. Section 8(1 )(b) of House Bill 3478 directs all affected local 
governments and agencies to "issue the appropriate development approvals, permits, licenses 
and certificates necessary for the construction of the Project or project extension consistent 
with a land use final order." Section 8(1 )(b) further allows these affected 10caJ governments to 
attach approval conditions to their development approvals permits, licenses and certificates. 
However, any such conditions must be "reasonable and necessary" and "may not, by 
themselves or cumulatively, prevent implementation of a land use final order." Under Section 
Q{'l\ At un 34""/ Ii unrp<:lC'An-::.hlp Ar Ilnne"ess"lr'\l i""nflit1ArlC l.:-xlr\111d lOn"ILnrlp 1 '\ -n-'IpiAC'l1rPC F.or·· 
V\.J} VI... 1...1.1..-1 U, J..u ...... utJVJ.lUU.l"-' V.L U.l.l.L V U-Jy \,.JVl.lUJ.L.lV.l.lJ 'f'fVU-.l .l ...... U-'-'-,,"-, LJ J.L.lVU.U'U.1'-"'0 .J. 

which there are insufficient funds within the Project budget to pay for those measures; 2) 
measures that would significantly delay the completion or otherwise prevent the timely 
implementation of the Project; and 3) measures that would significantly negatively impact 
Project operations. See also TriMet v. City of Beaverton, 132 Or App 253 (1995). JJ A 
condition prevents implementation of a LUFO if its imposition would require TriMet to 
finance construction of the condition at the expense of improvements funded under the Full 

JOSection 1(17) of HB 3478 defines "measures" to include "any mitigation measures, design features, or other 
amenities or improvements associated with the project or project extension." 
II In the Beaverton case the Court explained: "The reasonable and necessary test applies to conditions that are 
related to or necessitated by the project, but the bill does not pennit conditions of a kind that are designed to 
further unrelated land use of local plans and " 
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Funding Grant Agreement or to go beyond the available federal funds and local matching 
funds for the Project. The Council finds that these funds constitute the envelope of available 
funds for the Project. 

In summary, Criteria 3 through 8 require the Council to identifY measures which potentially 
"could be imposed" later in the process as part of an approved mitigation plan under NEPA or 
through local permitting (if reasonable and necessary). However, the actual detennination and 
imposition of appropriate measures occurs only through these later federal or local processes, 
not through this Council action. The Council finds this approach to be reasonable and 
appropriate, particularly given that the LUFO is not based on final design plans. Through final 
design, many identified adverse impacts may be avoided, and appropriate mitigation can be 
better determined. 

4.2 Effect of Land Use Final Order on Local Comprehensive Plans and 
Land Use Regulations 

Section 8(l)(a) ofHB 3478 requires the affected cities and counties and Metro to amend their 
comprehensive or functional plans, including their public facility and transportation system 
plans and land use regulations, to the extent necessary to make them consistent with a land 
use final order. Section 8(2) further provides that a LUFO "shall be fully effective upon 
adoption." 

The legal effects of these provisions are (I) to immediately authorize, as permitted uses, the 
light rail route, stations, lots and maintenance facilities and the highway improvements, 
including their locations, as identified and approved in a land use final order, and (2) to 
require appropriate plan and land use regulation amendments so that local land use 
requirements are consistent with a land use final order. 12 Hmvever, as noted above, the uses 
approved in a land use final order remain subject to local imposition of reasonable and 
necessary approval conditions under Section 8(1 )(b). 

While approval of a LUFO identifies where rail and highway improvements may go and 
authorizes their development at these locations subject to reasonable and necessary 
conditions, it does not concurrently prevent other uses allowed by existing zoning. Stated 
another way, a UJFO is not a right-of-way preservation tool. It does not prevent development 
of economically feasible uses currently permitted under acknowledged plans and land use 
regulations. It merely adds to the list of uses permitted on the properties affected by the LUFO 
without eliminating other uses from that list. 

Similarly, a LUFO does not require local zoning amendments to allow more intense scales of 
development. Instead, it requires amendments only as necessary to authorize the approved 
Project elements and ancillary facilities or improvements that may be required to ensure the 
safe and proper functioning and operation of the light rail system or other Project elements, 

12This may require amendments to authorize the ancillary facilities and improvements for the SouthINorth 
Project. 
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provide Project access, improve traffic flow, circulation or safety in the Project vicinity, or 
mitigate adverse impacts resulting from the Project. 

In summary, Metro Council adoption of a LUFO has the immediate effect of authorizing, on 
the affected properties, the light rail and highway facilities and improvements approved in the 
LUFO. It also identifies the affected locations for future public acquisition for rail or highway 
purposes. However, LUFO adoption in no way prevents or limits currently allowed uses on 
these properties during the interim period pending ultimate public acquisition, nor does it 
mandate the rezoning of areas nearby light rail stations to achieve regional growth 
management objectives. 
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5. Compliance with Procedural Criteria (1-2) 

5.1 Criterion 1: Agency Coordination 

"Coordinate with and provide an opportunity for Clackamas and 
Multnomah Counties, the cities of Gladstone, Milwaukie, Oregon City and 
Portland, the Tri-County Metropolitan Transportation District of Oregon 
and the Oregon Department of Transportation to submit testimony on the 
light rail route, light rail stations, park-and-ride lots and vehicle 
maintenance facilities, and the highway improvements, including their 
locations. II· 

Criterion 1 ensures Metro coordination with the Tri-County Metropolitan Transportation 
District of Oregon (TdMet), the Oregon Department of Transportation (ODOT), and six cities 
and counties within the SouthINorlh corridor that are directly affected by the Project or 
Project Extension. Criterion 1 further requires Metro to provide these jurisdictions and 
agencies an opportunity to submit testimony on the light rail and highway facilities and 
improvements for the Project or Project Extension, including their locations. 

The light rail route, station, maintenance facility and highway improvement decisions that are 
the subject of this LUFO amendment fall within the jurisdictional boundaries of the cities of 
Portland and Gresham. While the City of Gresham is not identified in Criterion I, the Council 
finds that coordination \vith the city is appropriate because the maintenance facility serving 
light rail vehicles associated with the Columbia River Crossing Project is located in Gresham. 
The Council finds that the City of Portland's planning, engineering, and other technical staff, 
as well as staff from TriMet and ODOT, have been actively involved in the process resulting 
in these proposed amendments, and that TriMct staff has met with City of Gresham staff with 
regard to expanding use of the Ruby Junction Maintenance Facility. 

The Council finds that Metro coordination with TriMet, ODOT, Clackamas and I'v1ultnomah 
Counties and the cities of Portland, Milwaukie, Gresham, Oregon City and Gladstone has 
occurred both through their participation (except for Gladstone) on the LUFO Steering 
Committee to make recommendations to TriMet on a 2011 LUFO amendment, and through 
invitations to these local governments and agencies to submit testimony to the Metro Council 
on this amendment. The Council finds that on or about June 13, 2011, TriMet staff mailed 
Project materials (Proposed LUFO Steering Committee Recommendation Concerning the 
2011 South/North Land Use Final Order, dated June 23, 2011) describing all aspects of the 
proposed .Project to ODOT and to elected officials of the cities of Portland, Milwaukie, 
Gresham, and Oregon City, the counties of Multnomah and Clackamas, and Metro, providing 
them with information regarding the proposed 2011 LUFO amendments for the Columbia 
River Crossing Project. The Councii further finds that the LUFO Steering Committee, which 
includes representatives from Metro, TriMet, ODOT, Clackamas and Multnomah Counties, 
and the cities of Portland, Milwaukie, Gresham and Oregon City, reviewed the· proposed 
LUFO amendments and on June 23, 2011, made recommendations to TriMet on those 
amendments as documented in the 2011 LUFO and as provided for in Section 6(l)(a) of 
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House Bill 3478. Also, the Council finds that ODOT separately submitted its own 
recommendations to TriMet as required by Section 6(1)(a). 

In addition, the Metro Council finds that notice of its August 11, 2011, public hearing to 
consider this LUFO amendment was mailed directly to each of the above-identified local 
governments and agencies, including the City of Gladstone, thus providing those local 
governments and agencies with the opportunity to submit testimony to the Council on the 
proposed LUFO amendments at that hearing. 

In adopting these 2011 LUFO amendments, the Metro Council carefully considered the 
recommendations of the LUFO Steering Committee and ODOT and the comments of the 
affected jurisdictions. The Council's decision in this 2011 LUFO amendment proceeding is 
fully consistent with TriMet's application, which in tum is consistent with the 
recommendations of the LUFO Steering Committee and ODOT. 

For all of these reasons, the Metro Council finds that Criterion 1 is satisfied. 

5.2 Criterion 2: Citizen Participation 

"Hold a public hearing to provide an opportunity for the public to submit 
testimony on the light rail route, light rail stations, park-and-ride lots and 
vehicle maintenance facilities, and the highway improvements, including 
their locations. " 

Criterion 2 ensures that the public has an opportunity to submit testimony and be heard in the 
process leading to the Metro Council's selection of the light rail route, stations, lots and 
maintenance facilities, and the highway improvements for the Project, including their 
locations. 

On August 11,2011, consistent with Criterion 2, the Metro Council held a public hearing and 
accepted public testimony on the proposed amendments to the 1998 LUFO. This followed 
public notice, which Metro published in The Oregonian on July 14, 2011, which is more than 
14 days prior to its hearing. The Metro Council finds that The Oregonian is a newspaper of 
general circulation and that this publication of notice in The Oregonian meets and exceeds the 
requirements for notice set out in HB 3478. 

In addition to the published notice, a postcard mailing announcing the hearing was mailed to 
people on Metro's SouthiNorth mailing list for the Columbia River Crossing Project. This list 
includes owners of property within 250 feet of the light rail and highway alignments and 
within 250 feet of the Ruby Junction Maintenance Facility boundary. Also, announcements of 
the 2011 LUFO public hearing were included on Metro's website. 

Further, the Metro Council finds that there has been substantial community participation in 
the process leading to the selection of the proposed amendments. The Metro Council takes 
notice of, and incorporates by reference herein, the description of the community participation 
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process leading up to adoption of these 2011 LUFO amendments as set out in Appendix B of 
the Columbia River Crossing Draft Environmental Impact Statement (2008). 

In summary, the Metro Council finds that the holding of the public hearing on August 11, 
2011, satisfies the requirement of Criterion 2. It further determines and concludes that the 
notices provided through publication, mailings, recorded announcements and by other means 
were reasonably calculated to give notice to people who may be substantially affected by the 
Metro Council's decision on TriMet's application. 

The Council heard argument that the nature of this proceeding required the Council to follow 
quasi-judicial hearing procedures. The Council doubts that a proceeding involving miles of 
light rail track and roadway improvements affecting scores of properties and serving many 
tens of thousands of users each day is quasi-judicial. More significantly, the Council finds that 
the procedures it follows in adopting land use final orders are dictated by Section 7 of liB 
3478 and that Section 7 does not mandate the use of quasi-judicial procedures in such 
proceedings. The Council finds that its compliance with the process set out in HB 3478 
providing public notice of this proceeding, authorizing submittal of written testimony and 
calling for a public hearing provided interested parties with an adequate opportunity to present 
their views to the Council is sufficient, noting that the process set out in HB 3478 is an 
alternative land use siting process authorized by the legislature to achieve the purposes of the 
legislation. See Seta v. Tri-County Metro. Transportation Dist., 311 Or 456 (1991). All that 
stated, the Council also finds that the procedures it authorized for this LUFO amendment 
provided for lilnited rebuttal to any ne\v evidence introduced by the applicant during the 
applicant's rebuttal. 
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6. Compliance with Substantive Criteria (3-8) Long Term Impacts 

6.1 Introduction 

The Columbia River Crossing portion of the SouthINorth Project will extend SouthINorth 
light rail transit from the Expo Center to the Oregon/Washington state line on the Columbia 
River and then farther northward into Vancouver, Washington. The total length of the LR T 
extension is 2.9 miles, of which 1.0 mile is within the State of Oregon. Additionally, the 
Columbia River Crossing portion of the Project will provide two new bridge spans over the 
Columbia River, enhance pedestrian and bicycle travel in the area, widen and improve 1-5, 
and substantially improve mobility on and the connectivity of the surrounding roadway 
network between N Victory Boulevard and the Columbia River. 

This LUFO amendment affects the Hayden Island segment and a portion of the Expo Center 
segment of the SouthINorth Project, as identified by the Council in the 1998 and 1999 
LUFOs. For ease of analysis, those two segments are addressed as a single, consoiidated 
segment (Expo CenterlHayden Island) in these findings. 

6.2 Supporting Documentation 

In addition to the findings of fact addressing the selected light rail route, stations, maintenance 
facilities and highway improvements for the Columbia River Crossing Section of the 
South/North Project, the Metro Council believes, adopts and incorporates by reference herein 
the facts set forth in the following documents: 

*Coiumbia River Crossing Draft Environmental Impact Statement (2008)13 
*CRC Project Description for Oregon (describing the Oregon portion of the Project to 
be included in the FElS) (201]) 
*Preliminary Columbia River Crossing Technical Reports (including appendices) 
(201 I): 

* Acquisitions Technical Report 
* Air Quality Technical Report 
* Archaeology Technical Report 
* Aviation Technical Report 
*Cumulative Effects Technical Report 
*Economics Technical Report 
*Ecosystems Technical Report 
*Electromagnetic Fields Technical Report 
*Energy Technical Report 
*Environmental Justice Technical Report 

13 The Council is aware that the CRC Project as identified in the DEIS has been modified and supplemented and 
its supporting information has been updated. The 2011 technical reports reflect the Project, as it will appear in 
the FEIS. To the extent the DEIS is inconsistent with the Project as developed for the FEIS (e.g., a lO-lane 
bridge instead of a 12-lane bridge) and information in the 2011 Preliminary Columbia River Crossing Technical 

the Council relies on the more recent information. 
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*Geology and Groundwater Technical Report 
*Hazardous Materials Technical Report 
*Historic Built Environmental Technical Report 
*Indirect Effects Technical Report 
*Land Use Technical Report 
*Navigation Technical Report 
*Neighborhoods and Population Technical Report 
*Noise and Vibration Technical Report 
*Parks and Recreation Technical Report 
*Public Services Technical Report 
*TDM and TSM Technical Report 
*Traffic Technical Report 
*Transit Technical Report 
*Utilities Technical Report 
*Visual and Aesthetics Technical Report 
*Water Quality and Hydrology Technical Report 
*Wetlands and Jurisdictional Waters Technical Report 

*Stacked TransitlHighway Bridge Memorandum 
*Highway, local road and transit roll map 
*Biological Assessmentfor Threatened, Endangered, and Candidate Fish 
*Draft Storm water Management Design 

Additionally, the I\1etro Council takes official notice of the following documents: 
1. Oregon Laws 1996 (Special Session), Chapter 12 (House Bill 3478) and Oregon 
Laws 1991, Chapter 3 (Senate Bill 573) 
2. Metro Regional Framework Plan and its components, including the 2040 Growth 
Concept Map, the Urban Growth Management Functional Plan, the 2035 Regional 
Transportation Pian (RTP) and the Regional High Capacity Transit System Plan 
3. City of Portland Comprehensive Plan, Transportation Plan and Land Use 
Regulations 
4. The following resolutions adopted by the Metro Council, including their exhibits 
and attachments: 

• Resolutions No. 98-2673, July 23, 1998; No. 99-2853A, October 28, 1999; No. 
03-3372, January 15, 2004; and No. 08-3964, July 24, 2008, (adopting or 
amending the SouthMorth Land Use Final Order) 

• Resolution No. 02-3237A, November 14, 2002, (endorsing the 1-5 
Transportation and Trade Partnership's "Final Strategic Plan" (June 2002» 

• Resolution No. 08-3960B, July 17, 2008 (endorsing the Locally Preferred 
Alternative for the Columbia River Crossing PrQject) 

• Resolution No. 11-4264, June 9, 2011 (regarding considerations and-concerns 
raised about the Columbia River Crossing Project) 

5. Metro Ordinance No. 10-1241B, June 10, 2010 (adopting the 2035 Regional 
Transportation Plan) 
6. The following resolutions adopted by TriMet, including their exhibits and 
attachments: 
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.. Resolution Adopting a Land Use Final Order (SB 573), April 12, 1991 
(adopting the Westside Corridor Project Land Use Final Order) 

.. Resolutions No. 93-07-56, July 28, 1993; No. 93-07-57, July 28, 1993; No. 95-
08-60, August 23, 1995; and No. 96-01-10, February 28, 1996 (adopting the 
Hillsboro extension of the Westside Corridor Project and amendments to the 
Westside Corridor Project and Hillsboro Extension Land Use Final Orders) 

6.3 Expo CenterlHayden Island Segment: Findings and Mitigation 
Measures 

As noted in Section 2.2 of these findings, the Expo Center/Hayden Island Segment of the 
South/North Project includes the following facilities in Oregon: 

It For light rail, the Project extends the existing :Mp,--,X light rail facilities from the Expo 
Center Station In north Portland northvvard across Hayden Island to the 
Oregon/Washington state line on the Columbia River. The light rail transit alignment is 
located generally to the west of the alignment approved in the 1998 SouthiNorth LUFO 
and includes one LR T station on Hayden Island. 

• For the highway improvements, the Project begins just south ofN Victory Boulevard and 
extends northward to the Oregon/Washington state line on the Columbia River. The multi
modal Project includes a new bridge crossing over the Columbia River (including the LRT 
extension noted above), and related highway, interchange and bicycle and pedestrian 
improvements. 

See Figures 1.1 to 1.3 of the LUFO for the boundaries within which these light rail facilities 
and highway improvements will be located. 

6.3.1 Criterion 3: Neighborhood Impacts 

"Identify adverse economic, social and traffic impacts on affeded 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessary, by affected 
local governments during the local permitting process." 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
balancing (1) the need for light rail proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neighborhoods from the identified adverse impacts." 
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"B. Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

Criterion 3 requires the Council to provide for a light rail route, stations, lots, maintenance 
facilities and associated highway improvements, "balancing" the need to protect affected 
neighborhoods from identified adverse impacts with the positive benefits provided by light 
rail proximity and service (including the development of an efficient and compact urban form) 
and by an improved highway system. 

The Council finds that the Columbia River Crossing Project amending the 1998 LUFO 
includes both light rail facilities and associated highway improvements. These improvements 
were identified and analyzed as Alternative 3 in the DEIS issued in 2008. After a public 
hearing on the DEIS on May 29, 2008 and extensive pubiic review, a LocaUy Preferred 
Alternative (LPA) was selected. The LPA was endorsed by TriMet and ODOT and is being 
advanced into the Final Environmental Impact Statement as the Preferred Alternative. The 
Preferred Alternative includes the light rail improvements necessary and appropriate to extend 
the SouthfNorth Light Rail Project into the State of Washington and the associated highway 
improvements, as presented in this application. 

The Council finds that the CRC Project, as set out in the LPA and the LUFO application, will 
be a significant transportation improvement project in which light rail, highway, bicycle and 
pedestrian improvements are all associated as part of an integrated, multi-modal project. The 
Council finds that the affected local govelllments and agencies involved in this Project have 
expressed strong interest that the Project be a joint light rail and highway project. It finds that 
the associated highway improvements directly and indirectly serve the light rail improvements 
by accommodating the alignment (e.g., new 1-5 bridges, new arterial bridge over the North 
Portland Harbor) or providing regional and local access to the Expo Center and Hayden Island 
light rail stations (e.g., I-5 interchange improvements, access and circulation improvements 
and roadway modifications on Hayden Island and in the vicinity of the Marine Drive 
interchange). The Council further finds that some of the highway improvements are needed 
for engineering purposes to accommodate the new bridge containing the light rail alignment 
and the modifications to the 1-5 interchanges and their approaches. And the Council finds that 
the light rail and highway improvements are linked together as well in federal and state 
proposals for funding the Project. See 1'v1etro Resolution No. 11-4264 and Exhibit A attached 
thereto, incorporated herein by this reference. 

Description of Affected Neighborhoods in the Expo CenterlHayden Island Segment 

The consolidated Expo Center/ Hayden Island segment extends north from N Marine Drive 
across the North Portland Harbor and Hayden Island to the Oregon/Washington state line in 
the Columbia River. The segment includes portions of the East Columbia, Kenton, Bridgeton 
and Hayden Island neighborhoods. These neighborhoods are identified and described in the 
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Neighborhoods and Population Technical Report, incorporated herein by reference. Major 
public land uses in this segment include the Portland International Raceway, the Expo Center, 
and Delta Park. 

The East Columbia Neighborhood is located directly east of I-5 and extends from the 
Columbia Slough north to Marine Drive. East Columbia contains a variety of land uses 
including large recreational and entertainment uses on the western and eastern boundaries of 
the neighborhood. One such use is East Delta Park, which is 86 acres in size. It features the 
Delta Sports Complex with five lighted softball fields and a synthetic soccer field. The 
complex also hosts additional softball fields, seven grass soccer fields, six sand volleyball 
courts, a playground, picnic tables, an off-leash dog area, and nature trails. The neighborhood 
also includes wetlands, trucking companies, and small industrial businesses. Other amenities 
within the East Columbia Neighborhood are Portland Meadows Race Track and Columbia 
Edgewater Golf Course. Between these large tracts of land are several manufactured home 
parks and large tracts of industrial land. 

The East Columbia }Jeighborhood contained an estimated 2000 US Census population of 344~ 
The percentage of African American residents is approximately twice that of the county or 
city, while the percentage of Hispanic or Latino residences is substantially smaller than that of 
the county or city. The percentage of population 65 years of age or older is one-third of the 
city percentage and slightly more than one-third of the county percentage. 

The Kenton Neighborhood is located west ofI-5 and extends from Lombard Avenue to North 
Portland Harbor. Kenton contains a wide range of uses, including residential, commercial, 
industria!, and recreational. Single-family residential development is concentrated south of 
Columbia Boulevard, with commercial and industrial uses located to its north. Multi-family 
residential dwellings are scattered throughout the neighborhood, but a majority are found 
among densely packed commercial structures along Interstate and Lombard A venues. 

The northern portion of Kenton contains multiple community resources including Portland 
International Raceway, Heron Lakes Golf Course, Multnomah County Fairgrounds, and the 
Expo Center. The large Paul Bunyan statue at the intersection of N Interstate and N Argyle 
Avenues, the Kenton Neighborhood Rose Garden, and the Historic Kenton Firehouse are also 
important cultural resources that provide identity to the community. West Delta Park and 
Vanport \1./ etlands serve as natural resources, as does Kenton Park on Brandon A venue. There 
are many historic resources including the Kenton commercial historic shopping district on 
Denver Avenue, the historic David Cole House on N McClellan, and the historic Kenton 
Firehouse on Brandon Avenue. 

The Kenton Neighborhood contained an estimated 2000 US Census population of 7,086. The 
percentage of African American residents in Kenton is more than twice that of the county or 
city, while the percentage of Hispanic or Latino residents is slightly higher than that of the 
county or city. The percentage of population 65 years of age or older is within one percent of 
the city percentage and county percentage. 

The Bridgeton Neighborhood is located east of 1-5 on North Portland Harbor. It is an early 
Portland neighborhood with cottages built betvveen 1915 and 1930 along the Columbia River. 
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Residential uses are concentrated at the eastern end of the neighborhood, both on land in 
rowhouses and detached single-family dwellings, and on the river in floating homes. 
Industrial uses can be found directly adjacent to I-5 around the Marine Drive interchange. 
There is a small commercial node at Marine Drive and 1-5. Columbia High School and its 
adjacent playfield act as important community resources, as do the neighboring sloughs and 
the Columbia River, which provide recreational uses. 

The Bridgeton Neighborhood contained an estimated 2000 US Census population of only 39 
within the area of potential impact from the CRC Project. The percentage of Hispanic or 
Latino population is lower than the county and city, while the percentage of African 
Americans is double that found in Multnomah County and almost double the percentage 
found in Portland. The percentage of population 65 years of age or older is one-third of the 
city percentage and slightly more than one-third of the county percentage. 

While a range of uses is located in the Hayden Island Neighborhood, the primary use is 
commerciaL Jantzen Beach Center, a large commercial mall, and other retail uses are located 
to the west of 1-5. Hotels and restaurants are also located on the island. Residential uses are 
located in the northwestern and eastern portions of the island. The residences in the 
northwestelll area are manufactured homes. In the eastern portion of the island the residences 
are both on the land and in the river; floating homes are located on the south side of the island 
and along North Portland Harbor. Small marinas are located around the island. 

The Hayden Island }~eighborhood contained an estimated 2000 US Census population of 
2,086. The percentage of minority population and proportion of households below the poverty 
level is lower in the neighborhood than for the county and the region. The percentage of 
population over 65 years of age is considerably higher than averages for the county and the 
region 

The LRT alignment will generally parallel the west side of 1-5 through this segment, with a 
station located at the east end of the Jantzen Beach Center. 

Identify adverse economic, social and traffic impacts on affected neighborhoods. 
Identify measures to reduce those impacts. 

Economic, social and traffic impacts specific to the Expo CenteriHayden Island segment are 
addressed in the following section. Economic, social and traffic impacts are also described, 
along with corresponding mitigation measures, in the Acquisitions Technical Report, Aviation 
Technical Report, Economics Technical Report, Environmental Justice Technical Report, 
Land Use Technical Report, Navigation Technical Report, Neighborhoods and Population 
Technical Report, Traffic Technical Report, Transit Technical Report, and Visual and 
Aesthetics Technical Report. 

For the purpose of these findings, long-term adverse impacts generally are grouped under one 
of three headings: economic, social or traffic impacts. The Council recognizes, however, that 
impacts often can fall under more than one heading. For example, impacts on freight 
movement may be relevant as both economic and traffic impacts. Displacements have both 
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economic and social implications. Parking can be categorized as an economic, social and 
traffic concern. The Council intends these findings to be interpreted broadly to allow overlap 
among these different categories. 

Although the following list is not exclusive, the Council finds that the economic, social and 
traffic impacts associated with the CRe Project fall primarily within the following categories: 

Economic Impacts 
It Business displacements 
It Loss of parking/access 
It Tax base 
It Freight movement (train, truck, water and air) 

Social Impacts 
It Residential displacements 
• Access to community facilities 
• Barriers to neighborhood interaction 
• Safety and security 
e Visual/aesthetic. 

Traffic Impacts 
It Transit 
• Systemwide and local traffic impacts 

As noted, Criterion 3 directs the Council to balance these impacts with the need for light rail 
and highway improvements. Before identifying the adverse economic, social and traffic 
impacts on the affected neighborhoods, the Council finds it useful to briefly summarize the 
need for the light rail and highway improvements that comprise the Columbia River Crossing 
Project. 

Overview of Need for Light Rail and Highway Improvements in the Expo 
CenterlHayden Island Segment 

The Council finds that the Columbia River Crossing Project seeks to address problems 
relating to 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; and seismic vulnerability. 

1. Growing travel demand and congestion: Heavy congestion on 1-5 in the project area is 
the result of growth in regional population, employment, and interstate commerce. The 
existing 1-5 crossing provides three lanes each for northbound and southbound travel, 
which can accommodate approximately 5,500 vehicles per hour in each direction. 
However, there are more people who want to use the crossing during peak periods than the 
bridges can accommodate, which results in stop-and-go traffic in the mornings and 
afternoons. Cars entering 1-5 have little room to accelerate and merge with highway traffic 
(short merging lanes), and cars on 1-5 have no room to pull off the highway (narrow or no 
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shoulders) when an accident occurs or when vehicles break down. These conditions make 
congestion worse and decrease safety. Traffic can also become congested when the 
bridges' lift spans are raised to allow large river vessels to navigate underneath the 
bridges. 

2. Impaired freight movement: Congestion on 1~5 reduces freight mobility between 
regional markets in Portland and Vancouver, as well as national and international (Mexico 
or Canada) destinations along the I-5 corridor. Freight trucks most often travel in the 
middle of the day to avoid congestion, but can be delayed by bridge lifts. As hours of 
congestion continue to increase over time, travel times for freight trucks will continue to 
increase--even when traveling during the off-peak hours. This increases delivery times 
and raises shipping costs. It also negatively affects this region's economy. Truck-hauled 
freight in the Portland-Vancouver metropolitan region is expected to grow more rapidly 
than other forms of freight movement (such as marine-hauled freight). 

3. Limited public transportation operation, connectivit-y, and reliability: Congestion on 
1-5 reduces bus travel speeds and reliability. Local bus services currently travel between 
downtown Vancouver and downtown Portland. Express bus routes serve commuters by 
providing service directly from Clark County park-and-rides to downtown Portland. Both 
of these services travel over the 1-5 bridges. Bus travel times from downtown Vancouver 
to Hayden Island increased 50 percent between 1998 and 2005. On average, local bus 
travel times are from 10 to 60 percent longer during peak periods than during off-peak 
periods. 

4. Safety and vulnerability to incidents: Over 300 vehicle crashes are reported annually on 
1-5 in the project area, making this one of the most accident-intensive sections ofI-5. This 
high accident rate is a result of multiple highway design features that do not meet current 
standards, including: 

• Close interchange spacing - Within the CRC Project area, J-5 has six interchanges 
spaced approximately one-half mile apart. The recommended minimum distance 
between interchanges is one mile so that cars entering and exiting the highway have 
enough distance to fully merge with traffic or diverge to the off-ramp before the next 
interchange. 

• Short on- and off-ramps - Several on-ramps are not long enough for vehicles to reach 
highway speed before merging with highway traffic. Off-ramps are too short for safely 
slowing down, and during heavy traffic, these short ramps may cause exiting vehicles 
to back up onto 1-5. This generates traffic congestion and can cause accidents because 
maneuvering is difficult, especially for large trucks. 

.. Vertical grade changes - A "hump" in the I-5 bridges that accommodates the Columbia 
River shipping channel blocks the view of roadway conditions ahead. This blocked 
view reduces speeds and creates potential hazards to motorists. 

.. Narrow lanes and shoulders - Several portions of 1-5 in the project area have narrow 
inside and outside shoulders, while the I-5 bridges essentially have no shoulders, with 
less than one foot between the outside lanes and the bridges' side barriers. The 
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northbound 1-5 bridge also has lanes one foot narrower than the minimum standard for 
a highway, and no shoulders. These conditions place vehicles very close to physical 
barriers and other vehicles, causing motorists to slow down, and do not provide space 
for disabled or emergency vehicles. 

• Hazardous river navigation The U.S. Coast Guard (USCG) allows ODOT to not 
raise the 1-5 bridges' lift spans during peak traffic periods because of the substantial 
impacts this would have on bridge traffic. This requires boats heading downstream 
(west) to navigate using the fixed "barge channel" near the middle of the river, and 
then quickly tum to line up with the narrow opening on the north end of the 
Burlington Northern Santa Fe (BNSF) railroad bridge, located about one mile 
downstream. This movement is especially difficult during high river levels. 

5. Substandard bicycle and pedestrian facilities: The bicycle and pedestrian paths on the 
1-5 bridges are very narrow (four feet wide in most places, decreasing to less than four feet 
at some locations) and extremely close to traffic and to the steel trusses. Also, the 
connections to these paths at both ends of the bridges are difficult to follo\v, especially 
around the Marine Drive and Hayden Island interchanges, which at times require riders to 
cross active roadways. Many existing non-motorized facilities cannot be used by persons 
with disabilities, and thus do not comply with the Americans with Disabilities Act (ADA) 
accessibility standards. 

6. Seismic vulnerability: The 1-5 crossing of the Columbia River main stem consists of two 
b"I'rlm"" A"e bu;1t;n 1017 (the northh"n"rl ctructurp.\ <lnrl thp "thpr hUI·1t in 1958 (thi=> 1 \..1-5\".1,:), Vi! 1.1..11 1./ 1 I \1. 1. JLiVUIJU >JL \".IJ f..i..LLU L.ll'-' V ..... 1 ...., - ..... .J...l.J. .J.. ~.i. v 

southbound structure). The foundations of both bridges rest in soils that could liquefY 
during a major earthquake. Neither bridge was built to current earthquake safety standards 
and could be damaged or collapse during a major earthquake. 

Economic Impacts 

The overall quality of the transportation system is an important factor in the viability of the 
local and regional economy. For decades, transit has played an important role in maintaining 
the level of service and operation of the overall regional transportation system, particularly 
because the region has made a policy commitment to invest in transit improvements rather 
than expanded highway capacity. But for the overall transportation net-Nark to fl.mction 
efficiently, including transit service, significant highway improvements are necessary at 
times. This is the case with I-5, which is the principal major arterial in Oregon serving 
statewide transportation needs, including the movement of freight. 14 

Overall, the Columbia River Crossing portion of the SouthINorth Project will result in 
positive impacts in the Expo Center/Hayden Island segment because improved transit capacity 
will be available to support more intensive development in the Jantzen Beach area and the 
highway improvements, including the new 1-5 bridges, improvements to 1-5 and its 

14 I-5 serves this role for Washirgton and California as well, as (heading north to south) the freeway extends 
from the Washington/British Columbia border through major northwest metropolitan centers in Seattle, Tacoma, 

POJiland, Salem, and Medford into northern and southern California. 
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interchanges, and improvements to local roadways in the area, will provide greater 
accessibility and mobility not just for automobile and truck traffic but also for transit riders, 
bicyclists and pedestrians. LRT will also offer an alternative to traveling on 1-5. However, the 
long-term benefit must be balanced by the short-term adverse economic impacts associated 
with the displacement of existing businesses on Hayden Island and in and near North Portland 
Harbor. 

Business Displacements. In every instance where the SouthINorth Project displaces an 
existing commercial or industrial use, that represents an adverse economic impact. 
Displacements affect employment, incomes, services and taxes. Even though the adverse 
impacts associated with displacements in the Expo Center/Hayden Island segment may not be 
significant on a region-wide or citywide level, the Metro Council recognizes and is 
sympathetic to the significance of each displacement at the individuai business and 
community level. The Council understands and acknowledges that relocations can cause 
significant anxiety and trauma not only to the company being displaced, but also to employees 
who work for the company. 

Given that the Soutrj/l'-~orth Project as a whole, including the Columbia River Crossing Project 
portion of the SouthlNorth Project, serves a largely developed urban area, it is impossible to 
avoid displacement impacts \vhile still providing transit accessibility and highway 
improvements. To the extent feasible and practicable, the SouthINorth LRT route has been 
designed to follow existing public road and railroad rights-of-way to minimize displacement 
impacts. Locations for related facilities such as LRT stations, park-and-ride lots and 
operations & maintenance facilities also have been selected with the objective of balancing 
dispiacement and other adverse impacts with the positive benefits of LRT proximity and 
service. Highway improvements generally have been located within or next to existing 
highway right-of-way to minimize displacement impacts. 

Oregon Mainland. On the Oregon mainland south of Hayden Island, the Columbia River 
Crossing Project would displace five businesses in the Marine Drive area: a boat sales 
business, a boat repair business with an auxiliary boat dock, a billboard operated as a 
business, and two marine businesses with a total of 25 staff and approximately $10.6 in 
annual sales revenues. The boat sales business and the two marine-related businesses are 
dependent upon a location close to the river. Finding suitable locations for boat sales, a boat 
dock, and the repair and marine-related businesses may be difficult because much of the 
Columbia River area in the vicinity of freeway access is built up for either residential or 
industriallcommercial use. ODOT would provide relocation assistance to displaced 
businesses. 

Hayden Island. On Hayden Island, the Columbia River Crossing Project would displace an 
estimated 39 businesses with a total of 643 employees and approximately $62.7 million in 
annual sales revenues. The displacements include a section of restaurant and bar 
establishments currently between the existing freeway and N Center Drive; a restaurant and 
an office supply store west ofN Center Drive; eateries and a cellular services store north ofN 
Hayden Island Drive; fast food and service establishments along N Jantzen Beach Drive; two 
cellular arrays run as businesses both east and west ofI-5; and the Safeway store east ofI-5 
between the existing freeway and N Jantzen Drive. 
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Hayden Island is a regional draw because of the numerous big box retail establishments 
located west of the freeway and the Jantzen Beach SuperCenter. Although the extent of 
displacements caused by the project is substantial, these regional attractors would not be 
directly affected. The City of Portland has, however, documented a vision for this area in the 
Hayden Island Plan (City of Portland, adopted August 2009). This plan assumes 
redevelopment of the SuperCenter property into a Regional Retail Center (called a "Lifestyle 
Center") with mixed-use and transit-oriented residential to the south. Redevelopment of the 
property is of interest to its current owners, who have entered into a design process, but 
planning has been put on hold because of current economic conditions. Even without 
redevelopment of the property, the retail uses west of the freeway could be assumed to draw 
regional traffic in the long run. 

More important from an economic standpoint is the effect of the project on island residents as 
customers and/or employees of displaced businesses. The majority of businesses displaced by 
the project serve mainly local clientele. These include a series of delis and bars west of the 
freeway; local fast food and sit-down restaurants; retail; and services. The project displaces 
one of the two banking establishments and the only grocery store on the island. ODOT would 
work with affected business owners to provide relocation assistance. 

The Safeway Grocery Store is the only grocery store on Hayden Island since another grocery 
store (Zupan's) closed several years ago. The Columbia River Crossing Project may suggest 
replacement sites for the relocation of Safeway, but it is up to the storeowners to choose their 
replacement location, if any. While Safeway may not relocate on the island, it could be 
replaced by other grocery stores. Officials representing the Jantzen Beach SuperCenter 
initiated a site plan review with the City of Portland for a relocation and expansion of the 
Target store on the island. Plans submitted to the City of Portland's Bureau of Development 
Review indicate that the Target store wouid include a grocery and a pharmacy. 

Safeway officials have indicated that it would be difficult for the store to relocate to another 
site on Hayden Island or in the Delta Park area because of the current lack of available sites. 
They may be able to locate a replacement store in either the North Portland area or South 
Vancouver. Alternately, Safeway may choose to remodel or expand existing stores in 
Vancouver or Portland. Relocation of Safeway to the north would mean a permanent loss in 
tax revenues for the City of Portland. Relocation to either the north or south would mean 
required travel on 1-5 or the local traffic bridge between Hayden Island and North Portland for 
all customers and employees currently living on the island. Added to this is that movement to 
another location could reduce the viability of other Safeway stores nearby. Currently there are 
six other Safeway stores within five miles of the store on Hayden Island. Four of these are in 
Vancouver and two are in Portland. 

The direct impacts on Hayden Island have the potential to significantly affect wage-earning 
opportunities for those seeking service industry employments. According to the Oregon 
Employment Department, the average salaries of most food preparation and service workers 
within Multnomah and Washington Counties fall within the range of$18,000 to $23,000 per 
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year. Wages within this range would lift all individuals and most small families above the 
federal poverty guidelines and therefore would not constitute an environmental justice impact. 

Measures to Mitigate Displacement Impacts. The methods used to determine displacement 
impacts are described in the Acquisitions Technical Report. A displacement occurs if a use, 
such as a building or parking lot, is demolished or moved as a result of the project, or if 
people or a business can no longer occupy the building as a result of the project. Individuals 
or businesses that are displaced from their real or private property would be eligible to receive 
relocation benefits. 

Where property acquisition and residential or business displacements are unavoidable, the 
project would provide mitigation. These mitigation measures are addressed by federal and 
state regulations, which require that acquired property be purchased at fair market value and 
that individuals living in a residence displaced by the project be provided decent, safe, and 
sanitary replacement housing. Displaced households and businesses would be relocated per 
the Uniform Relocation and Real Property Acquisitions Policies Act of 1970, as amended 
(Unifonn Act). Under these regulations, relocation experts would: 

• Explain all relocation programs to the affected businesses; 
e Assist in preparing and filing reimbursement claims; and 
.. Assist in completing forms required by the lending institutions, the Small Business 

Administration, and others associated with the lease or purchase of new properties. 

All properties required for the CRC Project will be acquired at fair market value for land and 
improvements. If only a portion of a property is required, the acquisition price will also reflect 
any measurable loss in value to the remaining property due to the partial acquisition. 
Generally, the relocation process occurs concurrently with the acquisition of affected 
properties. Relocation benefits vary between residential and business properties and may 
include payment for actual reasonable expenses of moving a business or personal property 
and/or other benefits, such as rent supplements, increased interest costs on replacement 
dwellings, reasonable search costs for new business sites, and business reestablishment costs. 
Relocation assistance for businesses could include moving costs, site search expenses, 
business reestablishment expenses, and assistance in locating a replacement business site. The 
specifics of relocation assistance are detennined on an individual basis and are based, in part, 
upon ownership or tenant status. 

Each acquiring agency (TriMet or ODOT) has an established advisory services program to 
ensure that displaced businesses or persons receive adequate assistance in relocating to a new 
business site or to decent, safe, and sanitary housing, respectively, with a minimum of 
hardship. For displaced businesses, such services could include the hiring of an outside 
specialist to assist in planning the move, making the move, and reinstalling machinery and 
other personal property. For displaced residents, these advisory services could include 
supplying information concerning federal and state programs that offer assistance to displaced 
persons and technical help in applying for such assistance or providing transportation to 
displaced persons to search for or view replacement housing. These programs work to ensure 
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that the acquiring agency takes advantage of all financial and personal resources available 
during the relocation process. 

The displacement of publicly owned facilities, such as the ODOT permit center, could be 
mitigated by functionally replacing the property acquired with another facility that would 
provide equivalent utility. Alternately, such facilities could be provided relocation assistance 
in a similar fashion as displaced businesses. 

In some instances there may be opportunities for minor design modifications to avoid or 
reduce business displacement impacts. During the preliminary and final engineering 
processes, engineering staff will try to minimize displacement impacts to the extent 
practicable through design refinements. 

Although there are multiple vacant buildings on the island, including several in and around 
the Jantzen Beach SuperCenter, the island is limited in its capacity to provide appropriate 
replacement sites for the 39 businesses that would be displaced by the Project. As a result, 
many of these businesses may have to relocate outside the main project area. According to the 
Hayden Island Plan, there are plans to redevelop a portion of the Jantzen Beach SuperCenter 
site into a high-density mixed-use transit-oriented development supported by the new light 
rail station. This redevelopment would include new commercial space that could house 
existing businesses and attract new ones to the island. It is not known when this 
redevelopment would occur, and therefore it is not known whether businesses displaced by 
the Project could be directly relocated to the newly constructed space. 

Several measures are potentially available to mitigate for the loss of service industry jobs on 
Hayden Island. Many large public projects in the region set goals for hiring local contractors, 
utilizing apprenticeships, and otherwise cooperating with job training programs. The City of 
Portland has requirements for City projects that pertain to both of these measures as well as 
the hiring of minority, women-owned, emerging, and disadvantaged businesses. The project 
could adopt similar goals for construction contracting. The project could include innovative 
requirements in its construction contracting and contractor selection, with the intent of 
providing job training and a preference for local services. 

Workforce practices can be used to provide experience and business for disadvantaged 
workers and companies. For instance, apprentices could be used for a percentage of labor 
during construction. Alternatively, the project could set a goal for the percentage of 
construction dollars contracted to DBE finns with a focus on those in within the project area. 

Lastly, the project could work with TriMet to maintain the existing bus service that regularly 
connects Hayden Island with nearby grocery and other retail services. This may include 
additional routing on the island to provide greater transit access during construction. The 
project could also work with TriMet to maintain paratransit ser-vice for qualifying, mobility 
impaired Hayden Island residents. 

The provision of a light rail station, the completion of Tomahawk Drive, the improved I-5 
access and capacity of the Hayden Island interchange, and the addition of direct local access 

3 
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on a new local multimodal bridge would provide beneficial land use and economic impacts 
and would all contribute to the viability and success of the redevelopment plans for the island 
and mitigate for the business displacements on the island. Additional beneficial effects would 
result in improvements in the local street network consistent with the Hayden Island Plan. 

Loss of Parking! Access. Loss of parking, and the loss or change of access, can have adverse 
economic impacts on businesses. If the project must remove an existing access, and if that 
access cannot be safely and adequately relocated or reconfigured, then the entire business is 
assumed to be displaced. Even if alternative access is available, it may not be as convenient as 
the existing access and could result in some loss of business. 

Oregon Mainland. On the Oregon mainland on-street parking would not be impacted. 
However, the Expo Center parking lot would be reduced by 280 parking spaces, a reduction 
of 13 percent of the total parking. This area would be used for landscaping and the 
realignment of both Marine Drive and the new Expo Center Drive. The Expo Center seldom 
requires the use of all 2,100 parking stalls and any impacts that could be observed during peak 
events would likely be offset by the new light rail transit service provided connecting the 
Expo Center with Vancouver. 

The realignment of Marine Drive and the new Expo Center Drive would eliminate parking 
spaces in a parking lot located on ODOT land, which is currently leased by Diversified 
Marine for equipment storage. Currently there are approximately 20 unstriped parking spaces 
in this parking lot. There is potential for identifying new space on the lessee's property or 
along property remainders for vehicle storage. 

Two existing freight and truck storage businesses would experience impacts to their parcels 
from construction of the Delta Park to Vancouver Way connection over Martin Luther King 
Jr. Boulevard, and a connection bet',veen Martin Luther King Jr. Boulevard and N Haney 
Drive via Vancouver Way. These new connections could require relocation of existing access 
for both parcels. This portion of the CRC Project would reduce the parking capacity on the 
truck storage parcel south of Vancouver Way by approximately 55 to 60 vehicles, out of a 
total capacity of around 200 vehicles. Typical utilization is approximately 80 percent. This 
limits the number of vehicles able to park in the lot and could impact the viability of business 
at this location. The new roadway alignment bisects the existing storage lot, requiring a new 
access to be added for the northeastern segment cut off by the new road connecting to Marine 
Drive. The truck storage and distribution business north of Vancouver Way would lose 
approximately 50 truck parking spots, out of a total capacity of approximately 400 total 
spaces. The business could also lose some employee parking in one lot, though there is 
adequate room to relocate the displaced parking. Additionally, two fuel storage tanks and a 
refueling area located on the parcel would need to be relocated, potentially impacting existing 
parking configuration and reducing the number of available parking spaces. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the CRC Project would improve access and circulation overall, with specific 
benefit for commercial vehicles accessing the freeway from Marine Drive. The realignment of 
Marine Drive would still circulation to 1-5, Vancouver Way, and Martin Luther King 
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stati~n, truck. stop, hot~l~,>t;~sid~ntiai, . .tecl'~atloI1~.>iridu~t~~ar>(1npqthercomlllercial.·. uses: 
Accessing the existing area of Marine Drive northeast of 1-5 would require a minimum level 
of out-of-direction travel, but access would remain with the development of a new undeI'pass 
that crosses through Werner EnteI'prise to Vancouver Way and on to Marine Drive. 

A tire business would need to relocate its main entrance off of Vancouver Way to an existing 
access from N Haney Drive. A freight storage business south of Vancouver Way would need 
to relocate its entrance between N Haney Drive and the new connection to Marine Drive. 
Access would be kept open for the manufacturing facilities north of Marine Drive and west of 
1-5; however a local road would be constructed to preserve access to two businesses. The new 
Anchor Way extension under 1-5 would allow traffic to circulate back onto the major 
roadways east of 1-5 and would provide improved access to the west of J-5 for the businesses 
along this roadway. 

The local traffic bridge connection between North Portland and Hayden Island would provide 
one lane in each direction over the North Portland Harbor, allowing residents and those 
accessing Hayden Island from the Oregon mainland an additional access option between the 
two areas, creating a local connection that currently does not exist. Local traffic near the 
arterial bridge and the Anchor Way extension could increase as drivers have the option to 
avoid the highway. 

An aggregate gravel business's access and circulation would be modified. The access to the 
site would be via a driveway from the Anchor Way connection under 1-5. Currently vehicles 
accessing I-5 from the site turn left directly onto Marine Drive. With the CRC Project, traffic 
accessing I-5 north from the site would go south on the new access road, travel along the east 
side of the Expo Center parking lot, turn right on Expo Road and right again on N Force 
Avenue, and finally turn right on Marine Drive, accessing 1-5 via the single point urban 
interchange (phased highway option) or the fiyover in the Fuii Build option. This is illustrated 
in Exhibit 4-5 of the Economics Technical Report. 

The option of constructing the Bridgeton Trail between Marine Drive and the Columbia River 
would require a partial acquisition of multiple industrial parcels though no displacements 
would occur, and no economic impacts are anticipated. Design of the trail would need to 
consider the potentially conflicting users of freight and recreational bicyclists and pedestrians. 
Internal circulation ·within the aggregate gravel business is currently difficult. Some backing 
of vehicles onto Marine Drive is needed to access certain areas of the site. Left turns are 
currently allowed onto Marine Drive directly from the business but can be difficult when 
traffic flows are heavy 

Hayden Island. There is currently no on-street parking on Hayden Island. However, parking 
lot impacts would be experienced for the following properties adjacent to I-5: Large hotel on 
N Hayden Island Drive (10 stalls removed out of approximately 700); Hotel on N Jantzen 
Drive (S stalls out of IS5); parking lot for floating homes (40 stalls out of200), Jantzen Beach 
SuperCenter (175 stalls out of 1300+). The Jantzen Beach SuperCenter parking lot would 
have 175 spots permanently removed, but because of the high number of overall parking 
spaces in the area, the effect of this change would be small; a sufficient supply of parking 
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would remain at the SuperCenter to serve to serve anticipated future need most of the year, 
and the addition of light rail transit adjacent to the SuperCenter would help offset the small 
reduction in on-site parking. 

Overall, the Project would improve access to Hayden Island. The extension of the Yellow 
MAX Line would provide direct transit service for residents, employees, and customers 
between the island and both downtown Portland and Vancouver. The two-lane local traffic 
bridge between Hayden Island and North Portland would also provide an off-highway option 
for travelers between the island and mainland Oregon. The Project includes widening two 
east-west local streets, extending N Tomahawk Drive under 1-5, and widening N Jantzen 
Drive. Subsequent plans for the Jantzen Beach Super Center include rearranging the buildings 
around an extension ofN Tomahawk Drive and the development of a new road connecting N 
Jantzen Drive to N Hayden Island Drive. 

The widened N Jantzen Drive between the underpass with 1-5 and N Hayden Island Drive to 
the north would acquire all the existing properties except for a fast food restaurant on the west 
and the hotel on the east side ofN Jantzen Drive. The Project would restrict access to both the 
hotel and the restaurant to right-inlright-out only movements. The hotel and restaurant along 
N Jantzen Drive could experience circulation impacts, because the entrances and areas 
adjacent to the road are currently the primary access and circulation for the businesses. The 
expansion of the sidewalk along N Jantzen Drive to the east would require reconstruction of 
the guest canopy and load/unload area currently facing the street. This is the primary entrance 
for guests to the hotel, and alterations to the canopy could impact business operations. Access 
to the large hotel along N Hayden Island Drive would be reduced from three points to one 
new access opposite the widened N Jantzen Drive. This entrance would also serve banquet 
services and restaurants located on the property. All four businesses could experience slightly 
impaired circulation in the parking lot and increased congestion at the entrance. However, the 
design for N Jantzen Drive extends into the parking lot of the hotel, and could cause internal 
circulation issues, as the guest loading/unloading canopies and the principal entrance to the 
hotels would be difficult to maintain with the extension of the street. 

The Columbia River Crossing Project team has coordinated with the City of Portland Office 
of Transportation, Bureau of Planning, the Portland Development Commission, and business 
owners on Hayden Island (through the development of the Hayden Island Plan and an 
Interchange Area Management Plan for the 1-5lHayden Island Interchange), to identifY an 
adequate local circulation system, access spacing, and land use policies to manage demand on 
the interchange. 

Although portions of parking lots near the Hayden Island Station could potentially be used as 
a de facto park-and-ride, the availability of 2900 park-and-ride spaces in Vancouver, 
Washington should minimize this likelihood. Because there 'will be a toll for vehicles to cross 
the bridge, the Council believes and finds that most Washington commuters travelling by light 
rail would park in Vancouver rather than at Jantzen Beach. 
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To mitigate for the adverse economic effects of the project, Interchange Area Management 
Plans (IAMPs) for the Hayden Island and Marine Drive interchanges are currently being 
developed in coordination with the City of Portland, ODOT, and other stakeholders. These 
efforts are building off the adopted Hayden Island Plan and the work of the Marine Drive 
Stakeholders Group. The IAMPs will provide a framework for access management and local 
circulation decisions in the context ofthese interchanges. 

An Interstate Access Modification Request (IAMR) for the Hayden Island, Marine Drive, and 
VictorylDenver interchanges is also in preparation. The IAMR is a stand-alone document that 
includes the necessary supporting information needed for access modification requests to the 
Interstate System. An IAMR provides the rationale for access modifications to the Interstate 
System and documents the assumptions and design of the preferred alternative, the planning 
process, the evaluation of alternatives considered, and the coordination that supports and 
justifies the request for an access revision. 

Tax Base. Local jurisdiction tax bases are affected in two ways by the development of large 
public infrastructure projects such as SouthlNorth light rail. First, and by far the greatest long
term impact, is the development and redevelopment that could occur in conjunction with the 
project As this development occurs, the value of the investments is added to the tax base. The 
effect of this kind of impact is difficult to estimate because it is dependent upon many 
independent private decisions that would occur in the future. However, the Council finds that 
the overall impact should be positive. 

The second type of impact is the direct impact to tax bases that occurs through property 
acquisition for construction of the project. Private property is typically acquired by the 
Project. Through acquisition, this property converts to public property and, as such, is 
removed from the tax rolls unless resold for private purchase. Often, the short-term impacts 
are minimal, as the loss in value in the tax rolls is offset over time by the expected greater 
increase in value added to the tax base due to new development in the corridor, specifically in 
station areas. 

As shown below, the Columbia River Crossing Project will have a negative economic impact 
on the tax base through the displacement of business uses from the tax rolls. However, the 
Council finds that tax base impacts associated with displacement may be shorter-term because 
the availability of light rail and highway improvements is expected to spur redevelopment of 
the commercial area around the Hayden Island Station and could enhance property values and 
the tax base on a long-tenn basis. 

Oregon Mainland. The five businesses displaced have an estimated right-of-way value of $4.1 
million, a property tax impact of $27,000, which is 0.01 % of Multnomah County budgeted 
2008 property tax revenue. 

Hayden L"land. The 39 businesses to be displaced have an estimated right-of-way value of 
$33.3 million, a property tax impact of $219,000, which is 0.10% of Multnomah County 
budgeted 2008 property tax revenue. 
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Freight Movement. The area encompassed by the SouthINorth Corridor is of critical 
importance to the movement of commodities within and through the Portland metropolitan 
area. The freight movement system in the SouthINorth Corridor is comprised of two primary 
transportation modes: freight railroads and trucking. Additionally, along the Columbia River, 
the movement of commodities also relies on water freight movement and air transportation. 

There are no rail lines crossed by LRT or the highway improvements in the Oregon portion of 
the Expo CenterlHayden Island Segment, so there will be no impact on rail freight movement. 

Truck traffic relies heavily on the major streets and highways in the SouthINorth Corridor and 
the region, including 1-5. The Project is expected to improve traffic conditions in the corridor 
compared to No-Build and therefore will improve conditions for truck traffic, as addressed in 
the Traffic Technical Report. Daily truck travel demand would be similar for the No-Build 
and the Project because the movement of freight is substantiaH~y related to economic 
conditions in the region, and freight moved by trucks is not likely to shift travel modes due to 
congestion. However, truck demands by time of day would likely change because there would 
be fewer congested hours with the CRC Project, resulting in more trucks during the commuter 
peak and midday hours. 

The Project would result in higher volumes of trucks during midday operations compared to 
the No-Build Alternative. The reduction in congestion and truck travel occurring throughout 
the day would mean more flexibility in truck scheduling and improved reliability of truck 
shipments. Exhibit 7=10 of the Traffic Technical Report summarizes truck volulnes by time of 
day. 

Adverse impacts to truck movements in the SouthINorth Corridor include both potential 
delays due to increased congestion or out-of-direction travel associated with light rail, and the 
possible loss of on-street loading zones. Localized delays to peak-period truck activity could 
occur due to increased congestion that would result from reductions in roadway/intersection 
capacity associated with light rail operations. However, the overall improvement to traffic 
conditions in the corridor mitigates the localized delays that would occur from light rail. 

The roadway realignments and extensions in the vicinity of the Marine Drive interchange 
associated with the Project would improve access and circulation overall, with specific benefit 
for commercial vehicles accessing the freeway from Marine Drive. The realignment of 
Marine Drive would still provide circulation to 1-5, Vancouver Way, and Martin Luther King 
Jr. Boulevard. Accessing the existing area of Marine Drive northeast of I-5 would require a 
minimum level of out of direction travel, but access would remain with the development of a 
new underpass that crosses under 1-5 to Vancouver Way and on to Marine Drive 

The Council finds that the project would improve truck traffic through better local intersection 
operations and fewer hours of congestion on 1-5 compared to the No-Build alternative. 

Segments of two navigable waterways are located within the Expo Center/Hayden Island 
segment: the North Portland Harbor and the main Columbia River channel. The United States 
Coast Guard (USCG) has jurisdiction over navigation within these waterways, and 
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construction of a bridge across these waterways will require the USCG's approval of a bridge 
permit under Section 9 of the Rivers and Harbors Act of 1899 and the General Bridges Act of 
1946, as amended. 

The CRC project would have a positive effect on marine commerce on the Columbia River. 
The existing I-5 bridge structures each have nine piers that result in navigation "channels" 
between the piers. Three such channels are used for navigation: 

• A wide span with approximately 60 feet of mid-span vertical clearance; 
• A high span with approximately 70 feet of mid-span vertical clearance; and 
• A lift span with approximately 40 feet of mid-span vertical clearance when closed and 

180 feet when open. 

The wide span is the main ch<Ll1nel used for navigation, but during high-water many barges 
need to use the high span, or require bridge lifts at the lift span. In 2004, there were 604 
bridge openings. The proposed 1-5 bridges would be high enough to allow the vast majority of 
vessels to pass without bridge openings. With the exception of a small number of specialized 
vessels that use the river infrequently, the majority of vessels require vertical clearances of 
less than 90 feet froin the surface of the '\-vater to the bottom of the bridge deck. The project 
team, in consultation with the Coast Guard, established a 95-foot minimum vertical clearance 
for structures built without a lift span. Vertical clearances greater than 95 feet would raise the 
bridge structure into restricted airspace for flight navigation. The 95-foot clearance with the 
Project will be fixed, not subject to lift restrictions, and accommodate all recreational and 
commercial vessels. Infrequent trips of marine contractor's cranes will not be accommodated. 
Their cranes or cargo may be broken down, at a cost, to meet proposed clearances. Reduced 
clearances resulting from the project will be mitigated by significantly improved navigational 
safety. 

Currently, bridge openings are restricted to non-peak roadway commute hours. Thus, the new 
spans would provide more flexibility in operating schedules for marine commerce. The new 
spans would also eliminate some of the "S-Curve" marine movements currently required for 
marine traffic to pass under the highway and railroad bridge structures at their highest 
elevation. 

Six piers would support the bridge structures, which is three fewer than exist on the current 
bridges, thus widening the horizontal clearance of navigation channels. The bridge span 
length would be 465 feet, with 390 feet of clearance for marine travel between the pile caps, 
which would be an increase over the width of the "main channel" by 127 feet and a decrease 
of the "barge channel" width by 121 feet. The current main channel width is 263 feet, and the 
barge channel has a horizontal clearance of 511 feet. The longer span lengths in the main 
channel would provide more room for boat captains to maneuver between the piers and 
improve the inherent safety of marine navigation. 

The North Portland Harbor does not include a designated shipping channel and is largely 
travelled by recreational boaters and those accessing the water-oriented uses along the Harbor. 
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All of the new structures would have at least as much vertical clearance over the river as the 
existing North Portland Harbor bridge. 

The Council finds that the project will improve marine navigation due to the removal of the 
"S-Curve" maneuver that currently exists; the removal of bridge lifts and associated 
restrictions; and the reduction in the number of piers in the river. 

Two airports are located near the CRC Project area. Portland International Airport (PDX) is 
located about three miles southeast of the project on the Oregon side of the Columbia River. It 
is the major regional airport and serves large commercial passenger and freight service, 
private aircraft, and the Air National Guard. Planned expansions include both potential 
runway extensions and the addition of a new runway. 

Pearson Field is located directly east of the project on the Washington side of the Columbia 
River. It serves primarily small piston-engine aircraft weighing 10,000 pounds or less. 
Because developed urban uses and the Vancouver National Historic Reserve (VNHR) 
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The lift towers of the existing bridge currently intrude 98 vertical feet into protected airspace 
for Pearson Field and are an aviation hazard. To avoid the towers, aircraft must use special 
departure and arrival procedures. The new bridge designs will not include lift towers. The 
bridges would be located slightly farther from the airfield, and so would intrude less into 
Pearson Field airspace. 

The Council finds that the project will improve aviation safety and efficiency due to the 
removal oflift spans in Pearson Field's airspace. At worst, the project will have no negative 
impact to air freight. 

Other Economic Impacts. Other economic impacts include the disruption of business during 
construction, possible loss of property values, possible inability to sell a business or secure 
loans to payoff mortgages or other business debts due to proximity to the light rail alignment 
or related light rail facilities, changes in business activity resulting from changes in traffic 
patterns or access management measures, and utility relocations. Construction impacts are 
addressed in the Short-Term Impacts portion of these findings (Section 7.0). The Council 
finds that generally, there is no required mitigation for temporary economic loss or business 
interruption during construction of a public project. However, for this specific project, the 
Council finds that TriMet would be willing to provide staff assistance to impacted property 
owners in assisting the property owners with their loan refinancing and/or loan application 
processes. Programs to help businesses affected during construction would include some 
combination of the following: business planning assistance, marketing and retail consulting, 
and promotions to generate patronage in construction areas. TriMet would provide these 
programs; similar programs have been employed on rec.~nt light rail extension projects. The 
Council also finds that there may be reductions in property values, but it believes and finds 
that most of these properties will increase in value over the long term following construction. 
The Council finds that no mitigation is necessary for possible temporary reductions in 
property value. 
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As a result of improvements to 1-5 and the local street network, including access management 
measures associated with highway improvements, some area traffic patterns will change. 
Drivers are likely to choose routes that can take advantage of the new roadway capacity and 
intersections that operate better as a result of the Project. Some local businesses will 
experience an increase in drive-by traffic, while others will experience a decrease, especially 
if access becomes more out-of-direction. A significant decrease in drive-by traffic, for some 
businesses, may result in an adverse effect on business revenues. For example, the Project 
includes a new design for the North Marine Drive/Union Court intersection. The new design 
will improve mobility, traffic operations and safety. However, it will also reduce traffic 
volumes at North Marine Way and North Vancouver Way. There are businesses at this 
location that could experience a decline in revenues as a result of this change in the local 
traffic patterns. Similarly, access management measures associated with the Marine Drive and 
Hayden Island interchanges could make access to certain businesses more out-of-direction 
and less convenient, which could impact overall business revenues. Out-of-direction travel 
associated with changing traffic patterns or access management measures also adds costs in 
terms of increased fhel consumption for patrons of affected businesses. The Council finds that 
during the preliminary and final engineering processes, engineering staff will try to minimize 
impacts associated with traffic pattern changes and access management measures to the extent 
practicable through design refinements. 

The project will require relocation of certain utility facilities and lines. Utility relocations 
typically are addressed during preliminary engineering and final design. The Council finds 
that the costs of relocating utilities impacted by the project are addressed, and can be paid, as 
provided in existing law. 

For some, bridge tolling may constitute an adverse economic impact. Tolling of interstate 
facilities must be consistent with Title 23 U.S.c. Section 129, the federal law that specitles 
the circumstances under which interstate facilities may be tolled. The CRC Project qualifies, 
though tolling on 1-205 does not. The Council finds that at this point that tolling will be 
necessary both to manage congestion and as part of a funding package for the CRC Project 
along with federal and state funding. It also finds that tolling would likely be beneficial for 
freight-dependent businesses and businesses that rely on just-in-time deliveries, because the 
predictability of travel times would improve. However, the greater the toll, the higher the 
operating costs for truck movements. For other kinds of businesses, tolling will be an 
additional expense. However, time savings associated with improved mobility on 1-5 will help 
mitigate that impact. 

Concerns have been raised that tolling the 1-5 bridge could divert traffic onto the 1-205 bridge, 
increasing congestion and causing added delays on that bridge and its approaches from 1-84 
and 1-205. The Tolling Study Report, released in January 2010, indicates and the Council 
finds that at the Columbia River, there is an approximate 4.5% shift of auto trips on an all day 
basis from 1-5 to I-205 as compared to a Build-No Toll scenario. More diversion to 1-205 is 
predicted in the off-peak hours when capacity is available than during peak hours. On 1-205 
south of 1-84, the models estimate that diversion will be approximately I % on an all day basis 
as compared to the no-build. 
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While the Tolling Study found, under most of the 1-5 only toll scenarios, that the majority of 
drivers would not change their travel patterns and that most diversion would occur in off-peak 
hours, the Council finds that the full extent of diversion onto 1-205 and associated impacts 
from tolling on 1-5 are not fully known at this time. This will require additional study and 
analysis as the Project advances. In particular, more refined analysis of traffic demand and 
patterns will be developed prior to setting the toll rates, and tracking of travel demand and 
patterns after completion of the Project will allow for adjustment over time. In addition to 
adjusting the toll rates over time, there will also be adjustments as appropriate to transit 
service and fares and demand management programs such as incentives for carpooling and 
vanpooling. These adjustments will mitigate the effects of tolling on travel patterns. 

The Council heard testimony questioning the adequacy of the models used to forecast toll 
traffic and revenues. Modeling experts acknowledge that there is a level of modeling analysis 
required at the environmental impact state, and a more rigorous analysis required at the point 
of financial commitments, in several years. By that time, Metro's modeling will be upgraded 
and input data regarding traffic, growth forecasts, gas prices, transit coverage, interest rates 
and other conditions will be updated to be as current as possible to the timing of financial 
commitments. 

However, while the Council recognizes the importance of funding for this Project, it finds that 
the LUFO process under HB 3478 is a land use decision-making process established to 
address land use impacts and provide land use authorization for the Project. See HB 3478, 
Sections 3, 4, 6(1), 7. It finds that the criteria established by LCDC are criteria established for 
making land use decisions. It further finds that the LUFO process and the LCDC criteria do 
not address how a project gets paid for and that project funding is not a land use issue. 1

' The 
Council understands that in order to be eligible to obtain federal funding, it must demonstrate 
that the Project is consistent with land use requirements. These findings demonstrate such 
compliance. 

As explained in the social impact findings below, the Project may affect localized access to 
properties by police, fire and ambulance vehicles. However, the project should not otherwise 
increase these governmental services. The Council has seen no evidence to this effect, and it 
finds that any significant increase in police, fire or emergency medical services as a result of 
the project is speculative. The Council concludes that no mitigation is necessary in this 
regard. 

Conclusions on Economic Impacts 

While the Council is sensitive to the displacement of businesses and loss of existing jobs 
associated with the Columbia River Crossing Project, the Council finds that, on balance, the 
CRC Project will result in positive economic impacts in the East Columbia, Kenton, 

15 Although the provisions in OAR Chapter 660 do not apply, the Council understands that provisions addressing 
the timing and financing of transportation improvements are not considered to be land use decisions. See, e.g .. 
OAR 660-01 
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Bridgeton and Hayden Island neighborhoods, particularly because the extension of light rail 
transit to Hayden Island and northward into Vancouver, Washington will further support 
commercial development at the Jantzen Beach Center and because highway improvements, 
including new I-5 bridges with greater capacity, improved I-5 interchanges at Hayden Island, 
Marine Drive and Victory Boulevard, and better roadway connections to I-5 and between 
Hayden Island and N Marine Drive will improve access and circulation for companies and 
businesses in the area. Furthermore, the improvements to 1-5 will substantially reduce delay 
and improve the movement of freight between Oregon and Washington, improve navigation 
along the Columbia River, and remove hazards to air navigation associated with the existing 
1-5 Interstate Bridge lift towers. 

The Council also finds that the Project would result in short-term economic benefits with the 
increase in employment resulting from the construction of the LRT facilities and highway 
improvements in the Expo Center!H:ayden Island segment. The Council finds that there will 
be a short-term decrease in the tax base due to business displacements. However, the 
availability of light rail is expected to spur redevelopment of the commercial area around the 
Hayden Island Station and could enhance property values and the tax base on a long-term 
basis. 

Based on information in the CRC technical reports, the Council finds that adverse economic 
impacts associated with LR T and highway improvements can be mitigated through a variety 
of means, including relocation assistance programs for displaced businesses and coordination 
with local jurisdictions and stakeholders. The Council finds that the bridge has been designed 
to avoid any need for bridge raising or lowering to accommodate river traffic on the Columbia 
River, and also designed to avoid interference with air navigation using PDX or Pearson Field 
Airport in Vancouver. 

Tolling issues have yet to be fully resolved and could impact larger portions of the region than 
just the 1-5 corridor. Coordination between the states and regionally among the affected 
SouthINorth Project local governments could help lead to a more generally accepted 
resolution of this concern. 

Social Impacts 

The Council finds that the social impacts of the South/North Project are generally positive in 
the Expo Center/Hayden Island segment. Light r.ail will provide quicker, more reliable and 
more comfortable transit access to the substantial commercial and employment base at the 
Jantzen Beach commercial center and to residents of Hayden Island. The highway 
improvements will improve access and circulation on 1-5 and local roads in the area, 
improving safety, reducing congestion, and increasing mobility of motorists, freight traffic, 
bicyclists, and pedestrians along the 1-5 corridor. 

Residential Displacements. As with business displacements, the Council recognizes that in 
every instance where the SouthlNorth Project displaces an existing household, that represents 
an adverse social impact, and the Council is sympathetic to the significance of each residential 
displacement. The Council understands and acknowledges that relocations can cause 
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significant anxiety and trauma to families, uprooting them from neighborhoods, schools and 
friends and imposing change on them. 

Given that the South/North Project serves a largely developed urban area, it has been 
impossible to avoid residential displacement impacts while still providing transit accessibility. 
To the extent feasible and practicable, the LRT route follows existing public road and railroad 
rights-of-way to minimize displacement impacts. Locations for related facilities such as LRT 
stations and park-and-ride lots have also been selected with the objective of balancing 
displacement and other adverse impacts with the positive benefits of LRT proximity and 
service. 

The methods used to determine displacement impacts are described in the Acquisition 
Technical Report and in the discussion of economic impacts above. The same methods 
appiicable to business displacements are relevant to determination of residential displacement 
impacts and are incorporated by reference. Additionally ror residential displacements, federal 
and state guidelines determine the standards and procedures for providing replacement 
housing, based on the characteristics of individual households. Eligibility for relocation 
benefits would be determined after the issuance of the NEPA Record of Decision (ROD) and 
once the project is granted approval to begin right-of-way acquisition. Relocation assistance 
could include replacement housing for displaced persons, moving costs, and assistance in 
locating replacement housing. 

Oregon Mainland. Impacts summarized in this section include those between the southern 
terminus of the project at Victory Boulevard and the south shore of North Portland Harbor. 
l'viost of the permanent property impacts in this portion of the project area are due to the 
highway portion of project, specifically, the realignment of Marine Drive and the addition of 
local street connections near the },,1arine Drive interchange. 

The transit alignment over North Portland Harbor would result in the displacement of one 
floating home associated with the parcel adjacent to and west ofI-5. The remaining portion of 
this parcel, not impacted by transit, would be permanently acquired for the highway 
alignment, which would displace a single-family home with two households on land and two 
additional floating homes in the harbor. A total of five households would be displaced in this 
portion of the project area. 

Hayden Island. Impacts summarized in this section include those on Hayden Island and 
associated portions of North Portland Harbor. The permanent acquisition of property would 
be required in this area to accommodate the reconstruction of the Hayden Island interchange 
and the extension of light rail over Hayden Island. 

The project would have 32 residential displacements on Hayden Island. Twelve of the 32 
residential displacements on Hayden Island would be from Row 9 of the Columbia Crossings 
Jantzen Bay moorage in North Portland Harbor east ofI-5. Two of the homes were identified 
by survey as also containing businesses that would be displaced, as would an additional 
floating home in this moorage that is used solely for a business. These business displacements 
are included in the business displacement section of this document. The remaining 20 
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residential displacements on Hayden Island would occur at rows A, B, and the east side of 
row C in the Jantzen Beach Moorage, Inc. located in North Portland Harbor west ofl-5. 

Mitigation of residential displacements could include minor redesign of the project puring 
preliminary and final engineering to avoid or reduce displacements. Some displacements 
could be mitigated by taking only a portion of the property and/or structure and by modifying 
the remaining property and/or structure to allow continued occupancy. Where displacements 
are unavoidable, the project will provide compensation to property owners based on fair 
market value and a comprehensive relocation program. The compensation/relocation program 
for residential properties operates in the same manner as described above for business 
relocations. 

It has been FTA's and FHWA's long-standing policy to activeiy ensure nondiscrimination 
under Title VI of the Civil Rights Act. Title VI-related impacts include those impacts that are 
specific to a protected population under the 1964 Civil Rights Act. Under Title VI and related 
statutes, each federal agency is required to ensure that no person is excluded from 
participation in, denied the benefit of, or subjected to discrimination under any program or 
activity receiving federal financial assistance on the basis of race, color, national origin, age, 
sex, disability, or religion. Some of these populations (such as the elderly) are not covered by 
EO 12898, which specifically addresses disproportionately high and adverse effects to 
minorities and low-income populations. 

The Council finds that for the Expo CenterlHayden Island Segments, the data on residential 
displacements does not suggest disproportionate or discriminatory impacts to environmental 
justice populations. 

Access to Community Facilities. The Columbia River Crossing portion of the South/North 
Project will improve mobility for Hayden Island residents to travel to and from community 
facilities and employment centers outside their neighborhood. This is a particular benefit 
given the absence of other convenient travel options besides the automobile. The Hayden 
Island Station will improve transit access to the substantial concentration of jobs and 
commercial services at the Jantzen Beach Center. It will also provide improved transit 
accessibility and links for Hayden Island residents to local and regional employment centers, 
community facilities and recreational destinations along the SouthINorth and East/West MAX 
lines, including employment centers and community facilities in the downtown areas of 
Portland, Milwaukie, Gresham, Beaverton and Hillsboro. The highway improvements will 
improve local access and circulation in the area and improve mobility along 1-5. 

Construction of the Project would displace the Safeway grocery store and pharmacy, which 
are the only grocery store and pharmacy on the island and are important community 
resources. While ODOT can suggest replacement sites for the relocation of Safeway, it is up 
to the store owners to choose their replacement location, if any. While Safeway may not 
relocate on the island, it could be replaced by other grocery stores. Officials representing the 
Jantzen Beach SuperCenter initiated a site plan review with the City of Portland for a 
relocation and expansion of the Target store on the island. Plans submitted to the City of 
Portland's Bureau of Development Review indicate that the Target store would include a 
grocery and a phannacy. During construction, the project would work with TriMet to 
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maintain the existing bus service that regularly connects Hayden Island with nearby grocery 
and other retail services. This would include additional routing on the island to provide 
greater transit access during construction. DOTs would also work with TriMet to maintain 
paratransit service for qualifying, mobility-impaired Hayden Island residents. 

Displacement of the Safeway grocery store and pharmacy may disproportionately impact low
income residents who use these services and do not own cars. This impact would be mitigated 
by the addition oflight rail to Oregon and Vancouver. 

The displacement of the Safeway store would also displace an extremely active bottle return 
center. The store managers report over $10,000 each week paid out through the returns. 
Although it limits each patron to only $7.20 in returns per day, this bottle return center 
provides an opportunity for individuals to generate income. There are other locations where 
bottles can be returned on the island and in north Portland. Many of these smaller 
establishments (such as convenience marts) also enforce limits on the number of bottle returns 
per visit. However, as long as these businesses continue"to operate and proper access to them 
is maintained, displacement of the return center at Safeway would not result in a high degree 
of impact 

To mitigate for the displacement of the Safeway bottle return center, the project could provide 
some written and posted guidance before the closure of the Safeway return center. The 
guidance would provide community members with alternate bottle-return locations, and 
directions for getting to these locations. In the event that there \vould be no other return center 
on the island, the project could work with an appropriate business site to provide this service. 

Barriers to Neighborhood Interaction. The Council finds that the light rail alignment will 
not result in barriers to neighborhood interaction, primarily because the alignment in large 
measure parallels the 1-5 freeway that already functions as an edge and boundary to the local 
neighborhoods. Similarly, the Council finds that the highway improvements generally 
improve existing roadways that either already create barriers to neighborhood interaction 
(e.g., 1-5) or provide convenient access and circulation within and between the affected 
neighborhoods. The bicycle and pedestrian lanes on the new northbound I-5 bridge will 
improve interaction between north Portland and Vancouver, Washington neighborhoods. 

Safety and Security. The Councii is sensitive to the importance of safety and security in 
neighborhoods affected in particular by the light rail components of the SouthlNorth Project. 
For the SouthINorth Project as a whole to succeed, passengers must feel safe using the 
stations and trains. The Council finds that with appropriate location and design, and with 
implementation of system-wide transit security measures as described below, the Hayden 
Island station would not adversely affect passenger safety and security_ 

The extension of light rail north from its existing tenninus at the Expo Center would cross 
several intersections at grade. Train frequency in the peak periods is estimated to have 7.5-
minute headways with greater headways during off-peak periods. Positive traffic control such 
as signalization, signage and pedestrian treatments would be used to enhance the safety of 
other vehicles, pedestrians and bicyclists traveling near light rail vehicles. Transit security on 
vehicles and at stations and park and ride lots would also be addressed 
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construction, and operational phases of the project. Examples of safety and security measures 
that may be designed into the project include: 

• Physical barriers such as medians, fencing, landscaping, or chain and bollard (short, 
vertical posts) to help channel automobiles, pedestrians and bicyclists 

• Signage, tactile pavers, audio warnings, and pavement markings at track crossings to 
alert individuals they are approaching tracks 

• Active treatments such as flashing lights, bells, and illuminated and audible warning 
devices in traffic signals 

• The creation of inviting, well-lighted platforms and station areas 
• Maintaining clear sight lines for oncoming trains 
• Implementing a public safety education campaign before the start of rail service 

Tril'vlet has adopted a system-wide Transit Security Plan that applies community policing 
techniques to transit security. Elements of the Transit Security Plan that will be incorporated 
into the design and operation of the light rail line serving the Expo Center/Hayden Island 
segment include: increased in-house training of transit district employees in crime prevention; 
a high level of coordination with local law enforcement agencies and personnel; improved 
facility design and operation standards to increase visibility and security enforcement levels, 
and investment in new tracking and surveillance technology. 

The Council further finds that security lighting will be provided at station platforms and that 
landscape design will ensure consideration of safety and security Additional potential 
mitigation measures include emergency call boxes and monitoring/surveillance cameras. 
Strategies such as crime prevention through environmental design (CPTED) and the use of 
police, private security patrols, and security cameras could be employed as appropriate to 
make the light rail facilities as safe and secure as possible. The existing policies and 
procedures developed by TriMet and FTA for operations during a potential catastrophic event 
and to prevent terrorist activities would be expanded to include the CRC Project. Finally, 
design criteria such as platform location and length, pedestrian crossings, and alignment 
design would be used to ensure that the project operates safely. 

Localized access to properties by fire, police and ambulance vehicles could be affected by 
changes in local street configurations throughout the corridofe The current level of design 
reflects consideration of access by emergency vehicles (e.g., street and bike path dimensions, 
proximity to emergency facilities, primary access routes for emergency vehicles, etc.) 

The Council finds that, with appropriate design and implementation of systemwide transit 
security measures identified above, the new Hayden Island Station will not adversely affect 
safety and security. The station will be elevated to the level of 1-5. The final design of the 
station will include careful consideration of security concerns. Security lighting and landscape 
design will ensure consideration of safety and security. 

Visual/Aesthetic. The CRC Project will result in impacts to visual and aesthetic resources in 
the Expo Center/Hayden Island segment as a consequence of introducing: 
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• Cut/fill slopes, bridges, overhead structures, sound/retaining walls, catenary poles and 
overhead wires; 

II A light rail station at Hayden Island; 
II New 1-5 bridges and interchanges; 
• New North Portland Harbor bridges; 
• Improvements and modifications to existing structures, roads, vegetation, topography; 
• Disruptions of existing visual resources, viewpoints, view corridors and vistas; and 
• New views. 

Impacts to the Columbia River main channel would be mostly positive. Potential impacts 
would include: 

• Removal of the visually complicated truss structures and lift towers of the existing 1-5 
bridges, which obstruct views from the river, from the Interstate bridges themselves, 
and from the shoreline. This action would remove an important contributor to the 
area's historic context (the 1-5 bridges) and a character-defining aspect of interstate 
travel. 

., From 1-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward 1-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generally improve. 

.. Removal of the lift towers would be interpreted to have a generally positive visual 
impact on views from downtown Vancouver. 

e Modifications to interchanges would increase heights at the Marine Drive and Hayden 
Island interchanges, where new ramps and elevated roadways would be higher than 
any existing facilities in these immediate areas. Even at these interchanges, the degree 
of change is expected to be moderate, since these areas are already and would continue 
to be large urban interchanges. 

• Removal of the existing bridge structures that currently obstruct views of much of the 
area immediately beneath the bridges, along the river. This would provide for more 
light and vegetation under the bridges. These elements would all provide positive 
visual changes to the immediate area and adjacent areas. 

North Portland Harbor would experience moderately negative visual impacts from the 
addition of piers for the LRT bridge and collector/distributor ramps; these would clutter 
views along the slough and reduce views of open water. 

Given the types of visual impacts summarized in the Visual and Aesthetics Technical Report, 
the Council finds that the following strategies can be used to reduce adverse visual impacts to 
affected neighborhoods: 

.. Planting vegetation, street trees, and landscaping for screening or visual quality. The 
project will adhere to a green-over-grey approach for treatment of many new 
structures, using climbing vines and non-invasive ivies, where practicable. 
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• Designing landscape plans and other visual treatments consistent with adopted 
guidance and plans. 

• Shielding station and facility lighting from nearby residences and the night sky. 
• Minimizing structural bulk, such as for ramps and columns. 
• Designing architectural features to blend with the surrounding community context. 
• Placement of public art (to be relocated when necessary and added as part of transit 

stations and gateways). 
• Where practicable, integrating lighting with facilities in a manner that produces a 

positive visual and aesthetic impact, reduces night sky light pollution, reduces possible 
light trespass into residential units, and contributes to crime prevention through 
environmental design (CPTED). 

• Utilizing the UDAG Design Guidelines, as well as design guidelines of the City of 
Portland and Tri-Met. 

.. Selecting new and replacement pole and utBity cabinet locations, colors, and styles in 
relation to their context and in accordance with municipal lighting standards. 

In each affected neighborhood, the Council recognizes that potential mitigation measures will 
vary to fit neighborhood scale, character and concerns. In some neighborhoods, potential 
measures could improve the visual character of impacted areas. In other areas, the CRC 
portion of the SouthINorth Project will be a prominent visual feature even with mitigation. 

The area from Victory Boulevard, the Expo Center and Marine Drive north to Hayden Island 
and the Columbia River consists primarily of a major interstate freeway with connecting 
arterials, a busy, auto=dominated comlnercial strip, and large, dralnatic expanse of open v/ater. 
The area from Victory Boulevard to Marine Drive has industrial, recreational, and transit 
developments scattered throughout the area amid large tracts of open space. Commercial 
development patterns on Hayden Island have obscured natural features to the point where any 
connection to water or natural landforms is not visually apparent unless one is on the 
shoreline. Throughout this segment, many signs and utility poles; constant, fast traffic and 
noise; scattered moderate and large-scale commercial structures; and the artificial landforms 
associated with 1-5 create a coarsely textured, complex environment with a confusing visual 
character. The breadth and openness of the Columbia River provides visual contrast to an 
otherwise cluttered visual environment. 

Dominant visual features in this segment include 1-5, Delta Park, the Vanport wetlands, the 
North Portland Harbor, Jantzen Beach Center, the historic 1-5 truss bridge between Hayden 
Island and Vancouver, Washington and the wide, flat and open stretch of the Columbia River. 
The river is a significant regional resource and the dominant visual element within this 
segment because of its large scale and openness. It also serves as a dramatic gateway between 
Oregon and Washington. 

LRT improvements in the Expo Center/Hayden Island Segment include a good deal of 
bridging. The bridges over the North Portland Harbor would remove structures, including 
floating homes and vegetation, along both banks of the harbor, and interrupt views south from 
Hayden Island to the west hills. The light rail alignment then parallels the west side of 1-5, 
removing commercial structures along that side of the freeway 
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In general, the Council finds that the impacts to views would vary within the Columbia River 
Crossing portion of the project area. Impacts to the Columbia River main channel would be 
mostly positive, as described above. Impacts to North Portland Harbor would be moderately 
negative, with the addition of more bridges across the harbor. Impacts to the area from 
Victory Boulevard to Marine Drive would be low. 

The Council finds that possible measures that could mitigate the adverse impacts of the new 
bridges on views include those described above. Appropriate conditions can be imposed 
through the local review process consistent with Section 8(1 )(b) of HB 3478 to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Other Social Impacts. Other social impacts include loss of property values, property 
acquisitions not requiring displacements, loss of trees along roadsides and in neighborhoods, 
increase in electric and magnetic fields (EMF), and perceived reductions in "quality of life" 
associated with LRT and highway improvements, both during construction and in the long 
tern1. Construction impacts are addressed in the Short-Term Impacts portion of these findings. 
The Council finds that there may be reductions in property values, especially during the 
construction phase, but it believes that most of these properties will increase in value 
following completion of construction. The Council also finds that residing immediately next 
to the alignment or a station may result in some property owners experiencing perceived 
reductions in quality of life. Others may see a reduction in quality of life associated with 
increased density that might result from the proximity of rail to an area. These are very 
subjective matters that can vary from individual to individual. Landscaping and noise barriers 
might help mitigate adverse impacts. Where trees are removed, potential mitigation includes 
equivalent tree replacement. Extension of the light rail system would generate EMF and could 
increase exposure. However, in those locations where people could be exposed (within and 
near the light rail right-of-way, near substations, or in the light rail vehicles), EMF emissions 
would be below exposure guidelines. Because light rail electric power substations tend to 
generate the highest EMF intensities in the field measurements, the substations have been 
designed and sited to minimize exposure to users of the system, the general public, and 
sensitive users. 

Social benefits include cleaner air by providing improved transit access in the region, 
reSUlting in less automobile driving than would otherwise occur and less congestion and air 
pollution. Cleaner air also is provided by decreasing congestion through improvements to the 
highway system. Social benefits also include improved quality of life from lower and more 
reliable transit travel times, resulting in more time for people to spend doing things other than 
commuting. 

A greenhouse gas emissions analysis was prepared for the Columbia River Crossing Project 
and is detailed in the Energy Technical Report. The report includes a macroscale analysis to 
provide a picture of the regional emissions, as well as a microscale analysis that focuses more 
on the project area. The Project is expected to reduce regional emissions by approximately 
130 metric tons of C02e /day, which equates to a reduction of approximately O.S percent. For 
the 12.2-mile length ofI-S surrounding the CRC project area, the Project is expected to reduce 
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emissions by roughly 21 metric tons of carbon dioxide equivalent during the AM and PM 
peak periods, or 5.4 percent. 

The differences in long-term effects on water quality between the Project and the No-Build 
Alternative are substantial. Although the total amount of pollution-generating impervious 
surface (PGIS) 16 would slightly increase for the Project, the amount of untreated impervious 
surface would drop dramatically compared to existing conditions and the No-Build 
Alternative. This is because under the Project, stormwater runoff from all new or 
reconstructed impervious surface area would be treated, while storm water runoff from most of 
the existing PGIS does not currently undergo storm water treatment. 

Payment of the new highway toll would require a higher proportion of income for lower 
income drivers than for higher income drivers. The Council finds, however, that when 
considered in combination with the other elements of the project, the impact would not be 
high and adverse. In exchange for the toll, travelers would receive the benefits of shorter 
highway travel times, lower congestion, extended LRT service, more reliable commute trips, 
reduced crashes, no bridge lift interruptions, increased access to employment, housing, 
education and services, and improved biking and walking facilities. There would also be toll
free options for crossing the river, including transit, carpooling, biking or walking, and 
crossing on 1-205. The toll rate is also reduced during the off-peak travel times. 

The project team reviewed the available research to inform the environmental justice impact 
evaluation. Several academic studies have been conducted on equity and tolling. The 
Washington State Department of Transportation (WSDOT) also conducted research on tolling 
equity for various projects. 

The University of Washington and the Washington State Transportation Center published in 
2009 a research paper entitled "The Impacts Of Tolling On Low-Income Persons In The 
Puget Sound Region." The paper starts with the assertion that "Tolls may be progressive, 
regressive, or neutral, depending on the social and geographic characteristics of the town or 
region and the structure of the tolling regime. The distributional effects must be evaluated on 
a site and project specific basis." 

In "International Experiences with Congestion Pricing" (May 1993), Anthony May 
considered the equity component of congestion pricing. He cited older studies that argue that 
congestion pricing is a regressive measure that has greater impacts on lower-income drivers, 
but indicated this population is more likely to travel by bus or foot. May concluded that the 
most inequitable effects are dependent on the pricing scheme implemented and would likely 
impact a small percentage of lower-income drivers. He suggests that the only way to address 
the issue of equity is to invest some of the toll revenue in public transport rather than solely to 

J6 Pollution-generating impervious surfaces include highways, parking lots, sidewalks and other surfaces that do 
not absorb water and to which contaminants may adhere, so that when storm water strikes the surface, it runs off 
to a nearby surface, carrying some of these contaminants with it. If the water runs off to soil, these contaminants 
can enter the soil, causing harmful effects. Additionally, PGIS are often warmer than the surrounding surfaces, 
and runoff from these surfaces that enters nearby rivers or lakes can raise water temperatures, causing harmful 
effects. 
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improve the road infrastructure. The Project includes substantial improvements to transit as 
well as bicycle and pedestrian facilities. 

Existing electronic toll collection systems with transponders present various hurdles for low
income users. One must normaily either pay a deposit or link the account to a credit card or 
bank account. Some low-income populations may not be able to purchase a transponder. Not 
being able to purchase a transponder due to large set-up fees or lack of a credit card and/or 
bank account would be an adverse impact on those low-income populations affected. A 
similar barrier may exist when new tolls are instituted in areas where some groups and 
individuals lack the English language skills to understand the complex tolling system. These 
impacts would be mitigated through outreach and special programs. 

The Council finds there are several strategies that would mitigate the potential impacts of 
tolling on low-income populations. Since toll transponders are unfamiliar to most Oregon and 
southv/est V-/ashington residents, educational materials can be made available that explain 
how tolling and transponders work. All such communications would be made available in 
selected non-English languages, as appropriate. C-TRAN offers programs that assist low
income populations and people with disabilities to obtain a reduced transit fare. TriMet offers 
similar prOblams that assist senior and disabled populations using transit. 

Conclusions on Social Impacts. The Council finds the social impacts of the Columbia River 
Crossing project are generally positive in the affected East Columbia, Kenton, Bridgeton and 
Hayden Island neighborhoods, 
these segments. 

Relative to access to community facilities, the project would displace the only grocery store 
and pharmacy (Safeway) on Hayden Island. The displacement could also affect low-income 
populations that use the bottle return center. However, the Council finds that the improved 
transit access, improvement of the local street network, and a bridge providing local 
multimodal access to and from the island, as well as the other mitigation measures mentioned 
above, would mitigate the displacement of the Safeway. 

Relative to barriers to neighborhood interaction, the Council finds that the LRT alignment 
will not result in barriers to neighborhood interaction, primarily because the alignment in 
large measure parallels the I-5 freeway which already functions as an edge and boundary to 
the Hayden Island Neighborhood. It finds that the extension of LRT to Hayden Island will 
better connect the island and its residents to the region and its amenities. Similarly, the 
highway improvements generally expand or improve existing roadways. 

Relative to safety and security impacts, the Council acknowledges and supports TriMet's 
continuing efforts to improve passenger and community safety throughout its service area. The 
Council finds that TriMet is committed to making continued improvements to help maintain a safe 
and effective transit system, and it finds that the measures identified above improve public safety. 

Relative to the visual impacts, the Council finds that the project would result in positive and 
negative impacts. The negative impacts could be mitigated by the measures addressed above, 
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including following existing design guidelines from the City of Portland and TriMet when 
designing the light rail and highway improvements. 

Traffic Impacts 

The Transit Technical Report, Traffic Technical Report and Section 3.1 Transportation of the 
Draft Environmental Impact Statement (DEIS) evaluate the Project's impacts to the highway 
and street network. Traffic impacts from transit and highway improvements and potential 
mitigation are summarized below. 

Transit. The Council finds that the light rail route and station on Hayden Island will provide 
light rail proximity and service to the substantial employment and commercial base located at 
the Jantzen Beach Center. Additionally, through improved high capacity transit service, island 
residents will have improved accessibility to local and regional employment centers, 
community facilities and recreational destinations throughout the Portland metropolitan 
region. 

Currently, travel options to and from Hayden Island are limited and often congested, and 
under the DEIS No-Build alternative, these options would get much worse over time. Light 
rail will provide a convenient, reliable alternative mode of travel. 

The CRC Project would more than double the number of transit passenger trips over the 1-5 
crossing, compared to the 2030 No-Build Alternative. For weekdays, there would be 20,600 
bridge crossings on transit, compared to 10,200 trips under the 2030 No-Build Alternative. Of 
the transit passengers crossing the Columbia River, 18,700 would be on light rail transit (91 
percent) and 1,900 would be on buses (9 percent). 

One of the major contributing factors to reliable transit service is reserved or separated right
of-way for transit vehicles. Transit vehicles operating in mixed traffic are subject to delays 
caused by accidents, breakdowns, congestion, and in the case of existing I-5 Columbia River 
bridges, bridge openings. With a separated right-of-way and separated bridge crossing on the 
lower deck of the new southbound I-5 bridge, transit service between Portland and 
Vancouver, Washinbrton will become faster and more reliable. For example, a transit trip 
between Hayden Island and Vancouver would save an estimated five minutes in comparison 
with the No-Build Alternative, while a trip between Pioneer Square and Clark College would 
save 28 minutes (dropping from 72 minutes with the No-Build to 44 minutes with LRT). 

Additionally, most of the intersections within the SouthINorth Corridor through which light 
rail vehicles will operate have traffic signals preempted for LRT, have gated crossings for 
LRT, or have LRT separated from other traffic. In summary, the Columbia River Crossing 
portion of the SouthINorth Project will provide significantly more reliable transit service than 
the No-Build Alternative, and a significant portion of the corridor's transit riders will 
experience the improvement in reliability with light rail. 

Transit improvements in the Expo CenterlHayden Island segment of the SouthINorth Project 
could affect traffic congestion in two basic ways. First, these improvements could divert trips 
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from automobiles to transit, resulting in reduced systemwide vehicular travel. Second, transit 
facilities could also affect localized traffic operations on highways and streets in the study 
area. 

The LRT alignment will have an at-grade crossing with the extension ofN Vancouver Way, 
at the south end of the local multimodal bridge. Traffic analysis performed for the Traffic 
Technical Report indicates that this intersection will operate acceptably (meeting City of 
Portland Bureau of Transportation standards) in design year 2030. Light rail will be grade
separated on Hayden Island, with no traffic impacts on the island. The LRT alignment will 
bridge over N Jantzen Avenue and N Jantzen Drive, and Hayden Island Drive and N 
Tomahawk Island Drive (to be constructed as part of the project). Given the design, the 
Council concludes that the eRC transit portion of the SouthlNorth Project will not result in 
adverse traffic impacts in the Expo Center/Hayden Island Segment 

The traffic analysis model shows only one intersection in Oregon as not meeting the 
appropriate jurisdictional standards. The intersection, Going Street and Interstate Avenue, will 
not meet Portiand Bureau of Transportation standards in 2030. Potential mitigation could be 
to optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a through/right choice lane to allow traffic to continue westbound. 

Regarding traffic safety, light rail transit is designed to be safe through methods and devices 
such as speed control, signalization, gated crossings, and pedestrian movement controls. In· 
general, light rail vehicle speeds match road vehicle speeds where the vehicles run in adjacent 
lanes. Light rail vehicles operate in accordance with normal traffic control devices (traffic 
signals) as supplemented by specific light rail signals where needed. Specific train warning 
signals may be provided as needed. Pedestrian movements are governed by pedestrian signals 
at signalized intersections. At gated intersections, the gates and warning signals control 
pedestrian movements. At non-signalized, non-gated pedestrian crossings, barriers ("z
crossings") may be used to focus pedestrian attention on the direction of approaching light rail 
vehicles. The project could provide pedestrian access to stations by establishing "through
walking areas"--clear pathways free of street furniture or other impediments-adjacent to the 
planned station locations. The project would strive to maintain the width of these areas at 
approximately 7 to 8 feet in busy pedestrian locations and 6 feet in areas with lower levels of 
pedestrian traffic. For bicycles, station areas could include bicycle facilities, which could 
include secure storage areas. The Council concludes that these methods and devices provide 
for a safe multi-modal environment. 

Highway Improvements. Since the stated purpose from the Columbia River Crossing 
Project DEIS is "to improve 1-5 corridor mobility by addressing present and future travel 
demand and mobility needs in the CRC Bridge Influence Area," most project impacts to 
traffic are positive. The associated highway improvements in the segment are provided as part 
of the CRC Project in order to improve transportation perfonnance compared to the No-Build 
alternative. 17 

17 House Bill 3478, Section 8(1)(a), directs all affected local governments and special districts to amend their 
comprehensive or functional system plans, "to the extent necessary to make them 

5 
8 
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In 2030 the traffic models under the No-Build Alternative predict 15 hours of congestion per 
day (northbound and southbound) on I-5. With the CRC Project, there would be just 3.5 to 5.5 
hours of congestion in 2030. During the peak period, the Project would increase the number 
of people traveling over the I-5 crossing northbound in 2030 from 26,500 with No-Build to 
35,300 (in vehicles), and from 2,200 to 6, 100 (on transit). 

Local street traffic performance is monitored and measured by the City of Portland and 
ODOT based on established performance standards for the facilities under their respective 
jurisdictions. Local street congestion is most intense near the I-5 ramps and is influenced by 
the travel direction and length of time that 1-5 is congested during each weekday. This section 
summarizes existing local street performance at selected study intersections. Results are 
reported for the AM and PM peak hours oftravel. 

The Project would address most of the non-standard geometric and safety design features 
currently existing on the 1-5 mainline and ramps within the main project area. Improvements 
would be made to the existing short on-ramp merges/acceleration lanes and off-ramp 
diverges/deceleration distances, short weaving areas, substandard lane widths, vertical and 
horizontal curves that limit sight distance, and narrow or non-existent shoulders. The Project 
would remove both Interstate Bridge lift spans. In addition, the Project would substantially 
reduce traffic congestion compared to No-Build conditions. 

As the number of vehicular collisions in the main project area is related to the presence of 
non-standard geometric design and safety features, which is exacerbated when traffic levels 
are at or near congested conditions, the Project would substantially improve traffic safety in 
the area. It is estimated that the Project would reduce average annual yearly collisions in the 
main project area from 750 under the No-Build Alternative to between 210 and 240. 

This estimate was calculated by making the assumption that the highway geometric and safety 
improvements would result in a highway corridor that performed at least as good as an 
average, similar type of urban interstate facility in Oregon. The collision rate for similar 
urban, interstate facilities is approximately 0.55 collisions per million vehicle miles travelled 
(MVMT). Applying this rate (with an allowance for a higher collision rate during congested 
periods and during late evening and early morning hours) to the forecasted traffic volumes 
over a year period generated an estimated annual collision total of between 210 and 240. 

The Portland local street system is divided by 1-5, with community connections across 1-5 
limited to the following interchange and non-interchange crossing locations: Skidmore Street, 
Alberta Street, Killingsworth Street, Ainsworth Street, Rosa Parks Way, Lombard Street, 

consistent with a land use final order." As noted below and in Section 1.3 of these findings, most ofthe highway 
improvements included in the CRC Project are already identified and authorized in the City of Portland's 
ack_nowledged Transportation System Plan (TSP) or in Metro's Regional Transportation Plan (RTP). As such, 
they already have land use approval. They are addressed in these findings because they are included as part of 
the Columbia River Crossing Project which, as an element of the SouthINorth Project, requires findings of 
compliance with the applicable criteria for any "highway improvements". For these improvements, no further 
plan amendment action is necessary to make them consistent with this 2011 LUFO. For those local highway 
improvements that are not already part of Portland's TSP, the city will need to amend its plan to comply with 
Section 
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Columbia Boulevard, Schmeer Road, Victory Boulevard, Martin Luther King Jr. Boulevard, 
Pier 99 Street, Jantzen Street, and Hayden Island Drive (overcrossings for non-motorized 
travel also exist at Failing Street and Bryant/Saratoga Streets). In addition to the interchanges, 
several local streets and nearby intersections are affected by traffic operations in the 1-5 
corridor. 

Under 2030 No-Build conditions, 25 intersections were analyzed, one of which would not 
meet applicable performance standards during the morning peak hour - the intersection of 
Fremont Street with Martin Luther King Jr. Boulevard. During the afternoon/evening peak 
hour, five intersections would not meet applicable performance standards: Martin Luther King 
Jr. Boulevard with Fremont and Alberta Streets, Interstate Avenue with Argyle and Going 
Streets, and Marine Way with Vancouver Avenue. 

With the Project, Portland's local street operations would improve along the 1-5 corridor 
relative to No-Build conditions. For example, at the I-5 interchange with Marine Drive, 2030 
afternoon peak intersection performance would improve from VIC 0.82 (LOS F) with the No
Build Alternative to V /C 0.42 (LOS B) with the Project. This indicates that the Project would 
improve mobility and accessibility to this freight and employment corridor during the 
aftemoon peak. Similar findings were observed during the morning peak. The Project with 
highway phasing would improve the 2030 p.m. peak VIC to 0.64 (LOS B) from 0.82 (LOS F). 

With the Project improvements, the total number of local intersections and ramps would 
increase to 38, primarily as a result of additional intersections associated with the local roads 
in the Hayden Island and Marine Drive interchange areas. During the 2030 morning peak 
hour, 37 of these 38 intersections and ramps are expected to operate within acceptable 
standards, while one would fail to meet standards. The intersection ofInterstate Avenue with 
Going Street is expected to fail to meet applicable performance standards and to require 
mitigation. During the 2030 afternoon/evening peak hour, with Project improvements, all 
intersections would operate within acceptable standards. Potential mitigation for the Interstate 
Avenue and Going Street intersection (also described above in the Transit section) could be to 
optimize the light rail transit pre-emption at the intersection, install advanced signal 
controllers to manage light rail transit pre-emption, and change the westbound right lane into 
a through/right choice lane to allow traffic to .continue westbound. 

The existing pedestrian and bicycle facilities throughout the Columbia River Crossing main 
project area are outdated, potentially unsafe, and confusing to navigate. The width of the 
shared-use pedestrian and bicycle facility on the 1-5 bridge is non-standard (generally no 
wider than 4 feet) and separated from traffic by the bridge girders and non-standard low 
barriers. The mixing of pedestrians and bicycles in this narrow facility can cause safety 
problems. The Project would improve bicycle and pedestrian facilities in the area, as 
described in the Traffic Technical Report, resulting in greater use of the facilities and safety 
improvements. 

Several pedestrian and bicycle forecasting scenarios predict that pedestrian and bicycle travel 
demands would increase substantially if a new J-5 bridge is constructed with sufficient 
multimodal facilities. Pedestrian travel across the bridge would be expected to increase from 
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80 daily pedestrians today to between 600 and 1,000 daily walkers in 2030, an increase of 650 
to 1,150 percent. The number of bicyclists predicted to use the crossing would increase from 
370 today to between 900 and 6,400 riders in 2030, an increase of between 150 and over 
1,600 percent. With the exercise and visual benefits this will provide, the Council finds this 
results in both positive traffic and social impacts. 

The majority of the Proj ect transit and highway improvements are identified in Metro's RTP 
and in the City of Portland TSP and are therefore consistent with those transportation system 
plans. Below is a list and description of the RTP and TSP projects for which the Project 
would build the improvements: 

Regional Transportation Plan (Metro) 

# RTP Project 10893: Improve I-5/Columbia River Bridge (Victory Boulevard to 
Washington State Line); Replace I-5lColumbia River bridges and improve 
interchanges on 1-5. New bridges will replace the existing 1-5 bridges and the 
following 1-5 interchanges in Oregon will be improved: Victory Boulevard, Marine 
Drive, Hayden Island/Jantzen Beach 

e RTP Project 10902: MI\~X Light Rail: Yellow Line: CRC/I-5 North Extension 
CRC: Expo to Vancouver, north on Main to Lincoln. Light rail will be extended from 
the Expo Center MAX station in Portland to a station and park-and-ride lot at Clark 
College in Vancouver. 

@ RTP Project 11032: Ruby Junction light rail operating base expansion: L~RV 
maintenance and storage facility, including expansion on the west side of Eleven A1ile 
Avenue. Capital cost is included in MBwaukie and eRC projects. Ruby Junction 
maintenance facility in Gresham will be expanded to accommodate a new operations 
facility, new storage tracks and additional light rail vehicles. 

Transportation System Plan (Portland) 

o TSP Project 30018: Hayden Island: Street Network Improvements. Provide a 
street network plan for improvements that implement the Region 2040 connectivity 
standards and improve multi-modal access for Hayden Island. The Hayden Island 
Street Plan is described in more detail in the Hayden Island Plan, which was adopted 
into the City Comprehensive Plan in August 2009. The Hayden Island Plan 
recommends amending the TSP to implement the street network as shown in the 
document. The CRC Project would build these improvements consistent with the 
Hayden Island Street Plan. 

o TSP Project 30020: 1-5 (Columbia River-Columbia Blvd): Bridge Widening 
Improve I-5lColumbia River bridge (local share of joint project) based on 
recommendations in 1-5 Trade Corridor Study. Project addresses a high congestion 
location. The eRC Project would build these improvement 

• TSP Project 30033: Light Rail Extension - Phase 2. Extend light rail service from 
Expo Center to Vancouver WA. The CRC Project would build these improvements. 
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• TSP Project 40080: Marine Dr. (6th - 33rd & Gantenbein - Vancouver Way) 
Bikeway Retrofit bike lanes to existing street and complete off-street paths in missing 
locations. The CRC Project would build these improvements. 

The CRC Project also includes improvements to the local street system east and west of the 
Marine Drive interchange and a new bridge over North Portland Harbor to the west ofI-5 that 
would carry light rail vehicles as well as local motor vehicle and bicycle/pedestrian traffic 
between Marine Drive and Hayden Island. The local street improvements east and west of the 
Marine Drive Interchange will improve local access to and from the Expo Center and Hayden 
Island light rail stations and are necessary as well to accommodate the design of the new 1-5 
bridges and the modified interchanges. 

The physical and operational elements of the eRe Project provide the greatest Transportation 
Demand :Management (TDM) opportunities by promoting other modes to fulfill more of the 
travel needs in the project corridor. These include: 

.. Major new light rail line in exclusive right-of-way, as well as express bus and feeder 
routes. 

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

• Park and ride lots and garages. 
• A variable toll on the highway crossing. 

In addition to these fundamental elements of the Project, facilities and equipment would be 
implemented that could help existing or expanded Transportation System Management (TSM) 
programs maximize capacity and efficiency of the system. These include: 

.. Replacement or expanded variable message signs or other traveler information 
systems in the Project area. 

l! Expanded incident response capabilities. 
• Queue jumps or bypass lanes for transit vehicles where multi-lane approaches are 

provided at ramp signals for entrance ramps. 
• Expanded traveler information systems with additional traffic monitoring equipment 

and cameras. 
• Active traffic management 

Conclusions on Traffic Impacts. The Council finds that the transit and highway 
improvements summarized above will substantially improve traffic operations in 2030 
compared to the No-Build Alternative and that adverse traffic impacts associated with 
extending light rail transit through the Expo Center/Hayden Island segment can be mitigated. 
The Council finds that the potential mitigation for the Interstate A venue and Going Street 
intersection would mitigate for the reduction in intersection performance as a result of the 
Project. Potential mitigation could be to optimize the light rail transit pre-emption at the 
intersection, install advanced signal controllers to manage light rail transit pre-emption, and 
change the westbound right lane into a through/right choice lane to allow traffic to continue 
westbound. 
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The Council finds that transit improvements will increase transit ridership, decrease transit 
travel times, and improve accessibility to local and regional employment centers, community 
facilities and recreational destinations throughout the Portland metropolitan region. 

Relative to general transit safety and transit impacts on bicycle and pedestrians, the Council 
finds that the impacts could be mitigated through the measures described above. Relative to 
impacts from highway improvements, the Council finds that most impacts from the Columbia 
River Crossing portion of the North/South project would be positive and would Improve 
transportation performance in the Hayden Island/Expo Center segment. 

Provide for a light rail route aud associated facilities, balancing the need for light rail 
proximity and service to areas that are capabie of enhancing transit ridership; the iikely 
contribution of light rail proximity and service to the development of an efficient and 
compact urban form; and the need to protect affected neighborhoods from the identified 
adverse impacts. 

The SouthJNorth Steering Committee initially assembled in the 1990s to recommend the 
federal Locally Preferred Strategy adopted the following goal for the project l8

: To implement 
a major transit expansion program in the South/North Corridor that supports hi-state land 
use goals, optimizes the transportation system, is environmentally sensitive, reflects 
community values and is fiscally responsive. That "LPS Steering Committee" also adopted 
the following objectives for the project: 

1. Provide high quality transit service; 
2. Ensure effective transit system operations; 
3. Maximize the ability of the transit system to accommodate future growth in travel; 
4. Minimize traffic congestion and traffic infiitration through ncighborhoods; 
5. Promote desired land use patterns and development; 
6. Provide a fiscally stable and financially efficient transit system; and 
7. Maximize the efficiency and environmental sensitivity of the engineering design of the 

proposed project. 

The project goal and objectives closely parallel the emphasis of Criterion 3(A) for this Land 
Use Final Order. The effectiveness evaluation of the SouthJNorth Project relative to meeting 
the objectives is summarized below. 

Ability to Provide High Quaiity Transit Service. The Council finds that the portions of 
SouthJNorth Project already constructed or currently under construction provide a significant 
amount of light rail coverage between the Portland downtown and Milwaukie and Clackamas 
Town Center to the south and between the Portland downtown and the Expo Center to the 
north. The Columbia River Crossing Project provides the missing piece to the original transit 
concept by extending LR T coverage into Vancouver, Washington. The Council finds that the 
SouthJNorth Project, including the CRC Project, provides improved reliability over the No-

18This Steering Committee was assembled under requirements of federal law. It differs from the LUFO Steering 
Committee assembled to with House Bill 3478. 
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Build Alternative. Factors that affect reliability include the amount of reserved right-of-way, 
percent of protected trunk-line intersections and percent of passengers on exclusive transit 
right-of-way. 

The Council finds that the CRC Project will result in improved peak~hour in-vehicle and total 
weighted travel times between Portland and Vancouver, Washington compared to the No
Build Alternative. It will increase transit trips within the SouthINorth Corridor and increase 
the transit mode split for peak-hour radial trips. 

Moreover, compared to an expanded all-bus system, the Council finds that the CRC Project 
will: 

• Increase transit trip production in the Project Transit Corridor by 150 percent compared to 
existing conditions by the year 2030; 

• Increase weekday transit ridership into on the Interstate Max Yellow Line by 21,400 trips 
(150 percent) compared to the No-Build Alternative; 

• Double the number of transit passenger trips over the 1-5 Columbia River crossing, 
compared to the 2030 No Build alternative 

• Decrease rush-hour transit travel times between Pioneer Courthouse Square and Clark 
College in Vancouver by 28 minutes compared to the No Build alternative; and 

• Increase the percent of transit trips between the project corridor and downtown Portland 
from 21% in 2005 to 39% in 2030. 

Ensure EffectiVe Transit System Operations. By locating the South/l'~orth light rail 
alignment on the downtown Portland transit mall, all alignment alternatives have allowed for 
easy transfers to other transit routes serving most of the metropolitan region. The Council 
believes that this improved transit access has enhanced transit ridership, and it so finds. 

Maximize the Ability of Transit to Accommodate Growth in Travel Demand. In 1998 the 
Council detennined that the SouthlNorth Project had the greatest ability to accommodate 
growth of the various DEIS alternatives studied. The CRC portion of the SouthINorth Project 
would increase LRT place miles ("place miles" are transit vehicle capacity for each vehicle 
type multiplied by vehicle mile travelled) by 58% and would increase total bus and LRT place 
miles by over 2% compared to No-Build. 

Minimize Traffic Congestion and Traffic Infiltration Through Neighborhoods. In 1998 
the Council detennined that the SoutbJNorth Project would help slow the rate of traffic 
congestion and related problems, compared to the No-Build Alternative. It would: 

• Remove almost 133,000 vehicle miles of travel per average weekday from the corridor 
road system; 

• Eliminate 16 lane-miles of congested roadways; and 
• Avoid 4,500 hours of traffic delays each weekday (compared to the No-Build Alternative 

in the year 2015). 
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By slowing the rate of traffic congestion growth, avoiding delay, and reducing the number of 
vehicle miles of travel per average weekday as compared to the No-Build Alternative, the 
South/North Project will minimize traffic congestion. The Council found that the slowing of 
congestion and reductions in vehicle miles of travel also would reduce the amount of traffic 
infiltrating Portland and Clackamas County neighborhoods by causing fewer vehicles to be 
on the roads than would otherwise occur in the absence of light rail transit. 

The Traffic Technical Report indicates and the Council now finds that the CRC Project, in 
comparison with a No-Build Alternative and with the highway improvements that are 
included in the Project, will result in a 57 percent decrease northbound and a five percent 
decrease southbound in rush-hour automobile travel times between Columbia Boulevard in 
Portland and SR 500 in Vancouver. It also finds that the Project will reduce the duration of 
congestion from 15 hours per day in the No-Build to between 3.5 and 5.5 hours per day with 
the improvements being made for automobile, transit and truck travel. 

Facilitate Efficient Land Use Patterns. The Council finds that light rail has influenced the 
quality of access to vacant developable and redevelopable parcels of land in the SouthJNorth 
Corridor. It finds that light rail transit throughout the SouthlNorth corridor has supported 
the region's growth management strategy and the urban growth boundary (UGB) by: 

It Providing access to vacant and redevelopable infill properties; 
It Providing transportation capacity to the Portland Central City that will enable the region's 

core to accommodate the expected high growth levels; 
e Providing the high quality transit needed to make the Clackamas Regional Center and 

Milwaukie Regional Center function in accordance with the growth strategy; 
lit Establishing new station communities which can be developed as mixed-use areas; and 
II Instituting a pattern of growth that conforms to the goals, objectives and policies of local 

land use and infrastructure plans. 

The Council finds that the CRe Project will further facilitate efficient land use patterns by 
promoting denser, transit-oriented development on Hayden Island. This shift in land use 
patterns from the existing auto-oriented development is consistent with the Hayden Island 
Plan, which includes plans to redevelop a portion of the Jantzen Beach SuperCenter site into 
a high-density mixed-use transit-oriented development supported by the new light rail station. 

Balance the Efficiency and Environmental Sensitivity of the Engineering Design. 
Indicators of environmental sensitivity include displacements, noise and vibration impacts, 
parkland impacts, floodplain impacts, wetland impacts and historic and archaeological 
resources impacts. These impacts are addressed in other findings, set out below, addressing 
the relevant LCDC criteria applicable to this proposal. For the reasons stated in the findings 
addressing those other criteria, the Council concludes that the positive impacts of the Project 
outweigh the negative environmental impacts. 

Social Equity Considerations. In addition to the LPS Steering Committee objectives listed 
above, the Council believes and finds that social equity considerations should be taken into 
account. When it adopted the initial SouthlNorth LUFO back in 1998, the Council found the 
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percentage of minority populations in nearly one half of the neighborhoods in the SouthINorth 
Corridor to be higher than the regional average of 8.6 percent. Nearly two-thirds of corridor 
neighborhoods have a percentage of low-income households that is higher than the regional 
average (1990 US Census). The Council also found that the SouthINorth Project would serve 
both low-income and minority neighborhoods. The Council concluded that the SouthINorth 
Project would not adversely affect low income or minority neighborhoods disproportionate to 
the benefits they would receive with improved transit access. Indeed, it found that the project 
would substantially benefit a much larger segment of the populations of these affected areas, 
including low-income, transportation-disadvantaged, minority and elderly populations, than 
are otherwise directly adversely affected by the project. The Council continues to abide by 
these findings. 

Finally, the Council intends that the project will leave the project area and surroundings better 
off. There are many enhancements in the project, such as improved local street connections 
on Hayden Island, replacement of substandard facilities for bicyclists and pedestrians, local 
auto access from North Portland to Hayden Island on a separate arterial bridge, and inclusion 
of public art in the transit element of the project. The Council finds that establishment of an 
enhancement fl..md would complement and build upon the enhancements included in the 
project itself and make the area more livable for all segments of the population. There is 
general agreement to continue to explore the establishment of a community enhancement fund 
- which would require consideration of funding mechanisms and administration of the fund -
as an ongoing responsibility of the Departments of Transportation. 

6 
6 
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Overall Conclusions Regarding Neighborhood Impacts (Transit) 

In summary, the Council finds and concludes that the selection of the light rail route and the 
Hayden Island station, including their locations, within the area constituting the Columbia 
River Crossing Project includes a balancing of: 

• the need for light rail proximity and service to present or planned residential, employment 
and recreational areas that are capable of enhancing transit ridership; 

• the likely contribution of light rail proximity and service to the development of an 
efficient and compact urban form; and 

• the need to protect affected neighborhoods from identified adverse impacts. 

The Council finds and concludes that the CRC portion of the SouthINorth Project will 
enhance transit service to areas all along the SouthlNorth Corridor, with particular benefits to 
Hayden Island and Vancouver Washington. The Council finds and concludes that this Project 
will improve connections and mobility throughout the Portland metropolitan region, including 
to areas along the existing eastside and 'vvestside I\£A:LX light rail lines; that the presence of 
light rail transit north of the Expo Center into Vancouver, Washington will encourage and 
support new and efficient development, consistent with Region 2040 Growth Concepts and 
Portland's adopted Hayden Island Plan that will benefit the affected local communities and 
the region; and that the improved accessibility provided by extending the Soutlv'l'-Jorth Project, 
and its many benefits, north to Hayden Island and Vancouver, Washington, especially when 
compared with the No-Build Alternative, combined with available measures to mitigate 
adverse impacts created by the Project, result in a substantial net benefit to the affected local 
communities, the region, and the states of Oregon and Washington. 

For the reasons stated herein, the Council finds that it has considered the adverse economic, 
social and traffic impacts of the Columbia River Crossing Project and balanced these impacts 
against the Project's benefits. It finds and concludes that the northern extension of the 
SouthlNorth light rail line to Hayden Island and Vancouver, Washington will make a 
significant positive contribution to the quality of life in the Portland region, through improved 
mobility, decreased congestion, improved air quality, reduced energy consumption, and 
decreased reliance on the automobile, which will benefit Oregonians now and well into the 
future. It further finds that light rail transit can, has, and will continue to stimulate and 
enhance development of an efficient and compact urban fonn in appropriate locations 
identified for such development. It also finds that with mitigation imposed as part of the 
NEP A process or during local permitting processes, most of the adverse consequences 
identified in these findings can be reduced or avoided. Potential mitigation measures are 
identified in findings. 

Provide for associated highway improvements, balancing the need to improve the 
highway system with the need to protect affected neighborhoods from the identified 
adverse impacts. 
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The Columbia River Crossing Project includes a broad spectrum of highway improvements 
including new 1-5 bridges across the Columbia River, widening of and interchange 
improvements along 1-5, and improvements to highways accessing 1-5, the Expo Center and 
Hayden Island. The Council finds that these highway improvements are in addition to other 
highway improvements that the Council previously approved for the South/North Project, 
including highway improvements in SW Portland, SE Portland and Milwaukie. All other 
street and highway changes, such as intersection modifications, installation of traffic signals, 
access changes, etc. are ancillary to light rail improvements or proposed as mitigation to 
address specific adverse impacts of the SouthlNorth Project, and are not classified as highway 
improvements. 

The Council finds that the need to construct new 1-5 bridges is the principal catalyst behind 
the CRe Project and that light rail transit is a p . .mdamental component of the bridge project. It 
finds that the CRC Project is a combined transit/highvvay project that represents a consensus 
among affected local goverru'1lent officials. It finds that without the identified highway 
improvements, the light rail improvements would not and could not go forward independently 
and that without the rail component, the highway improvements would not independently be 
going forward. For this project to work, both components are required. Additionally, the 
Project will facilitate bicycle and pedestrian travel across the Columbia River, thereby being a 
truly multi-modal project. The Council further finds that the combining of rail and highway 
improvements is not unique to the region. Indeed, it finds that the Westside Corridor Project, 
which extended light rail transit from downtown Portland to downtown Hillsboro, was a 
combination rail and highway project that was approved through a series of LUFOs and 
LUFO amendments adopted between 1991 and 1996. 

The Council finds that construction of new 1-5 bridges, including a southbound bridge 
carrying light rail transit and a northbound bridge accommodating bicycle and pedestrian 
traffic, is necessary to maintain and improve an adequate interstate highway system. It finds 
that 1-5 is the principal arterial serving the west coast states of Oregon, Washington and 
California, and the principal facility serving the interstate movement of freight by truck travel 
in these states. It finds that the existing 1-5 bridges are severely congested during peak travel 
hours and severely hindered by their need to close traffic for periods at a time to allow ships 
and boats to pass underneath, and that these conditions will worsen substantially over time. 
All of this impedes mobility and delays the timely and efficient movement of freight bet<.veen 
Oregon and Washington. 

The Council also finds that the other identified highway improvements are necessary to 
complement the 1-5 improvements and allow for an efficient local transportation system and 
access to/from 1-5, the Hayden Island and Expo Center LRT stations, and residential, 
commercial and industrial areas in the project area. 

The improvements at the Victory Boulevard Interchange would improve safety and lengthen 
short, substandard on- and off-ramps. All movements within the Marine Drive Interchange 
would be reconfigured to reduce congestion and improve safety for trucks and other motorists 
entering and exiting 1-5. Trucks currently account for 8 to 10 percent of the daily vehicles that 
cross the 1-5 bridges. At the Marine Drive Interchange, trucks account for greater than 
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20 percent of the daily vehicle composition. During the hour when the highest numbers of 
trucks are using the Marine Drive Interchange (9-10 a.m.), trucks account for approximately 
30 percent of vehicles in the interchange. So by virtue of the improvements, the proposed 
design for the Marine Drive Interchange improves truck mobility. The improvements would 
allow the movements with the highest volumes in the interchange to move freely without 
being impeded by stop signs or traffic signals. 

All movements for the Hayden Island Interchange would be reconfigured. The new 
configuration would be a split tight diamond interchange. Ramps parallel to the highway 
would be built, lengthening the ramps and improving merging speeds. Improvements to N 
Jantzen Drive and N Hayden Island Drive would include additional through, left-tum, and 
right-tum lanes. A new local road, N Tomahawk Island Drive, would travel east-west through 
the middle of Hayden Island and under the 1-5 interchange, improving connectivity across I-5 
on the island and improving access to and from the Hayden Island LRT station. 

The CRC Project would also include local street improvements on the Oregon mainland, 
which would improve access between I-5 and local roads in the area. The project would build 
a local multimodal bridge that would provide access to and from Hayden Island and the 
Hayden Island station for vehicle traffic, bicycles and pedestrians separate from the I-5 
mainline. 

Many bicycle and pedestrian improvements are included in the CRC Project. These include 
new facilities such as the multi-use pathway across the Columbia River, street improvements 
around the rebuilt interchanges, and new facilities for bicyclists and pedestrians around the 
new light rail station. 

The proposed Marine Drive Interchange area would be entirely grade-separated, with the local 
road network and multi-use paths running below the interchange. Pedestrian and bicycle 
improvements at the Marine Drive Interchange would include a multi-use path constructed 
from the Marine Drive Interchange, over Hayden Island and the Columbia River. The path 
would be a minimum of 16 feet wide between its barriers and would direct users with 
pavement markings and signage. Larger curves would provide improved sight distance and 
flow, and path components would meet ADA accessibility standards. 

Sidewalks would be constructed on most reconstructed streets throughout the project area. To 
improve east-west connections on Hayden Island, a 6- to 8-foot-wide sidewalk would be 
provided along N Jantzen Drive and N Hayden Island Drive. A 6-foot minimum width 
sidewalk would be provided along N Tomahawk Island Drive. Crosswalks would be provided 
at all intersections and would meet ADA accessibility standards. The island streets would also 
include 6-foot bicycle lanes wherever improvements are made. All of the improvements 
would facilitate access to the light rail system. 

The new northbound bridge over the Columbia River would also accommodate a multi-use 
pathway under the highway deck. This path would be 16 to 20 feet wide, located within the 
superstructure above the bridge columns and below the bridge deck. The multi-use path 
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would separate pedestrians and bicyclists from vehicle noise and avoid proximity to moving 
vehicles. 

The Council finds that the local improvements summarized above would improve the flow of 
traffic in the I-5 corridor, would improve intersection performance on local intersections 
compared to No-Build and would improve bicycle and pedestrian mobility and safety. 

The Council finds that the local multimodal bridge that provides local access to/from Hayden 
Island would benefit residents of the island, providing an alternate access to the island. 

The Council finds that although there are adverse impacts associated with the highway 
improvements of the Project, many of the impacts can be sufficiently mitigated, as addressed 
in the NEPl'~ documentation. The Council finds that the benefits of the Project including 
improved 1-5 and local intersection perfonnance, decreased congestion in the corridor, 
improved bicycle and pedestrian mobility and safety, and others as addressed in this 
document herein, outweigh the impacts and that the Columbia River Crossing Project would 
cause a net positive impact to residents. 

Overaii Conclusions Regarding Neighborhood Impacts (Highway) 

Overall, the Council finds that these highway improvements, taken together, will have a 
positive impact on interstate and local travel and on interstate and local commerce. They will 
enhance nearby neighborhoods and improve opportunities for pedestrian, bicycle and vehicle 
circulation to and around the Expo Center, Jantzen Beach Center, Hayden Island and 
Vancouver, Washington. While the expansion of and modifications to the local highway 
network may result in some adverse impacts identified and discussed above, the Council 
believes and concludes that on balance, these highway improvements will be a substantial 
benefit to the City of Portland, the Metro region, the State of Oregon, and their residences and 
businesses, in terms of accessibility, mobility, improved movement of commerce, and 
improved bicycle and pedestrian transport. The Council concludes that the benefits of these 
improvements strongly outweigh the adverse impacts that are associated with them. 

6.3.2 Criterion 4: Noise Impacts 

"Identify adverse noise impacts and identify measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

Noise is a form of vibration that causes pressure variations in elastic media such as air and 
water. The ear is sensitive to this pressure variation and perceives it as sound. The intensity of 
these pressure variations causes the ear to discern different levels of loudness, and these 
differences are measured in decibels, or dBs. Vibrations can also be carried through the 
ground, in which case they are described in terms of vibration velocity levels in dB referenced 
to one micro-inch per second. As with air or water borne vibrations, ground vibrations have a 
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threshold of human perception. Because air and ground borne vibrations have similar 
properties and are measured in similar ways, the Council finds that vibration impacts are 
appropriately considered with noise impacts in these findings. 

Noise and vibration impacts specific to the Expo CenterlHayden Island Segment are 
addressed in the following section. Noise and vibration impacts also are identified, along with 
corresponding mitigation measures, in the Noise and Vibration Technical Report (Noise 
Report). 

Identification of Noise and Vibration Impacts in the Expo CenterlHayden Island 
Segment. 

The guidelines and standards for analyzing and mitigating transit noise and vibrations are 
different from those used for fu"1al)'Zing and mitigation high\vay noise. For transit noise, the 
guidelines and standards are established by the PTA while for highway noise, the guidelines 
and standards are established by the FHW A and ODOT. Because of the different guidelines 
and standards, the noise and vibration impacts of the transit and highway improvements in the 
Expo Center/Hayden Island Segment are addressed separately. 

Transit Noise and Vibration Impacts and Mitigation Options 

The noise criteria in the FT A Guidance Manual are founded on well-documented research on 
community reaction to noise and are based on change in noise exposure using a sliding scale. 
The amount that a transit project is allowed to change the overall noise environment is 
reduced with increasing levels of existing noise. 

The FT A Noise Impact Criteria groups noise sensitive land uses into the following three 
categories: 

Category 1: Buildings or parks where quiet is an essential element of their purpose. 

Category 2: Residences and buildings where people normally sleep. This includes 
residences, hospitals, and hotels where nighttime sensitivity is assumed to be of 
utmost importance. 

CategOlY 3: Institutional land uses with primarily daytime and evening use. This 
category includes schools, libraries, churches, office buildings, and other commercial 
and industrial land uses. 

There are two levels of impact included in the FT A transit noise criteria. 

Severe Impact: Severe noise impacts are considered "significant" as this tenn is used 
in NEPA and implementing regulations. Noise mitigation will normally be specified 
for severe impacts unless there is no practical method of mitigating the noise. 

Impact: In this range, often called a "moderate" impact, other project-specific factors 
must be considered to determine the magnitUde of the impact and the need for 
mitigation. These other factors can include the predicted increase over existing noise 
levels, the types and number of noise-sensitive land uses affected, existing outdoor
indoor sound insulation, and the cost-effectiveness of mitigating noise to more 
acceptable levels. 
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Transit noise can take several forms. These include LRT-induced noise impacts resulting from 
changes to roads and to motor vehicle traffic volumes; wayside LRT noise impacts; LRT 
wheel squeal impacts; noise from ancillary LRT facilities; and LRT vibration impacts and 
mitigation. 

LRT-induced road traffic noise is generally associated with park-and-ride lots. There are no 
new planned park-and-ride lots in the Expo Center/Hayden Island segment. There are, 
however, numerous highway improvements proposed for this segment. Their noise impacts 
are addressed below. 

Wayside LRT noise is modeled based on measurements of existing LRT systems, the length 
and speed of trains, rates of acceleration and deceleration, location of special trackwork, 
auxiliary equipment and other factors. Options generally available to mitigate wayside LRT 
noise impacts include sound walls, crossover relocation and reduced LRT speeds. Within the 
Expo Center/Hayden Island segment, wayside LRT noise impacts floating homes within the 
North Portland Harbor. These noise impacts are addressed below 

Tflheel squeal noise is generated by train vvheels as they traverse a curve. Whether yvheel 
squeal occurs and how loud it is depends on many factors, including the material used to 
make the rail, the level ofwheellrail contact point lubrication, the sharpness ofthe curve, train 
speed and wheel prof1Ie. While there are several locations in the South/North Corridor where 
track curvature is acute enough to create wheel squeal impacts, none are located within the 
Expo Center/Hayden Island segment. 

Where wheel squeal noise is generated, the noise impacts can be reduced or eliminated using 
the following general techniques: 

• Dampening the wheel or using resilient wheels; 

• Lubricating the wheel surface that slides against the rail; 

• Using track designed to dampen squeal on sharply curved sections of the alignment. 

If any wheel squeal impacts remain following the use of these mitigation measures, the use of 
barriers near affected receivers couid be considered. 

Noise from ancillary facilities includes noise from crossing bells and electrical substations 
located adjacent to the LRT trackway and LRT switching gear and transformers. Designing 
and building substations to meet federal noise criteria for transit system ancillary facilities can 
mitigate substation noise. Noise levels less than 60 dBA, which is a level typical of many 
residential areas, is expected at one foot from the exterior substation wall. This noise level can 
be reduced by as much as 10 dBA through the use of enhanced substation housing where 
substations are located near sensitive receivers. No noise impacts from crossing bells or 
substations are expected in the Expo CenterlHayden Island segment. 

LRT vibration impacts resonate from the wheel/rail interface and are influenced by wheel/rail 
roughness, transit vehicle suspension, train speed, track construction and the geologic strata 
underlying the track. Vibration from a passing light rail train moves through the geologic 
strata into building foundations, potentially causing the buildings to vibrate. Ground-borne 
vibration is of such a low level that there is almost no possibility of structural damage to 
buildings near the alignment. The main concern of ground-borne vibration is that it can be 



368

annoying to building occupants. The primary options available to mitigate vibration impacts 
include: incorporating state-of-the-art vehicle specifications; keeping special trackwork (such 
as crossovers) as far as possible from sensitive receptors; using either spring-loaded frogs in 
tie-and-ballast track sections or flange-bearing rail in paved track sections where special 
trackwork cannot be moved; and installing ballast masts (in tie-and-ballast sections) or 
vibration isolation technology, such as "whisper rail," "booted" track-type support systems or 
resilient supported rail (for paved track sections). Small speed reductions may be able to 
reduce impacts to acceptable levels in a few locations, provided the speed reductions do not 
affect service schedules. There are several locations in the South/North Corridor where LRT 
vibration impacts occur. However, none of these are located within the Expo Center/Hayden 
Island segment. 

The FTA has developed impact criteria for acceptable levels of ground-borne vibration that 
would app]y to the light rail component of the Project. Exhibit 2-3 of the }~oise Report 
summarizes the FT A impact criteria for ground-borne vibration as it affects most buildings. 
Exhibit 2-8 shows the ground-borne vibration and noise impact criteria for special buildings 
such as concert halls, TV and recording studios, auditoriums and theaters. 

Overall, noise levels in the Expo CenterlHayden Island segment are currently dominated by 
motor vehicle traffic on 1-5 and Portland International Airport aircraft. Existing noise levels in 
this area exceed traffic noise criteria for 96 noise-sensitive receptors. As discussed in the 
Noise Report, the first three banks of floating homes in the vicinity of the new light rail 
alignment would be relocated due to project construction, and therefore those homes were not 
analyzed for project-related noise impacts. Of the floating homes that will remain, analysis 
identified 8 floating homes where noise levels are predicted to meet or exceed the moderate 
FTA noise impact criteria. The impacts occur at the row of homes nearest the future tracks, 
where light rail operations are predicted to produce a noise level of 61 dBA Ldn, which just 
meets the 61 dBA Ldn impact criteria. Noise from future light rail operations is well below 
the traffic noise levels at all other noise sensitive properties in the Expo CenterlHayden Island 
segment, including the manufactured home residential area along the Columbia River. 

Potential mitigation measures evaluated for reducing noise impacts from light rail for the 
project include 1) sound barriers, 2) track lubrication at curves, 3) special trackwork at 
crossovers and turnouts, 4) reduced train speed, and 5) building sound insulation. No light rail 
vibration impacts requiring mitigation were identified in the Expo CenterlHayden Island 
segment. The eight light rail noise impacts at the floating homes would be best mitigated with 
the installation of sound barriers along the elevated light rail structure. A 3- to 4-foot 
acoustical absorbent sound wall or 6-foot reflective sound wall would be effective at reducing 
noise levels at these homes by 7 to 10 dBA. 

Traffic Noise Impacts and Mitigation Options 

Traffic and construction noise analyses are required by law for federal projects that 1) involve 
construction of a new highway, 2) substantially change the horizontal or vertical alignment, or 
3) increase the number of through traffic lanes on an existing highway. Oregon policies also 
require the review and consideration of noise abatement on projects that substantially alter the 
ground contours surrounding a state highway. 
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FHW A and ODOT impact criteria for noise studies depend on existing land uses or planned 
and permitted future land uses. Existing land uses in the Expo Center/Hayden Island segment 
include commercial, industrial, park/open space and residential. Most ofthe land uses near the 
LRT and highway improvements are commercial/industrial and park/open space. There is a 
large group of floating homes located along the southern edge of Hayden Island on both sides 
of 1-5. Other residential land uses include the Red Lion Jantzen Beach Hotel, the Oxford 
Suites, and the Courtyard by Marriott. There is also a large group of single and multi-family 
residential units east ofI-5 along N Hayden Island Drive and N Tomahawk Island Drive. 

As described in the discussion of transit noise impacts above, existing noise levels in the 
project corridor were modeled and noise levels currently exceed FHWAand ODOT traffic 
noise criteria for 96 noise-sensitive receptors located in the Expo CenterlHayden Island 
Segment. These receptors include floating homes, the south portion of Delta Park and at the 
Red Lion Columbia Center Hotel, which include all rooms facing toward 1-5 

The project includes removal of the floating homes closest to the 1-5 crossing of the North 
Portland Harbor and the addition of 3.5-foot safety barriers along all sides of all elevated 
roadway structures. The combined effect of displacing noise sensitive properties nearest the 
project roadways, and the addition of the safety barriers, would result in no newly impacted 
noise-sensitive receptors in the Expo Center/Hayden Island segment. In addition, those 
receptors currently impacted will not experience substantial increases in the severity of those 
impacts. 

Overall Conclusions Regarding Noise Impacts and Mitigation Options 

Based on the information in the Noise Report, the Council finds and concludes that sound 
wall options are available and have been recommended to mitigate the identified light rail 
noise impacts in the Expo CenterlHayden Island segment. Based also on infonnation in the 
Noise Report, with the removal of some existing noise-sensitive receptors and the addition of 
safety walls, no new highway noise impacts are expected in the Expo Centerfdayden Island 
segment. The final decision and recommendation to include the approved mitigation will be 
made during the final design process. 

6.3.3 Criterion 5: Natural Hazards 

"Identify affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the tOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated tbrough design or construction techniques which could be 
imposed during the NEPA process or, if reasonable and necessary, by 
local governments during the permitting process." 

Natural hazard impacts specific to the Expo Center/Hayden Island segment are addressed in 
the following section. Natural hazard impacts, and associated mitigation measures, also are 
described in the Geology and Groundwater Technical Report (Geology Report) and the Water 
Quality and Hydrology Technical Report (Hydrology Report). 

7 
4 
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Overview of Natural Hazards Impacts in South/North Corridor and Mitigation 
Measures 

The SouthINorth Project, including the Columbia River Crossing portion, lies within the 
Portland Basin, a basin characterized by relatively low topographic relief with areas of buttes 
and valleys containing steep slopes. Much of the overall SouthINorth Project alignment 
crosses developed land. Long-tenn impacts to the geologic environment consist of relatively 
minor changes in topography and drainage patterns, minor settlement of near-surface 
materials, and potential changes in slope stability and erosion. These impacts could occur as a 
result of excavation, placement of structures and fills and clearing and grading. 

The geology and soils in the area of the SouthINorth Project are typical of the Portland Basin. 
Soils within the South/North Corridor developed on flood and aiiuviai deposits. Where 
undisturbed, they are generally sandy to clayey loam and are well to poorly drained. However, 
much of the area is classified as urban land, where the original soils have been extensively 
modified or covered. Associated with the channel deposits, areas of highly organic silt and 
clay and deposits of peat may be encountered and require special construction techniques. 
Expansive (high shrink-swell) soils are present in the corridor. 

The potential for major landslides within the SouthINorth Corridor is very limited because the 
topography within the corridor is relatively gentle, and the geologic conditions are generally 
favorable. 

The Pacific Northwest is a seismically active area and subject to earthquakes. Oregon has the 
potentia! for three types of earthquakes: crustal, intraplate and subduction zone. Although 
earthquake prediction is an inexact science, it is reasonable to assume that earthquakes will 
occur in Oregon. 

Studies of relative earthquake hazards have been completed for much of the Portland area. 
These studies show that much of the SouthINorth corridor lies in areas with relatively high 
potential for earthquake damage. Project design and estimated construction costs reflect the 
need to conform to the relevant seismic standards for capital construction. 

To mitigate earthquake hazards, TriMet and ODOT will adhere to applicable Federal, State 
and local building codes or standards for bridges and structures in the SouthlNorth Project. 

Groundwater may be encountered at shallow depths along sections of the corridor that cross 
the flood plains of rivers and creeks. Other areas of shallow groundwater levels may exist 
locally, controlled by local variations in soil type and drainage. 

Additionally, the study area intersects major rivers, minor watercourses and floodplains 
within the lower Columbia and Willamette River basins. Floodplains are valuable natural 
resource areas providing fish and wildlife habitat, flood control, stonnwater storage, water 
quality enhancement, sediment and erosion control, and educational, recreational, research, 
and aesthetic uses. Executive Order 11988 directs federal agencies to conduct their activities 
in ways designed to reduce the risk of flood loss; to minimize the impact of floods on human 
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safety, health, and welfare; and to restore and preserve the natural and beneficial values 
served by floodplains. 

Natural Hazard Impacts within the Expo CenterlHayden Island Segment 

As shown in Exhibit 3-12 of the Geology Report, no specific landslide areas or steep slopes 
(greater than 25 percent) are identified in the Expo CenterlHayden Island segment. As noted 
above, the potential for major landslides within the SouthINorth Corridor is very limited 
because the topography within the corridor is relatively gentle. Although the LR T and 
highway improvements will cross the North Portland Harbor and the Columbia River on new 
bridge structures, the banks associated with the crossings are not particularly steep. As shown 
in Exhibit 3-4 of the Geology Report, the mapped surface unit for the bridge footprints is 
Quaternary alluvium and fill. In addition, historic aerial photographs for the area indicate that 
construction of North Portland Harbor and Columbia River bridge foundations and abutments 
would likely encounter fill embankments at Hayden Island. However, because steep slopes 
and landslides have not been identified near the proposed bridge footprints, no long-tenn 
adverse effects due to steep slopes or landslides are anticipated. 

Exhibit 3-5 of the Geology Report identifies soil types within the greater Expo Center/Hayden 
Island segment area, and Exhibit 3-6 describes the erosion hazard ratings for these soil types. 
As shown in Exhibit 3-5, the project footprint extends to areas with three soil types -
Pilchuck-Urban land complex (0 to 3 percent slope); Sauvie-Rafton-Urban land complex (0 to 
3 percent); and Rafton silt loam, protected. These soil types are not considered to have severe 
erosion potential. 

As stated above, the Pacific Northwest is a seismically active area and is subject to 
earthquake damage. Bridges are vital links in the transportation system and are often 
especially vulnerable during seismic events. The Geology Report does not identifY any 
seismically active earthquake faults in the Expo Center/Hayden Island segment. However, 
several types of earthquakes could occur in the project area. In particular, there is a large, 
offshore fault located in the Pacific Ocean west of the 1-5 crossing. Exhibit 3-16 of the 
Geology Report shows a map of the relative earthquake hazard ratings in the project area. 
These ratings take into account a variety of potential earthquake effects, with Zone A being 
the most hazardous areas and Zone D being the least hazardous. Earthquake effects include 
ground motion amplification, slope instability, and soil liquefaction, all of which have a high 
potential to impact public safety and cause structural damage and economic disruption. The 
Expo Center/Hayden Island segment is identified in relative earthquake hazard Zones il~ and 
B. 

The Hydrology Report includes background infonnation on hydrology and floodplains in the 
CRC project corridor. The 1-5 bridges are located at river mile 106 of the Columbia River. 
The Columbia River is highly constrained within the project area by existing levees and 
landfonn. In addition, 10 bridge footings are currently located below the river's ordinary high 
water level (OHW), and also constrict the river. The North Portland Harbor is a large channel 
of the Columbia River located between North Portland and the southern bank of Hayden 
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Island. A flood control levee runs along the south bank of the North Portland Harbor and 
forms a boundary between the adjacent neighborhoods and the harbor. 

The installation of piers within the Columbia River and North Portland Harbor would 
encroach upon the Columbia River's 1 OO-year floodplain. However, this would result in little, 
if any, increase in flooding risks, given the relatively small size of the bridge piers compared 
to the size of the Columbia River. The LRT and highway improvements in the Expo 
Center/Hayden Island segment would either avoid or be elevated above the floodplain, with 
no significant encroachment or fill that would cause adverse flooding conditions or changes in 
flood velocity. The volume of displacement presented by the piers is expected to be 
insignificant. 

Mitigation Options for Natural Hazard Impacts in the Expo Center/Hayden Island 
Segments 

Based on the information contained in the Geology Report, the Council finds that no landslide 
areas or areas of severe erosion potential have been identified in the Expo Center/Hayden 
Island segment. While historical evidence of seismic activity in Oregon is minimal, recent 
studies indicate that western Oregon may be subject to a greater risk from earthquake hazards 
than previously thought. Site geology has a significant impact on earthquake damage. Young 
unconsolidated silt, sand, and clay deposits are associated with enhanced earthquake damage 
through amplification of shaking, settlement, liquefaction, and landsliding. 

Potential mitigation measures to address geologic/soils conditions are provided in the 
Geology Report. During final engineering stage of the project, site-specific assessments 
would include additional geotechnical testing and monitoring. Soft foundation conditions, 
delineated by the exploration program, can be mitigated with proper designs. The site-specific 
assessments will also assess the use of soil stabilization techniques to minimize iiquefaction 
of soils. Stabilization techniques include the use of compaction grouting, stone columns, and 
other techniques. 

Mitigation measures would also apply to project structures. The project will provide seismic 
upgrades to existing structures, as needed, and new and upgraded structures will adhere to the 
following applicable building codes and standards: 

• AASHTO LRFD Bridge Design Specifications 
• AASHTO Guide Specifications for LRFD Seismic Bridge Design 
• WSDOT Bridge Design Manual, LRFD M 23-50 (BDM) 
• ODOT Bridge Design and Drafting Manual (BDDM) 
• City of Vancouver Municipal Code (VMC) Chapter 20.740.130 Critical Areas 

Protection- Geologic Hazards Areas 

The project will use elements such as drilled shafts, driven piles, abutments and retaining 
walls. Structural designs will take into consideration stormwater infiltration or other future 
changed conditions near shallow footings, retaining walls and/or other structures that could 
increase the potential for soil liquefaction during a future seismic event. 
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Based on the facts in the Geology Report, the Council finds that long-term Project impacts to 
geology and soils in the Expo CenterlHayden Island segment are minor and can be mitigated. 
Mitigation could consist of using standard engineering practices to construct stable slopes; 
design of bridges to meet Uniform Building Code seismic standards; and techniques such as 
excavation and backfilling, special footing and foundation designs, and special construction 
techniques such as surcharging and dewatering to address the stability of artificial fill and the 
high water table on Hayden Island. Additionally, the CRC Project would replace existing 
bridges with new and retrofitted structures built to modem seismic safety standards, and 
would stabilize weak soils along the Columbia River on Hayden Island and around Marine 
Drive. The Council concludes that the proposed LRT and highway improvements would 
significantly improve public safety and structure stability during earthquake seismic events 
when compared with existing conditions. 

The }\.lorth Portland Harbor and the Columbia River \vill span the 1 OO-year Ji[oodpiain, but 
with no significant fill or encroachment into the floodplain resulting from pier placement. A 
minor amount of fill will be associated with the placement of piers for the new bridges. 
However, the Council finds that floodplain impacts, if any, would be very small given the 
relatively small size of the bridge piers in comparison to the Columbia River. A flood-rise 
analysis will be conducted during the final design to calculate the impact that piers in the 
water will have on flood elevation, in accordance with local regulations and Executive Order 
11988 - Floodplain Management. If flood-rise exceeds the allowable limit, the rise would be 
mitigated through floodplain excavation (cut/fill balance) activities, and the Council finds that 
such mitigation is feasible 

6.3.4 Criterion 6: Natural Resource Impacts 

"Identify adverse impacts on significant fish and wildHfe, scenic and open 
space, riparian, wetland and park and recreational areas, including the 
WiHamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the conservation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA 
process or, if reasonable and necessary, by local governments during the 
permitting process." 

Natural resource impacts specific to the Expo Center/Hayden Island segment are addressed in 
the following section. Natural resource impacts, along with associated mitigation measures, 
also are described in the Ecosystems Technical Report (Ecosystems Report), the Wetlands 
Technical Report (Wetlands Report), the Parks and Recreation Technical Report (Parks 
Report) and the Visual and Aesthetics Technical Report (Visual Report). 

Identification of Impacts to Significant, Protected Natural Resources in the Expo 
CenterlHayden Island Segment 



374

Criterion 6 of this Land Use Final Order requires identification of adverse impacts on 
significant resources (fish and wildlife, scenic and open space, riparian, wetland and park and 
recreational areas, including the Willamette River Greenway) that are protected in 
acknowledged local comprehensive plans. Oregon planning under Statewide Planning Goal 5 
calls for inventories and protection of significant natural resources including fish and wildlife 
habitat, wetlands, riparian and scenic and open space areas. Because not all natural resource 
sites within the project area are identified as significant by local governments in their 
comprehensive plans, the scope of analysis of natural resource impacts under Criterion 6 is 
generally narrower than the scope of analysis contained in the federal environmental impact 
statements. 

For the Columbia River Crossing portion of the SouthiNorth Project, the relevant 
acknow ledged comprehensive plan is the City of Portland Comprehensive Plan. That plan 
includes policies and objectives to address conservation of a range of natural resources 
identified in Statewide Goal 5, including wetlands, riparian areas and water bodies, fish and 
wildlife habitat, scenic routes and viewpoints, and significant upland areas. The City has 
completed an inventory and analysis of natural resource sites, identified the significance of 
each resource site and provided varying levels of protection to specific sites through the 
application of Environmental Overlay zones (E-zones). The city applies two environmental 
overlay zones: environmental protection (ep) and environmental conservation (ec). The 
environmental protection zone provides the highest level of protection for resource areas 
deemed highly valuable through a detailed inventory and economic, social, environmentaL 
and energy (ESEE) analysis. Development is largely prevented in these areas. The 
environmental conservation zone areas are also considered valuable, but can be protected 
while allowing "environmentally sensitive urban development." 

Within the Expo Center/Hayden Island segment, the Council finds that the environmental 
conservation zone applies to the Columbia River, North Portland Harbor, Columbia Slough, 
and the Vanport Wetlands to identifY and protect these areas for multiple resource values, 
including fish and wildlife habitat, riparian corridors, open space and scenic and wetland 
areas. However, the E-zone regulations are superseded by the regulations of Peninsula 
Drainage District # 1 at the Van port Wetlands. As identified in the Ecosystems Report, about 
41 acres within the project's footprint in the Expo Centerlflayden Island segment are within 
Portland's E-zones, and impacts to these resources are regulated. 

The Council also finds that N Marine Drive is identified as a scenic corridor in the Portland 
Comprehensive Plan and the Columbia Slough has been defined as a scenic waterway by the 
City of Portland, and could be considered a recreational resource. Further, the Portland 
Comprehensive Plan designates the planned extension of the 40-Mile Loop recreational trail 
along N Marine Drive adjacent to the south side of the North Portland Harbor. Additionally, 
the Portland Comprehensive Plan designates lands within the Expo CenterlHayden Island 
segment as Open Space. This designation provides for the enhancement and preservation of 
public and privately owned open, natural, and improved parks and recreational areas. 
Designated Open Space is found on the east side of 1-5 between N Martin Luther King Jr. 
Boulevard and N Hayden Meadows Drive (Delta Park), and on the west side near the Expo 
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Center exit. The Open Space designation also borders the N Columbia Boulevard interchange 
at the southern end of the area of primary impact. Based on these facts, the Council concludes 
that the natural resources highlighted above are significant and afforded some protection 
under the acknowledged Portland Comprehensive Plan. 

Fish and Wildlife Habitat. The Columbia River and North Portland Harbor are major 
aquatic resources in the Expo CenterlHayden Island segment and are recognized as significant 
natural resources for multiple values, including fish and wildlife habitat. Shorelines along 
both of these waterways have been substantially altered and now support limited natural 
vegetation. These aquatic resources could be directly affected by one or more of the following 
activities: 1) in-water construction work, 2) construction in or near riparian areas, 3) re
routing of stonnwater drainage from roadways and bridges, and 4) permanent structures 
placed in or removed from waterways. 

Historically, the project area \vas forested, \vith forested \vetlands along the Oregon shoreline 
and on Hayden Island. The Oregon shoreline was part of a large floodplain wetland system 
and included many sloughs, back channels, and small or seasonal lakes. Urban development 
has substantially degraded historic habitat in all parts of the project area, particularly for land
based species. Exhibit 3-10 of the Ecosystems Report shows the amount of different habitat 
types within the project area. The largest area is comprised of open water, as this 
classification includes the portions of the Columbia River, North Portland Harbor and 
Columbia Slough within the project area, and stretches up and downstream from the existing 
1=5 bridges to account for hydroacoustic attenuation areas. Outside of open v/ater, the project 
area is almost exclusively occupied by urban habitats. Less than 2 percent of the project area 
is classified as either wetiand or forest habitat, with most of this occurring as small patches 
isolated from other natural areas. 

As described in the Ecosystems Report, the Columbia River and its tributaries are the 
dominant aquatic system in the Pacific Northwest. In the project area, tides and upstream 
dams influence river height and flow rate. Because the project is within a heavily developed 
area, riparian habitat quality along the banks of the Columbia River is poor. Dikes and levees, 
particularly when reinforced with rip rap or concrete, as is the case near the 1-5 bridges, make 
poor quality riparian habitat. The river in this area offers pool and glide habitats for fish, 
though the water quality is limited for severa! pollutants. The 1-5 bridges influence aquatic 
habitat conditions in the main channel and North Portland Harbor. Bridge piers in the river 
provide potential refuge from the current for both predatory fish and juvenile salmon. 

The North Portland Harbor channel, on the south side of Hayden Island, supports several 
floating home communities and commercial and recreational moorages. Average depth in this 
channel is about 14 feet, with deeper water on the south side. The south shore supports active 
industrial uses. Piers and moorages line the shore, providing very low quality riparian habitat. 
Piers and floating homes provide shade and refuge for both predatory fish and juvenile 
salmon. With the exception of a few large cottonwoods along both shores of the harbor, 
ornamental plantings and weedy exotic species comprise most of the vegetative cover. Only 
the open water of the river, and to a lesser extent the harbor, provides much habitat value to 
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wildlife. A variety of resident and migratory waterfowl are expected on both waterways, as 
are small mammals such as nutria and river otter. 

The Ecosystems Report contains detailed information on the status of protected species in the 
project corridor. Bald eagles use the Columbia River and environs to forage for fish and 
waterfowl, but no nesting or breeding sites are known within one mile of the project. Bald 
eagles were removed from the federal ESA list in August 2007, but are still listed as 
threatened under Oregon and Washington ESAs. 

Peregrine falcons are known to be present in the project area, and utilize the existing 1-5 
bridge structures year-round. This species was removed from the federal ESA list in 1999 and 
from the Oregon ESA list in March 2007. 

The project area is located in the Pacific flY-Nay, the major north-south route for migratory 
birds that extends from Patagonia to Alaska. Many migratory birds use the area for resting, 
feeding, and breeding. 

The Columbia River is an important passageway for anadromous fish species moving 
between the ocean and upstream spawning areas, and also provides significant habitat for 
resident fish species. The Columbia River and North Portland Harbor are known to support 
listed anadromous salmonids, including Chinook salmon, chum salmon, sockeye salmon, 
steelhead trout, and coho salmon, which use this habitat primarily for migration, holding, and 
rearing. Exhibit 3.9 of the Ecosystems Report summarizes the protected aquatic species 
known to use or potentially be using waterways in the project area. 

The Council finds that the existing 1-5 highway, bridges, and interchanges are located in a 
highly urbanized area. The combined effect of existing transportation facilities and 
development patterns results in adverse impacts to aquatic, riparian, and terrestrial habitats 
and the species that rely on them for survivaL Existing fish and wildlife habitat impacts 
include the following: 1) Untreated stormwater runoff has degraded water quality, 2) 
Columbia River bridge piers provide a refuge for fish species that prey on juvenile salmon, 
and 3) the bridge and roadway alignment travels through locally and regionally designated 
habitats. 

In general, the Council finds that the iong-term effects to aquatic habitat would be consistent 
with current conditions with the continued presence of bridge piers in the Columbia River and 
a major transportation structure over the river. Compared with the No-Build Alternative, the 
Project has fewer bridge piers; however, the piers will be bigger than those currently in place, 
casting larger shadows and displacing some shallow water habitat. 

The Council finds that effects to riparian habitat will be negligible in the Columbia River and 
North Portland Harbor, as there is very little functioning riparian vegetation in the main 
project area. About 35 acres within Portland's E-zones would be directly impacted by light 
rail and highway improvements in the Expo CenterlHayden Island segment. However, the 
additional acreage impacted should not adversely affect the overall function of terrestrial and 
riparian habitat or the long-term sustainability of plant and animal species in the project area. 
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The project improvements will mostly be constructed within existing rights-of-way or land 
already developed to urban densities, areas that generally provide poor quality fish and 
wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing long-term 
effects to Columbia River riparian habitat. There will be no excavation or removal of trees 
from the Columbia Slough riparian area. Therefore, the project will have no effect on 
Columbia Slough riparian habitat. 

Scenic and Open Space Areas. Scenic and open space resources recognized in the City of 
Portland's Scenic Views, Sites and Drives Inventory, Scenic Resource Protection Plan include 
the Marine Drive scenic corridor, the North Portland Harbor scenic corridor, the historic 
northbound 1-5 truss and lift bridge, and the Columbia River scenic corridor. Additionally, the 
Columbia Slough has been defined as a scenic waterway by the City of Portland and could be 
considered a recreational resource. 

The Council recognizes that highways and major transit facilities are highly visible public 
facilities that can noticeably affect the visual character of surrounding landscapes and the 
perception of visual resources. Such changes can be of keen interest to local residents and 
jurisdictions as well as to travelers using the facilities. 

The Visual Report describes existing conditions and long-term effects to the viewsheds in the 
project corridor. A viewshed, or "landscape unit", is the portion of the landscape that can be 
seen from within the project area and that has views of the project area. The boundaries of a 
viewshed are detennined by the surrounding topography, vegetation, and built environment. 
Two viewsheds are described for the Expo Center/Hayden Island Segment: 1) the Columbia 
Slough landscape unit, and 2) the Columbia River landscape unit. 

Mixed industrial-commercial development, sports fields, and marinas define the visual 
character of the Columbia Slough landscape unit. Visual resources include the Columbia 
Slough Scenic Corridor, stands of mature trees, Vanport Wetlands (west ofI-5), and views of 
the Tualatin Hills, Mount St. Helens, and the Washington Cascades. Viewer sensitivity in the 
Columbia Slough landscape unit is low for drivers and high for recreational users. 

The river defines the visual character of the Columbia River landscape unit. Visual resources 
include the Columbia River and its shoreline and views of Mt. Hood and the Tualatin Hills. 
Viewer sensitivity and vividness in the Columbia River landscape unit is high. 

The primary elements of the CRC Project that would affect visual quality and character are 
the new bridge structures across the North Portland Harbor and the Columbia River. Visual 
impacts to the North Portland Harbor scenic corridor would occur from the new light 
raillvehicularlbicycle/pedestrian bridge between Hayden Island and Expo Center Drive. 
Visual impacts to the N Marine Drive and Columbia River scenic corridors would occur from: 

• The greater heights and widths of the new structures across the Columbia River; 
• The widening of the 1-5 corridor due to the addition of auxiliary lanes along 1-5; 
• The new light raillvehicular/bicycle/pedestrian bridge between Hayden Island and 

Expo Center Drive; and 
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.. The wider or higher ramps for reconfigured interchanges at Marine Drive and Hayden 
Island. 

This section of the N Marine Drive Scenic Corridor borders the North Portland Harbor, a 
narrow waterway dominated on the east by the large horizontal forms of 1-5 and heavy 
industrial activities and busy roads along its south banks. Older, wooden and metal storage 
and other buildings rim the bank. Views from the south and north bank of the Harbor are 
blocked to the east by the 1-5 bridge but focus on a cluster of small docks and houseboats 
nestled against the south shore of Hayden Island adjacent to the bridge. Views west down the 
harbor focus on the channel and on river-related commercial and industrial activities along 
both banks. 

The new light rail/vehicular/bicycle/pedestrian bridge will cross under N Marine Drive and 
over the North Portland Harbor on an approximately 1000 foot structure constructed west of 
the existing 1-5 bridge over the harbor. The LRT bridge would remove some houseboats and 
vegetation along both banks of the harbor. The bridge would also introduce a new overhead 
structure over the Marine Drive and North Portland Harbor scenic corridors. However, 
because the multi-modal bridge will closely parallel the existing I-5 bridge and is located in 
an intensively urban, industrial section of the scenic corridor, the Council finds that the 
project will not result in a significant adverse impact on either scenic corridor. 

The reach of the Columbia River crossed by the 1-5 bridges is flat, open water bordered by 
industrial, commercial, residential and undeveloped areas along its shoreline. The river is a 
significant regional resource and the dominant visual element within this segment because of 
its large scale and openness. The river also serves as a dramatic gateway bet'Neen Oregon and 
Washington. The Visual Report concludes that the new bridge forms over the Columbia River 
and the resulting changes to views of (and from) the Columbia River would be mostly 
positive. Potential impacts would include: 

It Removal of the visually complicated truss struct'clres and lift towers of the existing J-5 
bridges. This action would remove an obstruction of views from the higher deck and 
from the river. However, this action would remove an important contributor to the 
area's historic context (the I-5 bridges) and a character-defining aspect of interstate 
travel. 

:; From 1-5, views of the Portland and Vancouver skylines, distant shorelines, rolling 
hills, and mountain profiles would generally improve. Toward 1-5, views of open 
water and shorelines from shoreline-level and elevated viewpoints would also 
generally improve. 

The Council finds that high-quality design and construction of the proposed transit and 
highway facilities will be important mitigation tools for visual quality and aesthetics 
associated with designated scenic and open space resources. The City of Portland and other 
stakeholders will continue to discuss the aesthetic attributes of the new bridge structures to 
best mitigate potential visual impacts and to create a noteworthy visual feature. The Council 
understands that design guidelines have been developed and will be used during the final 
design phases of the Project to guide decisions that impact visual character and quality. It 
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considers the design of the 1-5 bridges to be a substantial visual mitigation opportunity for the 
Project. Appropriate conditions that are reasonable and necessary and do not prevent 
implementation of the LUFO can be imposed through the local review process to avoid or 
mitigate adverse impacts on designated scenic resources and viewpoints. 

Riparian Areas. As described in the discussion of fish & wildlife habitat, the riparian area 
along the North Portland Harbor and the Columbia River has been significantly altered with 
development. Shorelines along both of these waterways now support limited natural 
vegetation. The project improvements will mostly be constructed within existing rights-of
way or on land already developed to urban densities, areas that generally provide poor quality 
fish and wildlife habitat. The project will revegetate disturbed shoreline areas, minimizing 
10ng-tell11 effects to Columbia River riparian habitat. There will be no excavation or removal 
of trees from the Columbia Slough riparian area. Therefore, the project will have no adverse 
effect on Columbia Slough riparian habitat. 

Wetiand Areas. The Wetlands Report notes that there are large wetland systems east and 
west of the immediate project area in the Expo Center/Hayden Island segment, including the 
Vanport Wetland, Force Lake, Smith and Bybee Lakes, and West Hayden Island wetlands. 
Additionally, the Columbia Slough watershed has substantial wetlands and other water 
present within the urban matrix. Exhibit 3.6 identifies the following field-identified wetlands 
in the Expo CenterlHayden Island Segment: 1) Victory interchange wetlands, 2) Schmeer 
Slough, 3) Walker Slough, 4) Expo Road wetland, and 5) Vanport Wetlands. The wetland 
delineation report was submitted for concurrence to the Oregon Department of State Lands 
(DSL) in 2008 and DSL has concurred with the delineation (#WD 2008-0205). In addition to 
field-identified wetlands, a potentially jurisdictional water area is also identified in EXt1.ibit 3-
6 of the Wetlands Report (PJWA 0). The CRC project has the possibility of encroaching 
upon the eastern edge of PJV/AA:a. 0, hO\x/cver, lacking permission from the property ovvner to 
enter the Vancouver Way property, neither the project team nor regulatory agencies can 
confirm the presence or absence of jurisdictional wetlands at this location. 

Based on information in the Wetlands Report, the Council finds that the project footprint 
would not encroach upon any identified wetlands in the Expo CenterlHayden Island Segment. 
The new impervious surface will not discharge untreated stormwater runoff into the wetlands 
and the urbanized environment already negatively affects the wildlife activities that may be 
impacted. 

Park and Recreational Areas and \ViHameite River Greenway. Designated park and 
recreational areas close to the proposed LRT and highway improvements in the Expo 
Center/Hayden Island segment include East Delta Park, the Marine Drive Multi-Use Trail and 
the proposed Bridgeton Multi-Use Trail. The project improvements are located outside of the 
boundaries of the Willamette River Greenway. 

East Delta Park is a regional park located east of 1-5 between N Denver and Martin Luther 
King Jr. Boulevard. East Delta Park encompasses about 85 acres and facilities include softball 
and soccer fields, control line flying field, sand volleyball courts, playground, and off-leash 

area on ODOT property. Approximately 0.4 acre of off-leash area associated with East 
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Delta Park, but located in ODOT right-of-way, would be pennanently acquired for the project 
improvements. 

The Marine Drive Multi-Use Trail is a designated recreational trail along N Marine Drive. 
The five-mile segment extending from 1-5 west to Kelley Point Park connects to the Marine 
Drive interchange and North Portland Harbor bridges. The 40-Mile Loop is designated a 
significant recreational resource and is protected in the acknowledged City of Portland 
Comprehensive Plan. Project improvements in the Expo CenterlHayden Island segment would 
not require any use of the trail. Based on infonnation included in the Parks and Recreation 
Report, the Council finds that improvements to the bicycle and pedestrian facilities would 
represent a large improvement over the circuitous paths that exist today within the loops and 
ramps of the Marine Drive interchange. New, wide multi-use paths beneath the Marine Drive 
Interchange would connect both sides of I-5 to the Expo Center light rail station, East Delta 
Park, the Marine Drive Multi-Use Trail, and the crossing over North Portland Harbor to 
Hayden Island. Additionally, the Council finds that the new improvements to bicycle and 
pedestrian facilities within the Marine Drive Interchange area could be connected to the 
proposed Bridgeton Trail sometime in the future. 

Mitigation Options for Natural Resource Impacts in the Expo CenterlHayden Island 
Segments 

The Council finds that the SouthINorth Project will have no adverse impacts on park areas 
and designated recreational trails, riparian areas and identified wetland areas. Pedestrian and 
bicycle improvements in the vicinity of the Marine Drive interchange will substantially 
improve connections to the I\1arine Drive multi=use recreational traiL 

The Council finds that the bridges across the North Portland Harbor will have an impact on 
the scenic and visual character of this segment. However, by locating the LRT bridges in 
close proximity to the existing and more dominant I-5 bridges, the Council concludes that 
visual impacts will be reduced. Additionally, by locating the LRT alignment to the west of I-
5, views up the Columbia River from the 1-5 bridges toward Mt. Hood are not affected. 

Construction of the new LRT and highway bridges over the North Portland Harbor and the 
Columbia River could result in adverse impacts to wildlife habitat. Impacts to riparian habitat 
along North Portland Harbor would be limited to the loss of several relatively large 
cottonwood trees along the harbor shorelines. Since these trees occur in small, isolated stands 
surrounded by development, their loss would not adversely affect wildlife popUlations. Small, 
isolated stands of trees in an urbanized area afford relatively poor quality habitat due 
primariiy to the lack of habitat diversity, lack of buffering from human activity and lack of 
movement corridors to other habitat areas. 

Long-tenn impacts to fisheries include the removal of a small amount of channel bottom 
habitat due to construction of the bridge pier foundations. None of the bridge piers is expected 
to adversely modify critical habitat; however, elements such as cover, shelter, refuge, holding, 
or rearing might be adversely affected to a relatively small extent. No suitable spawning 
habitat, and limited rearing and holding habitat for juvenile salmonids, is present in the area of 
the bridge crossings. As a result of the analysis and findings presented in the Biological 
Assessment for Threatened, Endangered, and Candidate Fish and the approved Biological 
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Opinion, the Council concludes that, with implementation of a number of conservation 
measures, the SouthlNorth Project would not likely jeopardize populations of threatened or 
endangered fish species or adversely modify their critical habitat in the CRC project area. 
However, due to the extent of in-water work and the ,presence of many ESA-listed fish, it is 
acknowledged that adverse effects to individual fish and their critical habitat are likely to 
occur, but effects are avoided or minimized to the extent practicable. The Council notes that 
the National Marine Fisheries Service (NMFS) produced this finding in its Biological 
Opinion .. 

The Council finds that the following mitigation measures outlined for Threatened, 
Endangered, and Candidate Fish in the Expo CenterlHayden Island Segment are available to 
mitigate adverse impacts to the North Portland Harbor and the Columbia River and could be 
imposed as conditions of approvai during the FEIS process andlor the local pennitting process 
if reasonable and necessary: 

e Implement erosion and sediment control measures to prevent sediment from entering 
surface waters. 

e Time in-water construction activities based on discussions with NMFS and the Oregon 
Department ofFish and Wildlife, and take into consideration factors such as timing offish 
migration and construction schedule and cost. 

" Use of hydroacoustic attenuation measures to reduce impacts on the behavior of fish and 
sea lions. 

.. Conduct sediment sampling prior to construction of in-water bridge piers in order to 
determine the presence of and characterize potential contaminants. 

e Limit the operation of equipment in the active river channel to the minimum necessary. 
.. Clean all equipment that is used for in-water work prior to entering the water. 
e Do not store or transfer petroleum products within 150 feet of the active river channel, 

unless isolated within a hard zone with suitable containment measures in place. 
• Assure the development and implementation of plans for the safe storage and containment 

of all hazardous materials used in project construction. 
.. Include measures in the plan for containment benns and/or detention basins, where 

appropriate. 
• Develop a site-specific sediment control and erosion control plan prior to project 

implementation. 

6.3.5 Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removal and protect water quality which could be 
imposed as conditions of approval during the NEPA process or, if 
reasonable and necessary, by local governments during the permitting 
process." 
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Storm water runoff impacts specific to the Expo Center/Hayden Island segment are addressed 
in the following section. Stormwater impacts and mitigation measures are also described in 
the Water Quality and Hydrology Technical Report. 

General Overview of Stormwater Runoff Impacts and Mitigation 

The SouthINorth Project intersects major rivers, minor watercourses and floodplains within 
the lower Columbia and Willamette River basins, including the Willamette and Columbia 
Rivers. Existing waterways in the SouthINorth Project area receive large volumes of 
stormwater and surface runoff containing a variety of pollutants, including chemicals and 
nutrients from fertilizers and pesticides, roadway sediments, motor vehicles and other man
made or natural sources. Water quality in the corridor is typical of drainage basins with urban 
development. 

Areas developed or under development increase the rate and volume of peak stonnwater 
discharges. The peak runoff rate and volume of storm water discharges usually increase when 
construction removes vegetation, compacts soils, and/or covers significant portions of a site 
with buildings or pavement. Typical problems associated with increases in peak discharge 
rates include higher flow velocities in streams, more erosion, and more frequent flooding. 
These problems degrade habitat areas, damage property, and require increased maintenance of 
culverts and stormwater facilities. 

A range of federal laws, state statutes, and local and regional ordinances address hydrologic 
impacts from development. State and local regulations typically establish standards for 
controlling the peak rate of stonnwater runoff. Regional standards, contained in Title 3 of 
Metro's Urban Growth Management Functional Plan, more broadly address flood mitigation, 
erosion and sediment control, and the protection of long term regional continuity and integrity 
of water quality and flood management areas. Federal National Flood Insurance Program 
criteria and Executive Order 11988 regulate development in flood prone and floodplain areas. 

Potential sources of water quality degradation include pollutants from chemicals and nutrients 
from natural or man-made sources. Eroded sediments and other pollutants can be carried by 
storm water to downstream receiving waters. Resulting water quality issues can impair the 
beneficial use of local waterways for recreation, wildlife habitat, and watering of livestock or 
other farm animals. 

Water quality impacts are generally regulated by federal and state guidelines, usually through 
required water quality standards for receiving waters quality and limitations on the generation 
and release of urban pollutants. 

Stonnwater detention treatment facilities can be used to mitigate the effects of long-term and 
short-tenn hydrologic and water quality impacts changes. State and local regulations establish 
standards for detention storm water treatment and other methods of stormwater control which 
can be applied as conditions of approval during local permitting proceedings. Mitigation for 
hydrologic and impacts is usually accomplished by reducing or attenuating peak runoff rates, 
by either detaining (store and release), retaining (store but do not release) through storm water 
detention, or infiltrating runoff from a developed site. Stormwater detention provides water 
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quality benefits because storage promotes settlement of suspended sediments and other 
pollutants. Storm water detention and water quality facilities are typically combined to use 
land more efficiently. "Dry" ponds, bioretention ponds, "wet" ponds, constructed treatment 
wetlands, retention ponds, biofiltration swales, biofiltration swales filter strips, underground 
vaults, bioslopes, and constructed wetlands dry wells are typically used storm water treatment 
facilities. The Council finds that a range of measures are available and site-specific mitigation 
for hydrologic and water quality impacts will be refined and selected during the Final Design 
and local permitting processes. 

All of these facilities detain storm water by releasing runoff through a regulating structure, 
such as an orifice or weir. Stormwater detention provides water quality benefits because 
storage promotes settlement of suspended sediments and other pollutants. Storm water 
detention and water quality facilities are typically combined to use land more efficiently. 

Source control Best Management Practices (BMPs) are intended to mitigate pollutants 
generated through normal operation and use of buildings, roadways, and other urban facilities. 
The Council finds that water quality degradation resulting from erosion and sedilnentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs include use of barrier berms, silt fencing, temporary sediment detention 
basins, plastic covering for exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on-site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special BMPs can also 
be used at crossings or adjacent to streams or watercourses during construction. 

In general, the Council finds that water quantity and water quality and hydrology impacts 
created by the construction and operation of the CRC Project can be substantially mitigated 
by complying with the follo'wing: DEQ water quality standards; Army Corps of Engineers 
Section 404 penn it regulations; Department of State Lands regulations for instream activities; 
NMFS conservation measures specified in the project Biological Opinion; Metro Title 3 
regional standards; and City of Portland erosion control and storm water regulations. These 
rules and regulations outline Best Management Practices to prevent or limit pollutants from 
entering surface waters through urban drainage systems. These types of measures could be 
imposed as conditions of approval during the NEP A process or, if reasonable and necessary, 
by local governments during the local pennitting process. 

Stormwater Runoff Impacts and Mitigation Options with the Expo CenterlHayden 
Island Segment 

Within the Expo CenterlHayden Island segment, specific water bodies include the Columbia 
Slough, the Columbia River and North Portland Harbor. As described in the Water Quality 
and Hydrology Report, the Columbia Slough is a slow-moving, low-gradient drainage channel 
running nearly 19 miles from Fairview Lake in the east to the Willamette River in the west. 
Water levels are managed with pumps, weirs, and levees. The levee system protects most of 
the floodplain in the vicinity of 1-5 against flooding. Within the project area, the Columbia 
Slough is currently on Oregon's 303(d) list because it does not meet water quality standards 
for four 
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The I-5 crossing of the Columbia Slough is in a highly urbanized area. Riparian habitat along 
the slough has largely been replaced by buildings and paved surfaces compared to historic 
conditions. Riparian areas along the Slough are generally not adequate to provide shade, bank 
stabilization, sediment control, pollution control, or stream flow moderation. Within the 
project area, 1-5 is elevated on embankments or structures and, in general, the highway 
drainage systems do not handle runoff from outside the right-of-way. 

1-5 crosses the Columbia River near river mile 106.5. North Portland Harbor, the portion of 
the Columbia River running south of Hayden Island, lies within the project area. Runoff from 
1-5 on Hayden Island drains directly into the Columbia River and North Portland Harbor. The 
east portion of Hayden Island is highly developed, with large hotels, a shopping center, 
residential communities, and other commercial activities. The western portion of the island is 
undeveloped and is comprised of pastute, woods, and wetland areas. \Vithin the project area, 
the Columbia River is currently on Oregon's 303(d) list because it does not meet water quality 
standards for six parameters. DEQ does not differentiate between the North Portland Harbor 
and the Columbia River when compiling the 303( d) list. 

Project data show four outfalls that drain to the Columbia River/North Portland Harbor within 
the project area. On Hayden Island, runoff from I-5 discharges directly to the Columbia River 
through roadside grates located along the entire span. Runoff from the bridge is not treated 
prior to release to the river. 

As summarized in the Water Quality and Hydrology Report, the differences in long-term 
effects on water quality bePNeen the Columbia River Crossing Project and the No-Build 
Alternative are substantial. Although the Project would increase the total amount of pollutant 
generating impervious surfaces in the Columbia Slough Watershed and the Columbia River 
Watershed, the amount of untreated impervious surface would drop dramatically compared to 
existing conditions and the No-Build Alternative. This is because, with the Project, 
storm water runoff from the entire Contributing Impervious Area (CIA) would be treated, 
while stormwater runoff from most of the existing impervious surfaces does not currently 
undergo stormwater treatment. 

Based on the infonnation contained in the Water Quality and Hydrology Report, the Council 
concludes that no adverse hydrologic or water quality impacts are expected in the Expo 
CenterlHayden Island Segment. It finds that the Project would increase overall impervious 
surfaces by about 28 acres, which could result in increased stonnwater runoff rates and 
volumes and increase the amount of pollutants in stormwater. Without mitigation, this would 
affect the hydrology of project waterways. However, the Columbia Slough and the Columbia 
River are large water bodies and the project-related increase in stormwater volume would not 
result in a measurable increase of flows in these surface waters. Additionally, storm water 
treatment design for the project corridor includes a number of storm water treatment and/or 
infiltration facilities to reduce pollutants (including sediments and metals). Therefore, 
although the impervious surface area will increase by about 28 acres, untreated pollution 
generating surface area would be reduced from 219 acres to 0 acres. 
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The Council finds that, as described in the Water Quality and Hydrology Report, the Project 
will provide treatment not only for the new impervious area, but also for runoff from existing 
impervious surface area that does not currently receive treatment. The Council concludes that 
the project will provide treatment of approximately nine times the area of additional 
impervious surface being added as part of the Project and will result in overali positive effects 
to the water quality and hydrology of receiving waters. Stormwater runoff would be treated in 
compliance with current standards before being discharged to project area water features. 

The Council recognizes that specific and detailed mitigation erosion control and water quality 
measures will be required for the construction of the LRT facilities and highway 
improvements in the Expo CenterlHayden Island segment. The project team has prepared a 
draft storm water management design in order to evaluate general feasibility and water quality 
effects associated with the Project. For the portion of the CRC Project in Oregon, the draft 
was prepared to meet the stonnwater management requirements of ODOT and the City of 
Portland. The draft design includes gravity pipe drainage systems that would collect and 
convey runoff from the new bridges, transit guideway, and road improvements. Storm water 
treatment facilities would reduce total suspended solids (TSS), particulates, and dissolved 
metals to the maximum feasible extent before runoff reaches surface waters. 

The following stormwater treatment devices are included in the draft stormwater management 
design: 

.. Bioretention ponds - infiltration ponds that use an engineered (amended) soil mix to 
remove poUutants as runoff infiltrates through this material and into underlying soils. 

• Constructed treatment wetlands - shallow, permanent, vegetated ponds that function 
like natural wetlands. They remove pollutants through such means as sedimentation, 
microbial activity, and uptake by plants. 

• Soil-amended biofiltration swales - channels with mild slopes and shallow depths of 
flow. The channels are dry between storm events and they treat runoff by filtration as 
runoff flows through the vegetated surface and amended soils. 

• Soil-amended filter strips - similar to grass swales, filter strips are intended to treat 
sheet runoff from an adjacent roadway surface. 

• Bioslopes like filter strips, are intended to treat sheet runoff from an adjacent 
roadway surface. The percoiating runoff flows through a special mixture of materials, 
which promotes the absorption of pollutants. 

Based on the draft stormwater management design, the Council finds that a range of measures 
are available to mitigate stormwater impacts and site-specific mitigation for stonnwater 
quantity and quality impacts associated with the LRT and highway improvements, including 
the bridge construction across the North Portland Harbor and the Columbia River. These 
measures will be refined and selected during the FElS and local pennitting processes. 

6.3.6 Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 

of La\'v 
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cannot practicably be avoided, identify local, state or federal review 
processes that are available to address and to reduce adverse impacts to 
the affected resources." 

Historic and cultural resource impacts specific to the Expo Center/Hayden Island Segment are 
addressed in the following section following a more general discussion of historic and cultural 
resource impacts and mitigation. Historic and cultural resource impacts and mitigation 
measures are also described in the Historic Built Environment Technical Report (Historic 
Report), and the Archaeology Technical Report (Archaeology Report). 

General Overview of Historic and Cultural Resource Impacts 

Section 106 of the National Historic Preservation Act of 1966, as amended, and Executive 
Order 11593 require that a federal agency consider the effect of a federally assisted project on 
any historic district, sites, buildings, structures, objects or any archaeological sites listed in or 
eligible for inclusion in the National Register of Historic Places (NRHP). 

Throughout earlier phases of the Columbia River Crossing Project, as with previously 
approved segments of the South/North Project, alternatives and options have been developed, 
evaluated, narrowed and refined. A significant objective in the narrowing and refinement of 
alternatives and options has been to avoid where practicable, or to minimize where avoidance 
is impracticable, potential impacts to historic and cultural resources. During preliminary and 
final engineering, further design work will be completed that would further attempt to avoid, 
minimize and/or mitigate adverse impacts to historic and cultural resources. Under federal 
procedures, the resulting impact analyses and commitment to feasible mitigation measures 
win be compieted in coordination with the Oregon State Historic Preservation Officer 
(SHPO) and the Advisory Council for Historic Preservation (ACHP). A Memorandum of 
Agreement between FTA, FHW A, SHPO and ACHP and others will be executed to define 
how the Project will mitigate adverse effects to historic and cultural resources. 

Project staff, in consultation with Oregon's SHPO, made a detennination of the "area of 
potential effect" for that portion of the CRe Project within Oregon. The criteria of effect and 
criteria of adverse effect as set forth in the National Historic Preservation Act are highlighted 
below. The Council agrees with and adopts these criteria for purposes of measuring 
compliance with Criterion 8. 

An undertaking has an effect on an historic property when the undertaking may alter 
characteristics of the property that may qualify the property for inclusion in the National 
Register. For the purpose of detennining effect, alteration to features of the property's 
location, setting, or use may be relevant depending on a property's significant characteristics 
and should be considered. 

An undertaking is considered to have an adverse effect when the effect on a historic property 
may diminish the integrity of the property's location, design, setting, materials, workmanship, 
feeling or association. Adverse effects on historic properties include, but are not limited to: 

.. Physical destruction, damage, or alteration of all or part of the property; 
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.. Isolation of the property from or alteration of the character of the property's setting 
when that character contributes to the property's qualification for .the National 
Register; 

It Introduction of visual, audible, or atmospheric elements that are out of character with 
the property or alter its setting; 

.. Neglect of a property resulting in its deterioration or destruction; and 

.. Transfer, lease or sale of the property. 

The Historic Report includes an analysis of historic resources and historic districts within the 
Expo CenterlHayden Island segment to determine the National Register of Historic Places 
status. It also assesses short and long-tenn impacts of the Project on historic, cultural and 
archeological resources. The Council accepts the methodology for determining "adverse 
effect" established in the Historic Report, and it adopts and incorporates by reference herein 
the facts and conclusions set forth in that document. 

The City of Portland has completed an inventory of cultural resources and designated 
significant resource sites in its comprehensive plan. Some resources, which are inventoried in 
the local comprehensive plans under LCDC Goal 5, are not necessarily defined as 
"significant" through the NEP A process. Conversely, the federal environmental documents 
include discussion of some resources that are not inventoried or protected in Portland's plan. 
Criterion 8 only requires identification of adverse impacts on significant historic and cultural 
resources protected in acknowledged comprehensive plans. 

General Discussion of Historic and Cultural Resource Mitigation Measures 

The Historic Report outlines general measures to avoid, minimize or mitigate for long-term 
impacts and short-tenn construction impacts. It also includes a more specific discussion of 
mitigation measures for resources that may be adversely affected by the CRC Project. The 
Council finds the following to be examples of avoidance, minimization and mitigation 
options: 

1. Demolition of resources could be minimized in some instances through refinement in 
the design of the Project in a specific area. 

2. Demolition could also be avoided through relocating the resource. 

3. If these options are not feasible, recordation and salvage of the resource could 
mitigate for its loss. 

4. Loss of access or isolation of resources could be minimized through design 
treatments such as creation of alternative access points, more visible signage, or 
traffic control to facilitate accessibility. 

5. Noise and vibration impacts to resources could be minimized through design 
treatments and vibration suppression. 

6. Visual impacts could be mitigated through enhanced design treatments. Station and 
shelter design, construction materials, and street improvements could be chosen to 
complement existing building and street settings. Stations could be moved to avoid 
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placement in front of historic resources. Where possible, overhead wiring could be 
attached to existing support structures. 

7. Areas with a high probability of archaeological resources have been identified. A 
professional archaeologist would be on site to monitor construction activities in these 
specified areas. 

The Council finds that the discussion of general mitigation measures included within the 
Historic Report provides a good base for more detailed mitigation commitments in the FElS. 

Federal, State and Local Review Processes to Reduce Resource Impacts 

Federal and State Processes 

Section 106 of the }~ ational Historic Preservation Act of 1966, described above, defines the 
federal review process designed to ensure that historic properties are considered during 
federal project planning and execution. The process is administered by the ACHP and 
coordinated at the state level by the SHPO. An agency must afford the ACHP a reasonable 
opportunity to comment on the agency's project. Section 106 requires that every federal 
agency take into account how each of its undertakings could affect historic properties. 

For the purposes of Section 106, any property listed in or eligible for listing in the National 
Register of Historic Places is considered historic. The process has five steps as follows: 1) 
identify and evaluate historic properties; 2) assess effects of the project on historic properties; 
3) if an adverse effect would occur, then consultation with the SHPO and other interested 
parties \vould occur, and if necessary, a Memorandum of Agreement would be developed 
which defines what will be done to reduce, avoid or mitigate the adverse effects; 4) ACHP 
comment; and 5) proceed with the project, incorporating the mitigation in the Memorandum 
of Understanding. 

At the state level, the historic preservation process is defined in ORS Chapter 358 and in the 
Land Conservation and Development Commission's Goal 5. The state process is implemented 
by the local jurisdictions through the adoption of historic preservation identification and 
protection plans in their individual comprehensive plans. The state process limits local 
preservation options. Under current law, local protection of historic properties requires owner 
consent. However, local governments may preserve properties listed on the National Register. 
Within the City ofPortiand, demolition must be reviewed and may be denied. 

State law in ORS Chapter 358 and LCDC's Goal 5 rule, OAR 660-023-0200, encourage the 
preservation, management, and enhancement of structures of historic significance. It 
authorizes local governments to adopt or amend lists of significant historic resource sites. 
However, owners of inventoried historic resources must be notified and may refuse local 
historic resource designation at any time prior to adoption of the designation. No property 
may be included on the local list of significant historic resources where the owner objects. 
Moreover, a property owner may remove from the property a local historic property 
designation that was imposed by the local government. 
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OAR 660-023-0200(7) encourages local governments to adopt historic preservation 
regulations regarding the demolition, removal or major exterior alteration of all designated 
historic resources. It encourages consistency of such regulations with the standards and 
guidelines recommended in the Standards and Guidelines for Archaeology and Historic 
Preservation published by the US Secretary of the Interior. Further, OAR 660-023-0200(9) 
prohibits local governments from issuing permits for demolition or modification of an 
inventoried significant historic resource for at least 120 days from the date a property owner 
requests removal of historic resource designation from the property. It requires that local 
governments protect properties that are listed on the National Register, including demolition 
review and design review. 

Local Process 

The City of Portland has a local process in place to address alteration or demolition of historic 
and cultural resources that are identified as significant and protected in local comprehensive 
plans, This process could be applied to address and to reduce adverse impacts to affected 
historic and cultural resources. 

As described below, certain protected historic resources in the Cit'j of Portland would 
be adversely affected. City review processes to address and to reduce adverse impacts 
to such resources are provided in the City's Zoning Code at Chapter 33.445, Historic 
Resources Protection, and Chapter 33.846, Historic Reviews. 

Under these chapters, two levels of historic resource designation are created: Historic 
Landmarks and Conservation Landmarks. The Historic Landmark designation offers 
the highest level of protection for resources of citywide significance. Resources in this 
designation have access to incentives for historic preservation, including transfer of 
development rights and the right to a more flexible range of uses (such as multi-family 
use in a single family zone; reuse of institutional and business buildings in residential 
zones for commercial or institutional purposes; and streamlined review procedures). 
However, owners doing projects that utilize incentives must consent to designation 
and agree not to demolish or modify the building without City approval. 

Conservation Landmarks are available for resources whose significance is local rather 
than cit)"Nide. Although part of the city's inventory, these sites generally are not 
qualified to be Historic Landmarks. 

The City has the option to deny demolition only for those resources designated as 
landmarks that have taken advantage of one or more of the preservation incentives 
offered by the code or are listed on the National Register. A condition for uSe of the 
incentives is the owners entering into a covenant with the city agreeing not to modify 
or demolish the resource without city approval. Also, demolition delays have been 
adjusted to meet the requirements of state law. The delay period is 90 days for 
Conservation Landmarks and 180 days for Historic Landmarks and resources in the 
Historic Resources Inventory. These delay periods start the day an application for 
demolition is received by the city. 
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Identified Significant and Protected Historic and Cultural Resources in the Expo 
CenterlHayden Island Segment 

The Historic Report and the Portland Comprehensive Plan identify three significant and 
protected historic resources in the Expo CenterlHayden Island Segment. 

.. The northbound structure of the 1-5 bridge (built in 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

.. The carousel located at the Jantzen Beach Shopping Center; listed in the National 
Register of Historic Places. 

.. The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. The State Historic Preservation Office 
determined this resource eligible in 2005. 

Additionally, the 1960 Pier 99 commercial building has been determined to be NRHP-eligible 
for two reasons: (1) it is a good example of a Mid-Century Modem Commercial building 
designed and constructed in the "Googie" style; and (2) it was designed by Oregon architect 
John Storrs, whose innovative designs were an important contribution to the Northwest 
Regional st)!le of architecture. Rovlever, the Pier 99 comn1ercial building is not currently 
identified as a significant and protected resource in the Portland Comprehensive Plan. 

The Archaeology Report states that no archaeological resources have previously been 
recorded within the Columbia River Crossing area of potential effect on the Oregon shore. 
The high degree of commercial development, along with a century of roadway construction 
and improvement within the area of potential effect, contributes to a low potential for 
historical archaeological features and deposits on the Oregon shore. Although the City of 
Portland Comprehensive Plan does not specifically identify and protect archeological 
resources, federal regulations, particularly Section 106 of the National Historic Preservation 
Act (NHPA), are applicable to such resources through the federal NEPA process. 

Mitigation Options for Identified Historic and Cultural Resource Impacts in the Expo 
CenterlHayden Island Segment 

Property acquisitions and physical changes are the primary source of long-term and direct 
effects to known and potential historic resources. Based on the findings in the Historic Report, 
the Council concludes that the CRC project will require the removal of the northbound bridge, 
which is included in the National Register of Historic Places and considered a significant 
resource in the Portland Comprehensive Plan. This northbound bridge structure has been a 
critical part of the transportation system and historic landscape for both Oregon and 
Washington since 1917. 

The Council finds that a Memorandum of Agreement (MOA) to implement Section 106 of the 
National Historic Preservation Act will dictate the mitigation of effects to historic properties. 
Mitigation measures for the 1-5 bridge are summarized below. 

:9 
5 
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The Washington Department of Transportation (WSDOT) and ODOT would ensure that all 
efforts will be attempted to find an alternative use through a bridge marketing plan, including 
separating and relocating individual spans if relocation of the bridge in its entirety is not 
feasible. If it is not feasible to pursue moving and relocating the structure for adaptive reuse, 
documentation may be updated, including applicable photography and drawings. If 
appropriate, decorative or interpretive structural elements would be offered to local historical 
societies/museums or other interested parties. As the bridge is a critical component of the 
regional historic landscape, contributions would be made to interpretive programs and small 
projects which will result in documentation, waysides, exhibits, or other means of 
communicating the structure's history and meaning to the general public. 

Based on the findings in the Historic Report, the Council concludes that the Columbia River 
Crossing project would have no adverse effects on the carousel located at the Jantzen Beach 
Shopping Center. 

The project has an effect on the NRHP-eligible Columbia Slough Drainage Districts Historic 
District, but that effect is "not adverse." The Oregon Slough Levee is part of an extensive, 
historic system of engineered improvements to the area's drainage. A small portion of the 
levee, approximately 330 linear feet extending east of 1-5, would need to be demolished and 
rebuilt in order to accommodate the ground improvements needed to stabilize soils below the 
1-5 ramps and bridges. There would also be modest modifications made to portions of two 
additional contributing properties: the North Denver Avenue Cross Levee and Union 
A venue/Martin Luther King Fill/Cross Levee. Although localized alterations to contributing 
elements would occur, the integrity of each of the levees, as well as the overail system, would 
be maintained. 

The Pier 99 Building would be displaced due to the construction of a ramp on 1-5 between 
Marine Drive and Hayden Island. This would be an adverse effect. Although this building is 
not identified as significant or protected by the Portland Comprehensive Plan, it is identified 
as an NRHP-eligible structure. There is little likelihood that the structure can be relocated 
given the structural design and condition of the building. Documentation, including applicable 
photography and drawings, will be sought. If appropriate, decorative or interpretive building 
elements would be offered to local historical societies and museums. 

Based on information in the Archaeology Report, the Council finds that long-term curation of 
any artifacts or samples recovered during archaeological investigations or during construction 
of the project will be detennined in consultation with agencies, property owners, and 
appropriate tribes. Long-term curation of recovered materials is an essential element of 
archaeological investigations and is required as part of federal and state permitting processes. 
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6.4 Ruby Junction Maintenance Facility Findings and Mitigation Measures 

As indicated in Section 2.3 of these findings, the Council authorized the modification and 
expansion of the previously approved Ruby Junction Maintenance Facility in 2008 to 
accommodate additional light rail vehicles associated with the Portland to Milwaukie Project. 
In its 2008 LUFO findings supporting that action, the Council noted: "The Ruby Junction 
expansion also is expected to serve additional light rail vehicles needed for future LRT 
expansion to Vancouver, Washington and potentially Oregon City."19 Accordingly, the 2008 
LUFO was approved with the expectation that the Ruby Junction Maintenance Facility would 
at some future time serve light rail vehicles associated with the CRC Project. With this 2011 
LUFO, that expectation becomes a reality. As implied in the 2008 LUFO findings, the 
Council finds that such use can be fully accommodated within the location boundaries 
established in the 2008 LUFO. 

Section 6.5 of the 2008 LUFO findings identified the impacts relevant to LCDC Criteria 3-8 
that were expected to occur at the Ruby Junction Maintenance Facility as a consequence of 
expansion of that facility within the newly established location boundaries. Because all 
activity associated with the CRC Project will occur within the 2008 boundaries, the Council 
finds that additional impacts beyond those identified in the 2008 LUFO findings are not 
likely. The Council finds that increased light rail activity within the previously established 
boundaries will not result in any additional displacements or adverse economic, social or 
traffic impacts beyond those contemplated in 2008. For reasons stated in the 2008 findings, it 
also finds that use of the facility by light rail vehicles serving the CRC Project will not 
increase noise in the vicinity of the facility or alter its findings with respect to natural hazards, 
natural resources, stormwater runoff or historic or cultural resources. The Council continues 
to adhere to those 2008 findings, which it incorporates herein by this reference. 
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7.0 Compliance with Substantive Criteria (3-8) Short Term 
(Construction) Impacts 

7.1 Introduction 

This section summarizes the short-tenn impacts associated with construction of the light rail 
and highway improvements in the Expo CenterlHayden Island Segment. The primary 
objectives of including short-term, construction impacts in the LUFO findings are to: 

• Identify the location, importance and duration of potential, major construction 
impacts; and 

• Identify potential mitigation measures (in general terms) for major impacts. 

Linear projects such as light rail transit are typically divided into various segments or line 
sections for construction of the trackway, structures, stations and related work. In sections 
where the track is located within a separate right-of-way, extensive clearing and grading may 
be required. During the grading phase, culverts and other permanent drainage structures will 
be installed. Underground utility services may be relocated during the grading phase to avoid 
interference with light rail construction. 

Following the grading and preliminary site work, installation of light rail utility duct banks, 
catenary pole foundations, platform foundations, and major structures such as bridges wiI! 
begin. Bridgework will be accompanied by foundation construction that may involve pile 
driving or other specialized operations. Other activity outside the trackway also may occur 
during this period, such as construction or relocation of roadways and construction of traction 
power substations and signal buildings. 

The next construction phase involves the instaHation of track work, catenary poles, catenary 
wire, signals, communications cables and other system-wide elements. Once all elements of 
the LRT system are complete, integrated testing and start-up will begin. 

For both the light rail transit and highway improvements, construction of the bridges over the 
Columbia River will be the most substantial element of the Project, and this element sets the 
sequencing for the other Project components. The main river crossing and immediately 
adjacent highway improvement elements would account for the majority of the construction 
activity necessary to complete the Project. Construction of the 1-5 Columbia River bridges is 
expected to last approximately four years. The general sequencing of constructing the bridges 
would likely entail the following steps: 

• Initial preparation - mobilize construction materials, heavy equipment and crews; 
prepare staging areas; install temporary piles to support work and anchor barge 
platforms 

• Installation of drilled shafts - install drilled shafts to support the bridge pier columns 
• Shaft caps - construct and anchor concrete foundations on top of the drilled shafts to 

support column piers 
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• Pier columns construct or install pier columns on the shaft caps 
• Bridge superstructure build or install the horizontal structure of the bridge spans 

across the piers; the superstructure would be steel or reinforced concrete; concrete 
could be cast-in-place or precast off-site and assembled on-site. 

Interchanges on each end of the bridge would first be partially constructed so that all 1-5 
traffic could be temporarily rerouted onto the new southbound (western) Columbia River 
bridge. Constructing the southbound approaches for the Hayden Island interchange (and SR 
14 interchange in Washington) would require approximately 3 years. Certain portions of the 
Hayden Island interchange (and SR 14 interchange) must be completed before traffic can be 
moved onto the new southbound lanes and construction of the remaining northbound lanes 
and interchange ramps can proceed. Once 1-5 traffic in both directions is rerouted to the new 
western 1-5 bridge, the new northbound segments of the Hayden Island interchange (and SR 
14 interchange) would be constructed. 

The Marine Drive interchange construction would need to be coordinated with construction of 
the southbound lanes coming from Vancouver. While this interchange can be constructed 
independently from the work described above, the completion and utilization of the ramp 
system between Hayden Island and Marine Drive requires the work to occur in the same 
period. 

Constructing the Project would entail many different activities, some of which would disrupt 
traffic. Typical construction methods would require shifting 1-5 traffic onto temporary 
alignments, narrowing ianes and shouiders to accommodate equipment and workers, 
shortening merge and exit distances, reducing posted speed limits, and closing or detouring 
some traffic movements. For 1-5, it is anticipated that three southbound and three northbound 
lanes would be maintained during all weekdays, except when the final changeover occurs 
between the oid bridges and the new bridges. Local streets and driveway accesses may be 
closed temporarily and traffic detoured. All parcels impacted by temporary access closures or 
detours will have alternate access routes. 

The following summarizes the types of activities anticipated to construct the CRC project: 

" Over-water bridge construction. This work would include the steps outlined above. 
• Over-water bridge demolition of the existing I-5 bridges. The components of the 

existing 1-5 bridges would be dismantled and removed. The main components include 
the bridge decks, the countenveights for the lift span, towers, decks trusses, piers and 
piles. 

• Highway and over-land bridge construction. The reconstruction of mainline 1-5 and 
associated interchanges and local roads would involve a sequence of activities that 
would be repeated several times, including on-land bridge and retaining wall 
construction, the excavation of embankments, and laying the pavement driving 
surface. 

Construction would require staging areas to store construction material, to load and unload 
trucks, and for other construction support activities. The existing 1-5 right-of-way would 
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likely accommodate most of the common construction staging requirements. However, some 
construction staging would likely be needed outside the existing right-of-way, and temporary 
property easements from adjacent or nearby property owners may be required. 

7.2 Short Term Construction Impacts and Mitigation Measures 

7.2.1 Criterion 3: Neighborhood Impacts 

"Identify adverse economic, social and traffic impacts on affected 
residential, commercial and industrial neighborhoods and mixed use 
centers. Identify measures to reduce those impacts which could be 
imposed as conditions of approval during the National Environmental 
Policy Act (NEPA) process or, if reasonable and necessary, by affected 
locai governments during the iocal permitting process." 

"A. Provide for a light rail route and light rail stations, park-and-ride 
lots and vehicle maintenance facilities, including their locations, 
balancing (1) the need for light rail proximity and service to 
present or planned residential, employment and recreational areas 
that are capable of enhancing transit ridership; (2) the likely 
contribution of light rail proximity and service to the development 
of an efficient and compact urban form; and (3) the need to protect 
affected neigbborboods from tbe identified adverse impacts." 

"B. Provide for associated highway improvements, including their 
locations, balancing (1) the need to improve the highway system 
with (2) the need to protect affected neighborhoods from the 
identified adverse impacts." 

The Columbia River Crossing Project will result in adverse short-term economic, social and 
traffic impacts through disruptions to existing land uses. However, these impacts will be 
temporary in duration and should end when the construction activities are completed. 
Construction of light rail facilities and highway improvements will adversely impact local 
economic and social interests located adjacent to or nearby construction or staging areas by 
interfering with residences and businesses, disrupting traffic and pedestrian movement, 
displacing parking, altering accesses, and causing noise, vibrations, dust, congestion, 
increased truck traffic near residences and businesses, and visual impacts. Rerouting, detours 
and lane closures will create temporary additional traffic through neighborhoods, with 
associated noise, dust and congestion. Construction machinery, trucks, and general 
construction activities will be temporary negative visual features of the project. Businesses 
that would be likely to feel the greatest impact are those that would experience the longest 
construction periods, those that have many other convenient competitors and those that are 
most dependent upon convenient access. 
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Economic and Social Impacts 

Throughout the Expo CenterlHayden Island segment, construction will have short-tenn and 
temporary impacts to businesses and neighborhoods of the nature described above. During the 
FIES and preliminary engineering phase, specific mitigation plans will be developed to 
address short-tenn economic and social impacts to businesses and residences. These measures 
will include maintaining access to existing uses and providing screening to minimize dust and 
visual impacts. Wherever possible, the Project will provide alternative access and ensure that 
access is maintained to all properties during construction. Businesses that require access at all 
times and generate many trips (e.g., delivery services, drive-ins) may be inconvenienced. 
Utility services also may be interrupted as a result of construction. In the event that access or 
utility service to a residence or businesses would be temporarily disrupted, advance notice 
would be provided and the length of the disruption would be minimized to the extent 
practical. 

Temporary construction impacts on neighborhoods could result from increased traffic 
congestion, truck traffic, noise, vibration and dust. Temporary street closures, traffic reroutes 
and detours could increase traffic within neighborhoods and impede access to community 
facilities. These short-tenn impacts include partial closures of streets, temporary rerouting or 
relocation of driveways, noise impacts from pile driving and bridge pier construction, and 
impaired access for elderly and mobility-impaired residents. 

For neighborhoods affected by construction, the Council finds that TriMet and ODOT can 
work with neighborhood representatives to identifY issues of concern and potential mitigation 
measures. Potential mitigation measures for short-tenn impacts include: 

It Developing construction management plans for incorporation into contracts following 
close coordination with neighborhood and business associations and with 
representatives of public facilities/utilities located adjacent to the alignment/corridor 

e Providing on-going coordination during construction to keep affected neighborhood 
and business area representatives infonned about the schedule and location of 
construction work and anticipated modifications to access 

• Limiting construction hours for certain activities in sensitive areas 
• Providing fencing around construction and staging areas 

Construction activities also could reduce accessibility to police, fire departments and other 
public safety and emergency service providers. Construction activities will, at times, impede 
the movement of emergency vehicles by temporarily narrowing or reducing the number of 
travel lanes or by detouring traffic and road segment closures. To ensure the most effective, 
continuous access to construction site vicinity uses for public safety and emergency service 
providers, the Council finds that the following measures could be employed: 

lit Develop construction management plans, for incorporation into construction contracts, 
in close coordination with affected police and fire departments and other emergency 
service providers 
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.. Involve emergency service providers in planning for traffic management during 
construction in order to identifY alternate emergency routes in advance of construction 

.. Maintain regular coordination with emergency service providers during construction 
to give them advance notice of when, where and for how long traffic capacity 
constraints on streets will be employed, and to plan for how local emergency access 
will be maintained 

In summary, the Council finds that numerous measures are potentially available to mitigate 
impacts to businesses and neighborhoods. Potential mitigation measures beyond those listed 
above include: 

.. Management of construction activities to reduce dust, noise and vibration 

.. Fencing and buffering to reduce construction impacts in sensitive areas 

.. Use of berms, hay bales, plastic sheeting and other similar measures to reduce surface 
erosion and runoff into water bodies and storm sewers 

.. Provision of temporary alternative parking and pedestrian access 

Traffic Impacts 

Construction of the LRT and highway improvements in the Expo CenterlHayden Island 
segment would result in temporary impacts to local and regional traffic operations. These 
impacts would include increased congestion on several major traffic facilities in the corridor 
including I-5 and, potentially 1-205, impacts resulting from traffIc relocations or detours, fi.Jll 
or partial street closures, and increased truck traffic associated with construction activity. 
Impacts could also result from the intrusion of non-local traffic into residential areas as a 
result of temporary street closures and traffic detours, disruptions to vehicular and pedestrian 
access to businesses and community services, and the temporary loss of on- or off-street 
parking. 

A major element of the Project would be construction of new bridges over North Portland 
Harbor and the Columbia River to accommodate vehicular, light rail, and non-motorized 
traffic coupled with a partial or complete reconstruction of 1-5 from south of the Victory 
Boulevard Interchange to the new bridges. Complete reconstruction of freeway interchanges 
at N Marine Drive and Hayden Island would be included. Another major element of the 
Project would be construction of the light rail station on Hayden Island. High levels of truck 
traffic are anticipated in connection with earthwork and the delivery of materials at the bridge 
crossings, freeway mainline segments, and interchanges. Several construction staging areas 
would be needed. 

Construction in the vicinity of Marine Drive is expected to include partial closure of this street 
and/or development of detour routing to accommodate vehicular traffic, particularly trucks 
moving between the freeway and the Columbia Corridor and Rivergate industrial areas. 
Temporary access may need to be provided to Delta Park and the residentiallbusiness areas on 
the east side of the freeway and to the Expo Center on the west side. Existing transit, bicycle, 
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and pedestrian connections must also be maintained, including access to the Expo Center light 
rail station and the 40-mile loop trail. 

Construction activities on Hayden Island include reconstruction of the existing I-5 
interchange, including the development of a collector-distributor system of auxiliary freeway 
lanes, modifications to local traffic circulation, and a new light rail station and trackage. 
Temporary access routes to and from 1-5 would need to be maintained to ensure continual 
multimodal access to the island for residents and businesses, as well as connections on the 
island between areas to the east and west of the freeway. A high level of truck activity 
associated with the freeway, bridge, ramp and construction of local facilities is anticipated on 
Hayden Island. 

Transit impacts dunng construction could include service delays, relocation or temporary 
elimination of bus stops, street detours, and deterioration in reliability for bus routes using 
certain roadways and facilities within the corridor. Short-term construction would impact bus 
operations along I-5 and on Hayden Island. 

Mitigation Strategies for Construction Impacts to Traffic, Transit and Bike and 
Pedestrian Mobility 

As highlighted above, short-tenn construction impacts will likely take the fonn of roadway 
closures, detours and/or lane reductions, increased truck traffic, pedestrian access restrictions 
and local access restrictions. Mitigation measures for construction impacts to traffic and 
highways could include a variety of activities, ranging from scheduling construction activities 
to minimize conflicts during peak travel periods to using alternative construction techniques 
or equipment. The Council finds that measures to mitigate the short-term traffic impacts in the 
Expo Center/Hayden Island Segment could include, but are not limited to, the following: 

III Work with appropriate jurisdictions to obtain approval of traffic control plans. 
II Develop and implement a transportation management plan with affected businesses 

and community interests. This plan would address a variety of traffic, transit, and 
alternative mode strategies to minimize the transportation impacts of project 
construction. The plan would also identify detour routes where necessary to maintain 
traffic movement. This would be particularly important during construction of the 
Marine Drive interchange that serves the Port of Portland. 

• Wherever possible or practical, limit or concentrate work areas to minimize 
disruptions to vehicular traffic and bus and pedestrian circulation, as well as to 
business access. 

It Identify, provide and/or advertise temporary parking locations to replace parking 
temporarily displaced by construction. 

It As appropriate, develop and implement functional and reasonable alternative 
construction techniques to minimize traffic impacts. These techniques might include 
activities such as limiting construction to non-daylight hours in certain locations. Use 
of two or three shifts per day to reduce construction time could be implemented in 

o 
3 



399

critical traffic areas, subject to development of adequate traffic control plans, noise 
control measures, and budget and schedule allowances. 

The Council also finds that TriMet has years of experience helping communities and small 
businesses overcome the challenges of transit construction activities. Light rail guideway 
construction may require rerouting the buses on Hayden Island. Minor rerouting of buses 
would be necessary as new ramps and access points are opened at the Hayden Island 
interchange. 

TriMet and other organizations could conduct a large communications campaign to infonn the 
public about transit changes. The temporary routing, potential for more crowded buses and 
slower travel times can be communicated through TV, radio, web site, newspaper or other 
multimedia instruments to broadcast rider alerts to potential impacted customers. 

Keeping businesses open and accessible during light rail construction in the Expo 
Center/Hayden Island segment would be a top priority. During previous light rail transit 
construction projects, TriMet has taken steps to keep construction disruption to a minimum 
while maintaining access to businesses, and responded rapidly to concerns and potential 
issues. 

Measures to minimize construction impacts to bicycle and pedestrian mobility through the 
project areas will also be implemented during construction. Such measures could include: 

.. Coordination with local jurisdictions and bicycle and pedestrian advocacy groups to 
disseminate infonnation about construction activities and associated temporary 
closures and detours near construction zones. 

.. Temporary enclosures to maximize the safety of bicyclists and pedestrians traveling 
beneath structures under construction. 

e Additional signage and/or lighting along popular bicycle and pedestrian routes that 
may experience an increase in vehicle traffic due to traffic detours. 

• Traffic calming measures in work zones to improve safety for bicyclists, or alternate 
routes on parallel streets where convenient and effective. 
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statutes, no recommendations or decisions about tolling during construction have yet been 
made. Tolling during construction could serve as a demand reduction measure to reduce 
traffic during the construction phase. The Council finds that the Oregon and Washington 
Transportation Commissions will make decisions on this issue following consultation with the 
Project's local partners and a public outreach and education process. 

Criterion 4: Noise Impacts 

"Identify adverse noise impacts and identify measures to reduce noise 
impacts which could be imposed as conditions of approval during the 
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NEPA process or, if reasonable and necessary, by affected local 
governments during the permitting process." 

As with any large project, construction of light rail and highway improvements and bridges 
involves the use of heavy equipment and machinery that result in intense noise levels and 
occasionally high vibration levels in and around the construction site. Sections of the LRT 
alignment and highway improvements in the Expo CenterIHayden Island segment are 
adjacent to noise sensitive uses such as houseboats and hotel rooms. 

As described in the Noise Report, four general construction phases would be required to 
complete the project: ]) land preparation, 2) constructing new structures, 3) miscellaneous 
construction activities, and 4) demolition activities. 

Major noise-producing equipment used during the preparation stage could include concrete 
pumps, cranes, excavators, haul trucks, loaders, tractor-trailers and vibratory equipment. 
Maximum noise levels could reach 82 to 86 dBA at the nearest residences (50 to 100 feet) for 
normal construction activities during this preparation phase. Major noise and vibration
producing activities would occur primarily during demolition and preparation for the new 
bridges. Activities that have the potential to produce a high level of vibration include pile 
driving, vibratory shoring, soil compacting, and some hauling and demolition activities. 

The loudest noise sources during the phase of constructing new structures would include pile 
drivers, cement mixers, concrete pumps, pavers, haul trucks, and tractor trailers. Maximum 
noise levels would range from 82 to 94 dBA at the closest receiver locations. 

Following the heavy construction, miscellaneous construction activities such as installation of 
bridge railings, signage, lighting, roadway striping, and others would occur. These less 
intensive activities are not expected to produce noise levels above 80 dBA at 50 feet except 
on rare occasions, and then only for short periods. 

Demolition of existing structures would require heavy equipment such as concrete saws, 
cranes, excavators, hoe rams, haul trucks, jackhammers, loaders, and tractor-trailers. 
Maximum noise levels could reach 82 to 92 dBA at the nearest residences. Demolition would 
occur at various locations and times during the construction process. 

The Council finds that adverse noise impacts associated with construction are temporary and 
can be effectively mitigated by avoiding construction on Sundays, legal holidays, and during 
the late evening and early morning hours in noise sensitive areas. Additionally, the Council 
finds that equipping motorized construction equipment with sound control devices, and 
developing construction contract documents that include noise limit specifications, reinforced 
with state/local ordinances and regulations, can be effective techniques for minimizing 
adverse noise impacts associated with construction. 

If specific noise complaints are received during construction, the contractor could be required 
to implement one or more of the following noise mitigation measures: 
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• Locate stationary construction equipment as far from nearby noise-sensitive properties 
as possible. 

• Install temporary or portable acoustic barriers around stationary construction noise 
sources. 

• Shut off idling equipment. 
• Reschedule construction operations to avoid periods of noise annoyance identified in 

the complaint. 
• Notify nearby residents whenever extremely noisy work will be occurring. 
• Operate electrically powered equipment using line voltage power rather than 

generators. 

Criterion 5: Natural Hazards 

"Identify affected landslide areas, areas of severe erosion potential, areas 
subject to earthquake damage and lands within the lOO-year floodplain. 
Demonstrate that adverse impacts to persons or property can be reduced 
or mitigated through design or construction techniques which could be 
imposed during the NEPA process or, if reasonable and necessary, by 
local governments during the permitting process." 

Although no landslide areas or areas of severe erosion potential have been identified in the 
Expo CenterlHayden Island segment, construction activities at stream crossings and near 
water bodies could result in erosion and have detrimental effect on water quality. To avoid 
and minimize such impacts, the project will prepare and implement storm water pollution 
prevention plans and grading plans, hydro seed, manage stockpiled fill, and employ other best 
management practices (BMPs) for erosion control." Construction activities will specifically 
comply with: 

• WSDOT Standard Specifications for Road, Bridge and Municipal Construction M 41-
10 

• ODOT Erosion Control Manual 
• City of Vancouver VMC Chapter 14.24, Erosion Control 
e City of Portland Erosion and Sediment Control :f\1anual 

Inspection and observation monitoring and reporting could be conducted throughout the 
project to ensure the appropriate erosion-control measures are being conducted. 

The Council finds that construction-related impacts associated with landslides, earthquakes, 
and the lOO-year floodplain are not anticipated, and potential construction-related impacts 
associated with erosion can be effectively mitigated for through the measures discussed 
above. 

Criterion 6: Natural Resource Impacts 

1 
o 
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"Identify adverse impacts on significant fish and wildlife, scenic and open 
space, riparian, wetland and park and recreational areas, including the 
WiHamette River Greenway, that are protected in acknowledged local 
comprehensive plans. Where adverse impacts cannot practicably be 
avoided, encourage the conservation of natural resources by 
demonstrating that there are measures to reduce or mitigate impacts 
which could be imposed as conditions of approval during the NEPA 
process or, if reasonable and necessary, by local governments during the 
permitting process." 

Natural resource impacts specific to the Expo CenterlHayden Island segment are addressed in 
the following section. 

Fish and \x/ildlife Habitat. Short-term impacts to fisheries include the impact pile driving of 
temporary piles and use of barges. The installation of up to 1,500 temporary steel piles will 
result in behavioral disturbance and injury or death to ESA-listed and other native fish 
species. The Project will use hydroacoustic attenuation measures, such as bubble curtains, to 
reduce initial sound levels from impact pile driving, resulting in less severe impacts to fish in 
the project area. Through timing impact pile driving activities and use of attenuation 
measures, impacts to ESA-iisted fish are minimized to the extent practicable. Due to the 
extent of in-water work and the presence of many ESA-listed fish, it is acknowledged that 
adverse effects to individual fish and their critical habitat are likely to occur, but the continued 
existence of any species will not be jeopardized. Adverse effects are avoided or minimized to 
the extent practicable. The Council notes that "N1v1FS produced this finding in their Biological 
Opinion, In addition to this mitigation, the Council finds that the mitigation measures outlined 
above in Section 6.3.4 of these findings for Threatened, Endangered, and Candidate Fish are 
available to mitigate adverse impacts to the Expo CenterlNorth Portland Harbor and the 
Columbia River and could be imposed as conditions of approval during the FElS process 
andlor the local permitting process if reasonable and necessary. 

The Project would temporarily impact terrestrial resources, such as migratory birds and 
species of interest, through noise impacts and removal or degradation of habitat. Mitigation 
measures to address these impacts include impact avoidance and impact minimization. Impact 
avoidance would be addressed by timing vegetation removal to occur outside of nesting 
seasons for migratory birds. Demolition of existing structures, if necessary, would likely be 
scheduled outside of nesting seasons for native migratory birds, to avoid direct impacts to 
active nests. 

Impact minimization would be addressed by implementing Best Management Practices 
(BMPs) such as erosion and sediment control to protect riparian buffers and sensitive 
terrestrial habitats (for example, for riparian species such as pond turtles). Swallows may nest 
on the concrete piers but are assumed not to be nesting on steel portions of the existing 1-5 
bridges. The 1-5 bridges could be inspected at least one full year prior to commencement of 
construction activities to determine whether any species of interest or migratory birds are 
using the bridges for nesting or roosting. If such species are present, exclusionary devices 
may be installed on the bridges during the non-nesting season to prevent them from being 
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used for nesting or roosting during construction activities. If high-disturbance activities must 
take place during the nesting season, the Columbia River Crossing project team would 
coordinate with US Fish & Wildlife Service, Oregon Department of Fish and Wildlife, and 
Washington Department of Fish and Wildlife to establish work buffer zones around the 
nest(s) during nesting season. 

Scenic and Open Space Areas. During construction the visual quality of views to and from 
the project area would be temporarily altered. Construction-related signage and heavy 
equipment would be visible in the vicinity of construction sites. Vegetation may be removed 
from some areas to accommodate construction of the bridges, new ramps, and the light rail 
transit guideway. This would degrade or partially obstruct views or vistas. 

Nighttime construction would be necessary to minimize disruption to daytime traffic. 
Temporary lighting may be necessary for nighttime construction of certain project elements. 
This temporary lighting would affect residential areas by exposing residents to glare from 
unshielded light sources or by increasing ambient nighttime light levels. 

Mitigation for temporary construction-related effects would include: 
. • Shielding of construction site lighting to reduce spillover of light onto nearby 

residences and businesses, 
• Locating construction equipment and stockpiling materials in less visually sensitive 

areas, when feasible and in areas not visible from the road or to residents and 
businesses in order to minimize visual obtrusiveness, and 

• Cover exposed soils as soon as possible with vegetation. 

Riparian Areas. To address temporary loss of riparian vegetation resulting from project 
impacts, mitigation measures could include streambank revegetation and reshaping to restore 
habitat function, removal of noxious weeds in certain areas, and revegetation of disturbed 
areas with native species. 

Wetland Areas. Construction will occur near several identified wetland areas in the Expo 
Center/Hayden Island segment. Temporary disturbances to wetland-related wildlife activity, 
hydrology, and water quality will be avoided as much as possible through the use of BMPs . 
such as silt fences, construction fencing, and \vildlife exclusionary netting during the 
construction process. 

Park and Recreational Areas. Temporary effects to park and recreation resources include 
the temporary use of parkland to stage construction and store materials; increased noise, glare, 
dust, and vibration; and temporary closures, detours, and congestion that could delay users 
traveling to parks or recreational activities. Mitigation activities to address these impacts 
could include: 

• Restoring landscaping to original condition following construction and protect 
remaining trees close to construction areas. 

• Providing adequate signage for any limited or closed access points and detour routes. 
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• Adopting ajoint public information campaign with parks' jurisdictions for some of the 
longer closures. 

• Maintaining safety for bicyclists and pedestrians traveling on trails and between 
facilities with temporary enclosures, additional signage and lighting, etc. 

Criterion 7: Stormwater Runoff 

"Identify adverse impacts associated with stormwater runoff. 
Demonstrate that there are measures to provide adequate stormwater 
drainage retention or removal and protect water quality which could be 
imposed as conditions of approval during the NEPA process or, if 
reasonable and necessary, by local governments during the permitting 
process." 

Storm water runoff impacts specific to the Expo CenterlHayden Island segment are addressed 
in the following section. 

The in=\vater construction of bridge piers could stir up sediments from the riverbed, \vhich 
would increase turbidity. In-water work includes the use of barges and work bridges in the 
Columbia River and North Portland Harbor, equipment that would be temporarily anchored to 
the riverbed. Temporary cofferdams would also be installed, but would not be dewatered, for 
the piers nearest the shoreline, where the water is shallow. Turbidity caused by any activity 
inside the cofferdams (including installation of permanent shafts as well as temporary piles) 
would be contained within the cofferdams. Sediment would be disturbed during the 
installation and removal of the cofferdams. During the demolition of the existing structures, 
riverbed sediment would be disturbed when the timber piles of the 1-5 bridges are cut off 
below the mudline. 

There are no known records of contaminated sediments in the Columbia River portion of the 
project area. Therefore, there is very little risk that in-water work in the Columbia River 
would re-suspend contaminated sediments. Contaminated sediments have been identified in 
the North Portland Harbor, but they are likely outside of the project footprint. If there is 
potential that in-water work could disturb these sediments, they would be analyzed in 
accordance with regulatory criteria, and if necessary, removed from thc river and disposed of 
properly. Removed sediments may be disposed of in a permitted upland disposal site, if 
required. 

Potential sources of toxic contaminants associated with in-water work include refueling track
mounted equipment located on the barges or work bridges, lead-based paint from the existing 
bridges, turbidity and concrete debris from wire-saw-cut concrete during demolition, green 
concrete (concrete that has not fully cured) associated with bridge construction, potential 
spills from construction equipment, and materials accidentally entering the Columbia River 
and North Portland Harbor during over-water work. Full containment of fuel, other hazardous 
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materials, and green concrete would be required to prevent these materials from entering the 
Columbia River and North Portland Harbor, in accordance with project specifications. 

On land, construction activities occurring below-grade may require the removal of 
groundwater through pumping, a process known as dewatering. Therefore, constructing roads, 
transit lines, and other infrastructure below the surrounding surface can alter groundwater 
conditions. If there are nearby hazardous materials sites, dewatering can increase the 
likelihood of contaminants migrating through the groundwater and into surface waters. The 
following elements of the Project within the Expo CenterlHayden Island segment are 
relatively close to high ranking potential hazardous materials sites and near-surface 
groundwaters, and work at these sites would require below-grade construction techniques: 

o Marine Drive Interchange 
o North Portland Harbor Bridges 
o Hayden Island Interchange 
o Columbia River Crossing 

Left unmitigated, construction of these elements could result in moderate risks for the 
migration of existing contamination, potentially affecting both ground and surface water 
quality. In addition to existing contamination, the installation of shafts and piles below ground 
includes the risk of introducing new contamination, for example from green concrete, into 
groundwater. Further discussion of contamination issues associated with below-grade 
construction is included in the Hazardous Materials Technical Report. 

Without proper management, land-based construction activities may have temporary adverse 
effects on water quality in nearby water bodies. Construction involves ground disturbances 
that can increase soil erosion substantially, especially for construction activities along river or 
stream banks. The Project would involve ground disturbance near North Portland Harbor and 
the Columbia River within the Expo Center/Hayden Island Segments. If runoff contains extra 
sediment from erosion, waterways can become turbid (cloudy) and can build up excessive 
sediment deposits. Runoff and soil erosion can also transport pre-existing hazardous materials 
and construction-related hazardous materials into water bodies, some of which may dissolve 
in water or are water-transportable. These materials can be harmful to aquatic life. 

The construction of the eRC Project would require at least one large site to stage equipment 
and materials, and may also need a large site for use as a casting yard for fabricating segments 
of the ncw bridges. Each site being considered, including one in Oregon, is adjacent to the 
Columbia River. The existing conditions on these sites range from a developed and paved port 
terminal to a currently undeveloped site. Staging and casting/assembly site activities may 
increase storm water runoff over existing conditions and may increase pollutant levels in the 
runoff. However, any staging and/or casting site would be required to meet all applicable 
stormwater requirements, including the implementation of erosion and sediment controls. All 
necessary permits would be secured prior to site development and operations for any major 
staging or casting yard. 

1 
1 
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The Council finds that water quality degradation resulting from erosion and sedimentation 
and the release of pollutants can be minimized through the use of BMPs during construction. 
Construction BMPs include use of barrier berms, silt fencing, temporary sediment detention 
basins, plastic covering for exposed ground, vegetative buffers (hay bales), and restricting 
clearing activities to dry weather periods to contain sediment on-site. Further requirements 
could include diapering of all dump trucks to avoid spillage, and cleaning of heavy equipment 
tires and trucks before they are allowed to drive off-site. A variety of special BMPs can also 
be used at crossings or adjacent to streams or watercourses during construction. 

Criterion 8: Historic and Cultural Resources 

"Identify adverse impacts on significant historic and cultural resources 
protected in acknowledged comprehensive plans. Where adverse impacts 
cannot practicably be avoided, identify local, state or federal review 
processes that are available to address and to reduce adverse impacts to 
the affected resources." 

Historic and cultural resource impacts specific to the Expo Center/Hayden Island Segment are 
addressed in the following section. 

As discussed above in Section 6.3.6 of these Findings, three significant and protected historic 
resources exist in the Expo Center/Hayden Island Segment: 

OIl The northbound structure of the I~5 bridge (built In 1917); listed in the National 
Register of Historic Places (NRHP) in 1982. 

= The carousel 10cated at the Jantzen Beach Shopping Center; listed in the ~Jational 
Register of Historic Places. 

• The Columbia Slough and Levee System as contributing elements of the Columbia 
Slough Drainage Districts Historic District. 

The impacts to the northbound structure of the 1-5 bridge and to the Columbia Slough and 
Levee System would be permanent, as opposed to temporary. The carousel is located with the 
Jantzen Beach Shopping Center and would not experience any temporary effects. 

Mitigation for any cultural resources impacted during construction is as described in Section 
6.3.6 ofthese LUFO findings. 
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ExhibitB 
Metro Council Resolution No. 11-4280 

Findings of Fact and Conclusions of Law· 

SouthlNorth Corridor Land Use Final Order 
Columbia River Crossing·Project 



408

As a result of improvements to 1-5 and the local street network, including access management 
measures associated with highway improvements, some area traffic patterns will change. 
Drivers are lik:ely to choose routes that can ta..1ce advantage of the new roadway capacity and 
intersections that operate better as a result of the Project. Some local businesses will 
experience an increase in drive-by traffic, while others will experience a decrease, especially 
if access becomes more out-of-direction. A significant decrease in drive-by traffic, for some 
businesses, may result in an adverse effect on business revenues. For example, the Project 
includes a new design for the North Marine Drive/Union Court intersection. The new design 
will improve mobility, traffic operations and safety. However, it will also reduce traffic 
volumes at North Marine Way and North Vancouver Way. There are businesses at this 
location that could experience a deciine in revenues as a result of t.1lls change in the local 
traffic patterns. Similarly, access management measures associated with the Marine Drive and 
Hayden Island interchanges could make access to certain businesses more out-of-direction 
and less convenient, which could impact overall business revenues. Out-of-direction travel 
associated with changing traffic patterns or access management measures also adds costs in 
terms of increased fuel consumption for patrons of affected businesses. The Council finds that 
during the preliminary and final engineering processes, engineering staff will try to minimize 
impacts associated with traffic pattern changes and access management measures to the extent 
practicable through design refinements. 

The Council heard testimony that in some instances, impacts associated with changes in 
traffic patterns or access ma.'1agement resulting in more out-of-direction travel will severely 
impact existing businesses, such as fast food restaurants, a hotel and convenience stores that 
have not been identified as being displaced, to the point that they would not be profitable. 
Initially, the Council [rods that for some of these businesses located on Hayden Island, the 
roadway modifications resulting in these impacts aTe consistent ,vith the City of Por+Jand's 
adopted Hayden Island Plan and that testL1!lony objectLllg to the provisions of that plan 
constitutes an unlawful coUateral attack on that plan. That stated, the Council fmds that a 
process is available to consider these kinds of impacts through final design and development 
of the Interchange Area Management Plan. During these processes, there will be a detailed 
analysis of impacts on affected properties. If damages to a business are found to be different 
from those currently projected, such that a full displacement is justified and warranted, then 
the property could be fully displaced. And while the Council heard testimony that current 
economic conditions may put redevelopment plans for Hayden Island "on hold", it fInds that 
planning addresses development over the long-term and that economic conditions are cyclical, 
such that redevelopment is likely to occur when the economy im_proves. 

The project will require relocation of certain utility facilities and lines. Utility relocations 
typically are addressed during preliminary engineering and final design. The Council finds 
that the costs of relocating utilities impacted by the project are addressed, and can be paid, as 
provided in existing law. 

For some, bridge tolling may constitute an adverse economic impact. Tolling of interstate 
facilities must be consistent with Title 23 U.S.c. Section 129, the federal law that specifies 
the circumstances under which interstate facilities may be tolled. The CRe Project qualifies, 
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near the light rail right-of-way, near substations, or in the light rail vehicles), EMF emissions 
would be below exposure guidelines. Because light rail electric power substations tend to 
generate the highest EMF intensities in the field measurements, the substations have been 
designed and sited to minimize exposure· to users of the system, the general public; and 
sensitive users. 

The Council heard testimony regarding health concerns and vibration impacts to the 
manufactured housing community on Hayden Island. Mitigation can include monitoring 
vibration and halting construction if thresholds are exceeded; monitoring dust and halting 
working if thresholds are exceeded; and covering debris or application of water to avoid 
release of dust into the air. 

The manufactlrred housing communit-j also expressed conCelll about access on and off the 
island during construction, especially for emergency vehicles. Mitigation could include 
construction of the local bridge over the North Portland harbor as a first stage of construction. 

Social benefits include cleaner air by providing improved transit access in the region, 
resulting in less autQmobiIe driving tha..'1 would otherwise occur and less congestion and air 
pollution. Cieaner air also is provided by decreasing congestion through improvements to the 
highway system. Social benefits also include improved quality of life from lower and more 
reliable transit travel times, resulting in more time for people to spend doing things other than 
commuting. . 

A greenhouse gas emissions analysis was prepared for the Columbia River Crossing Project 
and is detailed in the Energy Technical Report. The report includes a macroscale analysis to 
provide a picture of the regional emissions, as well as a roicroscale analysis that focuses more 
on the project area. The Project is expected to reduce regional emission!': by approximately 
130 metric tons of C02e /day, which equates to a reduction of approximately 0.5 percent. For 
the 12.2-mile length ofI-5 surrounding the CRC project area, the Project is expected to reduce 
emissions by roughly 21 metric tons of carbon dioxide equivalent during the A.1"i a.tld PM 
peak periods, or 5.4 percent. ' 

The differences in long-term effects on water quality between the Project and the No-Build 
Alternative ::Ire substantial. Although the total amount of pollution-generating impervious 
surface (pGIS)16 would slightly increase for the Project, the amount of untreated impervious 
surface would drop dramatically compared to existing conditions and the No-Build 
Alternative. This is because under the Project, stormwater runoff from all new or 
reconstructed impervious surface area would be treated, while stormwater runoff from most of 
the existing PGIS does not currently undergo stormwater treatment. 

16 Pollution-generating impervious surfaces include highways, parking lots, sidewalks and other surfaces that do 
not absorb water and to which contaminants may adhere, so that when stormwater strikes the surface, it runs off 
to a nearby surface, carrying some of these contaminants with it. If the water runs off to soil, these contaminants 
can enter the soil, causing harmful effects. Additionally, PGIS are often warmer than the surrounding surfaces, 
and runoff from these surfaces that enters nearby rivers or lakes can raise water temperatures, causing harmful 
effects. 
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BEFORE THE METRO COUNCIL 

FOR THE PURPOSE OF AMENDING THE 1998 ) 
LAND USE FINAL ORDER FOR THE ) 
SOUTH/NORTH LIGHT RAIL PROJECT AND ) 
ADOPTING A LAND USE FINAL ORDER FOR ) 
THE EXPO CENTERIHA YDEN ISLAND ) 
SEGMENT OF THE PROJECT INCLUDING THE ) 
1-5 COLUMBIA RIVER CROSSING BRIDGE ) 
AND ASSOCIATED HIGHWAY ) 
IMPROVEMENTS 

RESOLUTION NO. 11-4280 

INTRODUCED BY COUNCILOR REX 
BURKHOLDER 

WHEREAS, the Oregon Legislature enacted Oregon Laws 1996, Chapter 12 (the Act), 
establishing procedures for developing the SouthlNorth Light Rail Project through adoption by 
the Metro Council of a Land Use Final Order (LUFO); and 

WHEREAS, in accordance with section 4 ofthe Act, the Oregon Land Conservation and 
Development Commission adopted criteria to govern Council review of an application for a 
LUFO for the SouthINorth Light Rail Project, or any segment of it, on May 30, 1996; and 

WHEREAS, the Metro Council endorsed a Locally Preferred Alternative (LPA) for the 1-
5 Columbia River Crossing Project by Resolution No. 08-3960B (For the Purposes of Endorsing 
the Locally Preferred Alternative for the Columbia River Crossing Project and Amending the 
~vletro 2035 Regional Transportation Plan with Conditions), adopted July 17, 2008, that includes 
extension of Soutlv'N orth Light Rail from the Expo Center to Vancouver, Washington; and 

WHEREAS, among the conditions of Council endorsement of the LP A was a list of 
concerns and considerations, contained in Exhibit A to Resolution No. 08-3960B, to be 
addressed before .the Council would approve a land use final order for the project; and 

WHEREAS, by Resolution No. 11-4264 (For the Purpose of Concluding that the 
Concerns and Considerations Raised about the Columbia River Crossing Project in Exhibit A to 
Resolution No. 08-3960B Have Been Addressed Satisfactorily), adopted June 9, 2011, the 
Council accepted the responses to the concerns and considerations, based upon the assessment 
set forth in Exhibit B to Resolution No. 11-4264, and the acknowledgement that further 
refinements and decisions, involving the Council, would be made to address the concerns and 
considerations during later design, engineering and financial phases of project development, with 
involvement of the Council and the local community and its elected representatives; and 

WHEREAS, Metro's Regional Transportation Plan (RTP) calls for extension of light rail 
from the Expo Center to Vancouver, Washington, as part of the I-5 Columbia River Crossing 
Project and places the project on the RTP's Financially Constrained Roadway Network; and 

WHEREAS, section 6.3.2.1 ofthe RTP required reconsideration of the 1-5 Columbia 
River Crossing Project and amendment of the RTP if the number and design of auxiliary lanes on 
the 1-5 Columbia River Bridge or approaches to the bridge are inconsistent with the description 
of the project in the RTP; and 
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WHEREAS, in accordance with section 6 of the Act, on June 23,2011, the LUFO 
Steering Committee recommended that TriMet submit to Metro an application for, and the Metro 
Council adopt, an amendment to the 1998 SouthlNorth Light Rail LUFO to approve the light rail 
route, a station and highway improvements within the Expo CenterlHayden Island Segment of 
the SouthfNorth Light Rail Project; and 

WHEREAS, in accordance with section 6 of the Act, in a letter from Matt Garrett, 
Director, the Oregon Department of Transportation (ODOT) recommended that TriMet submit to 
Metro an application for, and the Metro Council adopt, an amendment to the 1998 SouthlNorth 
Light Rail LUFO to approve the light rail route, a station and highway improvements within the 
Expo Center/Hayden Island Segment of the SouthINorth Light Rail Project; and 

W1-LbREAS, in accordance with section 6 of the Act, on July 13,2011, TriMet filed an 
application for a LUFO for the Expo Center/Hayden Island segment of the Soutj1jNorth Light 
Rail Project with the light rail route, station and highway improvements recommended by both 
the LUFO Steering Committee and ODOT; and 

WHEREAS, the light rail route, station and highway improvements are in the form of 
boundaries within which the light rail route, station and highway improvements will be located, 
as required by section 6 of the Act; and 

WHEREAS, the number and design of auxiliary lanes on the 1-5 Columbia River Bridge 
and the approaches to the bridge project proposed in the TriMet LUFO application are consistent 
with the 1-5 Columbia River Crossing Project described in the RTP; and 

WHEREAS, Metro published a notice in The Oregonian, containing all the infonnation 
required by section 7 of the Act, on July 14,2011, ofa public hearing before the Metro Council 
to consider TriMet's LUFO application on August 11, 2011; 

WHEREAS, Metro provided additional public notice of the August 11, 2011, public 
hearing by mailing postcards to all persons who own property within 250 feet of the proposed 
light rail alignment and stations and by posting notice at Metro's website, both on July 14, 2011; 
and 

WHEREAS, Metro sent notice of the public hearing on July 15,2011, to ODOT, 
Clackamas and Multnomah counties and the cities of Portland, Milwaukie, Gladstone, Gresham 
and Oregon City; and 

WHEREAS, the Council finds and determines that The Oregonian is a newspaper of 
general circulation in the region and the above-described notices are reasonably calculated to 
give notice to persons who may be affected substantially by a decision to approve TriMet's 
LUFO application; and 

2 
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WHEREAS, on July 14, 2011, Metro made available for public inspection a staff report 
addressing compliance of TriMet's application with the requirements of the Act; and 

WHEREAS, the Council held a public hearing on the TriMet LUFO application on 
August 11, 2011; and 

WHEREAS, the Council President made a statement at the beginning of the hearing 
containing the information required by section 7 of the Act; and 

WHEREAS; the Council considered TriMet's application, the recommendations of the 
LUFO Steering Committee and ODOT, the staff report, the Findings of Fact and Conclusions of 
Law and all public testimony presented on the application; now, therefore, 

BE IT RESOLVED THAT the Metro Council: 

L Hereby amends the 1998 Land Use Final Order (LUFO) for the SouthlNorth Light Rail 
Project, and adopts the LUFO for the Columbia River Crossing Light Rail Project, Expo 
Center/Hayden Island Segment of the SouthINorth Light Rail Project, attached and 
incorporated into this resolution as Exhibit A, including the locations of the light rail 
route, station and highway improvements extending from the Expo Center to the Oregon
Washington line, and as shown in Exhibit A to be identical to the TriMet LUFO 
application. 

2. Adopts the Findings of Fact and Conciusions of Law, attached and incorporated into this 
resolution as Exhibit B, as the Council's written findings demonstrating hovv the 
application and Council's decision comply with the applicable criteria. 

ADOPTED by the Metro Council this 11 th day of 1A~ugust, 2011. 

Tom Hughes, Council President 

Approved as to form: 

Alison Kean Campbell, Acting Metro Attorney 

3 



413

8/12/2011 

n 
Steve Witter 

eRe Transit 

1 



414

8/12/2011 

reen 

2 



415

8/12/2011 

C::O".ta, L\I _ U •• 1"1 

I I I 
~v 

Center to 

3 



416

Purpose 
Examine transportation 
needs and economic 
consequences of 
investments in the 1-5 
Trade Corridor 

Outcomes 

in 

Determine the level of 
inllestment needed in the 
corridor for highway, 
transit, and heavy rail 
improvements 

" Recommended The " REComt112nded a set 
region initiate a of major multi-modal 
pubnc process to investments in the J-5 
develop a plan for corridor 

improvements to the 
1-5 corridor REcommended 

undertaking an EIS for 
a neVi river crossi ng 
with extension of 
light rail to Vancouver 

ofCRC 

Develop a long term, comprehensive 
solution for five miles of Interstate 5 
between Portland and Vancouller 

., Defined purpose and need of rnulti

modal project (2005-06) 

• Identified solutions, developed 
framework for screening concepts and 
developing illterniltives (2005-06) 

., Evaluated effects of alternatives (2007) 

• Draft EIS published (2008) 

• Design refinements (2008-2011) 

, Publish Final E!S (Septernber 2011) 7 

n/ou a · ~ 

.. 

.. 

.. 

" 

8/12/2011 

4 



417

8/12/2011 

o 

:0 

5 



418

8/12/2011 

LPA 

1..1 

6 



419

8/12/2011 

7 



420

8/12/2011 

1.5 

8 



421

8/12/2011 

9 



422

8/12/2011 

10 



423

8/12/2011 

c 

2: 

11 



424

8/12/2011 

feedback@coiumbiaMvercrosslng.org 

12 



425

600 NE Grand Ave. I 503-797-1700 tel 
Portland, OR 97232 503-797-1930 fax 

~Metro 
I No. ____ _ 

Aug. 11,2011 

Columbia River Crossing Land Use Final Order Public Hearing 

(Please print) 

Name (required) 

Affiliation (if any) 

Address (required) 

E-l)1ail (optional) 'j va we @ \ CZ) c ,01") 
rtl'Send me written notification of adoption of the LUFO (requires valid mailing address). 

Testimony (use back or attach additional sheets if necessary) 
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JQi"V +he. A~C:l.p\ei<; cAeb&.rc. N~QW 'SCitUv~:lC~.>l Oct 2C1-+~ 
Attach a copy o/your testimony and any supporting material to this form. Make sure 
your name is on all material. If you choose not to testify orally, you may testify in writing 
by leaving this form, along with any prepared materials, with staff or by depositing it in 
the comment box. Only oral testimony at the hearing and written testimony received 
prior to the dose of the hearing will be included in the record. 
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600 NE Grand Ave. I 503-797-1700 tel 
Portland, OR 97232 503-797-1930 fax 

~Metro 
Aug. 11,2011 

Columbia River Crossing land Use Final Order Public Hearing 

(Please print) 

'- \ oscQh r< () [;0 e Name (required) 

Affiliation (if any) 0 t\l e pLY SO ,v \ Db \0 v) 

Address (required) (0-3 L. 5 ~)Al)ol'r0 (:{, ff Y ,PO>"'1/Gtr-'ct oR C1121/ 

E-mail (optional) JVO \)J e d. i 5 cor) (SOl') L ~2 -7 (;C13 

¥end me written notification of adoption of the LUFO (requires valid mailing address). 

( 

Testimony (use back or attach additional sheets if necessary) 

\f'l.,./"\ iA 

V 'J 

Attach a copy of your testimony and any supporting material to this form. Make sure 
your name is on all material. If you choose not to testify orally, you may testify in writing 
by leaving this form, along with any prepared materials, with staff or by depositing it in 
the comment box. Only oral testimony at the hearing and written testimony received 
prior to the close of the hearing will be included in the record. 



428



429

Relating to procedures for the siting of the South North light rail line; creating new provis ... Page 1 of 18 

68th OREGON LEGISLATIVE ASSEMBLY--1996 Special Session 

NOTE: Matter within {+ braces and plus signs + } in an 
amended section is new. Matter within {- braces and minus 
signs - } is existing law to be omitted. New sections are within 
{+ braces and plus signs + } . 

LC 280-1 

House Bill 3478 

Sponsored by SPECIAL SESSION COMMITTEE ON GOVERNMENT AFFAIRS 

SUMMARY 

The following summary is not prepared by the sponsors of the 
measure and is not a part of the body thereof SUbJect to 
consideration by the Legislative Assembly. It is an editor's 
brief statement of the essential features of the measure as 
introduced. 

Provides siting procedures for South North light rail project. 
Provides procedures for review of land use decisions made 

pursuant to siting of South North Line. 
Declares emergency, effective on passage. 

A BILL FOR AN ACT 
Relating to procedures for the siting of the South North light 

rail line; creating new provisions; repealing ORS 197.550, 
197.553, 197.556, 197.559, 197.562, 197.565, 197.568, 197.571, 
197.574, 197.577, 197.581, 197.584 and 197.590; and declaring 
an emergency. 

Be It Enacted by the People of the State of Oregon: 
SECTION 1. {+ As used in sections 1 to 13 of this Act, unless 

the context requires otherwise: 
(1) 'Arlministrator' means the State Court Ad~inistrator. 
(2) 'Affected local governments' means: 
(a) For the project, the cities and counties within which the 

light tail route, stations, lots and maintenance facilities, and 
the highway improvements for .the project will be located. 

(b) For the project extension, the cities and counties within 
which the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for the project 
extension will be located. 

(3) 'Board' means the Land Use Board of Appeals. 
(4) 'Commission' means the Land Conservation and Development 

Commission. 

20i! 

~et 

p({tj 

>7 

http://www.leg.state.or.us/95reg/measures/hb3 400 .dir/hb34 78 .int.html 8/11/2011 
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(5) 'Council' means the elected legislative body of Metro. 
( 6) 'Court' means the Oregon Supreme Court. 
(7) 'Criteria' means the land use criteria established by the 

commission, as provided in section 4 of this Act. 
(8) 'Development approval' means approval of a proposed 

development of land based on discretionary standards designed to 
regulate the physical characteristics of a use permitted 
outright, including but not limited to site review and design 
review. 

(9) 'Draft Statement' means the Draft Environmental Impact 
Statement for the project or project extension prepared pursuant 
to regulations implementing the National Environmental Policy Act 
of 1969. 

(10) 'Final Statement' means the final Environrnental Impact 
Statement for the project or project extension, as may be amended 
from time to time, or any supplementary assessments or 
statements, prepared pursuant to regulations implementing the 
National Environment~l Policy Act of 1969. 

(11) 'Full Funding Grant Agreement' means the contractual 
agreement entered into between the Federal Gover~ment and the 
local grant recipient establishing the maximum federal financing 
contribution for construction of the project or project extension 
and setting forth terms, conditions and limitations for federal 
financing of the project and project extension. 

(12) 'Highway improvements' means the highway improvements, if 
any r to"De'~ incl uded-ln-··the-"proje-cF--or proj ect extension. The 
highway improvements shall be selected from among the highway 
improvements, if any, described in a Draft Statement or Final 
Statement for the project or project extension. 

(13) 'Land use final order' means a written order or orders of 
the council deciding: 

(a) The light rail route for the project or project extension, 
including its location; 

(b) Stations, lots and maintenance facilities for the project 
or project extension, including their locations; and 

(c) The highway improvements for the project or project 
extension, including their locations. 

(14) 'Light rail route' means the light rail alignment to be 
included in the project or project extension. The light rail 
route shall be selected from among light rail route alternatives 
described in a Draft Statement or Final Statement for the project 
or project extension. 

(15) 'Locally Preferred Alternative Report' means a decision 
adopted in accordance with federal requirements determining 
whether or not to build the South North MAX Light Rail Project 
and, if to build, recommending the light rail route, stations, 
lots and maintenance facilities, and the highway improvements, 
including their locations, to be included in the South North MAX 
Light Rail Project. 

(16) 'Locations' means the boundaries within which the light 

http://www.leg.state.or.us/95reg/measureslhb3400.dirlhb3478.int.htm1 811112011 
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rail route, stations, lots and maintenance facilities, and the 
highway improvements shall be located, as provided in section 6 
of this Act. 

(17) 'Measures' includes any mitigation measures, design 
features, or other amenities or improvements associated with the 
project or project extension. 

(18) 'Project' means the portion of the South North MAX Light 
Rail Project within the Portland metropolitan area urban growth 
boundary, including each segment thereof as set forth in the 
Phase I South North Corridor Project Locally Preferred 
Alternative Report as may be amended from time to time or as may 
be modified in a Final Statement or the Full Funding Grant 
Agreement. The project includes the light rail route, stations, 
lots and maintenance facilities, and any highway improvements to 
be included in the project. 

(19) 'Project extension' means the portion of the South North 
MAX Light Rail Project within the Portland metropolitan area 
urban growth boundary as set forth in the Phase II South North 
Corridor Project Locally Preferred Alternative Report as may be 
amended from time to time or as may be modified in a J:<'lnal 
Statement or the Full Funding Grant Agreement. The project 
extension includes the light rail route, stations, lots, and 
maintenance facilities, and any highway improvements to be 
included in the project extension. 

(20) 'Stations, lots and maintenance facilities' means the 
light rail stations, light rail park-and-ride lots and light rail 
vehicle maintenance facilities to be included in the project or 
project extension, to be selected from among alternatives 
described in a Draft Statement or Final Statement for the project 
or project extension. 

(21) 'Steering Corrmittee' means a comrnittee staffed by Metro 
through the time of adoption of the initial land use final order 
for the project or project extension, and thereafter staffed by 
Tri-Met, comprised at least of representatives of the Department 
of Transportation, Tri-Met and elected officials of the affected 
local governments and Metro, whose specific membership and manner 
of function shall be determined by intergovernmental agreement 
between Metro, Tri-Met, the Department of Transportation and the 
affected local governments for the project or project extension. 

(22) 'Tri-Met' means the Tri-county Metropolitan Transportation 
District of Oregon. + } 

SECTION 2. {+ (1) The Legislative Assembly finds that a 
failure to obtain maximum federal funding for the South North MAX 
Light Rail Project in the upcoming federal transportation 
authorization act will seriously impair the viability of the 
transportation system planned for the Portland metropolitan area, 
the ability of the area to implement a significant portion of its 
air quality and energy efficiency strategies and the ability of 
affected local governments to implement significant parts of 

http://www.leg.state.or.us/95reg/measureslhb3400.dirlhb3478.int.html 8/1112011 
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th~ir comprehensive plans. The Legislative Assembly further finds 
that to maximize the state's and metropolitan area's ability to 
obtain the highest available level of federal funding for the 
South North MAX Light Rail Project and to assure the timely and 
cost-effective construction of the project, it is necessary: 

(a) To establish the process to be used in making decisions in 
a land use final order on the light rail route, light rail 
stations, light rail park-and-ride lots, light rail maintenance 
facilities and any highway improvements to be included in the 
South North MAX Light Rail Project, including their locations; 

(b) To expedite the process for appellate review of a land use 
final order; and 

(c) To establish an exclusive process for appellate review. 
(2) Sections 1 to 13 of this Act shall be liberally construed 

to accomplish the purposes enumerated in subsection (1) of this 
section. 

(3) It is the intent of the Legislative Assembly that residents 
of neighborhoods within the Tri-County Metropolitan 
Transportation District of Oregon affected by land use decisions, 
limited land use decisions or land divisions resulting from the 
si ting, construction or operation of any IvlAX Light Rail line f 
either as individuals or through their neighborhood associations, 
shall have the opportunity to participate in such decisions and 
divisions. 

(4) The Legislative Assembly deems the procedures and 
requirements provided for in sections 1 to 13 of this Act, under 
the unique circumstances of the South North MAX Light Rail 
Project, to be equivalent in spirit and substance to the land use 
procedures that otherwise would be applicable. + } 

SECTION 3. {+ Notwithstanding any other provision of law, the 
procedures and requirements provided for in sections 1 to 13 of 
this Act shall be the only land use procedures and requirements 
to which the following land use decisions shall be subject: 

(1) Decisions on the light rail route for the project and 
project extension, including its location; 

(2) Decisions on the stations, lots and maintenance facilities 
for the project and project extension, including their locations; 
and 

(3) Decisions on the highway improvements for the project and 
project extension, including their locations. + } 

SECTION 4. {+ The Land Conservation and Development 
Commission shall establish criteria to be used by the council in 
making decisions in a land use final order on the light rail 
route, stations, lots and maintenance facilities, and the highway 
improvements for the project and project extension, including 
their locations. The provisions in ORS 'chapters 183, 192, 195, 
197, 215 and 227 and in any other law or regulation shall not 
apply to proceedings of the commission under sections 1 to 13 of 
this Act. The following procedures shall govern the proceedings 
of the commission in establishing criteria: 

http://v.'WW.leg.state.or.us/95reg/measureslhb3400.dirlhb3478.int.html 8/1112011 
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(1) The commission shall publish notice of a public hearing on 
criteria to be established by the commission in a newspaper of 
general circulation within the Portland metropolitan area at 
least 20 days prior to the public hearing. The notice shall: 

(a) Identify the general subject matter of the hearing and the 
date, time and place of the hearing; 

(b) State that any criteria to be proposed to the cormnission 
must be filed at the Salem office of the Department of Land 
Conservation and Development at least 10 days prior to 
commencement of the hearing and will be available for public 
inspection following filing; 

(c) State that appeals from an order establishing criteria must 
be filed within seven days following the. date written notice of 
the order is mailed; 

(d) State that failure by a person to raise an issue at the 
hearing in person or in writing, or failure to provide sufficient 
specificity to afford the cormnission an opportunity to respond to 
the issue raised, shall preclude appeal by that person to the 
court on that issue; 

(e) State that persons whose names appear on petitions 
submitted into the public hearing record will not be considered 
by that action to have provided oral or written testimony at the 
hearing; and 

(f) State that written notice of adoption of an order 
establishing criteria will be provided only to persons who 
provide oral or written testimony at the hearing and who also 
provide, in writing, a request for written notice and a mailing 
address to which notice should be sent. 

(2) The commission also may provide such other notjce as it 
deems appropriate to inform interested persons of the hearing. 
However, no other form of notice is required~ 

(3) A copy of the staff report, if anY, shall be available for 
public inspection at least four days prior to the public hearing. 

(4) The co~~ission shall hold a public hearing on the criteria 
to be established by the commission. At the commencement of the 
hearing, a statement shall be made to those in attendance that: 

(a) Identifies the general subject matter of the hearing; 
(b) States that appeals from an order establishing criteria 

must be filed within seven days following the date written notice 
of the order is mailed; 

(c) States that failure by a person to raise an issue at the 
hearing in person or in writing, or failure to provide sufficient 
specificity to afford the co~mission an opportunity to respond to 
the issue raised, shall preclude appeal by that person to the 
court on that issue; 

(d) States that submittal of proposed criteria at the hearing 
will not be accepted unless the proposed criteria were filed at 
the Salem office of the Department of Land Conservation and 
Development at least 10 days prior to the commencement of the 
hearing; 

http://www.leg.state.or.us/95reg/measureslhb3400 .dirlhb34 78 . int. html 811112011 
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(e) States that persons whose names appear on petitions 
submitted into the public hearing record will not be considered 
by that action to have provided oral or written testimony at the 
hearing; and 

(f) States that written notice of adoption of an order 
establishing criteria will be provided only to persons who 
provide oral or written testimony at the hearing and who also 
provide, in writing, a request for written notice and a mailing 
address to which notice should be sent. 

(5) The commission shall allow for the submission of oral and 
written testimoriy at the hearing, subject to such hearing 
procedures as the commission may deem necessary. The commission 
may exclude irrelevant, immaterial or unduly repetitious 
testimony. The commission shall not allow the submission of 
proposed criteria at the hearing unless the proposed criteria 
were filed at the Salem office of the Department of Land 
Conservation and Development at least 10 days prior to the 
co~~encement of the hearing. Minutes of the hearing shall be 
taken. 

(6) The commission shall close the hearing and adopt an order 
establishing the criteria within 14 days following cormnencement 
of the hearing. In establishing the criteria, the commission 
shall consider those statewide planning goals and those plan 
policies that are relevant to decisions regarding the light rail 
route, stations, lots and maintenance facilities, and the highway 
improvements, and their locations. The commission's order shall 
include a brief statement explaining how the criteria established 
reasonably reflect those statewide land use planning goals and 
those plan policies that are relevant to decisions regarding the 
light rail route, stations, lots and maintenance facilities, and 
the highway improvements, and their locations. 

(7) Following establishment of the criteria, the commission as 
soon as reasonably possible shall: 

(a) Notify in writing the council, Tri-Met, the Department of 
Transportation, the affected local governments and any person who 
provided oral or written testimony at the hearing and who also 
provided, in writing, a request for written notice and a mailing 
address to which notice should be sent of its order and the 
criteria it has established; and 

(b) Make copies of its order and the criteria available for 
public inspection at the Salem and Portland offices of the 
Department of Land Conservation and Development. 

(8) The commission shall adopt the order described in 
subsection (6) of this section within 90 days following the 
effective date of this Act. + } 

SECTION 5. {+ (1) Notwithstanding ORS 183.400, 183.482, 
183.484, 197.825 or any other law or regulation, exclusive 
jurisdiction to review a Land Conservation and Development 
Co~~ission order establishing criteria under section 4 of this 
Act is conferred on the court. 

http://www.leg.state.or.us/95reg/measureslhb3400.dirlhb3478.int.html 8/1112011 
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(2) Proceedings for review of the commission's order shall be 
instituted when any person who is adversely affected files a 
notice of intent to appeal with the administrator that meets the 
following requirements: 

(a) The notice shall be filed within seven days following 
written notice of the commission's order. 

(b) The notice shall state the nature of the commission's 
order, in what manner the commission rejected the position raised 
by the petitioner before the commission and, with supporting 
affidavit, facts showing how the petitioner is adversely 
affected. The petitioner shall be consider~adversely-affected 

I W S-e·ci7 ()U 

(A) The petitioner provided oral or written testimony at the 
commission's hearing; and 

(E) The petitioner proposed criteria, as provided in section 4 
(5) of this Act, that the commission rejected in its order, or 
the petitioner, in the petitioner's testimony at the hearing, 
opposed the criteria which the commission selected in its order. 

(c) The petitioner shall deliver a copy of the notice of intent 
to appeal by personal service to the commission at the Salem 
office of the Department of Land Conservation and Development, at 
the Salem office of the Department of Transportation, to the 
Attorney General, to the council at the office of Metro's 
executive officer, to Tri-Met at the office of Tri-Met's general 
manager and to the affected local governments. 

(3) Within seven days following filing of the notice of intent 
to appeal, the commission shall personally deliver to the court a 
certified copy of the record of its criteria proceedings. The 
record shall include only: 

(a) The commission's order establishing the criteria; 
(b) Any written report received by the cowmission from the 

Department of Land Conservation and Development at the hearing; 
(c) Proposed criteria submitted to the commission as provided 

in section 4 (5) of this Act and written testimony submitted to 
the commission at the hearing; 

(d) Minutes of the public before the cOIT~ission; 
(e) The published notice of public hearing; and 
(f) Proof of mailing to persons entitled to notice of the 

COIDc'TL1 ssion' s order. 
(4) Within 14 days following the filing of the notice of intent 

to appeal, the petitioner shall file the petitioner's brief. The 
petitioner shall personally deliver the brief to the 
administrator, to the Attorney General, to the council at the 
office of Metro's executive officer, to Tri-Met at the office of 
Tri-Met's general manager and to the affected local governments. 
The brief shall comply with the specifications for opening briefs 
set forth in the rules of appellate procedure. 

(5) Within 28 days following the filing of the notice of intent 
to appeal, the commission, Metro, Tri-Met, the Department of 
Transportation and any affected local government, unless Metro, 

http://www.leg.state.or.us/95reg/measureslhb3400.dirlhb3478.int.h1ml 8/1112011 
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Tri-Met, the Department of Transportation or an affected local 
government is the petitioner, may file an answering brief that 
shall comply with the specifications for answering briefs set 
forth in the rules of appellate procedure. 

(6) On review, the court may reverse or remand 
order only if it finds that the order: 

(a) Violates constitutional provisions; 
~ 

f~b» Exceeds toe statutory authority of the commission; or 
,~":/-~-.-----

"-rc) Was adopted by the commission without substantial 
compliance with the procedures in section 4 of this Act in a 
manner that prejudiced the substantial rights of the petitioner. 
Failure of the commission to notify a person entitled to written 
notice under section 4 (7) (a) of this Act shall not be a ground 
for reversal or remand if evidence of mailing to that person is 
provided~ The court shall not substitute its judgment for that of 
the cornrnissiorl as to arljl iSS"Lle of fact or as to any issue wi thin 
the cormnission' s discretion. 

(7) The court shall not stay any action by the council under 
se~tions 1 to 13 of this Act pending the court's review under 
this section. 

(8) The court may decide the matter on the briefs or it may 
hold oral arguments .. The court shall decide the matter at its 
earliest practicable convenience, consistent with sections 1 to 
13 of this Act. + } 

SECTION 6. {+ (1) A land use final order shall establish the 
light rail route, stations, lots and maintenance facilities, and 
the highway improvements for the project or project extension, 
including their locations, as provided in this section and in 
accordance with the procedures identified in section 7 of this 
Act. 

(a) Prior to publication of the public hearing notice described 
in section 7 (I) of this Act, and following receipt of 
recommendations from the Department of Transportation and the 
Steering Committee, Tri-Met shall apply to the council for a land 
use final order approving the light rail route, stations, lots 
and maintenance facilities, and the highway improvements; 
including their locations~ The applied for locations shall be in 
the form of boundaries within which the light rail route, 
stations, lots and maintenance facilities, and the highway 
improvements shall be located. These boundaries shall be 
sufficient to accommodate adjustments to the specific placements 
of the light rail route, stations, lots and maintenance 
facilities, and the highway improvements for which need commonly 
arises upon the development of more detailed environmental or 

engineering data following approval of a Full Funding Grant 
Agreement. 

(b) Following a public hearing as provided in section 7 (3) of 
this Act, the council shall either adopt a land use final order 
establishing the facilities and locations applied for by Tri-Met 
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or continue the public hearing and refer the proposed facilities 
and locations back to Tri-Met for further review. 

(c) Upon referral by the council, Tri-Met shall consider 
amendments to its proposed facil~ties and locations and then 
forward a further application to the council for hearing and 
adoption. The council shall either adopt a land use final order 
establishing the facilities and locations applied for by Tri-Met 
or again continue the hearing and refer the proposed facilities 
and locations back to Tri-Met for further review and application 
to the council. 

(2) Any siting of the light rail route, a station, lot or 
maintenance facility, or a highway improvement outside the 
locations established in a land use final order, and any new 
station, lot, maintenance facility or highway improvement, shall 
require a land use final order amendment or a new land use final 
order which shall be adopted in accordance with the process 
provided for in subsection (1) of this section. + } 

SECTION 7. {+ The council shall apply the criteria 
established by the commission in making decisions in a land use 
final order on the light rail route, stations, lots and 
maintenance facilities, and the highway improvements, including 
their locations. The provisions in ORS chapters 183, 192, 195, 
197, 215, 227, 267 and 268 and in any other law or regulation 
shall not apply to proceedings of the council under sections 1 to 
13 of this Act. The following procedures shall govern the 
council's proceedings in adopting a land use final order: 

(1) (a) The council shall publish notice of a public hearing on 
the light rail route, stations, lots and maintenance facilities, 
and the highway improvements, including their locations, as to 
which decisions will be made in the land use final order of the 
council in a newspaper of general circulation within Metro's 
jurisdictional area at least 14 days prior to the hearing. 

(b) The notice shall: 
(A) Identify the general subject matter of the hearing and the 

street address where a staff report and the criteria may be 
found; 

(B) Identify the date, time and place of the hearing; 
(e) State that appeals from decisions in a land use final order 

must be filed within 14 days following the date the land use 
final order is reduced to writing and bears the necessary 
signatures; 

(0) State that failure by a person to raise an issue at the 
hearing in person or in writing, or failure to provide sufficient 
specificity to afford the council an opportunity to respond to 
the issue raised, shall preclude appeal by that person to the 
board based on that issue; 

(E) State that persons whose names appear on petitions 
submitted into 
by that action to have provided oral or written testimony at the 
hearing; and 
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(F) State that written notice of adoption of the land use final 
order will be provided only to persons who provide oral or 
written testimony at the hearing and who also provide, in 
writing, a request for written notice and a mailing address to 
which notice should be sent. 

(c) The council also shall provide such other notice as is, in 
its judgment, reasonably calculated to give notice to persons who 
may be substantially affected by its decision. No other form of 
notice is required. 

(2) A copy of the staff report shall be available for public 
inspection at least seven days prior to the public hearing. The 
staff report shall set forth and address compliance with the 
criteria. The staff report also shall include a description of 
the proposed boundaries within which the light rail route, 
stations, lots and maintenance facilities, and the highway 
improvements shall be located, as recomrnended by Tri-t·1et under 
section 6 (1) of this Act. The staff report may be amended as the 
staff considers necessary or desirable prior to the pllblic 
hearing without further notice. 

(3) The council shall hold a public hearing on the light rail 
route, stations, lots and maintenance facilities, and the highway 
improvements, including their locations, as to which decisions 
will be made in the land use final order. At the commencement of 
the hearing, a statement shall be made to those in attendance 
that: 

(a) Lists the criteria or directs those present to a place at 
the hearing location where any person may obtain a list of the 
criteria at no cost; 

(b) Lists generally the light rail route, stations, lots and 
maintenance facilities, and the highway improvements, including 
their locations, as to which decisions will be made in the land 
use final order; 

(c) States that testimony shall be directed towards the 
application of the criteria to the light rail route, stations, 
lots and maintenance facilities, and the highway improvements, 
including their locations, as to which decisions will be made in 
the land use final order; 

(d) States that appeals from decisions in a land use final 
order on the light rail route, stations, lots and maintenance 
facilities, and the highway improvements, including their 
locations, must be filed within 14 days following the date the 
land use final order is reduced to writing and bears the 
necessary signatures; 

(e) States that failure by a person to raise an issue at the 
hearing, in person or in writing, or failure to provide 
sufficient specificity to afford the council an opportunity to 
respond to the issue raised, shall preclude appeal by that person 
to the board based on that issue; 

(f) States that written notice of adoption of the land use 
final order will be provided only to persons who have provided 

http://www.Ieg.state.or.us/95reg/measureslhb3400 . dirlhb 34 78 .int.html 811112011 



439

Relating to procedures for the siting of the South North light rail line; creating new pro... Page 11 of 18 

oral or written testimony at the hearing and who also have 
provided, in writing, a request for written notice and a mailing 
address to which notice should be sent; and 

(g) States that persons whose names appear on petitions 
submitted into the puhlic hearing record will not be considered 
by that action to have provided oral or written testimony at the 
hearing. 

(4) The council shall allow for the submission of oral and 
written testimony at the hearing, subject to such hearing 
procedures as the council may deem necessary or appropriate for 
the adoption of land use final orders. The council may exclude 
irrelevant, immaterial or unduly repetitious testimony. 

(5) The council may take official notice at the hearing of any 
matter identified in ORS 40.065 and 40.090 or as authorized by 
the resolution, if any, of the council establishing hearing 
procedures for the adoption of land use final orders. 

(6) The council shall close the hearing and shall adopt by 
resolution a land use final order. The council may continue the 
matter as provided in section 6 (1) of this Act or as it 
otherwise considers necessary for the purpose of land use final 
order adoption. 

(7) The land use final order shall be accompanied by written 
findings demonstrating how the decisions on the light rail route, 
stations, lots and maintenance facilities, and the highway 
improvements, including their locations, comply with the 
criteria. 

(8) Following adoption of a land use final order, the council 
as soon as reasonably possible shall: 

(a) Provide media notice of the adoption; and 
(b) Provide written notice of the adoption to persons who: 
(A) Provided oral or written testimony at the hearing; and 
(B) Provided at the hearing, in writing, a request for written 

notice and a mailing address to which written notice should be 
sent. Persons whose names appear on petitions provided at the 
hearing shall not be considered to have provided oral or written 
testimony at the hearing. The written notice of adoption provided 
hereunder shall indicate the date of written adoption and 
signature of the land use final order, identify the place at and 
time during which a copy of the land use final order may be 
obtained and state that appeals from decisions in the land use 
final order must be filed within 14 days following written 
adoption and signature of the land use final order. 

(9) The procedures established by this section establish the 
only opportunities that the council must provide for interested 
persons to participate in the proceedings of the council in 
adopting a land use final order. Subject to the other provisions 
established by this section, the council by resolution may 
establish additional procedures to govern its proceedings in 
adopting a land use final order. + } 
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SECTION 8. { + (1) The state, and all affected counties, 
cities, special districts and political subdivisions shall: 

(a) Amend their comprehensive or functional plans, including 
public facility plans and transportation sy~tem plans and their 
land use regulations, to the extent necessary to make them 
consistent with a land use final order; and 

(b) Issue the appropriate development approvals, permits, 
licenses and certificates necessary for the construction of the 
project or project extension consistent with a land use final 
order. Development approvals, permits, licenses and certificates 
may be subject to reasonable and necessary conditions of 
approval, but may not, by themselves or cumulatively, prevent 
implementation of a land use final order. 

(2) Notwithstanding the provisions of subsection (1) (a) of 
section or any other provision of state or local law, a land 
final order shall be fully effective upon adoption. 

4-h· L.LllS 

use 

(3) For purposes of subsection (1) (b) of this section, an 
approval condition shall be considered not reasonable or 
necessary, or shall be considered to prevent implementation of a 
land use final order, if: 

(a) The measure has been deleted or deferred from the project 
or project extension in the Full Funding Grant Agreement; or 

(b) The Steering Committee determines in accordance with the 
provisions of the intergovernmental agreement described in 
section 1 (21) of this Act that: 

(A) There are not sufficient federal, state and local funds 
within the project or project extension budget to pay for the 
measure; 

(E) The measure will significantly delay the completion or 
otherwise prevent the timely implementation of the project or 
project extension; or 

(C) The measure will significantly negatively impact the 
operations of the project or project extension. 

(4) Applications for development approvals under subsection 
(1) (b) of this section shall be treated as land use decisions and 
not as limited land use decisions. 

(5) Plan and land use regulation amen~~ents, to the extent 
required under subsection (1) (a) of this section shall not be 
reviewable by any court or agency. 

(6) Development approvals and permit, license and certificate 
decisions under subsection (1) (b) of this section may be the 
subject of administrative and judicial review as provided by law. 
However, determinations of the Steering Corrrrnittee made pursuant 
to subsection (3) of this section shall not be reviewable and 
shall control in the event of conflict. 

(7) Each state agency, special district or affected local 
government that issues a development approval, permit, license or 
certificate for the project or project extension shall continue 
to exercise enforcement authority over the development approval, 
permit, license or certificate. + } 
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SECTION 9. {+ (1) Notwithstanding ORS 183.482, 183.484, 
197.825 or any other law or regulation, exclusive jurisdiction 
for review of a land use final order relating to the project or 
project extension is conferred on the Land Use Board of Appeals 
and the court as provided by sections 1 to 13 of this Act. 

(2) Review of a land use final order relating to the project or 
project extension shall be initiated within 14 days following the 
date that the land use final order is reduced to writing and 
bears the necessary signatures by personal delivery to the board, 
to the administrator and to Metro at the office of Metro's 
executive officer of a notice of intent to appeal as required by 
this section. 

(3) A person may petition for review of a land use final order 
relating to the project or project extension if the person: 

(a) Personally delivered a notice of intent to appeal the land 
use final order as provided for in subsection (2) of this 
section; and 

(b) Appeared before the council orally or in writing at the 
land use final order hearing on the project or project extension. 

(4) A person's failure to raise an issue at the land use final 
order hearing, in person or in writing, or failure to provide 
sufficient specificity to afford the council an opportunity to 
respond to the issue raised, shall preclude that person from 
petitioning for review based on that issue. 

(5) A notice of intent to appeal shall: 
(aJ Contain an affidavit stating the facts that support the 

petitioner's standing as provided in subsection (3) of this 
section; 

(b) State with particularity the grounds on which the 
petitioner assigns error; and 

(c) State the residence or business address of the petitioner 
to which documents may be delivered, and the telephone and 
facsimile number or numbers where the petitioner may be reached 
during normal business hours. 

(6) Metro shall personally deliver to the board and to the 
ailiuinistrator a certified copy of the record of the council's 
land use final order proceedings within seven days following the 
filing and delivery of a notice of intent to appeal as provided 
in subsection (2) of this section. Metro shall make copies of the 
record available to the public for the actual costs of copying. 
The record shall consist of the land use final order, the written 
findings accompanying the land use final order, the notice of the 
land use final order hearing, any audio cassette recordings of 
the hearing, a statement of matters that were officially noticed 
at the hearing, the staff report and any amendments thereto and 
documents accepted into the record at the hearing. Metro shall 
make a copy of the record available for inspection by petitioners 
and shall provide a copy of the record to any petitioner upon 
request for the actual costs of copying. 

(7) Any objection to the record shall be personally delivered 
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or transmitted by facsimile to the board, to the administrator 
and to Metro at the office of Metro's executive officer within 
four days following delivery of the record to the board. Within 
four days thereafter, responses of Metro to objections to the 
record shall be personally delivered or faxed to the board, to 
the administrator and to the residences or business addresses of 
the persons objecting. Thereafter, the board shall rule 
expeditiously on objections. The board's ruling on objections 

shall not affect the briefing schedule or decision timelines set 
forth in sections 1 to 13 of this Act. 

(8) No stays or continuances of proceedings shall be permitted. 
No person may intervene in and thereby be made a party to the 
review proceedings, except that Tri-Met, the Department of 
Transportation and the affected local goverwuents shall have 
standing to and may intervene on their own behalf. 

(9) Within 14 days following the filing of the notice of intent 
to appeal, a petitioner shall personally deliver a petition for 
review and brief to the board, to the administrator, to Metro at 
the office of Metro's executive officer and to Tri-Met, the 
Department of Transportation or an affected local government if 
it has filed a motion to intervene in the review proceeding. The 
petition for review and brief shall set out in detail each 
assignment of error and shall identify those portions of the 
record in which the petitioner raised in the land uSe final order 
hearing the issues as to which error is assigned. The petition 
for review and brief shall comply with the specifications for 
opening briefs set forth in the rules of appellate procedure. 

(10) Within 28 days following the filing of the notice of 
intent to appeal, Metro and any intervening party shall 
personally deliver to the board, to the administrator and to any 
petitioner at the petitioner's residence or business address 
their briefs in response to a petition for review and brief. 
Responding briefs shall comply with the specifications for 
answering briefs set forth in the rules of appellate procedure. 

(11) Within 35 days following the filing of the notice of 
intent to appeal, the board shall hear oral argument in the 
manner provided for in its administrative rules. The board shall 
issue a final opinion within 28 days following oral argument. The 
board's final opinion shall affirm or remand the council's land 
use final order, stating the reasons for the decision. 

(12) (a) The board shall remand the land use final order only if 
it finds that the council: 

(A) Improperly construed the criteria; 
(E) Exceeded its statutory or constitutional authority; or 
(e) Made a decision in the land use final order on the light 

rail route, on stations, lots or maintenance facilities, or the 
highway improvements, including their locations, that was not 
supported by substantial evidence in the whole record. The 
existence in the whole record of substantial evidence supporting 
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a different decision on the light rail route, stations, lots or 
maintenance facilities, or the highway improvements, including 
their locations, shall not be a ground for remand if there also 
was substantial evidence in the whole record supporting the land 
use final order. 

(b) Failure to comply with statutory procedures, including 
notice requirements, shall not be grounds for invalidating a land 
use final order. 

(c) The board shall affirm all portions of the land use final 
order that it does not remand. 

(13) Upon issuance of its final opinion, the board shall file 
the opinion with the administrator and transmit copies to the 
parties. The board also shall inform the parties of the filing of 
the final opinion by telephone or facsimile. Within seven days 
following issuance of its final order, the board shall file with 
the administrator a copy of the record of the board. 

(14) Neither the board nor the court shall substitute its 
judgment for that of the council as to any issue of fact or any 
issue within the discretion of the council. + } 

SECTION 10. {+ (1) Any party appearing before the Land Use 
Board of Appeals under section 9 of this Act and objecting to the 
board's final opinion may petition the court for review of the 
final opinion as provided for in this section. The petition shall 
be filed with the administrator and served on the board and all 
parties within 14 days following the board's issuance of its 
final opinion in the manner provided for filing and service in 
the rules of appellate procedure. The petition shall be in the 
form of a brief and shall state, with particularity and with 
supporting authority, each reason asserted for reversal or 
modification of the board's decision. Insofar as practicable, the 
petition shall comply with the specifications for petitions for 
review in the rules of appellate procedure. 

(2) If a petition for review has been filed, then within 14 
days thereafter, any other party appearing before the board may, 
but need not, file a response to the petition for review. In the 
absenCe of a response, the party's brief before the board shall 
be considered as the response. A party seeking to respond to the 
petition for review shall file its response with the 
ad..ministrator and serve it on the board and all parties in the 
manner provided for filing and service in the rules of appellate 
procedure. The response shall be in the form of a brief and shall 
comply with the specifications for responses to petitions for 
review in the rules of appellate procedure. 

(3) The court may decide the matter on the briefs, or it may 
hold oral argument. The court may adopt the board's final opinion 
as its own, affirm without opinion or issue a separate opinion. 
The court shall decide the matter at its earliest practicable 
convenience, consistent with sections 1 to 13 of this Act. 

(4) The court shall affirm or remand the land use final order, 
in whole or in part. The court shall affirm all parts of the 
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final order that it does not remand. The court shall base its 
decision on the standards for review set out in section 9 (12) of 
this Act. If the court remands, the council shall respond as to 
those matters remanded by adopting by resolution a land use final 
order on remand. The provisions of section 7 of this Act shall 
govern the proceedings of the council in adopting a land use 
final order on remand. Upon. adoption of a land use final order on 
remand, Metro shall immediately file with the administrator the 
land use final order on remand and the record of the council. 
Metro shall personally deliver copies of its land use final order 
on remand to the parties before the court and shall inform the 
parties of the filing of the final order on remand by telephone 
or facsimile. 

(5) If the court remands, the court shall retain jurisdiction 
over the matters remanded. Within 14 days following adoption of a 
land use final order on remand, the parties before the court may 
submit memoranda to the court with respect thereto and shall 
personally deliver copies of the memor~nda to other parties 
before the court. The court may limit the length of such 
memoranda. The court's decision on the land use final order on 
remand shall be based on the standards s~t forth in section 9 
(12) of this Act. + } 

SECTION 11. {+ (1) If, as a condition of executing a Full 
Funding Grant Agreement, the Federal Government requires the 
deletion or deferral of portions of the approved project or 
project extension, or the deletion or deferral of measures 
expressly provided for in a Final Statement, a determination of 
which improvements or measures to delete or defer shall be made 
in accordance with the provisions of the intergovernmental 
agreement described in section 1 (21) of this Act. 

(2) If, subsequent to execution of a Full Funding Grant 
Agreement, additional deletions or deferrals are required due to 
insufficient funds in the budgets for the project or project 
extension, a determination of which improvements or measures to 
delete or defer shall be made in accordance with the provisions 
of the intergover~~ental agreement described in section 1 (21) of 
this Act. + } 

SECTION 12. {+ (1) Upon execution of a Full Funding Grant 
Agreement, the council shall amend the land use final order to be 
consistent with the terms and conditions of the Full Funding 
Grant Agreement. 

(2) The following amendments to a land use final order shall be 
considered technical and environmental and shall not be subject 
to judicial or administrative review: 

(a) Amendments resulting from adoption of a Final Statement; 
(b) Amendments required to ensure consistency with an executed 

Full Funding Grant Agreement; and 
(c) Amendments to defer or delete a portion of the project or 

project extension as provided for in section 11 (2) of this 
Act. + } 
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SECTION 13. {+ No action taken by the commission, the 
council, the board or the court under sections 1 to 13 of this 
Act shall be invalid due to a failure to meet a timeline 
established by sections 1 to 13 of this Act. + } 

SECTION 14. {+ ORS 197.550, 197.553, 197.556, 197.559, 
197.562, 197.565, 197.568, 197.571, 197.574, 197.577, 197.581, 
197.584 and 197.590 are repealed. + } 

SECTION 15. {+ This Act being necessary for the immediate 
preservation of the public peace, health and safety, an emergency 
is declared to exist, and this Act takes effect on its 
passage. + } 
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600 NE <;rand Ave. I 503-797-1700 tel 
Portland, OR 97232 503-797-1930 fax 

'2-No. _____ _ 

Aug. 11, 2011 

Columbia River Crossing Land Use Final Order Public Hearing 

(Please print) 

Name (required) 

Affiliation (if any) 

Address (required) 

('Z.. 1/-\ J 

_·_2-_D_~-'---.:(J=-·_S: __ J~LJ __ C_k_""_v _'" -_, .--=. __ C_\_--"A_J,--(_c>..-:...t,_c. __ ·(r_~ __ Cf_7 00 7 

E-mail (optiona!) U'fc=JOV\ Po,-r e v<=>(. C,.c-;,-......." 

~Send me written notification of adoption of the LUFO (requires valid mailing address). 

Testimony (use back or attach additional sheets if necessary) 

Attach a copy of your testimony and any supporting material to this form. Make sure 
your name is on all material. If you choose not to testify orally, you may testify in writing 
by leaving this form, along with any prepared materials, with staff or by depositing it in 
the comment box. Only oral testimony at the hearing and written testimony received 
prior to the close of the hearing will be included in the record. 
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Testimony 
Before the METRO Council 

Columbia River Crossing, L UFO 
August 11,2011 

The LUFO statute was adopted in order to facilitate resolution of landuse decisions 

relative to light rail construction. 

LUFO NOT APPLICABLE. 

\Vithin the urban growth boundary, the light rail component of this Mega-freeway project 
"' ..... .. ... f" "f, IV"" ....l 1- h *1 TT ...l T 1 rl Tt..· 1 .. IS a iocai access bridge TOr roaa traIIiC anu ngut rall to nayuen ISianu. luIS local access 
bridge has no physical connection with Interstate. Road traffic on this local access bridge 

has no direct connection with 1-5. 

The LUFO statute is not applicable to this mega-freeway project except, perhaps, for the 

minor component just described. 

LOCAl, ACCESS BRIDGE NEEDED. 

A local access bridge with light rail to Hayden Island makes good sense. It would reduce 

traffic turbulence on 1-5, reducing congestion and increasing safety. It would create jobs. 

It would be affordable. 

COl'fI1\fON SENSE ALTEP~~ATIVE. 

Wasting time and money pursuing an unfunded proposal that will not be built when 

options like the Common Sense Alternative are available merely postpones progress. 

Look at the Common Sense Alternative. It improves traffic How for ail modes: road, rail 

and waterway. It can be phased. It creates both long term and short term family wage jobs 

and promotes a healthier enviroI',ment. It meets future needs. And it is affordable. 

Dan L. McFarling 
20585 SW Cheshire Court 
Aloha, Oregon 97007 

503.642.4077 

Does it make any sense, when there are so many unmet needs to maintain existing infrastructure, 
to ignore those needs in favor of expending limited resources tearing down bridges that have 
been determined by both Oregon and Washington's DOT's to be sound infrastructure with 
many more decades of useful life? 
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600 NE Grand Ave. I 503-797-1700 tel 
Portland, OR 97232 503-797-l930 fax 

~Metro No. ----=3~ __ _ 
Aug. 11, 2011 

Columbia River Crossing Land Use Final Order Public Hearing 

(Please print) 

Name (required) 

Affiliation (if any) 

Address (required) 

E-mail (optional)_JIM)-\D\NG-\....L S '2 ~'; )--!vIN""-J::,,.\..l... . GD t>J\ 

o Send me written notificatio~ of adoption of the LUFO (requires valid mailing ada(ess). 

Testimony (use back or attach additional sheets if necessary) 

-
Attach a copy ~fyour testimony and any supporting material to this form. Make sure 
your name is on all material. If you choose not to testify orally, you may testify in writing 
by leaving this form, along with any prepared materials, with staff or by depositing it in 
the comment box. Only oral testimony at the hearing and written testimony received 
prior to the close of the hearing will be included in the record. 
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James M. Howell 
3325 NE 45th Avenue 
Portland, OR 97213 

Telephone: 503-284-7182 
Email: jimhowell89@hotmail.com 

Testimony to: Metro Council 
RE: Resolution No. 11-4280 

August 11, 2011 

Please do not approve Res. 11-4280 as piOposed for the following reasons. 

1. The definition of the "Project" is far too broad and has litt!e to do with the 
South/North Light Rail Project adopted by Metro Council on July 28, 1998 
(Resoiution No. 98-2673), which this resolution would amend. 

2. Light rail can be extended north, within the Urban Growth Boundary, 
without modifying the 1-5 Freeway and therefore none of the freeway 
project should be included in this resolution. 

3. Of the (14) highway improvements listed on pages 4. and 5. of Exhibit A of 
Res. No.11-4280, the only highway improvement directly linked to Ught rail 
is described by item 5. "'A new integrated fight rail/vehicle/bicycfe/ 
pedestrian bridge west of 1-5 connecting Hayden isiand with Expo 
Center and N. Expo Road." All other items should be eliminated and the 
project's boundary shouid be modified to inciude only this limited corridor. 
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600 NE Grand Ave. I 503-797-1700 tel 
Portland, OR 97232 503-797-1930 fax 

4 No. __ --'-__ _ 

~Metro 
Aug. 11,2011 

Columbia River Crossing land Use Final Order Public Hearing 

(Please print) 

Name (required) 

Affiliation (if any) ~QK?SA, IN c... 
I 

Address (required) 112Lj N E S~\, ) (?uG(llArJ() , 

E-m~ptional) CD[''-\..{":)~b- ~ ""~: c.o)-----.. J 

mend me written notification of ado¢ton of the CU. 0 (requires valid mailing address). 

Testimony (use back or attach additional sheets if necessary), 

-q72)~ 

Attach a copy a/your testimony and any supporting material to this form, Make sure 
your name is on all material. If you choose not to testify orally, you may testify in writing 
by leaving this form, along with any prepared materials, with staff or by depositing it in 
the comment box.. Only oral testimony at the hearing and written testimony received 
prior to the close of the hearing will be included in the record. 
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I 
ECONOMICS 

August 11, 2011 

Metro President Hughes 
Metro Councilors Burkholder, Colette, Craddick, Harrington, Hosticka, Roberts 
Metro 
800 NE Grand Avenue 
Portland, OR 97232 

RE: Resolution No. 11-4280 
Land Use Final Order for the Columbia River Crossing 

Dear President Hughes and Metro Councilors: 

I submit the following testimony for your consideration as you deliberate on findings of 
fact for Resolution No. 11-4280 amending the Land Use Final Order (LUFO) for the 
Columbia River Crossing. 

I have been retained by Plaid Pantries, Inc., to undertake an economic and financial 
analysis of the Columbia River Crossing. For 16 years, I have been principal economist 
for my firm, Impresa, Inc. Prior to that, I served for 12 years as the chief economic 
development staff person for the Oregon Legislature. In addition to providing research 
and analysis for a wide range of public and private clients, I am a non-resident Senior 
Fellow at the Brookings Institution, Senior Research Advisor for CEOs for Cities, and 
current chair of the Governor's Council of Economic Advisers. My vita is attached. 

Over the past four years, I have carefully studied the financial aspects of the Columbia 
River Crossing. Based on my analysis, detailed below, I conclude that it is highly 
unlikely that necessary funding for the construction of the project will be forthcoming 
from the sources and in the amounts described in the project's draft financial plan. My 
analysis is djvided into four parts, as follov/s: 

1. CRC project financing is highly uncertain. 

2. There is no assurance that the project can be constructed for the currently 
budgeted amount. 

3. CRC traffic projections are inaccurate. 

4. TIFIA fhnding is unlikely to offset shortfalls in toll bond fhnding. 

My analysis strongly suggests that the record before you is inadequate to support the 
appropriate findings for a Land Use Final Order; I would therefore recommend that you 
return this matter to Tri-Met for further work. 

1424 NE Knott Street 
Portland, OR 97212 

503.213.4443 
www.impresaconsulting.com 
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1. CRC project financing is highly uncertain. 
The CRC depends on a complex, multi-part financing plan. None of the parts of the plan 
have yet been approved by any of the bodies that must approve such funding. There are 
four key elements to this financing plan: toll bonds, Oregon and Washington 
appropriations, federal New Starts funding, and federal highway funding. 

~ I 

I ~:~r~~nd Proceeds and Revenues Amount (~;~~~;s~ I 
'Oregon & Washington Appropriations 900.0J 

Federal New Start Funding $850.0 I 
I Fedeml Highway Earmar; $40o.~ 
I Other Funds 56.~ 

I Total $3,565.00 
(Columbia River Crossing 201 Oc, Table 1-3 "Integrated Capital Finance Plan," page 1-7) 

The eRC financing plan rests on seven key assumptions about decisions that will be 
made and amounts that will be provided for project funding: 

1. Washington legislative approval of facility tolling. 
2. Washington legislative approval of funding for the state share of the project. 
3. Oregon legislative approval of funding for the state share of the project. 
4. Eannarking or Federal Highway Administration approval of funding for the 

highway portion of the project. 
5. Federal Transit Administration approval of New Starts Funding 
6. Oregon and Washington Treasurers' approvals for the authorization of toll-backed 

revenue bonds 
7. Voter approval in the CTRAN district or a portion thereof of operating funds for 

light rail. 

In order to construct the project as currently described by the Project Sponsors Council, 
all of these financial approvals must be made, and made at the full amount budgeted. If 
any of these sources of funds or approvals is not made, or if funding is provided at less 
than the budgeted amount or if funding or approval is delayed, there is no assurance that 
all of the component parts of the project will be constructed. 

In addition, there are important inter-dependencies among different funding sources. 
Some funds are legally required as matching funds to secure the availability of other 
funding. For example, availability of Federal Transit Administration funding assumes 
contributions from both states and from tolling are available to be counted as "matching" 
money for the FTA, and further, that there is an assured source of local operating funds. 
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Shortfalls in one funding source could trigger reductions in funding from other sources. 
Already, Clark County's Regional Transportation Council has raised questions about the 
equity of increasing costs for local users if federal funding is less than anticipated 
(Regional Transportation Council 2011). 

There are major risks that one or several of these assumptions are incorrect and that 
expected sources of funding will not materialize, and additional risks that they will not 
materialize in the amounts budgeted or on the schedule currently planned. 

Assumption 1. Washington legislative approval of facility tolling. The CRC finance 
plan aSSlLTes that nearly one-third ofproject funding "viII come from tolls paid by bridge 
users. The Washington Legislature must specifically adopt legislation authorizing tolling 
on the 1-5 bridges (RCW 47.56.075). It has not done so. Moreover, in November 2011, 
Washington voters will consider Initiative 1125 which will attach additional conditions to 
toll funded projects, including requirements of specific legislative approval of toll rates 
and toll rate increases, and a general ban against varying toll-rates by time of day 
(Washington Secretary of State 2011). The CRC's financial plan assumes variable rate 
tolling, and therefore would not comply with the limitations of the proposed initiative. 

If the Washington Legislature fails to approve tolling of the Columbia River Crossing, 
between $1.0 and $1.3 billion will have to be cut from the project budget, this may make 
the project as a whole untenable. 

Assumption 2. Washington legislative approval of funding for the state share of the 
project. The draft CRC finance plan assumes the Washington Legislature will 
appropriate $450 million dollars as the state share of the project. The Washington 
Legislature has not approved, nor even received, a request for this level of funding. The 
current ten-year state transportation budget makes no allocation of state transportation 
funds for construction of the Columbia River Crossing. Each biennium, the Washington 
Legislature adopts a multi-year listing indicating, project-by-project funding levels for 
the current biennium, and the four subsequent biennia. The list adopted by the 2011 
Washington Legislature provides funding for further planning of the CRC, but no 
construction funding, and no amounts beyond the 2011-13 biennium. In contrast, the 
Legislature has already appropriated $1.4 billion for the Alaska Way Viaduct replacement 
project and $1.6 billion for the Highway 520 floating bridge project through the current 
biennium, and scheduled an additional $635 million for the Alaska Way Viaduct 
replacement for 2013-2017, and $679 million for the Highway 520 floating bridge project 
for 2013-19 (Washington Legislative Evaluation and Accountability Program Committee 
2011). 

Providing the state share of the Columbia River Crossing will likely necessitate an 
increase in state gas taxes. Washington's available state gas tax revenues are almost fully 
pledged for debt service; by 2014, an estimated 70% of state gas tax revenues will go to 
debt service (Washington Department of Transportation 2011, page E-178). State gas tax 
revenues are falling below projections: the state now forecasts that revenues over the 
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next decade will fall $400 million short of earlier projections and over the next sixteen 
years will be $1.6 billion short, due higher fuel prices, less driving and more fuel efficient 
vehicles (Washington Department of Transportation 2010a). 

Washington's unwillingness or inability to provide state funds for the CRC is illustrated 
by its directive that the state undertake a study of public private partnerships as an 
alternative means of financing major transportation projects. The 2011 Washington 
Legislature has required a study of public private partnerships be undertaken for a series 
of named construction projects. If the state elects to proceed with a public-private 
partnership for the CRC, its contribution may not come in the form of state revenues, and 
may not be timely, or in the amounts anticipated. That report is not scheduled to be 
submitted until December 2011 (Chapter 367, 2011 Washington Laws, Section 204). 

The CRC has already failed to meet its own deadlines for applying for state funding. The 
project's draft finance plan dated September 2010, indicated that the project would seek 
state legislative funding in the 2011 session (Columbia River Crossing 201 Oc). The 
official project schedule, dated May 31, 2011, also indicates that state funding approval 
would be obtained in 2011 (Columbia River Crossing 2011). 

Assumption 3. Oregon legislative approval of funding for the state share of the 
project. The draft CRC finance plan assumes the Oregon Legislature will fund $450 
million dollars as· the state share of the project. The Oregon Legislature has not 
approved, nor even received, a request for this level of funding. Oregon has pledged a 
significant share of the state's portion of recent gas tax and vehicle registration fees to pay 
debt service on bonds for projects already committed, not including construction of the 
CRe. A gas tax increase will be subject to referendum in Oregon. 

Like Washington, Oregon has borrowed heavily against future transportation revenues, 
and obligated the proceeds to projects built or now under construction. Combined with 
the termination of federal stimulus funds, state highway capital construction budgets are 
expected to decline from a level of more than $800 million annually to about $300 
million annually (Esteve 2011). 

As a result, obtaining sufficient funding for the CRC would necessitate an increase in 
state gas taxes. Political support for the Columbia River Crossing in the Oregon 
Legislature is highly questionable: The 2011 Oregon Legislature failed even to pass a 
memorial (HJM 22) asking Congress to provide funding for the CRC. 

The CRC has already failed to meet its own deadlines for applying for state funding. The 
project's draft finance plan dated September 2010, indicated that the project would seek 
state legislative funding in the 2011 session (Columbia River Crossing 201Oc). The 
official project schedule, dated May 31, 2011, also indicates that state funding approval 
would be obtained in 2011 (Columbia River Crossing 2011). 



461

Cortright to Metro Council 
Resolution #11-4280: CRC LUFO 

August 11,2011 / Page 5 

If the Oregon Legislature does not approve funding for the state share of the Columbia 
River Crossing, the project would have to be dramatically scaled back or canceled 
altogether. 

Assumption 4. Earmarking or Federal Highway Administration approval of 
funding for the highway portion of the project. 

The CRC financial plan assumes that as part of the transportation reauthorization process 
Congress will provide $400 million for the Columbia River Crossing. 

Proposed reauthorization legislation makes no provision for either earmarks or 
projects of national and regional significance. 

The CRC anticipates that federal highway funding of $400 million will come from an 
eannark of federal funding by Congress or from a special program providing funding for 
projects of national significance (CollLlTIbia Fiver Crossing 201Oc, page 2-6). CRC 
advocates have made the claim that these eannark funds are money over and above 
federal funding that would otherwise come to Oregon or Washington: 

"Federal highway funds are being sought from a category known as Projects of 
National Significance. Very few projects in the country and no other projects in 
the region can compete for these funds .... These sources are unique to the CRC 
project and do not affect other Oregon projects." 
(Garrett, 2011) 

The category of "Projects of National and Regional Significance" was established in the 
SAFTEA-LU transportation funding bill of2005. All of the funds in that program were 
eannarked by Congress for 25 named projects, and funding under this section ran from 
fiscal year 2005 to fiscal year 2009. There is currently no legal authorization for a 
"Projects of National Significance" category. 

l~either the draft Senate nor the draft House legislative concepts make any provision for 
eannarks or for allocations to projects of national or regional significance. The Senate 
reauthorization concept specifically bans earmarks (Boxer & Imhofe 2011). House 
Transportation and Infrastructure Committee chair has also said that his reauthorization 
legislation will not include eannarks (Mica 20lla). Neither of the legislative drafts 
before Congress (Boxer and lmhofe 20 I I , and Mica 2011 b), have any provision for 
allocating funds for projects of national or regional significance. This source of funding 
is at best speculative. 

Federal funding for transportation faces major reductions. The Federal Highway 
Trust Fund, the source of funding for both the highway and transit portions of the project 
is nearly broke. According to the Congressional Budget Office, outlays now exceed 
revenues under current law by more than $10 billion annually, and the trust fund will run 



462

Cortright to Metro Council 
Resolution #11-4280: CRC LUFO 

August 11,2011 / Page 6 

out of money within the next two years. Over the next decade the fund is expected to 
have a deficit of $115 billion (Kile 2011). 

A majority of the current 18.4 cent per gallon federal gas tax sunsets on September 30, 
2011, and unless Congress votes to extend the tax, there will bea massive shortfall in 
federal revenue. In the wake of the recent battle over raising the federal debt ceiling, 
there is a strong possibility that there will be opposition to extending the repeal (Tau and 
Smith 2011). 

The debt limit ceiling increase provides for a reduction in federal spending over the next 
decade in the amount of more than $2 trillion. While the exact expenditure categories for 
reductions have not been established, it is likely that funding for transportation will be 
reduced from current levels. The debt ceiling increase and deficit reduction agreement 
reached by the President and Congress includes plans to cut discretionary domestic 
spending by $2.1 trillion over the next decade (Kane & Montgomery 2011). The exact 
sources of these cuts have not been identified, but transportation funding generally and 
the New Starts program in particular have been the target of budget reductions. 

Transportation funding is especially vulnerable because gas tax revenues have failed, by 
an increasingly wide margin, to cover spending necessitating frequent bailouts of the 
Highway Tmst FUIld. Over the past three years, Congress has transferred nearly $35 
billion dollars in general fund monies to the Highway Trust Fund to maintain spending 
levels; without these transfers funding would have to be reduced by almost one third 
(Mica 2011 b). This is unlikely to continue in the current economic, fiscal and political 
.... l~'1'Y'\.-:l+A 
\"'l.1.!.!.!U~t""". 

The combined effect of all of these factors-a looming deficit in the Highway Trust 
Fund, the exclusion of earmarks from transportation reauthorization in both the Senate 
and House, pressure to further reduce spending to comply with the debt limit extension 
agreement-all mean that federal funding of $400 million, over and above current federal 
highway funds flowing to the region, is highly unlikely. According to Congressman Peter 
DeFazio, the outlook for fhnding for the Columbia River Crossing is now "very, very, 
very, very grim. (Fought and Cooper 2011) 

Assumption 5. Federal Transit Administration approval of New Starts funding. The 
CRC finance plan assumes that the Federal Transit Administration will provide $850 
million in "New Starts" funding for the light rail portion of the CRe. 

The FTA New Starts program faces all of the same funding difficulties that confront 
funding for the highway portion of the project. Monies for the New Starts program are 
funded through the Highway Trust Fund, which as noted above, is facing insolvency, and 
has been supported by nearly $35 billion in transfers from the General Fund over the past 
three years. 
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New Starts is a competitive program with limited funding. It is not clear that the 
Columbia River Crossing project can be competitive, especially if funding for the New 
Starts program is reduced in coming years. The Independent Review Panel noted that the 
FTA program is highly competitive, and that the federal share of the transit portion of the 
CRC is higher than all but one other project in the New Starts process. The IRP warned 
that weaknesses in the financial commitment by local agencies to the project and overly 
optimistic financial assumptions were a risk to obtaining New Starts funding 
(Independent Review Panel 2010, pages 180-] 84) In addition, eligibility for funding 
uIlder the l'~e\rv Starts program is contingent, in part, on a delTIOnstrated local financial 
COITl1nitment to project capital and operating costs. Reductions in transit service or 
financial weakness in CYRAN due to the failure of either of two pending sales tax 
increase measures in Clark County could jeopardize the eligibility of eRe for federal 
New Starts funding (See Assumption 7 below). 

In addition, the CRC financial plan assmnes that the project will be able to get the 
equivalent of almost 100 percent federal funding for the transit -related portion of the 
project. Its hopes of doing so are based on an amendment attached to an earlier 
appropriation bill that in effect directs the FTA to treat the locally funded portions of the 
highway aspects of the CRC as the "local match" for the transit portions of the CRC. It is 
customary for FTA to fund a far smaller fraction of the capital costs of such projects. 
While the law allows for a federal share of up to 80 percent of project costs, 50 percent 
match is more COl!nTIon. FTA may insist on a lower level of federal fu_nding and a higher 
local matching share for the CRe. This is exactly what happened with the Milwaukie 
Light Rail project. The region originally planned on 60 percent federal financing of the 
project, but the FT.ll).. approved a federal share of only 50 percent, forcing local sponsors to 
come up with additional funds and reduce the project scope. 

Shortfalls in FTi\ fu.nding for the light rail portion of the project could jeopardize the 
entire project. The State Treasurer's report found that: 

Failure to win Federal funding for the transit portion of the project may require 
rethinking of the overall project scope, tilneline and financing plan. 
(Oregon State Treasurer 2011) 

Assumption 6. Oregon and Washington Treasurer's approval for the authorization 
of toll-backed revenue bonds. The Columbia River Crossing's financial plan has long 
assumed that one-third of the project's overall budget could be financed by issuing bonds 
against future toll revenues. Such bonds would be required to be approved by the Oregon 
and Washington Treasurers. The treasurers may decline to issue such bonds, and they 
may also restrict the amount of bonds that can be issued based on a more accurate 
assessment of future toll revenues. 

The CRe financial plan has a number of very optimistic assumptions about bond 
financing. It assumes that the two states will issue general obligation bonds-i.e. 
securities backed by the full faith and credit of the two states and repayable from general 
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funds if toll revenues aren't adequate (Columbia River Crossing 201Oc, page 2-13). The 
financial projections prepared to support these bonds assumed a high level of growth of 
traffic and regular annual increases in toll rates charged to users. 

Toll revenue projections have been widely found to suffer from optimism bias, according 
to independent reviews by the Transportation Research Board, an arm of the National 
Academies (Kriger 2006). 

In 2011, the Oregon State Treasurer retained Robert Bain of RB Consult to review the 
CRC fInance plan and tramc projections. Bain concluded that: 

Traffic and revenue analyses prepare for the CRC were unsuitable for 
credit analysis 
CRC traffic projections were confusing and outdated 
Authors of the traffic projections failed to examine historical data or 
verify their models against actual trends 

@ Diversion estimates to 1-205 were "vvonying." 
Overall, the eRC appears to have overestimated traffic. 
Toll revenue appears to be over-estimated by 25 percent. 

(Bain 2011) 

The underlying traffic models used to construct the CRC financial plan are inaccurate. 
This point is explored more fully in section 3 of this report. 

The analytical cornerstone of any borrowing secured by future toll revenues is the 
preparation of an independent investment grade financial analysis. Such an analysis 
rigorously assesses the underlying financial, tramc and economic assumptions behind toll 
revenue forecasts, frequently adjusting them downward to offset "optimism bias" in 
agency-sponsored forecasts (Bain 2009). The Independent Review Panel (2010), the 
Oregon State Treasurer (2011), and the Bain (2011) report prepared for the Oregon State 
Treasurer have all called for the preparation of an investment grade financial analysis for 
the Columbia River Crossing. Such an analysis will be required both to obtain bond 
funding and is also a requirement for eligibility for TlFIA loans from the federal 
government (Federal Highway Administration 2011). The CRC has not undertaken an 
investment grade financial analysis, nor does the May 31, 2011 project schedule show 
any timetable for preparing an investment grade analysis (Columbia River Crossing 
2011). Until an investment grade analysis is prepared no one can be sure of how much 
money can be borrowed against future toll revenues from the Columbia River Crossing. 
Even local agencies have indicated that the lack of an investment grade analysis impairs 
their ability to commit to the project. The Clark County Regional Transportation Council 
has withheld any approval of funding for the CRC, saying: 

The information in the finance chapter is reasonable, it does not mean that RTC 
has committed to fund or build the project. An investment grade analysis of the 
financial plan has yet to occur and is necessary in order to satisfy RTC's concerns 
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regarding cost sharing, project costs, and potential project phasing. 
(Regional Transportation Council 2011). 

Based on negative experience with the Tacoma Narrows Bridge expansion project, the 
Washington State Treasurer has adopted new and more conservative requirements for 
future borrowings for transportation projects. The Tacoma Narrows Bridge financial plan 
assumed that the state would raise tolls aggressively over a period of years, and that 
traffic would increase steadily over time. These assumptions produced a "back-loaded" 
debt repayment schedule, with progressively larger payments due to be made each year. 
In practice, it has been difficult to raise tolls, and traffic is not gro\ving .as fast as 
predicted. To limit risk that tolls will produce insufficient revenuc, the Washington 
Treasurer has specifically prescribed that fhture toll-backed borrowings not assume any 
increases in toll rates, and that debt service have a level payment schedule (like a 
conventional mortgage). The financial plan for the CRC assumes steady 2.5 percent 
annual increases in toll rates and a heavily back-loaded debt repayment schedule. The 
eliluination of these provisions has the effect of reducing the borro\ving potential of 
forecast toll revenues by $318 million (Oregon State Treasurer 2011). 

The current financial plan for the Colwnbia River Crossing calls for tolling the 1-5 
bridge, but not the 1-205 bridge. The presence of a non-tolled alternative in close 
proximity to a newly tolled facility is a red flag for bond rating agencies and bond buyers 
(Bain 2009). The ready availability of a non-tolled alternative makes it difficult for bond 
purchasers to be assured. that the tolled facility will produce sufficient revenue to repay 
bonds, and makes it likely that toll rate increases will divert traffic to the non-tolled 
facility rather than providing i11creased revenue. In the absence of tolling the 1=205 
bridge as well as the 1-5 bridge it may be difficult to sell toll-backed bonds. 
Alternatively, the principal amount of such bonds may be much lower than the amounts 
now assumed in the Columbia River Crossing financial plan. 

Assumption 7. Voter approval in the CTRAN district or a portion thereof of 
operating funds for light rail. 

In Washington state, transit districts are required to obtain voter approval before 
undertaking high capacity transit investments. Washington law provides: "Transit 
agencies participating in joint regional policy committees shall seek voter approval 
within their own service boundaries of a high capacity transportation system plan and 
financing plan." (RCW 81.104.030(1). 

Currently, it appears that the Clark County Transit District (CTRAN) will undertake an 
election in November 2012 to secure funding and approval for the light rail facility 
(Florip 2011). If this vote fails, CTRAN will lack funding to operate the light rail facility. 
CRC currently has no alternative plan to secure voter approval for high capacity transit or 
provide funds for light rail operation. This would directly jeopardize CTRAN's 
participation in the light rail portion of the project, and also indirectly preclude FTA New 
Starts funding for the project (See Assumption 4). 
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In the meantime, in November 2011, Washington voters may approve Initiative 1125 
(Washington Secretary of State 2011) requiring legislative approval of toll increases and 
banning peak period tolling differentials; inasmuch as current CRC forecasts are based on 
the assumption of much higher peak period tolls, this would result in different amounts of 
revenue than have been currently modeled. 

Also in November 2011, CTRAN voters will consider a measure to raise the sales tax in 
Clark County by two-tenths of one-percent to pay for bus service in the county. CTRAN 
officials have indicated that ifthis measure should fail, bus service would have to be 
reduced, These same CTRAN officials have indicated that the Federal Transit 
Administration is unlikely to approve funding for a project for new light rail service if a 
transit agency has insufficient funds to maintain its current level of bus service (Florip 
2011). 

2. There is no assurance that the project can be constructed for the 
currently budgeted amount. 

The current finance plan for the Columbia River Crossing assumes that the project can be 
constructed for approximately $3.6 billion. Whether or not the project can actually be 
financed depends on the reliability and accuracy of these cost estimates. If costs should 
be higher than those now estimated, it would not be possible to build the project as 
described with the resources available in the current financial plan even assuming that all 
of the projected resources are realized. Our earlier analysis suggests that the total 30 year 
cost of constructing, financing and operating the Columbia River Crossing, and the other 
facilities needed to make the project work will be approximateiy $10 billion (Cortright 
2010). 

The current cost estimates for the Columbia River Crossing are out-of-date and subject to 
revision. The estimates quoted in the findings and staff report are based on data prepared 
prior to the selection of the current composite truss design. The Columbia River 
Crossing has held a subsequent Cost Estimate Validation Process (CEVP) workshop in 
May, 2011, but has not yet released the results of this analysis (Eidlin 2011). 

Early on, the project identified the need for formal agreements to establish responsibility 
for dealing with cost overruns. The Draft Environn1ental Impact Statement was quite 
clear: 

"WSDOT, ODOT, C-TRAN, TriMet, and possibly the Cities of Vancouver and 
Portland, must prepare agreements on roles and responsibilities for project 
development, construction, and capital funding that address such issues as project 
management and decision-making, capital cost sharing, how potential cost
overruns are managed, and contracting procedures." 
(CRC, Draft Environmental Impact Statement, 2008 page 4-42). 
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No agreements have been yet signed that establish the liability for paying for cost 
overruns. 

Large projects such as the Columbia River Crossing routinely exceed pre-construction 
cost estimates. Such cost overruns are not conjectural: they are a routine occurrence in 
mega-projects like the CRC (Flyvbjerg 2009). Major projects undertaken by the Oregon 
Department of Transportation (ODOT) have regularly exceeded pre-construction cost 
estimates by very large margins. ODOT's current three largest projects, the Pioneer 
Mountain Eddyville project on US 20 between Corvallis and Newport, the ML¥JGrand 
Avenue Viaduct in Portland and the proposed Newberg-Dundee bypass now all have 
estimated costs that exceed by 100% or more the aJnounis discussed at the time the 
projects were at the point in the review process that CRC is today (Cortright 2010). 

ODOT's largest current construction project, Pioneer Mountain-Eddyville-a 7-mile long 
rebuild of U.S. Highway 20 between Corvallis and Newport-is more than 100 percent 
over budget. When it was planned in 2003, the project was supposed to cost about $110 
million and be complete by 2009. Highway officials confidently stated: 

"The estimated cost of the Pioneer Mountain to Eddyville project is $110 million 
dollars (2003 dollars). Construction is anticipated to begin in 2005 and take about 
4 years to complete." 
(Federal Highway Administration and Oregon Department of Transportation, 
2003) 

The original design-build contract awarded in 2005 was valued at $129.9 million. After 
construction problelTIS emerged, ODOT subsequently agreed to add $47 million to the 
contractor's compensation. Costs have continued to increase and the project is still 
incomplete: construction has been on-hold for more than a year because several bridge 
columns are out of plumb. Today, the project is not complete and has expended more 
than $234 million-more than double the original estimate (AASHTO, 2010). 

By comparison, the amount the Oregon and Washington Departments of Transportation 
have spent on planning the CRC (roughly $130 million) is the same order of magnitude 
as the original budget for the U.S. 20 widening. The construction budget for the CRC
about $3.8 billion-is more than ten times larger than the u.s. 20 widening. Despite 
entering into a public private partnership that was supposed to insulate it from the risks of 
cost-overruns, the US 20 project the project cost has doubled and the project will take at 
least three years longer to complete than originally planned. 

The next large project in ODOT's pipeline is the Newberg-Dundee bypass. Its cost has 
also more than doubled as it has moved through the planning process. At the time of the 
Draft Environmental Impact Statement on the proposed Newberg-Dundee bypass (2003), 
total project costs were estimated at $222 million. Just two years later, after additional, 
more preci se engineering analyses, the cost had ballooned 40 percent, to· more than $311 
million (Oregon Department of Transportation, 2005). Today, it is estimated that 
completing this project may require between $752 and $880 million (Federal Highway 
Administration and Oregon Department of Transportation, 2010). 
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Cost overruns will likely jeopardize the validity of the current financing plan. The 
potential liability for cost overruns is likely to deter funders from participating in the 
project. Lenders, including both bond purchasers and TIFIA, are unlikely to finance the 
project unless adequate provision is made for potential cost overruns (if the project is 
incomplete or delayed, their repayment would be at risk). 

3. CRC traffic and toll revenue forecasts are inaccurate 
Financing of the Columbia River Crossing project depends on accurate estimates of 
future traffic levels under tolling. The CRC finance plan has estimated that up to $1.4 
billion in project costs can be supported by borrowing against future toll revenues. This 
claim is based on tratIic modeling undertaken for the Draft Environmental Impact 
Statement, published in May 2008 (Columbia River Crossing 2008). This modeling has 
been supplemented by an analysis of tolling in January 2010 (Colulllbia River Crossing 
2010a, 20 lOb). 

The tratIic and toll revenue forecasts prepared for the Columbia River Crossing are not 
accurate. The original forecasts were prepared based on 2005 base year data, and were 
published in 2007, and incorporated in the May 2008, Draft Environmental Impact 
Statement. The Colmnbia River Crossing has not produced new forecasts of travel since 
that time. 

In February 2009, the Oregon Department of Transportation received a report prepared 
by Parsons Brinckerhoff, David Evans and Associates Inc., and Stantec Consulting 
Services Inc. The authors of this report all happen to be contractors for the Columbia 
River Crossing project. The report is entitled Tolling White Paper 3: Travel Demand 
Model Sufficiency. This document is available on the Internet at the following address: 
http://WVvw.oregon.gov/ODOT/TD/TP/docs/LRPU/twn3.pdf 

ODOT's report finds that the current models used to forecast traffic in Oregon, and 
specificalJy in the Portland Metropolitan Area, including the Metro model, are inadequate 
to accurately predict traffic volumes on tolled facilities, such as the proposed Columbia 
River Crossing. Consider ODOT's smmnary of this repori: 

Existing models in Oregon are rated as excellent for the purposes they were 
designed, and some are internationally recognized. However, Oregon models have 
not been specifically designed to evaluate toll projects, so planners are not able 
to confidently forecast travel patterns for projects that are considering 
tolling/pricing. Existing models are not able to determine how travelers 
would change their mode, route, travel time, or destination in response to 
toHing/pricing. 
Oregon Department of Transportation, Tolling and Travel Demand Model 
Sufficiency, Highlights of Tolling White Paper 3, March 2009, page 1, 
http://WVvW.oregon.gov/ODOT/TD/TP/docsiLRPUiHighlight3.pdfflToiling White Paper 3 
(Emphasis added) 
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Exhibit 1 presents excerpts from the ODOT report illustrating the specific technical 
reasons current models are incapable of accurately predicting traffic on tolled facilities. 

As the ODOT study shows, the Oregon Department of Transportation and the principal 
contractors for the Columbia River Crossing concur that the traffic forecasting methods 
used by the CRC are not accurate or reliable. Accurate estimates of future traffic levels 
are central to assessing the need for this project, justifying its size, evaluating its 
environmental impacts, and most crucially, detennining the viability of its financial plan. 
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the Metro Council, on page 2 of Exhibit B, of Resolution 11-4264, was incorrect. That 
page recites findings from eRe's Tolling Study, which relied on the existing Metro 
model. And the consultants conclude further that these problems could have been fixed; 
but they have not been. They wrote: "We specifically propose a method that would help 
to eliminate built-in optimistic biases and produce reliable and conservative forecasts, 
(Parsons Brinckerhoff, et a12009)" but that has not been done for the CP,"-C. 

In its findings and its staff report, Metro makes no effort to defend the accuracy of these 
forecasts or respond to the criticisms presented. The record clearly shows, and is un
rebutted, that the models used to predict future traffic levels and in turn to predict future 
toll revenues are inaccurate. 

In previous public discussions of the CRC, several defenses have been offered of the 
reliability of eRe modeling. Among other things, eRe advocates have claimed: 

1. The l110del has been peer=revievved 
2. The decline in traffic on I-5 is a short tenn problem due to the 2008-09 recession 
3. The IRP approved the model, or the problems identified by the IRP have been 

fixed 
4. The CRC projections are based on the Metro transportation model 

These claims are incorrect. 

eRe's peer review panel does not validate the accuracy of eRe projections. In 
2008, the CRC hired transportation planners from metropolitan planning organizations in 
other states to spend two days reviewing eRe traffic forecasts. The group was provided 
with a narrow list of questions constructed by eRC advocates. They did not invite or 
receive testimony from any critics of the CRC traffic projections. The participants were 
provided with a briefing book prepared by CRe staff. The briefing book contained no 
infonnation about criticisms made of the CRC projections. Nor did it contain historical 
data on traffic over the I-5 and 1-205 bridges. Nor did it contain data showing that after 
the base year of the eRC projections (2005) traffic levels had declined for three 
consecutive years. (See Columbia River Crossing 201Ob). In its report, the peer review 
panel concluded only that the CRC methods and assumptions used were "within standard 
practice." The panel did not vouch for the accuracy or reliability of the CRC forecast 
numbers. As noted by the Government Accountability Office (2005), and the 
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Transportation Research Board (2007), the problem is that the standard four-step 
transpOliation models consistently over-estimate traffic congestion, and as pointed out 
above, are incapable of accurately predicting traffic on tolled facilities. 

Independent analyses of CRC projections by the Stat~ Treasurer and CRC consultants 
discredit the reliability of CRC projections. As noted above, the report prepared by three 
CRC consultants-Parsons Brinckerhoff, David Evans and Associates, and Stantec
concludes that the model use for the CRC cannot accurately predict traffic levels for 
tolled facilities. In addition, the Bain report concluded that traffic levels were over
estimated and not suitable for credit analysis (Bain 2011). 

The recession does not explain the decline in J-5 traffic. It has been claimed that the 
decline in traffic since 2005 is attributable to the economic recession which began in 
December 2007. Robert Bain, the consultant to the Oregon State Treasurer conclusively 
disposed of this argument in his report: 

Traffic volumes using the 1-5 Bridge have flattened-off over the last 15-20 years; 
well before the current recessionary period. This is highlighted by the red dotted 
trend line in the chart below which was estimated up to and including the year 
2006 (i.e. it omits the recent 2007 - 2010 period characterised by fuel price hikes 
and economic recession). The clear inference is that the flattening-off is a long
tenn traffic trend; not simply a manifestation of recent circumstances. 
(Bain 2011, page 3) 

The data shows that historically, previous recessions have had only minor and transitory 
impacts on traffic growth changes. The CUlTent stagnation in traffic growth on I-5 is a 
decade-long trend, reflecting fundamental changes in travel behavior and a response to 
much higher fuei prices. In addition, the CRe modeling makes no allowance for 
recessions. Traffic levels are assumed to increase steadily each year without interruption. 

Actual traffic data show that CRC traffic projections are wrong. The CRC 
projections are that traffic on the 1-5 bridges should have reached 143,700 vehicles per 
day in 2010. Actual traffic levels were 126,700 vehicles per day in 2010, 17,000 vehicles 
per day below the CRC forecast. These figures are based on our analysis of ODOT's data 
on traffic levels on I-5, through November 2010. These data show: 

Traffic growth rebounded modestly in 2010. According to ODOT's calculation, 
for the first 11 months of 20 1 0, traffic levels were up 1 percent over the 12 
months of2009. (Compared to the first 11 months of2009, traffic in the first 11 
months of2010 was up 0.7%). 

Traffic in 2010 was 126,700 vehicles per average weekday. 

This traffic level is still almost 6,000 vehicles per day below the 2005 peak of 
132,600. 
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The 2010 traffic level is 17,000 vehicles per day below the DEIS forecast of 
143,700 vehicles per day in 2010. 

At ODOT's calculated current rate of growth of 1.0% per year, 2030 traffic will 
be 154,400; this is about 30,000 vehicles per day less than the DEIS forecast. 

In order to reach the DEIS forecast, traffic growth would have to almost double -
to 1.9% per year -- and grow that fast every year for the next two decades. Over 
the past decade, traffic has increased that fast in only one year (2002). 
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This 17,000 vehicle per day shortfall from projections would have a material adverse 
effect on project financing. The shortfall to date coupled with the much lower than 
predicted level of growth would produce financial results similar to those outlined in my 
original report. In that report (page 15), I showed that a slower than projected rate of 
traffic growth on the 1-5 bridges would produce a debt service payment shortfall of more 
than $1 billion over the life of the project (Cortright 2010). 

In addition, the question is not merely whether traffic is increasing again now, but 
whether they will recover to the previous levels, and whether they will grow at anything 
close to the rate CRC projected in the DEIS. The evidence shows the growth rate is 
much slower than forecast, raising serious questions about the project's financial viability. 
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The decline in CRC traffic is symptomatic of a wider national trend. Overall per capita 
vehicle miles traveled continue to decline nationally. The doubling of fuel costs since 
2005 has produced a dramatic change in travel behavior. This is confirmed by ODOT's 
own data on travel on state highways; vehicle miles traveled per capita on state highways 
peaked in 1999, and are 13% below that level. On a per capita basis, Oregonians are 
driving on state highways at rates lower that at any time since 1987. This shift is not a 
small or temporary change induced by the recession-it is a long term shift in the 
nation's driving habits that is not captured in transportation models calibrated in an era of 
cheap energy. 
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This trend is also con finned by similar data from the Washington DOT. Between 2006 
and 2009, per capita vehicle miles traveled in Washington State have declined 3.9% 
(Washington State Department of Transportation, 201Ob) 

The CRC has not addressed traffic projection issues identified by the Independent 
Review Panel in July 2010. In 2010, Governors Kulongoski and Gregoire appointed an 
Independent Review Panel (IRP) to examine the CRe. CRC advocates have implied that 
the Independent Review panel validated CRC traffic projections. For example, in 
defending CRC projections, Metro Councilor Burkholder claimed that "The Independent 
Review Panel that was convened came in, had some good criticisms, every criticism has 
been responded to and we've adopted almost every one of those." (Metro Council 
Recording, June 9, 20ll). 



473

Cortright to Metro Council 
Resolution #11-4280: CRC LUFO 

August 11, 2011 / Page 17 

In fact, the IRP raised numerous significant questions about the project, traffic projections 
and related issues, many of which are still unaddressed. Specifically: 

The IRP said that the CRC would need to do new and more finely detailed traffic 
projections (Independent Review Panel 2010, p 179). These have not been 
prepared. 

The IRP said that the eRe should do a sensitivity analysis of 8-, 10- and 12-1ane 
configurations (Independent Review Panel 2010, p. 119). These have not been 
prepared. 

The IF-P said that the City of Portland and ODOT should "fully program" a 
solution for the Rose Quarter bottleneck (Independent Review Panel 2010, p. 
114). This has not been done. 

The failure to adequately address the recommendations made by the Independent Review 
Panel is likely to reduce the support for the Columbia River Crossing among prospective 
funders both in the public and private sectors. 

CRC altered the output of the Metro model to shift traffic to the 1-5 bridge. While it 
is frequently claimed that eRe projections should be trusted because they are the product 
of the Metro transportation planning model, it is worth noting that the CRC traffic 
forecasters manually adjusted the outputs of the Metro model in what they called "post
processing." The reasonableness of this adjustment is not supported. The CRC claims 
that an analysis of 2005 actual traffic data shows that actual traffic on 1-5 was 
underestimated, relative to 1-205 by the regional model. The authors made no apparent 
attempt to see if their adjustment was supported by data in any subsequent year. But each 
year after 2005, traffic volumes have been proportionately higher on 1-205 than 1-5, 
undercutting the stated basis for this "post-processing" adjustment. 

According to the report, the effect of the "post-processing" adjustment was to increase 
traffic volumes assigned to the 1-5 bridges by 6 percent over the levels predicted by the 
regional transportation model without this modification. Despite its technical sounding 
name "post-processing" really represents a judgment on the part of the CRC to disregard 
the outputs of the Metro travel demand model, and to manually choose the values for 
traffic. 

4. TIFIA funding is unlikely to offset shortfalls in toll 
bond funding 

The CRC financial plan contemplates that a portion of project costs may be borrowed 
from the federal Transportation Infrastructure Finance and Innovation Act (TIFIA) 
program. The TIFIA program allows states to borrow funds from the federal treasuf'j for 
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a period of up to 35 years, and to defer repayment (while continuing to accumulate 
interest on outstanding balances) for the initial five years of the loan. States are generally 
expected to repay debt from dedicated funding sources, such as toll revenues. 

In the wake of the State Treasurer's critical analysis of the assumptions of toll bond 
projections, CRC proponents have suggested that TIFIA can be used to fill some portion 
of the nearly $600 million hole in the CRC's proposed bond financing package. TIFIA is 
unlikely to fill this hole for several reasons. First, like bonds, TIFIA loans have to be 
repaid. Revenues pledged to repay toll bonds caru'1ot also be used to repay TIFIA loans, 
and vice versa. Second, TIFIA is a competitive program with limited resources. Oregon 
and Washington will have to compete with other states, and there is no assurance that the 
project will qualify for TIFIA funding, or qualify in sufficient amounts to provide a 
substantial financial gain to the project The Treasurer's report \vamed that the TIFI.l~~ 
process is becoming "increasingly competitive." (Oregon State Treasurer 2011). Third, in 
order to qualify for TIFIA financing, either the toll bonds or the TIFIA loan must achieve 
an investment grade rating-which it has neither sought nor obtained. Fourth, the federal 
government is likely to treat the TIFIA loan as part of its contribution to the project, and 
reduce support from other sources. Indeed, one of the criteria for approving TIFIA loans 
is the extent to which TIFIA assistance would reduce the contribution of Federal grant 
assistance to the project (Federal Highway Administration 2011). 

Conclusion 

At this point, it is highly unlikely that the Columbia River Crossing project will attain the 
funding necessary for construction. None of the major sources of construction funding
toll-backed revenue bonds, state appropriations from Oregon and Washington, and 
federal highway and transit funds have been obtained. The financial and political 
environment is now more constrained than ever: both Oregon and Washington have 
heavily leveraged their existing transportation funds, and are experiencing revenue 
shortfalls due to lower levels of driving and higher fuel efficiency. As a result, state 
funding would necessitate increased fuel taxes. Similarly, the federal highway trust fund 
is experiencing a significant net outflow and faces insolvency in the next two years. 
Reauthorization legislation proposed in Congress would at best maintain the current level 
of funding, and may reduce federal transportation spending one-third. And both the 
House and Senate reauthorization bill drafts have precluded earmarks. An already 
difficult political and financial environment has been made much more difficult by the 
passage of the debt ceiling/deficit reduction agreement, which calls for a further $2 
trillion in cuts in federal spending in the next decade. 

The looming state and federal funding shortfall is likely to be exacerbated by the risk and 
high likelihood of cost overruns, which are endemic in mega-projects like the CRC, and 
which have not been addressed as part of its financial plan. The project's traffic 
projections have been shown to be wrong by five years of actual experience, and their 
authors now admit the models used are incapable of accurately predicting traffic on tolled 
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facilities such as the proposed CRe. Finally, the hope that the federal TlFIA lending 
program will solve the project's financial shortfalls is misplaced. 

In sum, the extensive risk and uncertainty associated with the current plans for financing 
the Columbia River Crossing means that there is little likelihood that the project can be 
financed and built as described. 

Very truly yours, 
a 

Attachments 

Exhibit 1: Summary of Parsons Brinckerhoff, et al (2009) Report 
Vita 
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Exhibit 1: Excerpts and Comments from ODOT White Paper 

Parsons Brinckerhoff, David Evans and Associates Inc., and Stantec Consulting Services Inc. for 
the Oregon Department of Transportation. Tolling White Paper 3: Travel Demand Model 
Sufficiency. February 2009. 

The report's key conclusion about existing traffic models: 

None of these models, however, was specifically developed for evaluating tolling 
applications, and therefore all of them lack to varying degree one or more of the 
essential modeling features described in this paper. Furthermore, given the 
requirements placed upon travel demand models by the financial community, and recent 
advances in bringing travel behavior research into practice, Oregon statewide and MPO 
models could and should be improved prior to using them to forecast toll traffic and 
revenue. 

Equally as important as the improvement of the models in and of themselves is the 
undertaking of a fundaJnental shift in how models are used to produce toll traffic and 
revenue forecasts. A thorough analysiS of the risks associated with the forecast needs 
to become an integral part of the forecasting process. Typical risks associated \-vith 
toll projects are related to the model itself, to the model input data, and to specific 
circumstances associated with particular projects. 
(Parsons Brinckerhoff, et aI, page 50) 

The full report and its appendices are over 100 pages long, and provide a detailed analysis of the 
current modeling practice and the requirements needed to accurately forecast traffic levels, 3:'1d 
associated revenues for tolled facilities. This report shows that the current Metro model, despite 
being "state of practice" is not adequate to accurately predict traffic levels for a tolled facility 
such as the eRe. Models need to be improved in a variety of ways, including: 

• Point estimates need to be replaced with probabilistic range forecasts (pages 31-32). 
The eRC models use a single point estimate, not ranges. 

• Current models use too few categories of travelers and as a result are susceptible to 
aggregation bias (page 30). The current CRC modeling does not include a sufficient 
range of categories to accurately predict demand. 

• The forecast should include a range of scenarios of employment and population 
growth in the corridor (page 36). The current CRC forecast contains no analysis of 
different future population or employment levels. 

.. Value oftime (VOT) estimates are out-dated and need to be better segmented; point 
estimates of value oftime need to be replaced with ranges (page 37). 

"All existing Oregon models use VOT estimated from surveys dating from the 
mid-1990s, or borrowed from other metropolitan areas in the state, and 
therefore, are considered high risk." (page 37). 
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.. The current Metro model does not address time of day choice. 
"Time-of-day choice, instead, is insensitive to level of service attributes (time 
or costs). Therefore, as currently specified, this model assumes that tolls do 
not effect shifts in traffic demand across time periods." (pages 17-18) 

.. The model needs to be subjected to systematic risk analysis to evaluate the effects of 
underlying variation in model estimates (page 38). The CRC modeling effort has not 
been sUbjected to systematic risk analysis. 

.. The model needs to be validated for the specific facility and corridor in question, and 
be shown to accurately produce traffic patterns 

"Therefore a critical step before initiating a road pricing or traffic and revenue 
study is ensuring that the model is well-validated at a geographic scale 
commensurate with the scale of the project." (page 41) 

.. The current model is inadequate for financial a.rtalysis of the eRe. The current eRe 
modeling has not been calibrated based on actual, post 2005 traffic levels, which 
show a 17,000 vehicle shortfall from CRC projections. 

"Extensive, newly collected data and more rigorous corridor-focused model 
calibration. It is essential to recalibrate the model based on the most recent1:y 
collected data, including traffic counts, special surveys (e.g., users of a 
particular toll facility), and speed measurements." (page 29). 

~ The model needs to address uncertaint)r~ The current eRe model does not address 
uncertainty or bias. 

"Considerable nncertainty exists in traffic forecasts for new highway 
pro.jects. A review of forecasts using data from highway and transit projects 
across the globe found that the different between forecasted and actual traffic 
is more than 20% for about one half of the highway projects examined, and 
about 40% for approximately one-quarter of all highway projects (Flyvbjerg et 
aI., 2005 and 2006). While snch uncertainty is not unexpected, it is often 
largely ignored by designers and transportation planners. This appendix 
provides more detail on this discussion. 
Even greater uncertainty characterizes forecasts of the demand for tolled 
roadways, compared to other roadways, because of the presence of additional 
unknown variables, such as the toll schedule and motorists' willingness to pay 
for using the road." (page 89 emphasis added). 

.. The model needs to include an explicit risk analysis to eliminate optimism bias and 
produce reliable conservative forecasts. This has not been done. 

"Risk analysis adds a layer of complexity to the forecasting process, but it is 
not beyond the modeling resources already available at the state and MPO 
levels. We specifically propose a method that would help to eliminate built-in 
optimistic biases and produce reliable and conservative forecasts." (Page 51) 
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JOSEPH CORTRIGHT 

1424 N.E. Knott, Portland, Oregon 97212 
Telephone: 503/213-4443 

E-Mail: jcortright@impresaconsulting.com 

Professional Experience 

Economic Consultant, Impresa, Inc., Portland, Oregon, 1995 to 2011. 
Founded and led a consulting firm specializing in regional economic analysis and 
development strategies for knowledge-based economies. Served as consultant to 
national organizations, regional foundations, individual states, and other 
organizations, providing technical expertise in developing and evaluating 
economic development strategies. 

Executive Officer, Oregon Joint Legislative Committee on Trade and Economic 
Development, Salem, Oregon, 1983 to 1995. 
Served as Oregon Legislature'S chief analyst oflong-term economic trends, policy 
advisor on economic development issues, and staff person responsible for 
developing and writing new legislation and overseeing existing programs. 

Economist and Senior Planner, Metropolitan Service District, Portland, Oregon, 1980 to 
1983. 

Served as main economic development stafffor nation's first directly elected 
regional government in Portland. Responsible for evaluating adequacy of region's 
industrial land supply, promoting attainment of housing objectives, and 
enforcement of urban growth boundary. 

Other Professional Experience 

Non-Resident Senior Fellow, Brookings Institution, Washington, DC, 2006-2011. 
Member, Oregon Governor's CouncH of Economic Advisors, 2003-11. Chair, 2008-11. 
Co-Editor, EconData.Net, 1999 to 2010. 
Member, Editorial Board, Economic Development Quarterly, 2002-2006 
Assistant to the Chair, Air Resources Board, Sacramento, California, 1980. 
Legislative Assistant, Office of Speaker Leo McCarthy, Sacramento, California, 1979. 
Intern, Office of Land Use Coordination, Environmental Protection Agency, Washington, 
D.C. 1978. 
Economist, Oregon Economic Development Department, Portland, Oregon, 1977-78. 
Economist, Oregon Department of Land Conservation and Development, 1976-77. 

Education 

Master of Public Policy, University of California, Berkeley, 1980. 

Bachelor of Science in Economics, cum laude, Lewis & Clark College, Portland, 
Oregon, 1976. 
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Selected Publications and Reports 

"Increasingly Rank: The Use and Misuse of Ran kings in Economic Development," 
Economic Development Quarterly 18:1 (February 2004) 34-39 (with Heike Mayer) .. 

"The Economic Importance of Being Different," Economic Development Quarterly 16: 1 
(February 2002) 3-16. 

Recent Consulting Projects 
Measuring Urban Transportation Pelformance: A Critique of Mobility Measures and a 
Synthesis, for CEOs for Cities, Chicago, IL, October 2010. 

The Athletic and Outdoor Industry Cluster: A White Paper, for Portland Development 
Commission, Portland, OR, October 2010 

Financial AnalysiS of the Columbia River Crossing, for Plaid Pantry, Inc., Portland, OR , 
October 2010 

llev,} York s Green Dividend, for CEOs for Cities, Chicago, IL, April 2010. 

Walking the Walk, for CEOs for Cities, Chicago, IL, July 2009. 

City Dividends, for CEOs for Cities, Chicago, IL, November, 2008. 

City Success, for CEOs for Cities, Chicago, IL, October, 2008. 

Driven to the Brink, for CEOs for Cities, Chicago, IL, May, 2008. 

Portland's Green Dividend, for CEOs for Cities, Chicago, IL, September, 2007. 

City Advantage, for CEOs for Cities, Chicago, IL, September, 2007. 

City Vitals, for CEOs for Cities, Chicago, IL, September, 2006. 

lvfaking Sense of Clusters: Regional Competitiveness and Economic Development, for 
the Brookings Institution, Washington, DC, March 2006. 

The Young and the Restiess, for Memphis, TN, Phiiadelphia, PA, Portland, OR, 
Providence, RI, and Richmond, VA, (June 2004), Atlanta GA (November 2006), Kansas 
City, MO (May 2008). 

Urban Industry in Metropolitan Portland, for the Westside Economic Alliance, January 
2004 

Westside Economic Strategy, for the Westside Economic Alliance, September 2003. 

Signs of Life: The Growth of Biotechnology Centers in the Us., (with Heike Mayer), for 
the Brookings Institution, Washington, DC, June 2002. 

Westside Economic Study, for the Westside Economic Alliance, June 2002 

New Growth Theory, Technology and Learning: A Practitioner's Guide, for U.S. 
Economic Development Administration, Washington, DC., June 2001. 

Transportation, Industrial Location and the New Economy, for the Port of Portland, 
Portland, OR, March 2001. 

High Tech Specialization: A Comparison of High Tech Centers, (with Heike Mayer), for 
the Brookings Institution, Washington, DC, January 2001. 
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Stories of Change: Industry Clusters in the Metropolitan Portland Economy. Portland, 
Oregon, Institute for Metropolitan Studies, College of Urban and Public Affairs, Portland 
State University, July 2000. 

Metropolitan Portland's Nursery Industry Cluster, (with John Provo) for the Institute for 
Portland Metropolitan Studies, Portland State University, Portland, OR, June 2000. 

The Ecology of the Silicon Forest, (with Heike Mayer), for the Institute for Portland 
Metropolitan Studies, Portland State University, Portland, OR, April 2000. 

Portland's Knowledge-Based Economy, (with Heike Mayer) for the Institute for Portland 
Metropolitan Studies, Portland State University, Portland, OR, February 2000. 

Spin-oifs, Startups and Fast Growth Firms in the Portland Regional Economy. for the 
Institute for Portland Metropolitan Studies, Portland State University, Portland, OR, 
February 2000. 

OMEP Small Manufacturer ]'leeds Assessment, (with Laurel Dukehart & Patricia 
Scruggs) for the Oregon Manufacturing Extension Partnership, Portland, OR, January 
2000. 

Overview of the Silicon Forest, for the Institute for Portland Metropolitan Studies, 
Portland State University, Portland, OR, October 1999. 

Designing Portland's Future: The Role of the Creative Services Industry, (with Patricia 
Scruggs) for Portland Development Commission, Portland, OR, June 1999. 

Metals IndustlY Economic Impact and Supplier Linkages In Oregon, 1998, for the 
Oregon Metals Industry Council, Portiand, OR, October 1999. 

Emerging Businesses in the Oregon Economy: The Contributions of Fast-Growing 
Firms, 1992-97, for the Oregon Entrepreneurs Forum, Portland, OR, September 1999. 

A Vision for Public Finance in Oregon: An IntroductOlY Report From the Oregon 
Business Council Public Finance Task Force, for the Oregon Business Council, Portland, 
OR, April 1999. 

Progress of a Region: The Metropolitan Portland Economy in the 1990s. Portland, 
Oregon, Institute for Metropolitan Studies, College of Urban and Public Affairs, Portland 
State University. April 1999. 

Understanding The Two Oregons: Myths, Realities and Confronting Change, A White 
Paper prepared for the Portland Metropolitan Chamber of Commerce, sponsored by Intel 
Corporation, January] 999. 

Oregon Fiscal Flow Analysis, for the City of Portland, Association for Portland Progress 
and Portland Metropolitan Chamber of Commerce, January 1999. 

Progress of a Region: The Metropolitan Portland Economic in the 1990s, Technical 
Report of the Regional Connections Project, (with Kimberley J. Burnett), for the Institute 
of Metropolitan Studies, Portland State University, January 1999. 

Socioeconomic Datafor Understanding Your Regional Economy: A User's Guide, (with 
Andrew Reamer), for the U.S. Department of Commerce, December 1998. 

Socioeconomic Dataiar Economic Development: An Assessment, (with Andrew 
Reamer), for the U.S. Department of Commerce, December 1998. 



486

Face-to-Face with the Future, (with Patricia Scruggs) for Portland Development 
Commission, Portland, OR, February 1998. 

Working Together: An Assessment of Economic Development in Washington State, (with 
Regional Technology Strategies, Daniel Pilcher & Associates) for the Washington 
Department of Community, Trade & Economic Development, September 1997. 

Myths and Realities of Work in Oregon, for the Governor's Office of Workforce & 
Education Policy, Economic Development Department and Employment Department, 
June 1997. 

Building a Learning Workforce, on behalf ofPacificorp, Northwest Natural Gas and 
Portland General Electric, April 1997. 

Oregon Business Council School-to- Work Strategy, (with Laurel Dukehart) April 1996. 

Building a 21st Century Regional Economy: A Report to the Portland Development 
Commission, April 1996. 

Small Business Needs Analysis: Phase 1: A Reportfor the Portland, Development 
Commission, (with Patricia Scruggs), April 1996. 

1vfichigan Jobs Commission's Small and Targeted Business Project, (with Jeffrey Padden, 
Jean Johnson & Brandon Roberts), April 1996. 

Linking Job Creation and Job Training: PDC Economic Development & vvrorkforce 
Programs, March 1996. 

The Political Economy ofihe Forest Products Industry in Four States, (for Springfield 
Forest Products), March 1996. 

The Future of Work in Minnesota: Connecting Workforce & Economic Development 
Policy, (with Dan Pilcher & Brandon Roberts), June 1995. 

Staff Reports to the Joint Legislative Committee on Trade and Economic 
Development 

Quality Pays." High Performance, Quality and Pay in Oregon Businesses, June 1995. 

Reinventing Economic Development: Ten ideas for market driven approaches to 
promoting industrial competitiveness, October 1994. 

Lottery Funds: Where they come from, where they go, October 1994. 
The Economic Dimension of Oregon's Fiscal Problems, October 1992. 

Better Jobs: Oregon's Economic Challenge for the Nineties, (with Tamira Miller), 
January 1992. 

Oregon's Third Wave of Economic Development, January 1992. 

Twelve Innovative Ideasfor Economic Development 1990, (with Tamira Miller), 
September 1990. 

Oregon Business Development Fund Program Evaluation, (with Leslie Ward), June 10 
1988. 

Ten Innovative Ideasfor Economic Development 1988, April 1988. 
Small is Bountiful: Alanujacturing, Small Business, and Oregon's Economy, January 
J 988. 

Ten More Innovative Economic Development Policy Ideas, (with Wayne Embree), April 
1986. 

Losing Ground: The Growing Gap Between Oregon and National Income, April 1986. 
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Industrial Revenue Bond Program Evaluation, February] 985. 

Declining Numbers of"Family Wage" Jobs: A Threat to Oregon's Economic Health?, 
July 1984. 

Unitary Taxation and Investment in Oregon, April 1984. 

Ten Innovative Economic Development Policy Ideas, January 1984. 

State Economic Development Programs: How Oregon Compares, January 1984. 

Mitsubishi: Lessonsfor Oregon, September 1983. 

Other Publications and Reports 
"'Keep Portland Weird' makes sense as ajobs strategy." The Oregonian, February 14, 

2010, page Cl. 
"Gearing up for the new Oregon." The Oregonian, May 2,2009, page El. 
"The Economist: High-flying house prices fueled by fervor can't last", The Oregonian, 

July 17,2005, page El 
"Portland's New Pioneers" The Oregonian, December 12,2004, page Fl 

"Growing the Silicon Forest." Metroscape: (Summer 2000) 6-] 2. 
"One Oregon, Two Economies." Oregon's Future 2 (3): 18 (2000). 
Testimony to the Oregon Internet Commission. The Oregon Internet Commission, Salem, 
OR (March 10, 2000), [http://170.104.101.34/icom/03IOOOmin.htm ]. 

"The Economic Importance of Being Different: Regional identity, increasing returns and 
the dynamics of growth," paper presented to the 33rd Annual Pacific Northwest Regional 
Economics Conference, Olympia, Washington, May] 998. 

"Learning Networks: A Gardening Approach to Economic DeVelopment" in Innovations 
in Economic Development: The Evolving Direction of Economic Development in the 
New Economy, (Conference Proceedings, Universit'j of Minnesota, Minneapolis, 
November 1998). 

"\IliI!. Success Spoil Oregon: Stev/ardship for the l'Je\v Economy," ()regon S Future, 
Volume 1, Number 2, Spring 1997. 

"Learning to Compete Again," State Legislatures, Volume 20, Number 10, October 1994, 
pages 32-35. 

"Critical Mass: New growth theory and localization economies, implications for 
economic development," paper presented to the 29th Annual Pacific Northwest Regional 
Economics Conference, Seattle, Washington, April 1994. 

"The effect of taxes on economic development: Is a rational debate possible?," paper 
presented to the 29th Annual Pacific Northwest Regional Economics Conference, Seattle, 
Washington, April 1994. 

Do current video lottery retail commissions maximize net state revenues?: an economic 
analysis. Staff Report to the Joint Legislative Task Force on Lottery Oversight, February 
1994. 

"A Strategy for the US Market: The Oregon State Initiative," (Address), Proceedings of 
the Cluster Power Conference, Fredericton, New Brunswick, November 18-20,1993. 

"Oregon's Innovations in Economic Development," Testimony presented to the 
Subcommittee on Economic Stabilization of the House Committee on Banking, Finance 
and Urban Affairs, Hearing on Strategic Economic Development Planning: Modelsfor 
Success, September 1992. 



488

"More Jobs or Better Jobs: Goals for State Economic Development," paper presented to 
the 27th Annual Pacific Northwest Regional Economics Conference, Victoria, British 
Columbia, May 1992. 

"European economic development ideas take root in Oregon," (with Wayne Fawbush), 
TransAtlantic Perspectives, Number 24, Autumn, 1991, pages 6-9. 

Report to the Northwest Area Foundation, Evaluation of Grants, 1986-1990, July 1990. 

"Lessons fi'om Europe on Maintaining a Vital Small Business Sector," (Address) 
Proceedings, Twenty-fourth annual Pacific Northwest Regional Economics Conference, 
April 26-28, 1990, (Seattle: Northwest Policy Center, University of Washington: 1990), 
pages 315-326 

Old World, New Ideas: Business Assistance Lessons from Europe, (Seattle: Northwest 
Policy Center, University of Washington: 1990). 

Industrial Land Market Assessment, Staff Report for the Metropolitan Service District, 
Januarj 1982. 
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convenience stores 
Plaid Pantries, Inc .• 10025 SWAllen Blvd .• Beaverton, Oregon 97005 • Telephone: 503.646.4246 • Facsimile: 503.646.3071 

Metro Council 
600 NE Grand Ave. 
Portland, OR 97232 

August 11, 2011 

Re: Columbia River Crossing Land-Use Final Order (LUFO) 

Good afternoon Councilors, 

Your Staff and the CRC folks are trying to convince you that you have a very limited role in this 
project. This is absolutely not the case. You are the only elected body left that can review and 
influence the specifics of this massive highway project, which happens to include a bridge and 
light rail. This is your last chance to ensure that the public is properly served if you approve it 

In order for this bridge to have a positive effect on the economic, social and traffic problems at 
the Columbia River; the region needs a solution that fits realistic financing possibilities. Instead 
you are being asked to approve what is in effect the "No Build" option. This project simply 
cannot be funded as proposed. Concerned citizens have been pointing this out for a long time. 
Now we have our Governor, Treasurer, and independent experts hired by the Treasurer 
confirming our fears. 

We don't have the money, and we're not going to get the money to build what CRC has 
planned, so It will not be built as planned. We need a different plan to solve our problems; a 
plan that can't be built Is not a solution to anything. 

Please send this back to TriMet and CRC to come up with a phaseable, affordable, financeable, 
and buildable solution. You not only have the authority, but also the responsibility to do so. 

:;Z;lr2 
William C. (Chris) Girard, Jr. 
President &. CEO 
Plaid Pantries, Inc. 
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