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ACRONYMS AND ABBREVIATIONS

AASHTO American Association of State
Highway and Transportation
Officials

ADA Americans with Disabilities Act
ADT average daily fraffic

API Area of Potential Impact

APM Analysis Procedures Manual
BIL Bipartisan Infrastructure Law
CFR Code of Federal Regulations
CRC Columbia River Crossing

db decibel

dBA A-weighted decibel

DBE Disadvantaged Business

Enterprise

DHV design hour volume

EA Environmental Assessment

EB eastbound

EIS Environmental Impact
Statement

EJ environmental justice

EPA U.S. Environmental Protection
Agency

FHWA  Federal Highway Administration

FONSI  Finding of No Significant
Impact

GHG
HAAB
HB
HDM
HSIP

HSM
HTMS
IBR
|-405
-5
|-84
ICA

LLC
LTS
MMA
MSAT
MTIP

N/NE
NACTO

NB

greenhouse gas

Historic Albina Advisory Board
House Bill

Highway Design Manual

Highway Safety Improvement
Program

Highway Safety Manual

Harriet Tubman Middle School
Interstate Bridge Replacement
Interstate 405

Interstate 5

Interstate 84

Independent Cover
Assessment

Limited Liability Corporation
Level of Traffic Stress
Multimodal Mixed-Use Area
Mobile Source Air Toxic

Metropolitan Transportation
Improvement Program

North/Northeast

National Association of City
Transportation Officials

northibound
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NCHRP National Cooperative Highway
Research Program

NEPA National Environmental Policy
Act of 1969

NRHP  National Register of Historic
Places

OAR Oregon Administration Rule

ODAS  Oregon Department of

Administrative Services

ODOT Oregon Department of

Transportation

OoTC Oregon Transportation
Commission

PBOT  Portland Bureau of
Transportation

PDO Property Damage Only
PedPDX Citywide Pedestrian Plan

PLTS Pedestrian Level of Traffic
Stress

PMo particulate matter less than or
equal to 10 micrometers in
diameter

PM_s particulate matter less than or
equal to 2.5 micrometers in
diameter

PPS Portland Public Schools
PSI Portland Streetcar, Inc.

RCM Rip City Management

REA

RFFA

RMPP

ROW
RSEA

RTDM
RTP
SB
SEA

SPIS
STIP

TOAS

TSP
UMS
U.s.C.
VMT
wWB

Revised Environmental
Assessment

reasonably foreseeable future
action

Regional Mobility Pricing
Project

right-of-way

Revised Supplemental
Environmental Assessment

Regional Travel Demand Model
Regional Transportation Plan
southbound

Supplemental Environmental
Assessment

Safety Priority Index System

Statewide Transportation
Improvement Program

Traffic Operations Analysis
Summary

Transportation System Plan
Urban Mobility Strategy
United States Code
vehicle miles travelled

westbound
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1 INTRODUCTION

This report documents and responds to comments received by the Oregon Department
of Transportation (ODOT) on the Supplemental Environmental Assessment (SEA) for the
Interstate 5 (I-5) Rose Quarter Improvement Project (Project). The Project area is shown
in Figure 1-1. Comments were submitted during a SO-day public comment period from
November 15, 2022, through January 4, 2023.

Public comments were submitted via the following methods: Project e-mail, mailed letter,
postcard, phone message, online open house and website, and testimony provided
during virtual Public Hearing. A total of 921 comment submittals were received from
individuals, public agencies, advisory committees and commissions, community
organizations, non-government organizations, and private industry and limited liability
corporations (LLCs), as detailed below.

Agencies
e City of Portland (City)

o Bureau of Transportation

e Oregon Metro

e Oregon House of Representatives

o TriMet

e Oregon Environmental Justice Council

Advisory Committees and Commissions
e City of Portland, Historic Albina Advisory Board

e City of Portland, Pedestrian Advisory Committee

e City of Portland, Bicycle Advisory Committee

e City of Portland, Freight Committee

e City of Portland, Historic Landmarks Commission

e City of Portland, Design Commission

e Portland Sabin Community Association Land Use & Transportation Committee

Community Organizations
e Albina Vision Trust

I-5 ROSE
Supplemental Environmental Assessment - 1 Q UA RT E R

Comment Summary Report IMPROVEMENT PROJECT
February 2024




Brooklyn Action Corps Neighborhood Association

Eliot Neighborhood Association

Friends of the Green Loop

Oregon and Southwest Washington Families for Safe Streets
Portland: Neighbors Welcome

Sunrise PDX

Sunrise Rural Oregon

Non-Government Organizations

1000 Friends of Oregon

Association of Oregon Rail and Transit Advocates
Bike Loud PDX

Breach Collective

Cascade Policy Institute

Ethiopian and Eritrean Cultural and Resource Center
Fremont United Methodist Church

National Association of Minority Contractors-Oregon
No More Freeways PDX

Oregon Walks

The Street Trust

Verde

Educational Institutions

Pacific University Oregon

Private Industry (Including LLCs)

B-line Urban Delivery

David J. Collins Engineering
Joint Space LLC
Madriguera Brewing Co.
PacificCorp (ind)
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e Pacific Gas & Electric (ind)

e Pacific Landscape Management
¢ Rip City Management

e Studio Davis

e Sufra-Teleport

e Transita LLC

¢ We All Rise Consulting

e \Windermere Real Estate
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2 PUBLIC COMMENT ANALYSIS PROCESS

The comment analysis was conducted using a systematic approach to process, archive,
categorize, and summarize comments from members of public; non-governmental
organizations; and local, regional, state, and federal agencies. ODOT received no
comments from Tribes or self-identified tribal members.

2.1 IDENTIFICATION AND CODING OF COMMENTS

Comment submittals were entered into an online database application for the collection,
tracking, and analysis of input. Each unique comment within each submittal was given a
unique identification number and a corresponding comment category to help the
comment processing team categorize comments for analysis.

2.2 COMMENT SUMMARY PROCESS

Unique comments were sorted by topic and further reviewed to develop summary issue
statements pertaining to specific resources (e.g., air quality, climate change) or other
topics (e.g., tolling, induced demand). ODOT has developed responses to each
summary issue statement to address concerns identified by commenters. Although each
comment is not responded to individually, every comment has been assigned one or
more summary issue statements that have responses applicable to the concerns and
input of each comment. When a comment spanned multiple topics, more than one
summary issue statement was assigned. The list of individual comments and applicable
summary issue statements is provided in Appendix A of this report, Public Comments
Submitted on the 2022 SEA.
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3 COMMENT SUMMARIES AND RESPONSES

Over 2,091 uniqgue comments were evaluated from the submittals received. The number
of comments associated with each comment category is summarized in Table 1 (note that
a comment was assigned multiple categories if it spanned multiple topics).

TABLE 1. COMMENT TOTALS BY CATEGORY

Comment Category Comment Category Number of Comments '
Group
NEPA Class of Action 654
Purpose & Need 30
NEPA Process
Alternatives 225
Public Engagement 86
Design 22
Auxiliary Lanes 2
Elements Broadway/Weidler 32
Interchange
Highway Cover 135
Bike/Pedestrian Facilities 18
Air Quality 51
Climate Change 56
Environmental Justice 40
Historic Resources 1
Section 4(f) 1
Land Use 26
Environmental ; :
Socioeconomics 1
Transportation — Active 69
Transportation — Safety 67
Transportation — Traffic 47
Ops
Transportation — Transit 3
Water Resources 2
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Comment Category Comment Category Number of Comments '

Group

Impacts to Visual 9
Resources and Viewsheds

Impacts and

Mitigation Cumulative Impacts 4
Mitigation 2
Cost 184
DBE/Jobs 3
Freight 4
Induced Demand 108

Issues
Harriett Tubman Middle 4
School
Health Impacts 61
Tolling 70
Input 864

Key: DBE = Disadvantaged Business Enferprise; I-5 = Inferstate 5; NEPA = National Environmental Policy Act.

TIf a comment spanned multiple topics, multiple comment category codes were assigned to it. Therefore, these totals
will add up to more than the number of unique comments identified.

The following sections present summary issue statements by category. Each summary
issue statement is preceded by an alpha-numeric code; the same code was applied to
the individual comments represented by the summary issue statement. The individual
comments and assigned code are presented in Appendix A.

3.1 NEPA PROCESS

3.11 NEPA CLASS OF ACTION

NEPA-1 Commentors requested that an Environmental Impact Statement (EIS) be
prepared and/or stated that an EIS should have been prepared to evaluate the
environmental impacts of the Project. Specific concerns included:

e Level of detail in the analysis of an EIS versus an Environmental Assessment (EA);

e Range of alternatives studied in an EIS versus an EA (also see response to ALT-1in
Section 3.1.3);

e Magnitude of the Project;
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e Conftroversy surrounding the Project; and

e Environmental and social impacts of the Project, including land use, environmental
justice (EJ), and climate change.

Response:

An EIS is required when a project is likely to have significant effects on the quality of the
human environment (23 Code of Federal Regulation [CFR] 771.123(a)). An EA is prepared
when it is unknown whether a project will have such impacts, in order to determine if an
EIS is needed. An EA does not allow an agency to conduct less analysis or to analyze
project effects in less detail than an EIS; it focuses the analysis on those impacts that
could be significant. The I-5 Rose Quarter Improvement Project Supplemental EA (2022
SEA) (ODOT 2022a) and the Revised SEA (RSEA) provide thorough analyses of the
potential effects that could occur as a result of the Project, with a level of detail similar to
what would be included in an EIS, while ensuring the data and analyses are presented in a
clear, concise, and to-the-point manner to aid in efficient and effective decision making.
This includes detailed analysis of potential effects to air quality, climate change,
archaeological resources, historic resources, Section 4(f) properties, hazardous
materials, land uses, noise, right-of-way (ROW), socioeconomics, EJ populations,
transportation, utilities, and water resources.

The Comment Summary Report provided as Appendix | in the 2020 Finding of No
Significant Impact (FONSI)/Revised Environmental Assessment (REA)
(https://www.iSrosequarter.org/library/) summarizes the process by which ODOT and
the Federal Highway Administration (FHWA) determined the appropriate National
Environmental Policy Act (NEPA) classification for the Project, consistent with 23 CFR
771.115. As stated on page 53 of the 2020 Comment Summary Report, the Project was not
classified as a Class 1 EIS project because most of the work would occur within the
existing ROW, and no apparent significant impacts had been identified. At the time of
classification, however, it was not certain that the Project would avoid all significant
impacts that could occur as a result of the Project. To address this uncertainty, ODOT
and FHWA agreed that an EA for the Project should be prepared.

As described in Section 1.3 of the RSEA, ODOT and FHWA determined that design
modifications as a result of the Hybrid 3 highway cover design concept required
additional analysis beyond what was completed for the 2019 EA and 2020 FONSI/REA.
More specifically, ODOT and FHWA determined that the significance of the potential
effects of the Hybrid 3 highway cover design (i.e., Revised Build Alternative) were
unknown, and an SEA was necessary to characterize the impacts and help determine
significance. FHWA will consider all of the environmental and engineering analysis
included within the RSEA, including mitigation measures and public comments, and make
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a determination as to whether the Project will have a significant adverse impact on the
human or natural environment and require the preparation of an EIS or that the RSEA
provides sufficient evidence and analysis for determining that an EIS is not required
through the issuance of a FONSI.

ODOT will continue to address concerns voiced by agencies and interested parties
through collaborative approaches during the design phase. If future design efforts result
in the need for additional environmental review, ODOT will coordinate with FHWA on the
scope and format for that review and conduct appropriate public involvement in
accordance with ODOT and FHWA policies.

NEPA-2 The NEPA review should focus on the whole collection of projects (i.e., the
entirety of ODOT’s Urban Mobility Strategy [UMS]), including congestion pricing and
transit alternatives. ODOT and FHWA are illegally segmenting freeway expansion projects.

Response:

The UMS is not a project in and of itself but rather a planning-level strategy for
implementing the core projects prioritized by House Bill (HB) 2017 and HB 3055. The
UMS projects are moving forward on separate timelines based on project readiness,
available funding, and other factors. Each UMS project is proposed to meet a specific
purpose and need, and although Areas of Potential Impact (APIs) may overlap, each
project has independent utility and does not rely on implementation of one or more of
the other projects to move forward.

3.1.2 PURPOSE AND NEED

PN-1 The Project, as designed, will not meet the stated purpose and need and/or fails to
accomplish the Project goals and objectives. Concerns about the purpose and need
and goals and objectives relate to:

e DBelief that the Project will induce more vehicle miles traveled (VMT) (and therefore
decrease safety and increase congestion);

e Pedestrian and bicycle safety objectives; and

e The Project providing only one new connection across I-5 (at North/Northeast
[N/NE] Hancock Street).

Response:

ODOT and FHWA prepared the 2022 SEA to evaluate the environmental effects of a

design modification to determine potential impacts that may be outside of the scope
and bounds of the Build Alternative that was the subject of the 2020 FONSI/REA. The
design modification, referred to in the 2022 SEA as the Revised Build Alternative, and
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further refined in the RSEA, remains responsive to the stated purpose of and need for the
Project for the reasons discussed in the SEA and RSEA.

Induced and latent demand are discussed in the RSEA in Section 3.13.2.4 and addressed
in the response to INDD-1 in Section 3.5.4. With respect to transportation improvements,
a key factor in changes to latent demand is increased capacity. The Project includes the
addition of auxiliary lanes on I-5, which are designed to decrease conflicts, improve
safety and the flow of fraffic, and allow the existing lanes to work more efficiently.
Aucxiliary lanes do not create significant new capacity. The Project does not add new
general purpose lanes.

The following elements of the Revised Build Alternative are designed to individually and
collectively improve safety for pedestrians and bicyclists:
e Upgrades to street crossings

e Dedicated bicycle facilities

e Connectivity to the Green Loop' through the Clackamas Pedestrian and Bicycle
Bridge (restored with the design refinement to the Revised Build Alternative in the
RSEA)

e \Wider and well-lit sidewalks
e New connection across |-5 at N/NE Hancock

Please see response to LID-5 in Section 3.2.4 for a discussion of the benefit provided
by the new connection across N/NE Hancock.

PN-2 The change to the highway covers represents a significant change in the Project
that should have triggered a rescope of the purpose and need.

Response:

Although the Revised Build Alternative includes one contiguous highway cover (as
opposed to the disjunct highway covers included in the Build Alternative analyzed in the
2019 EA and 2020 FONSI/REA), the design remains responsive to the Project’s stated
purpose and needs because it would improve safety and operations on |-5 between
Interstate 405 (I-405) and Interstate 84 (I-84), at the Broadway/Weidler interchange;
improve local connectivity and multimodal access in the vicinity of the Broadway/Weidler
inferchange; and enhance multimodal connections between neighborhoods east and
west of |-5. Like the Build Alternative evaluated in the 2019 EA and 2020 FONSI/REA, the
contfiguous highway cover of the Revised Build Alternative provides an east—west

The Project would facilitate the Green Loop connection across 1-5 but does not include construction of the Green

Loop outside of this Project element.
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connection over |-5 with N/NE Hancock. Unlike the Build Alternative, the Revised Build
Alternative maintains the existing connection of N Flint Avenue over |-5. The change of
the cover design fo include buildable space on the cover is responsive to community
input and is better aligned with Project goals and objectives.

PN-3 The Executive Summary of the 2022 SEA subjectively highlights perceived Project
benefits and neglects to objectively address documented harms and concerns. ODOT
claims that the Project is based on resolving safety issues when all supporting technical
documentation presents that under existing conditions, there were O percent fatal and 1
percent severe crashes during the study period.

Response:

The Executive Summary is meant to present an overview of the Project and provide a
concise summary of the benefits and adverse impacts of the alternatives. Based on
Oregon crash rate data, [-5 in the Project Area has the highest crash rate on any urban
interstate in Oregon (see Section 1.4 of the RSEA). The Project is expected to reduce
crash rates and address existing crash issues. The auxiliary lanes would provide traffic
operation benefits, including more uniform lane speeds and fewer lane changes, which
would reduce the potential for congestion-related rear-end crashes.

Similar comments are documented in Section 3.1.17 of the 2020 Comment Summary
Report. Section 5.1 of the 2019 7Transportation Safety Technical Report documents total
crashes and crash severity on the |-5 mainline within the Project Area during the 5-year
period from 2011 through 2015 (ODOT 2019). ODOT uses the Safety Priority Index System
(SPIS) as a threshold of safety performance. The SPIS process ranks roadway segments
as a function of crash frequency, crash rate, and crash severity and provides a
reasonable method to identify high-priority sites for prioritization and remediation. As
stated in Section 5.1.1 of the 2019 Transportation Safety Technical Report, approximately
37 percent of the Project Area is on the ODOT top S or 10 percent SPIS list. Sites within
the top S or 10 percent on this list indicate a high mix of crash frequency, rate, and
severity. The SPIS system complies with the Federal Highway Safety Improvement
Program (HSIP) and has been accepted by the FHWA as fulfilling HSIP requirements.

3.1.3 ALTERNATIVES

ALT-1 ODOT needs to consider and/or evaluate alternatives to highway expansion,
including:
e Tolling (i.e., pricing-only management such as congestion pricing, Regional
Mobility Pricing Project [RMPP]);
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e Alternatives focused on active transportation (including closing ramps, more
multi-use paths);

e Transit-only alternatives (including "rose lanes," which give priority to buses and
streetcars);

e A project that only includes auxiliary lanes and new shoulders and no other
elements;

e Various combinations of non-highway elements (tolling, active transportation
improvements, transit-focused improvements, etc.) along with the highway cover;

e Selective widening of shoulders along with the highway cover;
e Closing one or more ramps to improve interchange spacing;
e Removal of I-5 from the eastern bank of the Willamette;
e Sefting aside a portion of the highway for autonomous vehicle operation; and
e Adding highway capacity (i.e., expanding I-5 in the Project Area).
Response:

Council on Environmental Quality regulations state that an EA shall “Briefly
discuss...alternatives as required by section 102(2)(E) of NEPA” (40 CFR 1501.5(c)(2)). The
alternatives development and screening process for the Project is described in Section
2.4 of the 2019 EA (ODOT 2019) and Section 3 of the 2020 REA, with additional summary
of the Project development process in Section 2.1 of the 2022 SEA.

Over the course of a multi-year planning process, ODOT, the City, and residents of the
N/NE Portland community worked together to develop and evaluate over 70 design
concepts focused on highway, lid, and or surface street improvements via a multi-step
screening process. Screening criteria focused on the operational performance of the
highway system and local street network; safety considerations for pedestrians,
bicyclists, transit riders, and motorists; and several factors related to social equity and
urban design. This screening process culminated in a single recommended design
concept carried forward as the Build Alternative for analysis in the 2019 EA (ODOT 2019).

Following the 2020 FONSI/REA and the outcome of an Independent Cover Assessment
(ICA), ODOT modified the design of the Project, resulting in the Revised Build
Alternative. As described in Section 2.1.2 of the RSEA, the design modifications included
in the Revised Build Alternative resulted from an effort to address partner and public
requests for the design to include opportunities for highway covers that support
buildable space and restorative justice outcomes.
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ALT-2 The Project violates FHWA guidelines that call for no expansion of general
purpose freeway lanes. According to FHWA'’s guidance on use of funds under the
Bipartisan Infrastructure Law (BIL): "[...] in most cases, Federal-aid highway and Federal
Lands funding resources available through the BIL, should be used to repair and maintain
existing transportation infrastructure before making new investments in highway
expansions for additional general-purpose capacity.” The alternatives analysis did not
include a narrower and lower-cost facility, and therefore ODOT/FHWA have failed to
examine the lessened environmental effects of building a narrower roadway. Figure 18 of
the ICA Cost and Constructability Report (Appendix | of the ICA, available at
https://www.iSrosequarter.org/library/) shows an alternative cross section that could
achieve over 40 feet in total cover width with potential reduction in roadway width, which
is consistent with the FHWA guidance and current practice for highways with cover
structures or tunnels.

Response:

The Project does not add general purpose lanes. As described in Section 2.2.2.1 of the
RSEA, the Project would extend existing auxiliary lanes on southbound (SB) I-5, add a
northbound (NB) auxiliary lane on I-5, and provide shoulders. The addition of general
purpose lanes is not authorized as part of this Project, and ODOT has no plan to convert
the shoulders to general purpose lanes. Conversion of shoulders to general purpose
lanes would need to be considered in a separate project, necessitating review and
inclusion in the Regional Transportation Plan (RTP), funding to demonstrate fiscal
constraint, additional NEPA review, and approval by FHWA. See response to DES=-2 in
Section 3.2.1 for additional information.

Future funding decisions by ODOT or granting agencies will be made in compliance with
rules or guidance established for the funding program. The guidance cited in the public
comment has been superseded by the Policy on Using BIL Resources to Build a Better
America, which removes the language cited.”

3.1.4 PUBLIC ENGAGEMENT AND EQUITY

PE-1 Open house materials were misleading (downplayed impacts), inadequate, and
confusing, and the website had missing or broken links.

Response:

The open house materials were intended to summarize overall impacts concisely and are
not intended to substitute for the full analysis contained in the 2022 SEA. The public has

< See https://www.fhwa.dot.gov/bipartisan-infrastructure-law/using bil resources build better america.cfm for

more information on the BIL.
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been encouraged to consult the 2022 SEA, RSEA, and the supplemental technical
reports on the Project website (https://www.iSrosequarter.org/library/) for details on the
data sources, methodologies, and analyses conducted for this NEPA process. The
functionality of the website, including links to materials, is checked frequently to ensure
materials are retrievable.

PE-2 ODOQOT has not been forthcoming with information, data, and analyses to-date and
is possibly keeping information out of public records. Analysis was removed from the
Project website when the ICA website (www.albinahighwaycovers.com) was taken down,
and only a portion of the documents contained on that website were transferred to the
Project website.

Response:

Technical analyses presented in the 2022 SEA and RSEA were performed in a manner
consistent with that of the 2019 EA, using methodology vetted in the Environmental Peer
Review (Crunican 2020) and updated to address the Revised Build Alternative. ODOT
published detailed technical analysis and results in Appendix A of the RSEA. Supporting
documentation, technical reports (from the 2019 EA, 2022 SEA, and the RSEA), advisory
committee materials, historical Project documentation, and other materials have been
and continue to be available on the Project website.

ODOT maintains all final ICA documents once available on the ICA website on the Project
website (https://www.iSrosequarter.org/library/).

PE-3 There was insufficient opportunity for public comment due to the public comment
period overlapping with holidays including Thanksgiving, Hanukkah, Christmas, Kwanzaa,
and New Year’s Eve/Day, and concern was expressed that this was a deliberate action by
ODOT to limit public comment.

Response:

The public review period for the 2022 SEA was from November 15, 2022, through January
4, 2023, a total of 50 calendar days. The 2022 SEA and supplemental technical reports
were available on the Project welbsite for the entirety of the public review period and
remain available in the document library on the website. In providing for a SO0-day public
comment period, ODOT exceeded statutory guidance provided in 23 CFR 771.119(d),
which states: “The applicant does not need to circulate the EA for comment, but the
document must be made available for public inspection at the applicant's office and at
the appropriate Administration field offices or, for FRA at Headquarters, for 30 days and
in accordance with paragraphs (e) and (f) of this section. The applicant must send the
notice of availability of the EA, which briefly describes the action and its impacts, to the
affected units of Federal, Tribal, State and local government. The applicant must also
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file://na.aecomnet.com/lfs/AMER/Portland-USPOR01/DCS/projects/60537425%20ODOT%20I-5%20BW%20Phase%203%20EA/400-Technical/501%20Supp%20EA%20Public%20Comments/9_Review%20Comments%20from%20DOJ/www.albinahighwaycovers.com
https://www.i5rosequarter.org/library/
https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=3f50e7cf74ffe6fe1eb0fbe4f274baf5&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
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https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=5db2b4cebdbaae9ec1faffaae5776a67&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=3f50e7cf74ffe6fe1eb0fbe4f274baf5&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=06bb04231164e750a9125321a38d5371&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=3f50e7cf74ffe6fe1eb0fbe4f274baf5&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119

send notice to the State intfergovernmental review contacts established under Executive
Order 12372. To minimize hardcopy requests and printing costs,

the Administration encourages the use of project websites or other publicly accessible
electronic means to make the EA available.”

ODOT also held a virtual public hearing for the Project on December 6, 2022, consistent
with 23 CFR 771.119 (e), which states: “When a public hearing is held as part of the
environmental review process for an action, the EA must be available at the public
hearing and for a minimum of 15 days in advance of the public hearing.

The applicant must publish a notice of the public hearing in local newspapers that
announces the availability of the EA and where it may be obtained or reviewed. Any
comments must be submitted in writing to the applicant or the Administration during the
30-day availability period of the EA unless the Administration determines, for good
cause, that a different period is warranted.” More information about the public
involvement process for the Project is contained in the Public Involvement Summary,
included as Appendix F of the RSEA.

Comments received during the public comment period and the transcript of the public
hearing held on December 6, 2023, are available on the Project website at
https://www.iSrosequarter.org/library/.

Collectively, the extended comment period and the public hearing held by ODOT
demonstrate ODOT’s proactive and inclusive approach to gathering public input on the
Project.

PE-4 What is the legal basis for using race as a means to determine who speaks first at
the public hearing? Oregon state agencies are prohibited from discriminating on the
basis of race.

Response:

The Project ensured that there were many opportunities for all members of the public to
provide comments on the SEA. Until midnight on January 4, 2023, the public was able to
provide comment by mail, phone, and email. Instructions for each of these options were
found on the Project website and the Project’s SEA online open house. The online open
house was closed at midnight on January 4, 2023. Comments made at the virtual public
hearing were not weighted differently than other comments made during the public
comment period, and the virtual public hearing was not the only opportunity to provide
comments on the 2022 SEA. ODOT complies with Title VI of the Civil Rights Act, the
Americans with Disabilities Act (ADA), and other federal nondiscrimination authorities that
prohibit discrimination based on race, color, national origin, age, disability, sex, income
level, and Limited English Proficiency. This applies to all ODOT's programs, activities,
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https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=3f50e7cf74ffe6fe1eb0fbe4f274baf5&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
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https://www.law.cornell.edu/definitions/index.php?width=840&height=800&iframe=true&def_id=5db2b4cebdbaae9ec1faffaae5776a67&term_occur=999&term_src=Title:23:Chapter:I:Subchapter:H:Part:771:771.119
https://www.i5rosequarter.org/library/

services, operations, delivery of benefits, and opportunities to participate, including this
Project.

PE-5 ODOT did not engage Rip City Management (RCM) until early 2022, which was after
the analyses of the Revised Build Alternative, and effects related to the Moda Center,

were already complete. Additionally, ODOT did not start addressing the concerns raised
by RCM until after the 2022 SEA was published.

Response:

The input from RCM focused on safety and operations concerns in the vicinity of the
Moda Center, including concerns related to the |-5 SB off-ramp relocation. The design
refinements incorporated into the RSEA in response to RCM and other public comments
include the following:

e |-5SB off-ramp refinement: A new “flyover” structure for the 1-5 SB off-ramp
would separate eastbound (EB) and westbound (WB) vehicle traffic using the off-
ramp. EB car and truck traffic would use the flyover to the NE Victoria Avenue and
NE Weidler Street intersection and turn right (EB) onto NE Weidler. WB car and
truck traffic would use the N Wheeler Avenue/N Williams Avenue/N Ramsay Way
intersection. Two design options are under review for the WB vehicles: one option
would direct car and truck traffic up N Wheeler to NE Broadway, and the other
option would direct car and truck traffic to N Ramsay and NE Interstate. Based on
estimated traffic volumes and travel patterns, approximately two-thirds of the I-5
SB off-ramp car and truck traffic would use the flyover route (EB), reducing the
potential for conflicts between cars and trucks and people walking, biking, or
rolling in the area of the N Wheeler/N Williams/N Ramsay intersection.

e Bicycle and pedestrian refinement: The Clackamas Pedestrian and Bicycle Bridge
over |-5 that was included in the Build Alternative (ODOT 2020) but removed with
the Revised Build Alternative evaluated in the 2022 SEA is restored as a Project
element in the RSEA (located on the southern side of the off-ramp EB flyover). A
pedestrian ramp at N Ramsay and N Center Court Street is added to the Project
design to access the Moda Center and the planned City Green Loop on N
Ramsay. The bridge would also include a direct connection into the Moda Center
Garden Garage and a connection to the N/NE Weidler and N Williams intersection
and southern highway cover area.

As compared to the Revised Build Alternative design considered in the 2022 SEA, the
design refinements would improve safety for people walking, biking, and rolling (Sections
3.13.2.2 and 3.13.2.3 of the RSEA); reduce car and transit delays (Sections 3.13.2.1 and
3.13.2.4 of the RSEA); support redevelopment opportunities for the Albina community
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(Section 3.16.11 of the RSEA); and create safer access to Moda Center events (Section
3.13.2.3 of the RSEA).

PE-6 Those who would shoulder the burden of cost and impact for the Project—
including motorists on -5, parents and students at Harriet Tubman Middle School (HTMS),
and the Albina community—have not been engaged by ODOT.

Response:

ODOT has engaged a wide variety of individuals and groups who will potentially be
affected by the Project through many different methods, including email newsletters and
e-alerts, a print mailer, social media posts, media releases, advertisements in print and
digital outlets, community presentations and briefings, speaking at community events,
presentations at advisory committee meetings, and direct community-based
organization outreach. The “Events and Meetings” tab on the website provides
information on upcoming meetings (https://www.iSrosequarter.org/events-meetings/).
These meeting are open to the public, and accommodations are provided if needed.
The public review period for the 2022 SEA was from November 15, 2022, through January
4, 2023, for a total of 50 days (20 days longer than required, as described in the
response to PE-3). ODOT hosted an online open house that was accessible throughout
the duration of the public comment period, and ODOT also held a public hearing for the
Project on December 6, 2022. These engagement efforts are summarized in Appendix F
of the RSEA.

PE-7 ODOT would violate civil rights laws with racially exclusive processes, such as plans
to turn over decision-making with the cover design to Black-led community groups.

Response:

The City of Portland will lead the process to define the future development vision for
what could ultimately be built on top of the highway cover. This process is outside of
ODOT’s role and is therefore not considered to be a part of this Project. Throughout the
process to define the development vision of the cover, the City will consult with public
agencies and organizations that represent the Albina community, as appropriate, but the
ultimate decision-making is left to the City of Portland (see response to LU-1in Section
3.3.6 for information on the Community Framework Agreement). Although restorative
justice is a goal of the Project, any decisions ultimately made about uses on the cover
are still bound by federal, state, and local laws that prohibit discrimination based on race.

PE-8 ODOT falsely summarized public comments and altered documents to conceal
public opposition to the Project.

Response:
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ODOT has published all comments received on the 2022 SEA on the Project website
(hitps://www.iSrosequarter.org/library/), redacting only personal contact information
such as addresses and phone numbers to protect individual privacy. The full content of
any redacted comment is part of the Project record and can be made available upon
request. Appendix A, Public Comments Submitted on the 2022 SEA, of this Comment
Summary Report contains a list of all public comments received on the 2022 SEA and
which summary issue statement and response is applicable. If a comment spanned
multiple topics, multiple summary issue statements were assigned to the comment.

3.2 ELEMENTS

3.2.1 DESIGN

DES-1 What is the distance between the retaining walls between NE Hancock and N
Wheeler?

Response:

Figure 2-6 of the 2022 SEA and RSEA shows a not-to-scale drawing of the I-5 cross-
section under the highway cover based on preliminary design, which is sufficient for
assessment at this stage of the NEPA process. At the current design stage, based on
unpublished, draft engineering drawings, the width of the highway from wall to wall under
the cover is approximately 136 feet across the NB and SB roadways. The relocated SB
off-ramp includes an additional span between retaining walls of approximately 48 feet.
The width remains fairly consistent, with less than 11o 2 feet of change in width between
NE Hancock and NE Weidler. The design is still preliminary and could change as design
progresses.

DES-2 ODOT has not disclosed the width of the interstate and is claiming that the
additional ROW accommodates shoulders and egress areas, not freeway expansion. This
additional ROW could be transformed into general purpose lanes by painting new lines
on the roadway, resulting in a 10- to 12-lane freeway. ODOT needs to disclose and
analyze the impacts of this freeway expansion.

Response:

As detailed in Section 2.2.2.1 of the 2022 SEA and RSEA, the Project would extend the
existing 12-foot auxiliary lane on SB I-5 and add a 12-foot auxiliary lane on NB |-5.
Shoulders would be added: 12 feet wide on the outside and 8 feet wide on the inside,
except under the highway cover, where shoulders would be 5 feet wide. The width of the
interstate varies through the Project Area, as depicted in Figure 2-5 of the 2022 SEA and
RSEA.
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The Project’s highway improvements would include auxiliary lanes and shoulders to
smooth traffic flow by providing vehicles additional space to accelerate or decelerate
safely when merging on or off |-5, as well as space for emergency responders and
disabled vehicles to move out of the way of traffic. The proposed shoulders are
designed consistent with the design standard applicable to this roadway. Conversion of
shoulders to general purpose lanes is not authorized as part of this Project and would
need to be considered in a separate project, necessitating review and inclusion in the
RTP, funding to demonstrate fiscal constraint, additional NEPA review, and approval by
FHWA.

Figures 2-2 and 2-6 in the RSEA show cross sections of the existing highway and the
design of the Revised Build Alternative. Final design and construction plans cannot
deviate substantially from what was analyzed in the RSEA without triggering a new
environmental review process.

DES-3 Why does the Project design remove the north—south highway overpass west of
N Vancouver Avenue?

Response:

The Build Alternative evaluated in the 2019 EA and 2020 FONSI/REA included removal of
the north—south overpass west of N Vancouver, which is N Flint Avenue. Under the
Revised Build Alternative, N Vancouver and N Flint are part of the re-established historic
street grid on the highway cover, as described in Section 2.2.2.2 of the RSEA.

DES-4 The Revised Build Alternative provides less benefit than the Build Alternative of
the 2020 FONSI/REA. The Revised Build Alternative will have “reduced median shoulder
widths in some areas” compared to the Build Alternative, and it does not substantively
change weaving distances over the No-Build Alternative.

Response:

The Revised Build Alternative provides the benefit of improved safety and operations
with widened shoulders and added or extended auxiliary lanes. Compared to the Build
Alternative of the 2020 FONSI/REA, the design of the Revised Build Alternative has
reduced inside shoulder widths in some areas. This was a trade-off needed to
accommodate the community-supported highway cover design, which changed after
the 2020 FONSI/REA.

As discussed in Section 6.2.1 of the Revised Safety Supplemental Technical Report
(Appendix A of the RSEA), the forecast crash rates for both the Build Alternative and the
Revised Build Alternative would both be lower than the forecast crash rates for the No-
Build Alternative between approximately the I-405 ramps and the existing SB I-5
entrance ramp from N Ramsay. However, the Revised Build Alternative is forecast to have
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a slightly higher crash rate (up to 9 percent higher, yet still below the No-Build
Alternative) as compared to the Build Alternative, due primarily to the changes in the
inside shoulder widths.

Providing the auxiliary lanes under the Revised Build Alternative would result in enhanced
traffic operations, more uniform lane speeds, and reduction in lane changes as
compared to the No-Build Alternative. As documented in the 2019 Transportation Safety
Technical Report, the number of emergency braking events on the highway mainline with
the Project would decrease in both NB and SB of |-5. In both directions, the analysis
shows substantial reduction of emergency braking during peak hours due to the addition
of the auxiliary lanes.

DES-5 Was future growth considered in the Revised Build Alternative design? Will the
Project need to be expanded to accommodate future growth?

Response:

As described in the Revised Traffic Analysis Supplemental Technical Report (Appendix A
of the RSEA), the Metro Regional Travel Demand Model (RTDM) were used to forecast
future demand for the horizon year 2045. Metro maintains fravel demand models for the
base (year 2015) and future conditions (year 2040). The 2040 travel demand model
integrates planned transportation projects and land use changes in the metro area to
generate future volume forecasts. The 2040 travel demand model incorporated
transportation projects identified in the financially constrained list in the 2018 RTP (Metro
2018). To develop the 2045 forecast volumes for the No-Build and Revised Build
Alternatives, the volume growth from the 2015 base year and the 2040 future year were
used to calculate an annual growth rate using a straight-line growth method. This growth
rate was applied to the 5-year increment between 2040 and 2045 to extend the demand
model for the Project’s horizon year. The 2045 Revised Build Alternative model was
developed by:

e Updating the 2045 No-Build Alternative model with the proposed auxiliary lanes

on |-5 between the |-84 and |-405 interchanges; and

e Incorporating the newly proposed roadway network adjustments and updating
intersection lane configurations.

DES-6 St. Philip the Deacon Episcopal Church should be added to the list of churches in
the “Pillars of Albina” list of places important to the African American experience in
Oregon.

Response:

The “Pillars of Albina” are a proposed Urban Design Element involving 12 new columns
that would be installed to support the bridge between NE Multnomah Street and NE
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Holladay Street. Design of the Pillars would occur after a NEPA decision and involve input
from the community and the Historic Albina Advisory Board (HAAB). St. Philip the Deacon
Episcopal Church will be added to the list of ideas. Other Urban Design Elements
recommended by the community and the HAAB include concrete patterning on
concrete noise walls and barriers in designs intended to honor the Albina Community and
Black voices.

3.2.2 AUXILIARY LANES

AUX-1 The Project Frequently Asked Questions includes this statement: “During peak
morning and evening traffic, over 95 percent of vehicles that enter |-5 SB from the I-405
Fremont Bridge go on to exit the interstate within 2 miles, either at N Broadway, |-84 or
the Morrison Bridge.” This is used as the reason to add SB auxiliary lanes. There are also
on-ramps from N Greeley and N Wheeler onto |-5. How many other SB vehicles entering
[-5 will exit within the 2 miles of the Project Area? Since these drivers will need to change
lanes to the auxiliary lanes, a new bottleneck of lane changing and weaving to/from the
proposed auxiliary lane would be created.

Response:

Section 2.2.2.1 of the RSEA states that the Revised Build Alternative would extend the
existing auxiliary lane on 1-5 SB and add a new auxiliary lane on I-5 NB. Figure 2-5
(Section 2.2.2.1) of the RSEA depicts the highway configuration under existing and
proposed conditions, including the location of through lanes, auxiliary lanes, and highway
shoulders.

The existing SB auxiliary lane currently ends just south of the N Broadway off-ramp, in the
vicinity of the N Broadway overcrossing structure. With the Revised Build Alternative, it
would extend to the Morrison Bridge/Oregon Museum of Science and Industry off-
ramp. There are no planned improvements for I-5 SB between I-405 and the
Broadway/Weidler interchange.

The analysis that has been completed for the Project shows that in the SB direction,
approximately 50 percent of the fraffic destined for the -84 off-ramp is getting on
between the Greeley and |1-405 on-ramps and would only have to make one lane change
to exit to 1-84, while approximately 30 percent is getting on at NE Weidler and would not
make any lane changes at all, and only 20 percent is coming from further north on I-5 and
would have to make two lane changes to exit to 1-84. The Revised Transportation Safety
Supplemental Technical Report states that the auxiliary lanes would result in enhanced
traffic operations, more uniform lane speeds, and reduction in lane changes as
compared to the No-Build Alternative (Appendix A of the RSEA). Additionally, the
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auxiliary lanes would result in a substantial reduction of emergency braking during peak
hours.

AUX-2 The SEA is misleading in the description of the benefits of the proposed auxiliary
lanes because auxiliary lanes do not provide additional space for accelerating and
decelerating from on-ramps and to off-ramps. The ramp terminal locations, for the most
part, will not change.

Response:

The addition of an auxiliary lane would allow for the weaving and merging to occur in a
separate lane and not on the mainline of |-5. As described in Section 6.2.1 of the Revised
Transportation Safety Supplemental Technical Report (Appendix A of the RSEA), the
result is a smoother flow of through traffic on the mainline and a substantial reduction of
emergency braking during peak hours, which results in fewer unexpected driver
maneuvers, less rapid acceleration and deceleration, and less potential for rear-end
crashes. ODOT safety analysis has indicated that by adding auxiliary lanes in
weave/merge sections of highways, the crash rates would be reduced by nearly 30
percent (ODOT 2013).

3.2.3 BROADWAY/WEIDLER INTERCHANGE

BWI-1 The Revised Build Alternative proposes no improvements to the existing 1-5 SB
on-ramp. Leaving the |-5 SB on-ramp in its current position exacerbates existing
operations issues because it directs highway-bound traffic (that is much of the time
accelerating) through the N Wheeler/N Williams/N Ramsay intersection, retains the
existing weaving length and lane configurations on I-5 to the |-84 EB off-ramp, and
creates a risk of traffic queuing back to the ramp terminal intersection.

Response:

As discussed in the Revised Traffic Analysis Supplemental Technical Report (Appendix A
of the RSEA), the addition of a SB auxiliary lane between the NE Weidler on-ramp and the
Morrison Bridge off-ramp is anticipated to lower fraffic demands in the weaving area
(when compared to the No-Build condition), reducing the friction in the weaving area.
The traffic simulation model has shown that queuing from the weaving area is not
expected to extend back to the N Wheeler/N Williams/N Ramsay intersection.

BWI-2 The radius of curvature for intersections at the new |-5 SB off-ramp and at N
Weidler is a wide, sweeping turn that will allow for faster movement by cars and trucks,
longer crossing distances for cyclists and pedestrians, and limited visibility. The
Transportation Safety Supplemental Technical Report says that the radius of the curve in
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the SB off-ramp does not meet ODOT's safety standards but does not explain how the
proposed mitigation (wider shoulders) would mitigate the deficiency.

Response:

The design of the |-5 SB off-ramp has been refined to provide for dedicated EB and WB
off-ramps, thereby eliminating the sharp curve radius of the ramp and no longer directing
all exiting traffic to the N Wheeler/N Williams/N Ramsay intersection.

BWI-3 Options for managing inbound and outbound event traffic in the Rose Quarter
are already limited, and the Revised Build Alternative concentrates traffic flow and adds
more highway-related traffic to this area but offers no new infrastructure to address
these challenges. The SEA does not analyze the effects of the additional traffic and
congestion to this area.

Response:

To address this concern, ODOT and the City of Portland held a series of policy and
technical meetings with the HAAB, Project partners, and key community partners,
including RCM. The focus of these conversations was to arrive at a consensus-based
design refinement solution to address the concerns related to safety, event operations,
and broader district development at the I-5 SB ramp terminal at the N Wheeler/N
Williams/N Ramsay intersection.

The resulting design refinement in the vicinity of the Moda Center includes a new flyover
structure for the |-5 SB off-ramp that would separate EB and WB vehicle traffic using the
exit. EB car and truck traffic would use the flyover to the NE Victoria and NE Weidler
intersection and turn right (EB) onto NE Weidler. WB car and truck traffic would use the N
Wheeler/N Williams/N Ramsay intersection. Two design options are under review for the
WB vehicles: one option would direct car and truck traffic up N Wheeler to NE Broadway,
and the other option would direct car and truck traffic to N Ramsay and NE Interstate.
Based on estimated tfraffic volumes and travel patterns, approximately two-thirds of the
I-5 SB off-ramp car and truck traffic would use the flyover route (EB), reducing the
potential for conflicts between cars and trucks and people walking, biking, or rolling in
the area of the N Wheeler/N Williams/N Ramsay intersection.

During the design phase, traffic analysis of the ingress conditions would be performed
to identify specific mitigation and develop an event traffic management plan to
accommodate the additional traffic volumes during both event ingress and egress
conditions. Also, the Clackamas Pedestrian and Bicycle Bridge would provide an
additional route for bicycles and pedestrians to cross I-5 using a separated facility with
less exposure to motor vehicles and avoiding the complex intersections of ramp
terminals. The Clackamas Pedestrian and Bicycle Bridge in the Revised Build Alternative
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provides grade-separated connections, including a connection parallel to N Williams
from the crossing to the southeastern corner of the intersection of N Williams and N/NE
Weidler, and a direct connection from the crossing to the Garden Garage.

The Project includes both auto and multimodal local street improvements around the
N Wheeler/N Williams/N Ramsay intersection to improve access during event ingress and
egress times.

BWI-4 ODOT failed to include an analysis of the environmental, social, and safety effects
of additional driving and out-of-direction travel in the Rose Quarter area due to the
relocation of the I-5 SB on-ramp from N Broadway to N Wheeler.

Response:

Design refinements described in Section 2.2.2 of the RSEA address concerns regarding
the relocation of the I-5 SB off-ramp. Environmental impacts of the Revised Build
Alternative are disclosed in the RSEA and, in greater detail, in the revised technical
reports included in Appendix A of the RSEA.

3.2.4 HIGHWAY COVER

LID-1 Traffic entering |-5 in the NB direction from Broadway would experience impaired
visibility from the highway cover, creating a hazard for cross-merge traffic.

Response:

The design details for signing, illumination, and striping along the ramp would consider
both advanced signage and standard sight distance to help motorists safely enter I-5
NB using the on-ramp that would be partially underneath the highway cover.

LID-2 The highway cover and the vision brought forward by Albina Vision Trust, including
a shift in design approach from an auto-focused street network and circulation system to
a pedestrian-oriented street scale that improves pedestrian safety and experience and
supports place-making and wealth-creation outcomes, are good ideas. However, the
negative impacts of the highway design elements are too great, and the highway cover
should be built without the other elements of the Project moving forward.

Response:

A project (or alternative) that included only the highway cover without any design
elements on |I-5 between |-405 and -84, the Broadway/Weidler interchange and
adjacent surface streets, or enhanced multimodal facilities would not address the
Project’s stated purpose and need, as defined in Section 1.4 of the RSEA.
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ODOT will continue to engage with the City of Portland and Project committees as well
as with Metro, Multnomah County, TriMet, Portland Streetcar, Inc. (PSI), local businesses,
and interested parties including the Albina Vision Trust and RCM and the public to inform
design refinement of highway cover.

Please see response to ALT-1in Section 3.1.3 for a discussion of the alternatives
analyzed in the RSEA.

LID-3 Will the highway cover include the section in front of HTMS and has that possibility
been considered?

Response:

The ICA did not evaluate a highway cover design that would extend north to HTMS.
Because the elevation on the west side of the highway is much lower than the east side
to the north of HTMS, it would not be possible to cover the highway in a way that is
structurally sound. Moreover, because the highway is configured on a viaduct raised
approximately 40 feet in height in this area, a contiguous and physical connection
between the east and west sides of the highway would not be established even if
engineering constraints could be overcome. Ultimately, this outcome would not serve a
primary purpose of the lid, which is fo restore neighborhood and community
connections.

LID-4 Was a feasibility study done for the highway cover?
Response:
Yes, a feasibility assessment was completed as part of the ICA.

LID-5 The 2022 SEA mischaracterizes the benefits of the highway cover to the local
street network because the Revised Build Alternative retains all existing bridges and
adds only one new roadway segment at N/NE Hancock, which does not connect to
Lower Albina. Based on this, it is a false statement to say, "The highway cover in the
Revised Build Alternative would connect streets that are currently divided by I-5.”

Response:

The RSEA text has been updated to clarify that N/NE Hancock is the only street that
would receive a new connection under the Revised Build Alternative.

In Section 2.2.2.2, the RSEA characterizes the benefits of the highway cover o the local
street network by stating, “The highway cover would connect both sides of I-5, reducing
the physical barrier of |-5 for neighborhoods east and west of the highway and providing
buildable space above I-5.”
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The reconnection of N/NE Hancock begins to implement community connections
defined in the City's N/NE Quadrant Plan and supports the potential for future
modifications to the local street network that could re-establish connections in Lower
Albina. Any future modifications to the local street network would be considered and
approved through the local planning process. The highway cover and local street
connections for the Revised Build Alternative were developed through the ICA process,
and these features were identified by the community to best meet the community vision
and provide community connection benefits.

3.2.5 BIKE/PEDESTRIAN FACILITIES

FAC-1 The Revised Build Alternative removes the Clackamas Pedestrian and Bicycle
Bridge and forces east—west bicycle and pedestrian traffic onto N/NE Broadway and
N/NE Weidler, which adds potential conflict with vehicles.

Response:

Based on input received during the 2022 SEA comment period, ODOT refined the
design of the Revised Build Alternative and restored the Clackamas Pedestrian and
Bicycle Bridge as a Project element in the RSEA. This facility provides an alternate route
for pedestrians and bicyclists traveling through the Project Area where they can avoid
potential conflict with vehicles on that segment of N/NE Broadway and N/NE Weidler.

3.3 ENVIRONMENTAL

3.3.1 AIR QUALITY

AQ-1 Will polluted air be trapped in the covered portion of the interstate and leak out to
the surrounding Albina neighborhood, in particular affecting people using the lid area?
Can a filtration system be installed?

Response:

Because of the relatively short length of the tunnel created by the highway cover, airflow
through the tunnel generally would be maintained by vehicle movement and wind. A
filtration system is not needed for the tunnel based on its dimensions and traffic flow.
ODOT will place monitors in the tunnel to activate fans in the event of a fire to manage
smoke and heat, and to circulate air if emissions levels from slow or stopped traffic
create dangerous conditions for people in the funnel. Such occurrences are expected
to be rare.
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See response to HLTH-1 in Section 3.5.6 for a description of air quality improvements
associated with the Revised Build Alternative, particularly noting the area near HTMS,
which is at the northern end of the tunnel, and the surrounding neighborhood..

AQ-2 The Project will result in more cars on the road, which means more emissions of
greenhouse gases (GHGs) and pollutants from exhaust and brake and tire wear, which
can be detrimental to public health. Proximity of residential neighborhoods and HTMS to
the additional traffic on -5 is of particular concern with respect to air quality impacts.

Response:

As discussed in the response to INDD-1 in Section 3.5.4, the auxiliary lanes that are a part
of the Project would not result in an increase to system capacity. However, short-term air
quality impacts during construction of the Revised Build Alternative would include the
release of small particulate emissions (fugitive dust) generated by soil excavation, surface
grading, hauling, and various other construction activities, as well as exhaust emissions
from construction equipment (see RSEA Section 3.2.2.2). ODOT would implement best
management practices during construction to reduce the potential for Project-related
impacts to air quality, including compliance with Oregon Administrative Rule (OAR) 340-
208-0210, Requirements for Fugitive Emissions, and OAR 731-005-0800, Clean Diesel
Construction Standard, which lists the Project.

Under operational conditions, most estimated future (2045) air pollutant emissions in the
APl under the No-Build and Revised Build Alternatives are nearly identical to or
substantially lower than existing conditions. Air quality within the API would improve
slightly under the Revised Build Alternative. FHWA'’s projected Mobile Source Air Toxic
(MSAT) trends (Figure 1in Appendix B of the Revised Air Quality Supplemental Technical
Report[Appendix A of the RSEA]) indicate that MSATs emissions would decline over time
with increasing VMT. Criteria pollutants other than PM,s and PMyo,” which are dominated
by brake and tire wear, would also continue to decline over time. This decline would
occur in the Project Area, including the vicinity of HTMS, as more restrictive tailpipe
emission standards are implemented. MSAT emission estimates for surface street
operations for the Revised Build Alternative in 2045 also remain similar to estimates for
the No-Build Alternative for all pollutants other than benzene, ethylbenzene, and
formaldehyde, which would increase under the Revised Build Alternative relative to the
No-Build Alternative because of the increase in VMT and change in speed on surface
streets with the Revised Build Alternative. Please see Section 3.2 of the RSEA for more
information about air quality impacts of the Revised Build Alternative.

° PM,s and PMy refer to primary exhaust categories, specifically particulate matter 10 microns in diameter
or smaller (PMyo) and 2.5 microns in diameter or smaller (PMas).
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Please see response to EJ-1in Section 3.3.3 for concerns related to EJ, and HLTH-1in
Section 3.5.6 for concerns related to the health impacts of the Project.

AQ-3 Was the projected increase in electric vehicles and working from home factored
into the air quality analysis?

Response:

As specified in Table 1 of the Revised Air Quality Supplemental Technical Report
(MOVES3 Runspec Selections), electric vehicles were included in the analysis (Appendix
A of the RSEA). Oregon has an active program to promote and support ownership of
zero-emitting vehicles. Because low- and zero-emitting vehicles are slated to be an
increasing share of the vehicle fleet in the API, emissions from mobile sources are
expected to decline substantially by 2045 with or without the Project. The potential
increase in people working from home in 2045 was not factored into air quality analysis
because reliable data and projections for 2045 conditions do not exist. On I-5 in
Portland, 2023 volumes are only about 6 percent less than those in 2019 (ODOT 2023a).

AQ-4 Why didn’t the expert review of the air quality analysis also include a review of the
traffic analysis on which the air quality analysis was based?

Response:

The Environmental Peer Review Panel was convened to evaluate the noise, air quality, and
GHG technical analyses that were conducted for the 2019 EA (ODOT 2019), as directed
by the Oregon Transportation Commission (OTC). There was no request for a peer review
of the traffic analysis. Regarding the air quality review, the panel found that ODOT
properly followed FHWA and U.S. Environmental Protection Agency (EPA) guidance to
conduct the air quality analysis for the Project. ODOT exhibited best practices as it
followed FHWA guidance on quantitative analysis of MSATs. The Project design was
subsequently updated and evaluated in the 2022 SEA, with updates based on design
refinements presented in the RSEA. The 2022 SEA and RSEA included analysis of criteria
pollutant emissions.

The Environmental Peer Review Final Report and all supporting documents for the peer
review are available on the Project website, along with the 2019 Traffic Analysis Report:
https://www.iSrosequarter.org/library/.

3.3.2 CLIMATE CHANGE

CC-1The Project is not consistent with the State of Oregon's climate change goals,
including (1) prioritizing activities that reduce emissions, (2) addressing air quality, and (3)
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integrating climate change, climate impacts, and emissions goals into investments and
policymaking.

Response:

The climate change analysis described in Section 3.3 of the RSEA and in more detail in
the Revised Climate Change Supplemental Technical Report (Appendix A of the RSEA)
discloses the Project’s potential GHG emissions and contribution to climate change
effects. The analysis concludes that the Revised Build Alternative design options would
have a slightly lower level of emissions (1to 3 percent) in 2045 relative to the No-Build
Alternative in 2045. The large decreases predicted in annual Project emissions from
existing o future year is because of federal, state, and local efforts to develop more
stringent fuel economy standards and transition to cleaner, low-carbon fuels for motor
vehicles.

Section 6.3 of the Revised Climate Change Supplemental Technical Report presents the
results of the cumulative impact analysis. This analysis concludes that the GHG emissions
for the Revised Build Alternative, along with the incremental addition of GHG emissions
from other past, present, and reasonably foreseeable future actions, would contribute to
the ongoing effect of climate change occurring on a global (rather than a local) scale.
Large reductions in GHG emissions would be required to mitigate global climate change.
Therefore, Project-level GHG emissions should be considered in the context of overall
emission reduction goals.

The State of Oregon and ODOT are implementing programmatic strategies to reduce
GHG emissions. Section 3 of the Revised Climate Change Supplemental Technical
Reportdocuments federal, state, and local strategies expected to reduce transportation
sector GHG emissions through fuel economy standards, inspection and maintenance
programs, and transition to cleaner, low-carbon fuels for motor vehicles. Large
decreases in predicted GHG emissions from existing conditions to future conditions
(2045) for both No-Build and the Revised Build Alternative Design Options are
predicted as a result of these regulatory efforts.

CC-2 ODOT failed to comply with Executive Order 20-04 issued by Oregon Governor
Brown on March 10, 2020, directing all state agencies to, “exercise any and all authority
and discretion” to facilitate the GHG emission targets, including a 45 percent reduction
below 1990 levels by 2035. Because transportation is responsible for roughly 40 percent
of the state’s GHG emissions, it is not possible to attain these goals unless all major
capital projects contribute significantly to these GHG reduction efforts.

Response:

ODOT is complying with Executive Order 20-04 in several ways:
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e ODOT established a new Climate Office in spring 2020 to better coordinate and
lead efforts to reduce Oregon’s emissions from transportation and address climate
change.

e In December 2021, the OTC directed $100 million more dollars for bike and
pedestrian projects for the 2024-2027 Statewide Transportation Improvement
Program project cycle (versus the 2021-2024 cycle).

e In April 2022, the OTC committed $100 million over 5 years in federal and state
funding for public electric vehicle infrastructure throughout the state.

e ODOT examined ways to reduce emissions from its projects via a comprehensive
study completed in February 2022:
https://www.oregon.gov/odot/Programs/TDD%20Documents/ODOT%200peratio
nal%20GHG%20Reductions%20-%20BPs%20and%20Recs%20--
%20FINAL%202022.01.05.pdf

o ODOT built an expansive website to track and report on work to reduce
transportation emissions across ODOT and several partner state agencies:
https://www.oregontransportationemissions.com/

Additionally, actions from other agencies given direction in the order will complement
those of ODQOT. A recent example is the Oregon Department of Environmental Quality’s
new regulations on sales of new zero-emission vehicles by 2035. At the project level,
FHWA-approved methods for determining GHG emissions do not account for many of
the strategies, policies, and actions described above that are in place—or will be in the
future—that will create large emission reductions, and is therefore a conservative estimate
of future GHG emissions.

CC-3 The climate change analysis must consider potential impacts from construction,
operation, and maintenance, and both existing traffic and the potential for increased
traffic volumes. Construction mitigation must include measures to reduce climate impacts
through implementation of climate-friendly methods and use of climate-friendly
materials.

Response:

The climate change analysis includes impacts from construction and operation and
maintenance activities, as stated in Section 3.3.2.2 of the RSEA. Table 3-2 in the RSEA
includes the estimated emissions generated during construction and maintenance of the
Project, and Table 3-3 presents the estimated long-term operational emissions from
changes in traffic volumes for both the No-Build and Revised Build Alternatives in 2045,
compared to the estimated emission totals for 2017.

I-5 ROSE
Supplemental Environmental Assessment - 30 Q UA RT E R

Comment Summary Report IMPROVEMENT PROJECT
February 2024



https://www.oregon.gov/odot/Programs/TDD%20Documents/ODOT%20Operational%20GHG%20Reductions%20-%20BPs%20and%20Recs%20--%20FINAL%202022.01.05.pdf
https://www.oregon.gov/odot/Programs/TDD%20Documents/ODOT%20Operational%20GHG%20Reductions%20-%20BPs%20and%20Recs%20--%20FINAL%202022.01.05.pdf
https://www.oregon.gov/odot/Programs/TDD%20Documents/ODOT%20Operational%20GHG%20Reductions%20-%20BPs%20and%20Recs%20--%20FINAL%202022.01.05.pdf
https://www.oregontransportationemissions.com/

A new section was added to the Revised Climate Change Supplemental Technical
Report (Appendix A of the RSEA)—Section 6.3.1, Adaptation and Resilience. It includes a
description of ODOT’s commitment to the use of low-carbon fuels and low-carbon
materials in construction consistent with its Climate Adaptation and Resilience Roadmap
(ODOT 2022b).

CC-4 ODOT did not provide enough information to explain how its GHG emission
numbers were calculated and used unorthodox methods and results from a simulation
model to estimate GHG emissions, which is the wrong tool and which underestimates
induced travel, including induced VMT outside of the studied subarea. A more
appropriate modeling procedure would be to run the RTDM with and without the Project,
using the difference in VMT as the model’s VMT estimate induced by the Project.

Response:

Methods used to calculate GHG emissions are outlined in Section 4 of the 2019 Climate
Change Technical Report. Updates to some of the input files are described in Section 4
of the Revised Climate Change Supplemental Technical Report (Appendix A of the
RSEA). Although global climate change is the cumulative result of emissions sources
worldwide contributing to global atmospheric GHG concentrations, ODOT’s analysis
focused on a Project-level analysis, using a smaller analysis area to effectively compare
GHG emissions from the future Revised Build and No-Build Alternatives. Specifically, the
API for climate change is the same as the Project Area, plus roadways that could
experience changes in congestion (e.g., traffic volumes and speed) sufficient to expect
a meaningful change in emissions between the Build and No-Build conditions.

VMT was developed by using the average annual daily fraffic presented in the 2019
Climate Change Technical Reportand by using the length of the Project on |-5 where
delays would most likely occur. The analysis inputs for VMT and speed were developed
separately for analysis with and without the Project, and the emission difference is
presented in Table 10 of the Revised Climate Change Supplemental Technical Report.
The GHG emissions analysis did not use the crash data. Please see response to SAF-6 in
Section 3.3.9 for additional information about crash data.

Please see responses to TRAF-3 and TRAF-5 in Section 3.3.10 for more details on how
the traffic data were developed from the RTDM, and INDD-1 in Section 3.5.4 for
information on induced demand.

3.3.3 ENVIRONMENTAL JUSTICE

EJ-1 Burdens related to highway expansion will continue to be placed on low-income or
minority communities. ODOT should honor the Albina Community and Black voices in
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Project planning and decision-making and efforts towards restorative justice and should
commit to building out the highway cover in a way that will ensure that harm is not
perpetuated to Black neighborhoods from highway development.

Response:

One of the Project goals (presented in Section 1.4 of the RSEA) is to provide
opportunities for restorative justice by reconnecting the historic Albina neighborhood
through the highway cover. Early recognition of EJ issues in the Project Area led to
substantial targeted outreach to raise awareness about the Project and the environmental
studies under way, as described in Section 3.12.2.2 of the RSEA. With influence from the
HAAB and guidance from the Executive Steering Committee, the ICA Team engaged
directly with Black community members from historic Albina and throughout Portland to
understand how proposed highway covers over |-5 could rebuild the neighborhood and
better serve the historic Albina community.

ODOQOT will continue to engage in outreach to the Albina community throughout the
remainder of the design refinement, construction, and operation and maintenance
processes for the Project.

Although ODOT is not responsible for selecting what type of development would go on
the highway cover, the cover would reconnect the local street grid that was destroyed
by the construction of I-5 through the Albina neighborhood. As described in Section
2.1.3 of the RSEA, the City of Portland will lead the process to define the future
development vision for what could ultimately be built on top of the highway cover
(please see response to LU-1 in Section 3.3.6 for details related to development on the
highway cover).

EJ-2 ODOT should request a consultation from the EJ Council, consistent with HB 4077.
Response:

The EJ Council is within the Office of the Governor and is responsible for advising the
Governor and state natural resource agencies on EJ issues. As noted in Section 2.1.3 of
the RSEA, the Governor’s office has been extensively involved in the Project and in
engagement with the affected communities, particularly as the Project relates to EJ.

3.3.4 HISTORIC RESOURCES

HIST-1 The Left Bank building could be listed on the National Register of Historic Places
(NRHP).

Response:
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The Left Bank Building (a.k.a. The Hazelwood/The Dude Ranch at 240 N Broadway) was
determined eligible for the NRHP in the 2019 Historic Resources Technical Report
(Appendix B of the 2019 EA). The Oregon State Historic Preservation Office concurred
with this eligibility determination (2020 REA). The property owner could move forward
with the formal process of listing it on the NRHP.

3.3.5 SECTION 4(F)

4F-1 Noise Wall 2 could constitute a constructive use of Lillis-Albina Park property.
Response:

As described in Section 3.6.2 of the RSEA, the Revised Build Alternative would not entail
any actions that would result in a Section 4(f) use of Lillis-Albina Park. Although Project-
related construction and operation noise would occur in proximity to the western
perimeter of the park, noise levels would not exceed thresholds that would constitute a
constructive use. If a 12- to 13-foot-tall noise wall (Noise Wall 2) were installed between |-
5 and the Lillis-Albina Park, as recommended in the Revised Noise Study Supplemental
Technical Report (Appendix A of the RSEA), the predicted noise levels at the park would
decrease from the current 72 A-weighted decibel (dBA) to 67 dBA. Although this noise
level would still be above the Noise Abatement Approach Criteria of 65 dBA for a public
park, the noise wall would provide a 5 dBA reduction in noise levels at the park. The
Revised Build Alternative would not result in direct or indirect noise impacts to the Lillis-
Albina Park to the extent that the protected activities, features, or attributes that qualify
the park for protection under Section 4(f) would be substantially impaired.

There are two viewpoints at the western edge of Lillis-Albina Park that feature I-5 in the
foreground and a view of the Fremont Bridge and Forest Park through the trees, with
glimpses of the Willamette River and Pearl District also visible (City of Portland 2020a).
Noise Wall 2, if built, could block all or a portion of I-5 that is visible from these
viewpoints. ODOT will work with the City of Portland through the final design process to
mitigate impacts of the Revised Build Alternative on the view.

3.3.6 LAND USE

LU-1 How will commitments made as part of the ICA be fulfilled? Specifically, how will the
design accommodate the community vision to develop a highway cover that restores
high-quality land and provides opportunities for community wealth for generations to
come? What are the planned uses of the buildings that would be built on the cover, and
how might they be affected by traffic, noise, and vehicle emissions from the highway?
Without knowing what can be built, the impacts of the Project cannot be accurately
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assessed. What are the tradeoffs of land purchased for ROW and land created for
development?

Response:

ODOT is designing the Revised Build Alternative consistent with the ICA. It includes a
highway cover that can support development of three- to six-story buildings (see
Section 2.2.2.2 of the RSEA). The process to define the future development on top of the
highway cover is referred to as the Community Framework Agreement and is described
in the January 2022 Letter of Agreement between the Governor of Oregon, the City of
Portland, Metro, and Multnomah County.” The City of Portland will lead this process with
the participation of public agencies and organizations that represent the Albina
community and Black residents. In addition to building placement and design, future
development concepts will address access, parking, streetscape, street-level visibility,
and other design elements. The process of planning the future development on the
highway cover under the Community Framework Agreement will contfinue outside of the
NEPA process for this Project.

The Intergovernmental Agreement between the City and ODOT (see Section 2.1.4 of the
RSEA) assigns responsibility to ODOT to develop interim uses in a community-led
process. Interim and future uses on the new buildable area would be subject to City of
Portland’s Comprehensive Plan (City of Portland 2020a), the Adopted Central City 2035
Plan (City of Portland 2020b), and implementing ordinances, including Portland Code 33
Planning and Zoning requirements. For the time period between Project completion and
when development would occur, interim uses could include landscaping, plazas and
hardscaped areas, interpretive signage, historical markers, and temporary structures
such as food market sheds and eating pavilions.

For purposes of assessing Project impacts, the Project team considered the effects of
full buildout of the cover based on preliminary design parameters and current zoning, as
well as the likely interim uses, all of which are described in Section 2.2.2.2 of the RSEA.

Although 2.7 acres of commercial and undeveloped land would be converted to
transportation ROW for the Project, the highway cover would create approximately 7.1
acres of new land, 4 acres of which would be buildable. ODOT has worked extensively
with the City and local partners to develop a design for the Project that best meets the
transportation needs and reconnects the Albina neighborhood. The Project has
numerous benefits that are summarized on pages ES-7 and ES-8 of the RSEA.

LU-2 Irregular parcels of land on either side of the highway that are in public ownership
(ODOT ROW) could be returned to private ownership; specifically, they could be given

Available here: https://www.portland.gov/sites/default/files/council-documents /2022 /iSrg-iga-exhibit_a_0.pdf
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or sold for a below-market price to minorities that lived in Lower Albina prior to the
construction of [-5 and the Veteran’s Memorial Coliseum. Can these remnant parcels
adjacent to the highway covers be combined with the developable land on the cover to
enhance the feasibility of development?

Response:

Through the course of developing and managing Oregon's transportation infrastructure,
ODOT acquires properties that may later be deemed no longer necessary and could be
made available for sale. Some properties are maintained because they are needed for
maintenance access or other reasons.

When an acquired property is deemed unneeded and is put up for sale, ODOT is
required to sell it at fair market value because it is an asset of the Highway Trust Fund.
ODOT cannot sell to a specific individual unless the property is sold as an assemblage
sale to an adjacent owner. Otherwise, the property is sold by public auction or traded to
the local planning authority, which could then transfer ownership as it wishes. The future
land use development process for the highway cover, led by the City and in coordination
with ODOT, will consider both the new land on the highway cover and any land that is
deemed surplus (referred to in the comment as remnant parcels).

LU-3 It is unclear how the Project complies with the City of Portland comprehensive plan,
which contains numerous goals and policies that promote active modes of
transportation, reduce VMT, and work against climate change.

Response:

Because the Revised Build Alternative is compliant with policies identified in the
Adopted Central City 2035 Plan (2020) specific to the Rose Quarter, is included in the
City’s adopted 2035 Transportation System Plan (TSP; City of Portland 2020c¢), is fiscally
constrained in the 2018 RTP, is identified as a planned transportation improvement in the
City of Portland’s comprehensive plan, and was developed in cooperation with the City
of Portland as part of an integrated transportation and land use planning process, the
Revised Build Alternative would not result in adverse direct or indirect land use impacts
and would comply with existing and planned land use in the API.

The Project includes improvements to the walking and biking networks, including new
separated facilities that are ADA compliant and street designs that follow National
Association of City Transportation Officials (NACTO) standards. The Project would result
in increased reliability for the highway system, which is the only route designated in the
TSP for vehicular transportation.

Design refinements applied since the SEA was published create more space and new
connections for people walking and rolling, so all users can travel more safely and
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conveniently through the Rose Quarter area. These design refinements would also
maintain and enhance the existing east—west bicycle routes on N Broadway and N
Weidler and north—south routes on N Williams and N Vancouver.

Mode share goals and VMT reduction goals can be achieved by a combination of
actions throughout the City and is not necessarily achieved on a segment-by-segment
basis.

ODOT will continue to work with the City of Portland to identify design refinements that
further support City policy while meeting the needs of interstate travel and accessibility.

Please see the response to ACT-2 in Section 3.3.8 for more information about
consistency with the City’s comprehensive plan.

LU-4 The 2022 SEA did not explain how the Project conflicts with the Willamette River
Greenway and its recreational qualities.

Response:

As described in Section 3.6.2.2 of the RSEA, the Project does not conflict with the
recreational qualities of the Willamette River Greenway.

LU-5 The Revised Build Alternative will make the Rose Quarter unattractive to developers
because it will add to existing problems with high fraffic volumes and vehicle speeds,
limited access to development sites, and the general unattractiveness of the area caused
by the presence of the highway and the N Broadway/NE Weidler corridor. The proposed
|-5 SB off-ramp requires circulation through several street intersections and creates
more conflict points for vehicles and cars, which reduces redevelopment potential.

Response:

The design refinements of the Revised Build Alternative relocate and reconfigure the |-5

SB ramp to distribute EB and WB traffic (see Section 2.2.2.3 of the RSEA) and add the

Clackamas Pedestrian and Bicycle Bridge for improved pedestrian experience (see

Section 2.2.2.4 of the RSEA). As described in Section 6.3 of the Revised Transportation

Safety Supplemental Technical Report (Appendix A of the RSEA), as design continues,

the following options are being considered to improve safety and circulation in this area:
e Verify signal timing provides sufficient crossing fime.

e Address potential bicycle/motor vehicle conflicts through proactive signing,
striping, and signal phasing (e.g., leading pedestrian interval, or pedestrian or
bicycle protected signal phasing). Bicycle storage requirements at signalized
intersection would be carefully assessed and intfegrated into the design.
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e Review and adjust, if necessary, adjacent on-street parking to improve stopping
and intersection sight distance.

e Verify intersection turning radii are consistent with desired interactions between
motorists, pedestrians, and bicyclists.

3.3.7 SOCIOECONOMICS

SE-1The impacts to the low-income population served by Safe Rest Village should be
analyzed further. The analysis does not consider how the inability of Prosper Portland to
renew the lease with Safe Rest Village could affect the community it serves.

Response:

Section 6.2.1 of the Revised Right of Way Supplemental Technical Report (Appendix A of
the RSEA) addresses the temporary easement and fee acquisition at 84 NE Weidler, a
Prosper Portland property leased to Safe Rest Village. As stated in that report, ODOT will
determine eligibility for relocation benefits based on occupancy status at the time that
the acquisition offer is made. Most of the affected parcel would require temporary
easement and would not impact long-term use of the site by Prosper Portland.

3.3.8 TRANSPORTATION - ACTIVE

ACT-1 Impacts to active transportation and degradation of the Green Loop will be
caused by the relocation of the |-5 SB off-ramp, crosswalk closures, and out-of-
direction travel.

Response:

Design refinements made to the Revised Build Alternative address the concerns related
to people walking, biking, and rolling, and event operations and broader district
development at the |-5 SB ramp terminal at the N Wheeler/N Williams/N Ramsay
intersection.

The design refinements include a new flyover structure for the |-5 SB off-ramp that
would separate EB and WB vehicle traffic using the exit. EB car and truck traffic would
use the flyover to the NE Victoria and NE Weidler intersection and turn right (EB) onto NE
Weidler. WB car and truck traffic would use the N Wheeler/N Williams/N Ramsay
intersection. Two design options are under review for the WB vehicles: one option would
direct car and truck traffic up N Wheeler to NE Broadway, and the other option would
direct car and truck traffic to N Ramsay and NE Interstate. Based on estimated traffic
volumes and travel patterns, approximately two-thirds of the I-5 SB off-ramp car and
truck traffic would use the flyover route (EB), reducing the potential for conflicts between
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cars and trucks and people walking, biking, or rolling in the area of the N Wheeler/N
Williams/N Ramsay intersection.

To address concerns regarding connectivity to the Green Loop, ODOT restored the
Clackamas Pedestrian and Bicycle Bridge over I-5 included in the Build Alternative
(2020 FONSI/REA Project design) as a Project element (located on the southern side of
the off-ramp EB flyover). A pedestrian ramp at N Ramsay and N Center Court was added
to the Project design to access the Moda Center and the planned City Green Loop on N
Ramsay. The bridge also would include a direct connection into the Moda Center
Garden Garage and a connection to the NE Weidler/N Williams intersection and southern
highway cover area.

Level of Traffic Stress (LTS) analyses were conducted at 16 "Build Area" intersections, and
detailed methodology is provided in the Active Transportation Technical Report (ODOT
2019) and ODOT's Analysis Procedures Manual (APM; ODOT 2023b). Using readily
available Geographic Information System data, ODOT conducted the analysis, which
generally "quantifies the perceived safety issue of being in close proximity to vehicles
whether on a spacing distance or speed basis." The data-driven approach was applied
to 16 intersections with scores listed for both walking and bicycling. The range of scores
is 1to 4, with LTS 1 representing a favorable score indicating relatively lower-stress
conditions. The factors that influence an intersection's bicycle LTS score included motor
vehicle speeds, intersection control (e.g., signalized or unsignalized), number of motor
vehicle traffic lanes being crossed, and presence (or absence) of a center median.
Factors that influence an intersection's pedestrian LTS score included motor vehicle
traffic volumes and speeds (including turning speeds), roadway functional classification,
intersection control (e.g., signalized or unsignalized), number of motor vehicle traffic
lanes being crossed, presence (or absence) of a center median, conventional right-
angle intersections versus skewed or highly complex intersections, permissive left or
right turns, presence of curb ramps and degree to which they are ADA accessible,
closed crosswalks, slip lanes/channelized right turns, and presence of illumination. The
ODOT Pedestrian LTS methodology assigns scores of Pedestrian Level of Traffic Stress
(PLTS) 1to signalized intersections unless the following conditions exist:

e Permissive left or right turns (score is downgraded to PLTS 2)

e Missing basic features such as lighting or countdown pedestrian signal heads
(score is downgraded to PLTS 2)

e Presence of complex elements (score is downgraded to PLTS 3):

o Multiple or narrow (less than 6 feet) refuge islands

o No standard ramps
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o More than six total lanes crossed at once
o Non-standard geometry (more than four legs or highly skewed approaches)

o Closed or limited crosswalks available; free-flow or yield-controlled
channelized right turns

Please see the response to SAF-1in Section 3.3.9 for additional details.

ACT-2 The Project should be designed to align with City of Portland policy as it relates

to prioritizing people walking, rolling, bicycling, and taking transit. Examples include, but
are not limited to, the Citywide Pedestrian Plan (PedPDX) (City of Portland 2019), the TSP
(City of Portland 2020c), and the 2035 Comprehensive Plan (City of Portland 2020a).

Response:

ODOT recognizes that much of the Project is located in a City of Portland Pedestrian
District, and that Policy 9.6 of the 2035 Comprehensive Plan (City of Portland 2020a)
places walking, biking, rolling, and transit above vehicle operations. The Revised Build
Alternative would be consistent with the goals and objectives identified in the Adopted
Central City 2035 Plan (City of Portland 2020b), the Portland 2035 TSP (City of Portland
2020c), PedPDX (City of Portland 2019), and OAR 660-012-0015(b).

The Project includes improvements to the walking and biking networks, including new
separated facilities that are ADA compliant, and street designs that follow NACTO
standards. The Project would result in increased reliability for the highway system, which
is the only route designated in the TSP for vehicular transportation. Specifically, elements
of the Project, such as the highway cover, Hancock crossing, multimodal street
improvements, and the Clackamas pedestrian and bicycle bridge, create more space
and new connections for people walking and rolling, so all users can travel more safely
and conveniently through the Rose Quarter area due to:

¢ Increased physical separation between motorized and non-motorized users,
sidewalk gap closures, and reduction in the complexity of some intersections (shown
in Figures 15 and 16 of the Revised Transportation Safety Supplemental Technical
Reporh (Appendix A of the RSEA);

e Improved access to transit, improved mobility and safety for transit riders and
people walking and biking, and improved physical connections to areas east and
west of |-5 provided by the new highway cover; and

e Approximately 8,500 feet (or more than 1.5 miles) of street improvements, including
wider and improved sidewalks, additional safe bicycle lanes, additional ADA-
compliant street crossings, and safer ingress and egress to parcels throughout the
Project Area.
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Installation of the Clackamas Pedestrian and Bicycle Bridge provides a northern
connection to the proposed Green Loop. This facility would include a pedestrian ramp at
N Ramsay and N Center Court to access the Moda Center and the planned City Green
Loop on N Ramsay, a direct connection into the Moda Center Garden Garage, and a
connection to the NE Weidler/N Williams intersection and southern highway cover area.

ODOT will continue to work with the City of Portland to identify design refinements that
further support City policy while meeting the needs of interstate travel and accessibility.

ACT-3 ODOT should be using a bicycle model in Portland, which it currently does not.
Metro has developed a bicycle model. Does ODOT have a policy to use a bicycle model
or make an exception to not use one? Does the state/FHWA need to mandate the use of
a bicycle model for ODOT to comply? Neither ODOT nor Portland Bureau of
Transportation (PBOT) are using current bike or pedestrian volumes.

Response:

Metro maintains a travel demand model that is intended to predict future bicycle
demands in the Portland Metro area; however, City of Portland staff have more
aspirational bicycle demand growth targets for city bikeways. Project staff worked
closely with City staff fo gain consensus around the future demands to assume for the
Project study area. These higher demands have been assumed in the analysis.

ACT-4 Public comment argued that the LTS metric used in the 2022 SEA is highly
subjective, thus calling into question the Level 1rating of most intersections. Public
comments questioned scores listed in the SEA and requested additional information
regarding how these scores were calculated.

Response:

As discussed in the 2019 Active Transportation Technical Report, LTS analysis was
conducted following ODOT’s APM methodology. LTS is discussed further in Section
6.2.2 of the Revised Active Transportation Supplemental Technical Report (Appendix A
of the RSEA). LTS is a data-driven, multi-variate calculation that “quantifies the perceived
safety issue of being in close proximity o vehicles whether on a spacing distance or
speed basis” (ODOT 2023b). Both FHWA and PBOT have reviewed the Revised Active
Transportation Supplemental Technical Report and approved the methodology used in
the analysis. A complete description of the LTS methodology can be found in Sections
14.4 and 14.5 of the APM.

3.3.9 TRANSPORTATION - SAFETY

SAF-1 The Revised Build Alternative will reduce active transportation safety due to:
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e Adding an intersection at the connection with the |-5 SB off-ramp and N Williams;

e Routing more traffic through the intersection at the connection with the I-5 NB
off-ramp and NE Weidler;

e Routing more traffic through the intersection of N Williams and N Weidler;

e Adding double right-hand turn lanes at four new locations;

e Retaining the existing two double right-hand turn lanes;

e Closing two crosswalks; and

e Increasing the right-hook collision potential for protected bike lanes.
Response:

Based on comments received on the 2022 SEA, ODOT has refined the design of the
Revised Build Alternative to address safety concerns on local streets. The Revised Build
Alternative would relocate and reconfigure the |-5 SB ramp terminal from N Broadway to
include a new ramp design that splits to accommodate traffic heading in different
directions, with one direction connecting to the N Wheeler/N Williams/N Ramsay
intersection and the other direction including a flyover connecting to NE Weidler.
Additionally, ODOT has added the Clackamas Pedestrian and Bicycle Bridge into the
design, which adds a low-stress alternate route for pedestrians and bicyclists.

Under the Revised Build Alternative, the majority of the local street intersections in the
area would have largely the same or better active transportation performance as
compared to the No-Build Alternative. The Revised Build Alternative would improve
safety conditions for active transportation at the intersections of NE Broadway/NE
Victoria, and N/NE Weidler/N Williams by reducing the complexity of the intersections,
providing separate bicycle lanes, and potentially reducing right-hook crashes by
implementing protected bicycle phasing.

However, the intersection of N Wheeler/N Williams/N Ramsay could see more crashes for
active transportation users due to increased exposure from adding a single lane to
accommodate -5 SB traffic. The intersection of N/NE Broadway/N Williams could see an
increase in active transportation crashes due to a longer crosswalk.

The Revised Build Alternative would improve safety for bicyclists and pedestrians by
providing separated bicycle lanes along major routes, by providing bicycle and
pedestrian protected phases at most intersections, and by constructing the Clackamas
Pedestrian and Bicycle Bridge to provide a low-stress route for active transportation
users.
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SAF-2 The 2022 SEA analysis did not adequately address serious crashes, which is
inconsistent with federal, state, and regional policies to eliminate serious crashes. The
2022 SEA did not address recorded fatalities or describe how the alternatives would
address preventing fatalities of this type in the future.

Response:

As stated in the Transportation Safety Technical Report (ODOT 2019), there were 881
crashes on the highway and ramps in the Project APl between 2011 and 2015. During the
study period, there was one fatal crash and eight other crashes resulting in serious
injuries on the mainline and ramps combined in the Project Area. Approximately 37
percent of the Project Area is on the ODOT top 5 or 10 percent SPIS list. SPIS scores are
assigned to sites as a function of crash frequency, rate, and severity. A higher SPIS score
indicates a worse condifion from a crash perspective.

ODOT applied the American Association of State Highway and Transportation Officials
(AASHTO) Highway Safety Manual (HSM) (AASHTO 2010) predictive method for highways
and interchanges using the software ISATe to estimate the relative safety performance of
the Project. The method was applied without calibration factors, so the results are
presented as relative differences rather than absolute predictions.

Upgrading shoulders to full standard on both sides of the highway in both directions
provides the greatest safety benefit of the modifications proposed on I-5 in the API. The
existing short weaving distances and lack of shoulders for crash/incident recovery in this
segment of |-5 are physical factors that may contribute to the high number of crashes
and safety problems. Because the predictions are sensitive to traffic volume, the
forecast number of crashes per year would change as traffic volume increases. For the
opening year, it is forecast there would be fewer crashes then existing conditions. The
decrease in crash frequency associated with the proposed improvements means that
despite the growth in traffic, the forecast crash rate under the Revised Build Alternative
would be lower than the No-Build Alternative. As compared to the No-Build Alternative,
the auxiliary lanes under the Revised Build Alternative would result in smoother traffic
flows, and the operational improvements at the existing ramp terminal intersections would
reduce the potential for ramp queueing extending onto the highway, resulting in a
reduced risk of congestion-related crashes. Under the No-Build Alternative, it is
estimated that the highway would experience approximately 10 percent more crashes as
compared to existing conditions.

As stated in Section 5.2.1 of the Transportation Safety Technical Report (ODOT 2019),
there were no fatal crashes at the APl intersections between 2011 and 2015. Most of the
crashes (178 out of 268) crashes were Property Damage Only (PDO). There were 65
Possible Injury crashes (Injury Type C), 21 Non-Incapacitating but Evident Injury crashes
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(Injury Type B) crashes, and 4 Incapacitating Injury crashes (Injury Type A). As a
percentage, the N Larrabee Avenue/N Broadway intersection had the highest
percentage of crashes with severity greater than PDO. Of the four Injury Type A crashes,
three occurred at the N Broadway and N Larrabee intersection (one involved a bike and
the other two were motorized vehicles) and one occurred at N Vancouver/N Weidler and
involved a pedestrian. The design includes separated pedestrian and bicycle facilities
that would physically separate different travel modes (where possible), improving safety
for those walking, biking, and rolling.

SAF-3 ODOT incorrectly applied a crash estimation method called "ISATe" to calculate
crashes on |-5. The ISATe tool is only valid on roadways that do not have ramp meters
installed. This portion of I-5 is ramp-metered, which according to ODOT research, has
already produced a 40 percent reduction in crashes.

Response:

As mentioned in the Revised Transportation Safety Supplemental Technical Report
(Appendix A of the RSEA), HSM (ISATe) methodology provides the relative difference
between No-Build, Build, and Revised Build Alternatives. Both the No-Build and Revised
Build Alternatives would have ramp meters, so safety benefits due to ramp metering
would be experienced in both alternatives without relative difference. Both FHWA and
PBOT have reviewed the Revised Transportation Safety Supplemental Technical Report
and approved the methodology used in the analysis.

SAF-4 ODOT has made inconsistent and conflicting claims about the importance of lane
and shoulder widths to safety. ODOT originally claimed that wider lanes and shoulders
would reduce crashes by 50 percent, but in the 2022 SEA, determined both the lanes
and the shoulders on the existing 1,000-foot-long viaduct section at the southern end of
the Project could be narrowed with virtually no impact on crash rates or safety. Crashes
would decline just 10 percent compared to the No-Build Alternative. The small reduction
in crashes under the Revised Build Alternative does not justify the $1.45 billion cost.

Response:

ODOT did not propose wider lanes with a claim that it would reduce crashes but has
included wider shoulders in the Project for that purpose. As described in Section 6.2.1 of
the Revised Transportation Safety Supplemental Technical Report (Appendix A of the
RSEA), the Revised Build Alternative is forecast to have a lower crash rate than the No-
Build Alternative, due primarily to the increase in shoulder widths. The report
acknowledges that the Revised Build Alternative would have a higher crash rate than the
Build Alternative evaluated in the 2020 FONSI/REA “due primarily to the changes in the
inside shoulder widths.”
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As discussed in Section 1.4 of the RSEA, the purpose of the Project is to improve both
safety and operations. In addition to the purpose and need, which focus on the state’s
transportation system, the Project includes related goals developed through the joint
ODOT and City of Portland N/NE Quadrant and -5 Broadway/Weidler Interchange Plan
process, which included extensive coordination with other public agencies and citizen
outreach. Project goals are discussed in Section 1.5 of the RSEA and include improving
pedestrian and bicycle safety and improving connectivity across -5 for all modes,
among others.

See COST-1in Section 3.5.1 for a description of cost.

SAF-5 There is research that shows “crash frequency is positively proportional to the
number of lanes on the freeway and the average daily traffic (ADT) per lane on the
freeway, but negatively proportional to the length of the auxiliary lane and the
percentage of heavy vehicles on the freeway.” Under the Revised Build Alternative, |-5
users will have to change lanes or weave frequently fo make an exit or get to [-84 or |-
405. Much of this lane changing and weaving of 1-405, -84, and -5 will take place
across three lanes in just 200 feet.

Response:

The analysis that has been completed for the Project shows that in the SB direction,
approximately 50 percent of the fraffic destined for the |-84 off-ramp is getting on
between the Greeley and 1-405 on-ramps and will only have to make one lane change to
exit to 1-84, while approximately 30 percent is getting on at N Weidler and will not make
any lane changes at all, and only 20 percent is coming from further north on 1-5 and will
have to make two lane changes to exit o 1-84. In the NB direction, approximately 75
percent of the trips entering from |1-84 are expected to only use the new auxiliary lane.
The Revised Build Alternative is expected to reduce the friction on the I-5 system
between the [-84 and Greeley interchanges and thereby improve the safety for travelers
along I-5. The auxiliary lanes are being designed to maximize the length of the weaving
area while still maintaining access to, from, and between |-84, the Broadway/Weidler
interchange, and 1-405.

SAF-6 The 2022 SEA is flawed to the extent it relies on a design standard value and
surrogate safety model. The 2019 7ransportation Safety Technical Report documents
safety evaluation benefits that are inconsistent with the 2010 AASHTO HSM (First Edition)
by reporting “nominal safety” of the various proposed shoulder widths on I-5. Nominal
safety is an outdated concept that assesses safety performance benefits by achieving a
design standard value. The HSM emphasizes applying quantitative safety performance
considering crash prediction models and crash modification factors. The report also
misuses a traffic operations evaluation tool (VISSIM) as a safety surrogate model by
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reporting evaluations of hard braking, which has no technical validity. The HSM analysis
showed no substantive safety performance benefits of the Project.

Response:

The Revised Transportation Safety Supplemental Technical Report (Appendix A of the
RSEA) uses the 2010 AASHTO HSM to estimate crash conditions under the Revised Build
and No-Build conditions. Section 4 describes the methodology, and Section 6
describes the results of the analysis. The HSM provides safety performance functions to
estimate the number and severity of crashes as a function of roadway characteristics and
traffic volume. This is a “subbstantive” (as opposed to “nominal”) safety analysis and is
consistent with previous analyses completed on the Project. The discussion of enhanced
traffic operations, uniform lane speeds, shoulder widths, and reduction in lane changes
was provided as additional information not captured in the HSM analysis.

VISSIM is a microscopic multimodal traffic flow simulation software, and outputs from this
model can be post-processed into surrogate safety measures. As done in this analysis,
surrogate safety measures can be used as a proactive and complementary approach to
substantive safety analysis using crash prediction models. Outputs from VISSIM and other
simulation models can be post-processed into surrogate measures of safety such as
“gap time” (the time lapse between vehicles on a crossing path), deceleration rate (the
rate at which a crossing vehicle must decelerate to avoid a conflict), and time to collision
(the expected time for two vehicles to collide if they remain at their present speed and
path) (Gettman and Head 2003). Hard braking has been used in research as a surrogate
measure of safety. Research shows that hard-lbraking activity can be related to crash
occurrences on interstate construction projects in Indiana (Desai 2021), and hard-
braking by distracted motorists was found to have significant impacts on following
vehicles in traffic (Haque and Washington 2015). Finally, a study in Georgia found that
drivers on freeways, arterials, and local roads that are involved in crashes tend to more
frequently hard brake than those not involved in crashes (Jun et al. 2007). The Project
team believes the hard-braking analysis is a reasonable surrogate safety measure and
can be used as a complementary approach to estimating safety conditions on the
highway.

3.3.10 TRANSPORTATION - TRAFFIC OPERATIONS

TRAF-1 There should be further development of the preliminary design of Hybrid 3
because it currently does not meet conditions outlined in the Governor’s January 2022
Letter of Agreement, specifically because the technical analysis of local street circulation
was insufficient. A traffic analysis should be completed that reflects that the Project Area
is designated as a Multimodal Mixed-Use Area (MMA).
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Response:

Section 2.1.3 of the RSEA summarizes the advancement of Hybrid 3 as a design concept
and the stated support of Governor Brown, City of Portland, Metro, and Multhomah
County. The Letter of Agreement between these entities highlights the desire to connect
the Lower Albina neighlbborhood, create buildable space, and enhance wealth-
generating opportunities for the community, while simultaneously addressing the area’s
transportation needs. Additionally, the Letter of Agreement supports the development of
a process to define the future development vision for what could ultimately be built on
top of the highway cover upon Project completion—this process is referred to as a
Community Framework Agreement. The Letter of Agreement states that the City of
Portland will lead a Community Framework Agreement process between the City of
Portland, ODOT, other state agencies, and local jurisdictions as necessary, with the
participation of organizations that represent the Albina community and Black residents.

In July 2022, the City of Portland City Council unanimously approved an ordinance to
engage as a Project partner and approve an Intergovernmental Agreement with ODOT to
support further development of the Hybrid 3 concept.

The technical analysis of local street circulation referred to in the Governor’s letter was
updated and revised as part of the 2022 SEA. Since the publication of the 2022 SEA,
ODOT and the City of Portland, tfogether with the HAAB, Project partners, and key
community partners, including RCM, developed design refinements to address the
concerns related to safety, event operations, and broader district development at the |-
5 SB ramp terminal at the N Wheeler/N Williams/N Ramsay intersection. The design
refinement in the vicinity of the Moda Center now includes a new flyover structure for the
|-5 SB off-ramp that would separate EB and WB vehicle traffic using the exit.

To clarify applicability of the MMA, that designation is only applicable to the N/NE
Quadrant Area and only applies to land use actions that are subject to the Transportation
Planning Rule of OAR 660-012-0060. The Project is not subject to a City of Portland
land use action; therefore, the MMA is not applicable to the Project and does not
change the standards against which the Project is measured.

TRAF-2 ODOQOT’s traffic projections are inaccurate and use an outdated methodology for
adjusting existing traffic data instead of using RTDMs. By relying on a Traffic Operations
Analysis Summary (TOAS) report generated in 2015, ODOT has failed to base SEA
environmental and traffic analysis on more recent model estimates that account for (1) the
effects of value pricing (including result of the tolling sensitivity memo indicating lower
traffic under the No-Build Alternative than is reported in SEA), (2) Metro's 2018 RTDMs,
and (3) fewer people commuting in the future due to increase of working-from-home or
hybrid work conditions.
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Response:

Section 4.2.2 of the Traffic Analysis Technical Report (ODOT 2019) describes the
methodology used to forecast future traffic volumes for the RSEA. The methodology is
not outdated; rather it is in accordance with ODOT’s APM and consistent with the
National Cooperative Highway Research Program (NCHRP) Report 765 methodology.
NCHRP Report 765 was released in 2014, is the current standard of practice, and is an
update to the Report 255 methodology. A link to the traffic demand calculation tables
can be found on ODOT’s Project website:
https://www.oregon.gov/odot/projects/pages/project-details.aspx?project=19071.
The file is titled “19071_I5_RQ_07.03_Transportation-Modeling-Data-Volume-
Tables.pdf.”

The Project relied upon the adopted RTDMs that were also the backbone of the 2018
RTP adopted December 6, 2018 (Metro 2018).

Because the adopted RTDMs used in the traffic analysis are based on the 2018 RTP, they
did not include the value pricing project (a.k.a. RMPP); i.e., RMPP was not on the list of
fiscally constrained projects in the 2018 RTP. ODOT’s sensitivity analysis presented in
Appendix D of the 2022 SEA Traffic Analysis Supplemental Technical Report provides a
high-level estimate of how RMPP could affect traffic in the Rose Quarter area. More
detailed modeling of RMPP with the Rose Quarter Project is not possible because travel
demands and routes resulting from the RMPP are not explicitly known at this time and are
expected to change as more detailed and refined analysis are performed during later
RMPP phases. As such, the use of the RTDMs based upon the adopted 2018 RTP is
appropriate.

The RTDMs do assume a potential increase in people working from home in 2045. They
however, do not factor in the shift caused by the global pandemic that began in late 2019
and caused shifts in Oregon behaviors in 2020 for two main reasons: (1) the traffic
analysis supporting the Project began before the global pandemic started, and (2)
reliable projections for the number of people working from home, either full-time or
hybrid, for 2045 conditions do not exist. On |-5 in Portland, 2023 volumes are only about
6 percent less than those in 2019 (ODOT 2023a).

TRAF-3 ODOT's traffic estimates fail to follow both ODOT's APM and those prescribed
by the NCHRP that require that traffic volume estimates be documented in a way that
reveals any weaknesses and allows third parties to fully understand assumptions and
duplicate analysis. Specifically, ODOT asserts that its travel figures are “based on” the
Metro Travel Demand Model; however, ODOT has failed to provide detailed sources or
calculations demonstrating the methodology behind its figures. Volume documentation
should include (1) figures/spreadsheets showing starting volumes; (2)
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figures/spreadsheets showing growth factors, cumulative analysis factors, or travel
demand model post-processing; (3) figures/spreadsheets showing unbalanced Design
Hour Volume (DHV); (4) figure(s) showing balanced future year DHV; and (5) additional
explanation of how future volumes were developed. It appears Metro took vintage (2014)
traffic counts and inflated them using an unspecified growth factor.

Response:

The use of the Metro RTDMs is the local standard of practice for forecasting traffic
demands for long-range planning purposes. Metro publishes documentation for its
RTDMs that clearly articulate methodology and validation. While documentation for the
RTDM generation used for the Project is no longer available on Metro’s website, a copy
can be obtained by sending an email to TransportationModeling@oregonmetro.gov and
asking for an electronic copy of the “2015 Trip-Based Travel Demand Model
Methodology Report.” Because the documentation has been published by Metro and
adopted regionally, it was not included as an appendix to the RSEA documentation.

Section 4.2.2 of the Traffic Analysis Technical Report(ODOT 2019) describes the
methodology used to forecast future traffic volumes for the RSEA. The methodology
described is in accordance with ODOT’s APM and consistent with NCHRP Report 765
methodology. NCHRP Report 765 was released in 2014, is the current standard of
practice, and is an update to the Report 255 methodology. A link fo the traffic demand
calculation tables can be found on ODOT’s Project website:
https://www.oregon.gov/odot/projects/pages/project-details.aspx?project=19071.
The file is titled “19071_I5_RQ_07.03_Transportation-Modeling-Data-Volume-
Tables.pdf.”

TRAF-4 The traffic projections between the Project and the |-5 Interstate Bridge
Replacement (IBR)/Columbia River Crossing (CRC) Project are inconsistent. Including
the IBR/CRC in the No-Build scenario for the Project results in inflated estimates of
traffic volumes and congestion, which has artificially inflated the need for added lanes.
Each of these projects assuming the existence of the other project in the No-Build
scenario demonstrates that the two projects are connected because they each rely on
the existence of the other in their traffic analysis. ODOT should conduct a broader
network-level analysis to assess regional impacts fo traffic and operations at other
locations such as |-84 EB, I-5 NB and SB, 1-405, and US Highway 26.

Response:

As stated in Section 2.2.1 of the RSEA, NEPA regulations require an evaluation of the No-
Build Alternative to provide a baseline for comparison with the potential impacts of the
Revised Build Alternative. The No-Build Alternative, by definition, represents conditions
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that will exist in the future if the Project is not implemented. This involves making
assumptions about future conditions, including land use and transportation system
conditions. For the Project, these assumptions are discussed in the Revised Traffic
Analysis Supplemental Technical Report (Appendix A of the RSEA) and the Traffic Analysis
Technical Report prepared for the 2019 EA. The traffic analysis for the Project used
Metro’s RTDM, which is built on population and employment growth forecasts adopted
by the Metro Council, and the RTP’s financially constrained project list. These growth
forecasts and planned transportation projects incorporate the reasonably foreseeable
future growth and major actions that would potentially impact transportation operations
in the API. The traffic analysis does not rely on, but accounts for, a future condition based
on projects that are planned and financially constrained in the RTP. Projects that are
financially constrained in the RTP are considered in the analysis because they are
assumed in future conditions, with or without the -5 Rose Quarter Improvement Project.
Comparing a future condition without the Project (No-Build Alternative) to a future
condition with the Project (Revised Build Alternative) allows impacts attributable to the
Project to be presented in isolation. Because it is included in the financially constrained
project list and therefore is included in Metro’s RTDM, ODOT included IBR in the
assumed future fransportation system condition when modeling both the No-Build
Alternative and the Revised Build Alternative.

In addition, the Project is not adding lanes to the interstate. The number of general
purpose lanes on |-5 north and south of the APl would remain unchanged after Project
implementation. The Project would add or extend auxiliary lanes between ramps to
restore effective existing system capacity caused by poor operations and address
existing and future safety issues unique to the API.

TRAF-5 ODOT failed to provide any historical data on travel frends on I-5 or analyze
these trends or disclose projected future daily fraffic volumes, making it impossible to
see the growth rate ODOT is relying on in making its projections and analyzing possible
impacts.

Response:

Many factors come into play when predicting future traffic demands. In an area like the
Rose Quarter, historical tfrends are not useful to predict future trends. As historical
congestion has increased, fewer vehicles can move through the API. This results in
steady decline in throughput for the following reasons:

e Existing congestion on I-5 causes drivers to divert to other less direct routes.

e Existing congestion on |-5 causes drivers to change the time period in which they
travel through the corridor.
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e NB I-5 congestion stemming from the reduced capacity of I-5 crossing the
Columbia River impacts the ability of drivers to efficiently move through the Rose
Quarter area.

e SB I-5 congestion stemming from the reduced capacity of [-5 in the southern
portion of the APl impacts the ability of drivers to efficiently move through the
Rose Quarter area.

The use of Portland Metro’s RTDM allowed the Project feam to estimate future vehicular
demand changes that are inclusive of the adopted projects in the RTP and consistent
with the methodology identified in ODOT’s APM.

TRAF-6 ODOT failed to calibrate its traffic modeling as mandated in FHWA NEPA
Guidance. Typically, an RTDM will have been adequately calibrated and validated at least
at a regional level prior to adoption. The study team should scale its calibration and
validation effort according to the scale of the analysis, such as its geographic scope. A
meaningful calibration effort would include comparison of modeled traffic volumes with
traffic counts both for individual roadway segments and at more aggregate level such as
throughout the API. The Metro model over-predicts peak hour NB travel on this section
of I-5, which leads the model to predict more congestion that actually occurs and means
that the benefits of the Project are exaggerated, and its environmental effects are
understated.

Response:

The Project team is aware of the inherent limitations of the adopted RTDMs. The use of
RTDMs is an industry standard, and in recognition of the inherent limitations of the
RTDMs, the FHWA has released guidance through NCHRP Report 765 to address the
limitations. The Project team followed ODOT’s APM methodology, which requires the use
of the NCHRP Report 765 methodology. As such, extensive effort was made to minimize
the impacts of the inherent limitations. By utilizing the NCHRP Report 765 methodology,
the implications of a route not being perfectly calibrated in the RTDM are minimized
through the use of existing traffic counts.

The report states: “The project-level traffic forecasting guidelines present herein are
intended to:
e Help standardize the traffic forecasting process for highway projects;

e Give practical guidance to practitioners;
e Give a high-level understanding to forecast users; and

e Help define the current state of traffic forecasting practice.”
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TRAF-7 There is a potential data discrepancy in Tables 5 and 6 in the 7raffic Analysis
Supplemental Technical Report. The AM results in both tables appear to be identical, i.e.,
the values for 7-8 AM and 8-9 AM are the same.

Response:

Based on available count data, the traffic volumes on -5 within the study area are similar
for both the 7-8 AM and 8-9 AM hours. For analysis purposes, an adjustment factor of 1.0
was used to develop the shoulder hour volumes. For the Highway Capacity Software
analysis, the 7-8 AM and 8-9 AM results are therefore identical.

TRAF-8 The 2022 SEA did not respond to the No More Freeways 2019 expert panel
report on traffic modeling from 2019 on the following topics and/or concerns: (1) No ADT
data provided; (2) The nature of the 2015 and 2045 transportation networks are not
specified; (3) Volumes are inexplicably inflated from current levels; (4) Projections are
inconsistent with other ODOT projections developed contemporaneously; (5) Static trip
assignment exaggerates No-Build traffic; (6) Hidden assumptions and inputs; (7)
Improper extrapolation of 2040 models to 2045; (8) Manual addition of trips to
projections; (9) Unrealistic headways in traffic analysis; (10) Issues with Synchro modeling;
(11) Assumed CRC in No-Build Alternative; and (12) Using outdated projections when
more recent ones are available is a direct violation of NEPA standards. ODOT cannot rely
on the fact that they discussed the issue in the traffic sensitivity analysis to excuse their
failure to directly address it in the NEPA document because the traffic sensitivity analysis
was not subject to public comment.

Response:

Please see the 2020 Comment Summary Report included as Appendix | of the 2020
FONSI/REA (which can be downloaded here: https://www.iSrosequarter.org/library/) for
responses to these concerns.

TRAF-9 The 2022 SEA erroneously implies the Project would reduce traffic at the
Broadway/Weidler interchange. The relocated SB I-5 off-ramp would add new traffic
volumes and alter traffic patterns at the Broadway/Weidler interchange.

Response:

The 2022 SEA does not claim that the Project would reduce traffic at the
Broadway/Weidler interchange. Under current conditions, the complexity of the existing
interchange and high volumes of traffic contribute to congestion and safety issues (for all
modes) at the interchange ramps, the N Broadway and NE Weidler overcrossings of -5,
and on local streets in the vicinity of the interchange.
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As discussed in Section 3.13.2.2 of the RSEA, the Project would reduce complexity of
intersections by reducing elements that infroduce conflict points with people walking,
biking, or rolling.

TRAF-10 ODOT should apply a land use derived traffic demand model to assess impacts
to bike/pedestrian safety more accurately.

Response:

The Project relied upon the RTDM that is maintained by Portland Metro. The RTDM
assumes existing land uses consistent with the City's land use and zoning designations.
The expected growth (densification) in land use between the existing and future RTDMs
is consistent with the City’s growth concepts and represents a reasonable assumption
for growth in the study area within the planning horizon. As such, there is no need to
augment the model to account for additional growth on the cover, as it is already
included in the future volume forecasting.

TRAF-11 The Traffic Analysis Supplemental Technical Reportincludes modeling inputs
and assumptions that differ from guidance offered by the APM. Two examples are that
the report uses a saturation flow rate of 1,900 vehicles per lane per hour throughout the
APl when AMP guidance indicates that 1,750 vehicles per lane per hour is more
appropriate in most urban conditions, and a peak hour factor of 0.95 is uniformly
assumed throughout the APl when peak hour factors are typically calculated from volume
data.

Response:

The APM recommends an unadjusted saturation flow rate of 1,900 passenger cars per
hour per lane for most locations inside the Portland, Salem, and Eugene Metropolitan
Planning Organization urban growth boundaries. A value of 1,750 is recommended for
small urban areas. As such, a saturation flow rate of 1,900 passenger cars per hour per
lane is in compliance with APM guidance. The API is within an MMA as adopted by the
City. The MMA specifies alternative mobility fargets, and per Section 5.9 of ODOT’s APM,
a common peak hour factor of 1.0 can be assumed “in areas where alternative mobility
targets are in place.” To be conservative, the Project team agreed on a common peak
hour factor of 0.95 for this Project.

TRAF-12 ODOT failed to incorporate the effects of road pricing (including RMPP, tolling
for the IBR project, and tolling on 1-205) on future traffic levels. The result is an
overstatement of traffic, congestion, and pollution in the No-Build Alternative and an
underestimate of traffic with the Build Alternative. ODOT has presented inconsistent
explanations for not treating tolling as reasonably foreseeable and including it in the
analysis.
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Response:

Tolling was included in the Project’s environmental analysis where appropriate. The
reasonably foreseeable future actions (RFFAs) having the potential to contribute to a
cumulative effect with the Build Alternative for the Project were identified in 2019
technical reports supporting the Project’s EA and updated for the assessment of
cumulative environmental effects of the Project’s Revised Build Alternative presented in
the 2022 SEA Appendix B. ODOT considered planned and programmed projects in the
Project Area and surrounding areas that are likely to be implemented by 2045 to be
reasonably foreseeable. For the transportation-related analysis, RFFAs were based on
the fiscally constrained project list included in Metro’s 2018 RTP, which was the current
adopted RTP at the time of the analysis. The 2022 SEA traffic analysis used Metro’s
adopted RTDM, which is built on population and employment growth forecasts adopted
by the Metro Council and the fiscally constrained project list in the 2018 RTP. Volume
development for the traffic analysis was conducted from November 2021 to December
2021.

Metro amended the 2018 RTP in May 2022 by adding the |-205 Toll Project to the fiscally
constrained list after volume development for the 2022 SEA was complete; however, the
|-205 Toll Project is not expected to substantially change volumes on |-5 in the |-5 Rose
Quarter Improvement Project Area. Because regional modeling performed for the 1-205
Toll Project determined that daily volume changes would be negligible near the I1-5 Rose
Quarter Improvement Project Area, the Project RFFAs were not updated to include the |-
205 Toll Project. The expected scale of daily volume changes resulting from the 1-205
Toll Project was summarized during the Comparison of Screening Alternatives for the |-
205 Toll Project, indicating a “negligible increase” of less than 2 percent in volume for all
[-205 Toll Project alternatives on |-5 at the Marquam Bridge as well as north of 1-405.5
Given these results, there is not likely to be any analytical value to performing sensitivity
tests related to the |-205 Toll Project for the 1-5 Rose Quarter Improvement Project.
Appendix B of the RSEA has been revised to clarify and further explain this rationale for
determining RFFAs.

The RMPPé6 is not on the 2018 RTP fiscally constrained list and therefore was not
considered as an RFFA in the 2022 SEA. Due to public interest, ODOT had its consultant
team conduct a sensitivity analysis of the potential influence of the RMPP on I-5 in the
Project Area. The results of that analysis are contained in Appendix D of the 2022 Traffic

° See Figure 6 of the 1-205 Toll Project Comparison of Screening Alternatives for more information (available here:
https://www.oregon.gov/odot/tolling/Documents/FINAL%20I-
205%20Comparison%200f%20Screening%20Alternatives %20Report%20033121_508.pdf)

© The RMPP proposes to reduce congestion on -5 and I-205 in the Portland metropolitan region through congestion

pricing.
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Analysis Supplemental Technical Report. As noted in the 2022 Traffic Analysis
Supplemental Technical Report, the results of the analysis are included for information
only and have many limitations, including that travel demands and routes resulting from
the RMPP are not explicitly known at this time and are expected to change as more
detailed and refined analysis are performed during later RMPP phases.

A prior iteration of the IBR Project (the CRC project) is included in the 2014 RTP and
2018 RTP fiscally constrained project lists and is in Metro’s RTDM. Tolling of the replaced
Interstate Bridge was assumed as a part of both the CRC and IBR Projects and is
therefore included in -5 Rose Quarter Improvement Project modeling.

3.3.11 TRANSPORTATION - TRANSIT

TRN-1 The Project fails to significantly improve transit. There is concern for impacts to
transit service, particularly NB PM rush-hour travel times for Bus 4/44. Response:

The RSEA identifies effects to transit, which include increases and decreases in travel
time under both the No-Build and Revised Build Alternatives. The Traffic Analysis
Supplemental Technical Report (2022) showed an increase of 20 to 45 seconds on the
Bus 4/44 route for the NB PM rush-hour travel time. After the 2022 SEA was published,
ODQOT made design refinements to the Revised Build Alternative that have reduced the
NB PM rush-hour travel fimes so that they are less than 20 seconds longer than the No-
Build Alternative fravel fimes. This information is presented in Table 20 of the Revised
Traffic Analysis Supplemental Technical Report, included in Appendix A of the RSEA.

Refinements to signal timing and signal progression within the Project Area may shorten
bus service travel fimes and will be further evaluated during design. The addition of
transit signal priority, bus-only lanes, bus queue jumps, and bus stop consolidation will
also be evaluated as potential mitigation during design. As stated in Section 3.13.2.1 of
the RSEA, ODOT will continue to collaborate with the City of Portland, TriMet, and PSl in
the design refinement process to identify and implement measures that will improve
transit operations, or avoid or minimize impacts to transit and streetcar service
connections, through the Project Area.

TRN-2 How could the Project increase transit use as a result of the highway covers?
Response:

The increased building capacity on the cover under the Revised Build Alternative has
potential to produce new transit generators (housing and potentially transit-oriented
development) that could increase transit ridership in the API.
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3.3.12 WATER RESOURCES

WR-1 The 2022 SEA did not address potential for water quality impacts from increased
impermeable surfaces and what effect this Project could have on water temperatures of
the Willamette River.

Response:

Section 3.15.2.2 of the 2022 SEA described the added impervious area that would result
from the Revised Build Alternative and the water quality freatment facilities included in
the Project to treat stormwater runoff. Section 3.15.2.2 of the RSEA updates the
information based on the design refinements. The total area freated would be 157
percent of all impervious area that would be reconstructed and added for the Project
and that drains onto Project impervious areas that would be reconstructed and added.
This means that the total area treated would account for the entire impervious area that
would be reconstructed and added for the Project and that drains onto Project
impervious areas that would be reconstructed and added, plus additional area outside of
the Project Area. The added water quality freatment facilities would reduce the pollutants
in runoff, including sediment, which is known to increase temperatures when suspended
in water. Temperature reduction of runoff prior to it entering the Willamette River can be
an additional benefit of the stormwater management facilities; however, this benefit is
subject to seasonal temperatures and runoff volumes.

3.4 IMPACTS & MITIGATION

3.41 IMPACTS TO VISUAL RESOURCES AND VIEWSHEDS

VIS-1 Noise Wall 2 will obstruct natural light and views at some properties and will create
a “dead space” (i.e., an alleyway) between the wall and the building just south of HTMS.
The wall should be designed to avoid these impacts.

Response:

ODOT modified the design of Noise Wall 2 to best serve the affected noise sensitive
receptors. This modification reduces the length of the wall by approximately 600 feet,
ending it at the edge of the driveway and parking area on the south side of HTMS. The
reduced length of the wall limits the space between the wall and the building to an area
currently functioning as a driveway. ODOT’s public input process provides an
opportunity for affected property owners to vote on whether or not the wall is
constructed (see summary of policy at
https://www.fhwa.dot.gov/ENVIRonment/noise/noise barriers/acceptance criteria/an
alysis/chapterQé.cfm).
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VIS-2 Noise Wall 2 could impact two viewpoints located at the western edge of Lillis-
Albina Park.

Response:

Section 3.6.2.2 of the RSEA identifies the benefit of Noise Wall 2 for noise reduction at
Lillis-Albina Park and the effect of Noise Wall 2 on viewpoints in the park. Property
owners that would benefit from the noise wall would have the opportunity to vote on
whether the wall would get constructed and, if the wall is approved, ODOT will work with
the City of Portland through the final design process to mitigate its impacts on the views.

See the response to 4F-1in Section 3.3.5 for more information about the noise wall.

3.4.2 CUMULATIVE IMPACTS

Cl-1 The 2022 SEA did not fully consider the cumulative effects of the Project with other
RFFAs or past actions, including industrial development and expanded transportation
facilities, that would affect or have affected traffic on -5 and communities in the Project
area.

Response:

ODOT’s cumulative impact analysis is presented in Section 3.16 of the RSEA. It fully
considers the effects of the Project in the context of the other past, present, and
reasonably foreseeable future actions that affected, or could affect, the same resources
as the Project. The analysis of past actions considered large-scale urban development in
the late 1950s/early 1960s, beginning with I-5 construction. The analysis of future actions
considered projects that would be developed by 2045, the horizon year for the analysis
of transportation system changes used in traffic modeling. The traffic model results for
the Revised Build Alternative in 2045 represent the cumulative traffic effects of the
Project because they account for past and present actions as well as RFFAs in the
Project Area, including development (e.g., commercial, residential, industrial, institutional)
and transportation facilities improvements. The cumulative traffic analysis is the basis of
cumulative effects analyses for other resources. ODOT considered planned and
programmed projects in the Project Area and surrounding areas that are likely to be
implemented by 2045 to be “reasonably foreseeable.” RFFAs considered are described
in Appendix B of the RSEA.

Specific to industrial-centered development that is reasonably foreseeable, ODOT’s
analysis included consideration of the following:
e City-owned parcels proposed for redevelopment (East/West parking garages,
Benton surface parking lot, Phase Il Entertainment Lot)
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e Improvements to the Veterans Memorial Coliseum, Moda Center, and both the
Annex building and it’s parking lot

e Private redevelopment (Vulcan/Thunderbird site west of N Interstate and the
Weston-owned site at N Broadway and N Larrabee).

e Planned improvement projects led by public entities such as the Portland Water
Bureau, TriMet, Metro/Oregon Convention Center, Portland Public Schools (PPS),
and Multnomah County

e Elements of the 2040 Growth Concept, which is the region’s adopted land use
and transportation strategy for managing growth and building healthy, equitable
communities and a strong economy

e Regionally adopted population and employment numbers associated with
Metroscope and the RTDM as the baseline for tfravel demand development in
conjunction with Metro

e Comprehensive Plan and Zoning designations in the N/NE Quadrant Plan covering
the Project APl

e Portland Public School’s Long Range Facility Plan, which identifies HTMS as under
consideration for potential relocation (PPS 2021)

3.4.3 MITIGATION

MIT-1 Construction mitigation should ensure pedestrian and bicyclist safety, with clear
wayfinding and safe and efficient event area access and circulation.

Response:

Section 6.2.1 of the Revised Traffic Analysis Supplemental Technical Report (Appendix A
of the RSEA) states: “Also, for each phase of the Project, maintenance of traffic strategies
would be developed to ensure safe accommodation of pedestrians, bicyclists, transit,
and vehicle users while providing a safe construction work zone. Detour plans are
anticipated for pedestrians, bicycles, vehicles, and buses as ramp and local streets
closures would be needed in order to construct highway ramp improvements, the
highway cover structure, and reconstruct sections of local roads. The Project would
coordinate with TriMet, City of Portland, and PSI to identify traffic management strategies
that minimize durations of disruptions of transit service and minimize out-of-direction
pedestrian and bicycle detours."

" The comprehensive plan and zoning designations in the APl were designated primarily General Commercial, which

allows for the maximum density.
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Section 3.13.2.2 of the RSEA includes the following Avoidance, Minimization, and
Mitigation Measure:

“ODOT will require the construction contractor to develop a Temporary Traffic Control
Plan following the City of Portland’s current Traffic Design Manual, Vol 2 Temporary
Traffic Control (PBOT 2019) to minimize construction-phase impacts to people who walk,
bike, and roll. The following City of Portland priorities will guide the development of the
Temporary Traffic Control Plan:
e Use the City of Portland guidelines identified in Portland’s Neighborhood
Greenways Assessment Report (PBOT 2015) for both daily and hourly traffic
volumes to limit vehicle volumes on bikeways.

e Monitor and employ traffic diversions to maintain recommended hourly and daily
automobile volumes on existing routes and other corridors that serve as bicycle
detour routes.

e Maintain speed and volumes of traffic at or below the Neighborhood Greenway
thresholds for both daily and hourly motor vehicle traffic (PBOT 2015).

e Prohibit established Neighborhood Greenways from being used as formal motor
vehicle detour routes.

e Maintain safe and comfortable conditions for people walking, biking, and rolling
through the area throughout the construction timeline (consistent with City
policies) by providing physical separation from vehicular traffic and implementing
traffic calming measures on multimodal detour routes also used by vehicles.

e Include design details for temporary pedestrian and bicycle facilities (e.g., facility
typologies, widths, and signage) in the Temporary Traffic Control Plan.”

3.5 ISSUES

3.51 COST

COST-1 The cost and adverse impacts from the Project outweigh the benefits. Public
funds should be used for maintenance of existing roads, improvements to climate-
friendly transit and active transportation facilities, or other community development
projects, such as affordable housing. The Project does not offer a good return on
investment; there should have been a cost benefit analysis.

Response:

ODOT, like all transportation agencies, is subject to state and federal restrictions on how
transportation funds can be used. The Project would use funding for transportation
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improvements, which the Project would provide through improved traffic flow and
transportation safety on |-5 and surface streets, enhanced pedestrian and bicycle safety
and mobility, and improved connectivity across I-5. The benefits and adverse impacts
are disclosed in the RSEA. The FHWA weighs these impacts against the overall Project
benefits in reaching its decision for the Project under NEPA.

COST-2 The state is facing a fransportation funding gap. How will the Project be
funded? Can the Project move forward without being fully funded? Is the funding that
was set aside for the Project by the Oregon legislature still available?

Response:

In 2017, the Legislature passed HB 2017, providing $30 million annually for the Project
beginning in 2022. In 2021, HB 3055 allowed ODOT to use these funds for other UMS
projects in addition to the Project. ODOT estimates that the HB 2017 revenue will provide
a total of $560 million in cash and bond proceeds; however, as stated in the UMS Finance
Plan (ODOT 2023c), Project costs will exceed this amount, and funding for the Project is
constrained due to the shift of HB 2017 funding allowed by HB 3055.

ODOT is developing a funding strategy for the Project that includes dedicated state and
federal funds, grants, and financing options. The Project is a major project, as described
in 23 United States Code (U.S.C.) 106(h) and will therefore be required to submit an Initial
Financial Plan and Annual Updates to the FHWA Oregon Division office for approval. A
financial plan reflects a project's scope, schedule, cost estimate, and funding structure
to provide reasonable assurance that there will be sufficient funding available to
implement and complete the project as planned. The financial plan is submitted and
approved after the NEPA decision and prior to the first authorization of federal funds for
construction. Construction of the Project cannot move forward without FHWA approval
of the financial plan.

Consistent with federal guidance, estimated full Project costs of $1.3 billion are shown in
the 2023 RTP.

Please see response to COST-4 for more information about Project funding.

COST-3 If the Project goes over budget or loses funding prior to completion, will efforts
to protect the environment be cut?

Response:

When the FHWA makes a NEPA decision for this Project, and if the Revised Build
Alternative is moved forward to construction, it will include mitigation commitments that
ODOT must implement during Project construction and operation and maintenance.
Additionally, ODOT and its contractors must comply with federal, state, and local
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environmental protection standards, regardless of funding. If elements of the Project that
require specific mitigation or regulatory compliance are eliminated or delayed due to a
funding shortfall, those mitigation efforts would also be eliminated or delayed,
respectively.

COST-4 ODOT failed to demonstrate funding is "reasonably available" for the Project,
which is required by FHWA regulations prior to the issuance of a NEPA decision. Because
the original allocation of revenue to this Project was made available to several other
projects via HB 3055 and only a fraction of that funding remains, the Oregon
Transportation Commission admitted tolling is necessary to pay for this Project. The RTP
does not identify funding for this Project, as required by FHWA regulations.

Response:

NEPA does not require that an EA include a financial plan. The FHWA regulations cited by
public comment refer to both statewide and metropolitan transportation planning rules in
23 U.SC. 134, 23 U.S.C. 135 and 23 CFR 450. These regulations require state and regional
planning documents, specifically the Metro RTP, Metropolitan Transportation
Improvement Program (MTIP) and the Statewide Transportation Improvement Program
(STIP), to demonstrate that the projects listed in them can be implemented using
committed, available, or reasonably available federal, state, local, and private revenues.
This is also referred to as demonstrating “fiscal constraint.” A project in the NEPA process
demonstrates fiscal constraint by being included in these FHWA-approved planning
documents. The most recent FHWA memo clarifying fiscal constraint requirements
(available here: https://www.fhwa.dot.gov/planning/clarify fiscal constraint.cfm) further
clarifies this relationship between NEPA and fiscal constraint and describes criteria that
must be met before the FHWA can sign a NEPA decision:

e Funding for a subsequent phase of the project (e.g., final design, ROW acquisition,
or construction) must be shown in the STIP/MTIP; and

e For projects in metropolitan planning areas, estimated full project costs need to be
shown in the MTIP(for the Portland metropolitan area this is the Metro RTP) (FHWA
2017).

The Project meets both of these “fiscal constraint” criteria that are required prior to the
FHWA signing a NEPA decision. The Project is programmed in the 2018-2021 STIP,
including $21,000,000 programmed for the ROW phase in fiscal year 2020. The MTIP was
amended on April 13, 2020, to include this ROW phase (MTIP Amendment MR20-10-
MAR2). Therefore, consistent with FHWA guidance, funding for a subsequent phase of
the Project (i.e., ROW acquisition) is shown in the STIP/MTIP prior to a NEPA decision.
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The Project is in the Portland Metro Metropolitan Planning Organization; therefore,
estimated full Project costs need to be shown in the Metro RTP. The Project was
previously listed on the fiscally constrained list of the 2014 RTP and is listed on the 2027
fiscally constrained list of Metro’s 2018 RTP. The Project is also listed on the 2030 fiscally
constrained list in the 2023 RTP. Consistent with federal guidance, estimated full Project
costs of $1.3 billion are shown in the 2023 RTP.

3.5.2 DISADVANTAGED BUSINESS ENTERPRISE (DBE)/JOBS

JOBS-1 The 2022 SEA should show how ODOT plans to go beyond the minimum federal
and state requirements to include DBEs in the Project. ODOT's commitment to providing
DBE contracting opportunities does not justify moving forward with this Project since
DBEs can be used on other ODOT projects in the region.

Response:

As stated in Section 3.11.2.2 of the RSEA, ODOT has committed to expanding contracting
opportunities for small firms, including DBE firms, throughout construction of the Project
as a part of a jobs creation program for small firms, with a focus on creating construction
jobs in Portland’s Black community to the extent permitted by law. Section 3.12.2.3 of the
RSEA describes ODOT’s DBE and Workforce program for the Project, which would
maximize DBE contracting opportunities, including for small and minority-owned
businesses. The workforce opportunities for the Project are also described on the
Project website: (https://www.iSrosequarter.org/workforce-opportunities/).

However, it should be noted that ODOT is not advancing the Project for the purpose of
engaging DBE contractors. For more information on ODOT’s overall DBE Program
Mission, please visit
https://www.oregon.gov/odot/Business/OCR/Pages/Disadvantaged-Business-
Enterprise.aspx.

3.5.3 FREIGHT

FRGT-1 The relocation of the |-5 SB off-ramp could affect freight travel times and freight
travel patterns. The design needs to account for approaches, slopes, clearances,
alignments, and turning radii of freight vehicles and freight movement between the
interstate and local roads and altered freight routes. Specific concerns include freight
traffic on N Wheeler and N Williams, which are both local service truck streets that are not
designed to accommodate major freight volumes, and geometric design of the SB off-
ramp at N Williams.

Response:
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The I-5 SB off-ramp intersection at N Wheeler/N Williams/N Ramsay is expected to
exceed the Highway Design Manual (HDM) mobility target (volume/capacity of 0.75 or
lower) in the AM and PM peak hours in both design options. Although both ramp terminal
intersections exceed the HDM mobility target, the Revised Build Alternative reduces off-
ramp queuing, and the SB off-ramp level of service would improve in the PM peak hour.

The design of the N/NE Weidler and N Williams intersection has been refined to eliminate
the sharp right turn for vehicles exiting I-5 SB.

Revised Build Alternative intersections with highway on- and off-ramps are designed to
accommodate, at a minimum, the interstate design vehicle, which is the WB-67 truck with
some lane off tracking (when a vehicle makes a turn and it rear wheels do not follow the
same path as its front wheels). Design for eliminating off tracking for the largest vehicles
in dense urban areas is not often possible or desirable due to space constraints with
existing buildings as well as a need to balance freight mobility with elements that can
have a negative effect on pedestrian safety and mobility such as increased crossing
distances.

3.5.4 INDUCED DEMAND

INDD-1 ODOT did not adequately analyze the impacts of induced or latent demand and
did not incorporate best available science on induced travel in its traffic modeling. As a
result, ODOT underestimated traffic levels in the Revised Build Alternative and
overstated the traffic flow benefits of the Project. The 2022 SEA also did not explore the
possibility that induced demand could be triggered outside of the Project Area due to
improvements made in the Project Area.

Response:

Induced and latent demand are discussed in the RSEA in Section 3.13.2.4. With respect to
transportation improvements, a key factor in changes to latent demand is increased
capacity. The Project includes the addition of auxiliary lanes on I-5, which does not
create significant new capacity. ODOT expects an auxiliary lane would restore effective
existing system capacity caused by poor operations and address existing and future
safety issues unique o the API. Specifically, this Project would add space to make lane-
changing maneuvers from the on- and off-ramps safer, thereby reducing crashes,
delays, and emissions from idling vehicles. The number of lanes north and south of the
API (on I-5 and east and west on |-84 and I-405) remain unchanged.

ODOT has a new auxiliary lane screening-level tool in APM Appendix 10A, designed to
identify the length needed to address the weaving volumes. This fool is designed to be
used atf the planning level but has been applied in the RSEA to give additional context to
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concerns about added capacity related to the Project. The tool reflects that auxiliary
lanes have the potential to add capacity if they exceed a certain length (respective to
each individual project). As applied in the RSEA, the tool indicates that the auxiliary lanes
would not result in an increase to system capacity. Larger latent demand shifts outside of
the APl were analyzed and found to be negligible (Appendix E of the Revised Traffic
Analysis Supplemental Technical Repori).

Induced demand is triggered by changes to land use. As noted in Section 3.8.2.2 of the
RSEA, the Revised Build Alternative would not affect land use in ways that are contrary to
planned land use or induce growth. Federal rules related to project-specific travel
demand forecasting prohibit changing land use assumptions when preparing forecasts.
When ODOT does transportation modeling or forecasting, it must assume land use will
develop in the future according to separate land use forecasts input into the travel
model.

Oregon’s robust land use rules greatly reduce induced demand concerns. This is true in
the APl as well: the findings from the Project analysis indicate negligible shifts in the
regional traffic patterns from the Revised Build Alternative. The total number of trips
would stay the same, but drivers may take them at different times of day, choose
different destinations, or change what mode they use to get there. With these findings,
the Project team was confident with the long-range forecast. Additionally, analysis
prepared in the past for other projects validates this is a low-risk area for changes to
land use, a trigger of induced demand.

3.5.5 HARRIET TUBMAN MIDDLE SCHOOL
HTMS-1 When will HTMS be moved and who will pay for it?

Response:
Appendix B of the RSEA states:

“Since the FONSI and Revised EA were released in 2020, the Portland Public School’s
Long Range Facility Plan lists Harriet Tubman Middle School as under consideration for
relocation (PPS 2021) and funding for the relocation is provided to the Oregon
Department of Administrative Services (ODAS) in Oregon House Bill 5202, Section 323
which was signed by Governor on April 4, 2022.”

Moving the middle school would occur as an independent action led by PPS and is not
part of this Project.

3.5.6 HEALTH IMPACTS
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HLTH-1 The Project will result in long-term health impacts and create heat island effects,
particularly for the neighborhoods near |-5, including students at HTMS.

Response:

Air quality and its related impact on public health at HTMS have been evaluated through
air quality studies conducted by EPA and Portland State University. This information is
summarized in the 2020 Comment Summary Report on pages 23 through 25.

The results of the Project’s air quality analysis presented in Section 3.2.2.2 of the RSEA
and detailed in the Revised Air Quality Supplemental Technical Report (Appendix A of
the RSEA) indicate emissions of criteria pollutants would be equal or less under the
Revised Build Alternative for all pollutants because roadway speeds would be improved
with the Project, and vehicles stuck in traffic generally emit more pollution than vehicles
running more efficiently at posted speeds.

Section 3.2.2.2 of the RSEA reports on a highway-only emissions analysis conducted for
|-5 that compared conditions within the APl under the 2017 existing conditions, 2045 No-
Build Alternative, and 2045 Revised Build Alternative. This analysis was completed to
address heightened public concern surrounding MSAT emissions near HTMS. The data
showed a large decrease in estimated MSAT emissions from 2017 to 2045 for both
alternatives. Under the Revised Build Alternative design options, total MSAT emissions
would be the same or lower for all pollutants when compared to the No-Build Alternative.
Compared to the No-Build Alternative, emissions of criteria pollutants would be equal or
less under the Revised Build Alternative design options for all pollutants because
roadway speeds would be improved with the Project. Trends indicate that current
concentrations of these pollutants, including in the vicinity of HTMS and neighborhoods
within the API, would continue to decline over time as more restrictive tailpipe emission
standards are implemented and the vehicle fleet transitions to newer, less-polluting
vehicles. These findings were verified by an independent panel of six technical experts
from across the country hired by ODOT in Spring 2020. The panel concluded that the air
quality methodology used in the analysis of the Project applied the FHWA and EPA
guidance correctly. Based on the analysis, the Project would not have long-term air
quality impacts to students and staff at HTMS or residents in the surrounding
neighborhoods.

As stated in the Revised Noise Study Supplemental Technical Report (Appendix A of the
RSEA), the Revised Build Alternative noise levels range from 11 decibels (dB) less to 4 dB
greater than the existing noise levels. Compared to the No-Build Alternative, the Revised
Build Alternative noise levels would range from 11 dB less to 3 dB greater. No substantial
increases (10 dB or greater, as defined by the 2011 ODOT Noise Manuals) are predicted.
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Health impacts from noise are not expected because reductions in noise levels are
expected to occur with the Revised Build Alternative relative to the existing conditions
and No-Build Alternative and would be most pronounced where the highway cover
would be constructed. In these areas, noise sensitive receptors would experience a
benefit from the Project via reduced traffic noise levels, as I-5 would be shielded by the
highway cover.

As described in Section 7 of the Revised Noise Study Supplemental Technical Report
(Appendix A of the RSEA), ODOT proposes constructing a 864-foot-long noise wall
(Noise Wall 2) along the eastern edge of the I-5 ROW and adjacent to N Flint, to reduce
future noise levels at HTMS by 5 dB or greater. This would be a beneficial reduction in
noise compared to existing noise levels at the school. No health impact at HTMS is
expected.

As described in Section 3.7.2.3 of the RSEA, ODOT will require construction contractors
to develop and implement a Health and Safety Plan, Pollution Control Plan, and
Contaminated Media Management Plan to avoid the accidental release of hazardous
materials intfo the environment during construction.

Regarding concerns related to heat island effects in the Albina neighborhood, the
Revised Build Alternative incorporates design elements (e.g., landscaped areas on the
covers) and will meet the City of Portland requirements for protecting and planting trees
(City Code Title 11), which will reduce heat island effects in the Project Area. See Section
3.3.2.2 of the RSEA for more information.

3.5.7 TOLLING

Note to Reader: For summary issue statements pertaining to consideration of
potential tolling associated with the IBR project, see TRAF-4. For summary issue
statements pertaining to consideration of tolling as an action alternative evaluated
in the NEPA document, see ALT-1.

TOLL-1 ODOT needs to provide a clear rationale for why tolling or congestion pricing
was not considered as an RFFA. Tolling or congestion pricing should have been
modeled as part of the future No-Build condition.

Response:

Tolling was included in the Project’s environmental analysis where appropriate. The RFFAs
having the potential fo contribute to a cumulative effect with the Build Alternative for the
Project were identified in 2019 technical reports supporting the Project’s EA and
updated for the assessment of cumulative environmental effects of the Project’s Revised
Build Alternative presented in the 2022 SEA Appendix B. ODOT considered planned and
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programmed projects in the Project Area and surrounding areas that are likely to be
implemented by 2045 to be reasonably foreseeable. For the transportation-related
analysis, RFFAs were based on the financially constrained project list included in Metro’s
most recent RTP. The 2022 SEA traffic analysis used Metro’s RTDM, which is built on
population and employment growth forecasts adopted by the Metro Council and the
RTP’s financially constrained project list. Volume development for the traffic analysis was
conducted from November 2021 to December 2021.

Metro added the 1-205 Toll Project to the RTP financially constrained list in May 2022
after volume development for the 2022 SEA was complete; however, the [-205 Toll
Project is not expected to substantially change volumes on |-5 in the |-5 Rose Quarter
Improvement Project Area. Because regional modeling performed for the 1-205 Toll
Project determined that daily volume changes would be negligible near the -5 Rose
Quarter Improvement Project Area, the Project RFFAs were not updated to include the I-
205 Toll Project. The expected scale of daily volume changes resulting from the 1-205
Toll Project was summarized during the Comparison of Screening Alternatives for the |-
205 Toll Project, indicating a “negligible increase” of less than 2 percent in volume for all
|-205 Toll Project alternatives on |-5 at the Marquam Bridge as well as north of I-405."
Given these results, there is not likely to be any analytical value to performing sensitivity
tests related to the |-205 Toll Project for the 1-5 Rose Quarter Improvement Project.
Appendix B of the RSEA has been revised to clarify and further explain this rationale for
determining RFFAs.

The RMPP" is not on the 2018 RTP financially constrained list and therefore was not
considered as an RFFA in the 2022 SEA. Due to public interest, ODOT had its consultant
team conduct a sensitivity analysis of the potential influence of the RMPP on I-5 in the
Project Area. The results of that analysis are contained in Appendix D of the 2022 SEA
Traffic Analysis Supplemental Technical Report. As noted in the Traffic Analysis
Supplemental Technical Report, the results of the analysis are included for information
only and have many limitations, including that travel demands and routes resulting from
the RMPP are not explicitly known at this time and are expected to change as more
detailed and refined analysis are performed during later RMPP phases.

A prior iteration of the IBR Project (the CRC project) is included in the 2014 RTP and
2018 RTP financially constrained project lists and is in Metro’s RTDM. Tolling of the

© See Figure 6 of the 1-205 Toll Project Comparison of Screening Alternatives for more information (available here:
https://www.oregon.gov/odot/tolling/Documents/FINAL%20I-
205%20Comparison%200f%20Screening%20Alternatives %20Report%20033121_508.pdf)

” The RMPP proposes to reduce congestion on I-5 and 1-205 in the Portland metropolitan region through congestion

pricing.
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replaced Interstate Bridge was assumed as a part of both the CRC and IBR Projects and
is therefore included in I-5 Rose Quarter Improvement Project modeling.

TOLL-2 | support/do not support tolling on I-5 and [-205.
Response:

Tolling is not a part of the Project. Tolling is being evaluated in a separate environmental
review processes for the RMPP and the |-205 Toll Project. More information on those
processes can be found at https://www.oregon.gov/odot/tolling/Pages/About.aspx.

3.5.8 INPUT

INPT-1 General input and feedback was provided to ODOT. This category includes
design refinement recommendations, opinions about the Project (positive and negative),
and other contributions that fall outside of the purview of NEPA.

Response:

ODOT and FHWA have reviewed all input provided by public comments. Ongoing
opportunities exist to participate in either the HAAB Meetings or the Community
Oversight Advisory Committee or other event-specific pop-ups. See the “Events and
meetings” page on the Project website for announcements of upcoming opportunities:
https://www.iSrosequarter.org/events-meetings/

INPT-2 Typographical errors in the 2022 SEA should be corrected and confusing
language should be clarified.

Response:

The RSEA includes corrected typographical errors and clarifying language based on
comments that identified errors and confusing ftext.
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1

6775

11/15/2022

Website

Jay

Thatcher

Don't.

INPT-1

2

6778

1/15/2022

Website

Andrew

Barker

The proposed auxiliary lanes will induce more traffic, leading to higher greenhouse gas emissions and less safe
streets throughout the region.

INPT-1

6778

1/15/2022

Website

Andrew

Barker

The money devoted to this project would achieve better safety and environmental impacts if it were dedicated to
fransit or active transportation in the corridor with no highway widening component.

COST-1, INPT-1

6779

1/15/2022

Welbsite

Kyle

Kemenyes

| believe that the current plan to move the IS SB Off ramp to deposit fraffic on a northbound round will greatly
negatively affect traffic around the entire region. Any event at the Moda Center or Coliseum will force traffic fo
take two left turns and cross Broadway & Wielder twice over.

BwI-3

6780

1/16/2022

Website

Fred

Jones

Having read the project updates, | feel more firmly than ever that | just DON'T WANT THIS PROJECT TO BE BUILT.
There are s00000 many better ways to spend the almost $1 billion that this project will cost - so many other unmet
needs in Oregon.

COST-1, INPT-1

N94

6782

1/16/2022

Email

Cory

Pinckard

Oregon owes a lot of its strengths to rail infrastructure, much of which unfortunately no longer even exists. The
further we move away from the logical layout provided by streetcar grids and electric commuter interurban
railroads the uglier and less livable the city and its suburbs become. An intelligent coastal city would take
advantage of this limited time of people crowding in to install city assets that will benefit us for generations such as
a rail route beneath the Willamette and railway going between Vancouver and us. It makes perfect sense to put
railway stations and stops on Marquam Hill (serving patients of all types including veterans) and at our community
colleges and zero sense not to. When our Oregon Electric and Red Electric Railways, streetcars and trolleys were
stolen from us, so too were our jazz district, Little Italy alongside and intermixed with the geographic center of our
local Jewish Community. We lost so many interesting places and unique architecture, it was a colossal theft and
betrayal of the residents at the time along with all future longtime inhabitants and visitors of Portland. Not all
change is progress and a lot of the time it’s regressive.

INPT-1

195

6782

1/16/2022

Email

Cory

Pinckard

EV’s are a greenwashing consumerist centered, greed based pseudo-solution that also (along with ICE vehicles)
destroy the environment by releasing greenhouse gases through resource mining, manufacturing processes
pollutants and ultimately going to the landfill in mass droves. The pollution they cause is simply unnecessary as is
the amount of urban space squandered on parking and other paved over autocentric wastes. They also
perpetuate urban sprawl, redlining, the food deserts invariably caused by it, along with cities that are not navigable
as a pedestrian or bicyclist and are, in fact, inhospitable to humanity along with being horrendous towards animals.
Isn’t it ironically sad that streets divide us more than connect us and impede us from frying to get to where we're
trying to go? EV’s add to traffic congestion. Commodification of societal necessities and normalization of trying to
substitute rampant consumerism where we need standardized, regulated and uniform public utilities doesn’t work.

INPT-1

196

6782

1/16/2022

Email

Cory

Pinckard

Putting the financial burden of transportation inefficiently and directly on the individual citizen is simply not wise or
fair and hasn’t been the norm for even 80 years. The fines, fees, road subsidies, permits, fickets, tolls, insurance
and more that go into paying for an automobile is a colossal boondoggle strangling the nation from citizen to
citizen with that ridiculous albatross hanging around their neck. To form the bone structure of walkable places we
need to invest in commuter rail that’s properly implemented as it typically is overseas. A commuter rail system is an
engineering marvel while buses are just buses. The most reliable predictor of a neighborhood being
impoverished is if it has no commuter rail connection (which Robert Moses intentionally famously forced to happen
by having overpasses for cars too low for commuter rail to continue to run beneath them along with a ton of other
disgusting ploys).

COST1

n97

6782

1/16/2022

Email

Cory

Pinckard

The American people are apathetic through decades of disenfranchisement and a lot of that marginalization (eg
Robert Moses’s racist urban renewal) is through divestment of public infrastructure, utilities and programs to help
the American people. How many special places were destroyed fated to become mere parking lots? How many
lives were wrecked as entire communities and cultural centers of minorities were wiped off the face of the world as
though an atomic bomb had been dropped on it in order to force through highway robbery highways were
pushed through the wreckage and rubble of razed annihilation that those same victims now in atomized diaspora
had to then help subsidize which is often the case with the rapid onslaught and constantly rupturing outbreak of
mediocre monstrosities being raised all over the place currently, looming gloomily over neighborhoods they’ve
doomed as ugly fombstones in the special spaces and places of what was demolished for them to be erected.
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198

6782

1/16/2022

Email

Cory

Pinckard

We're past the point of car dominated transportation being anything better than a tragic hindrance or an outright
travesty. Public works materially improving life for the taxpaying citizenry will bolster civic pride. Transcontinental
High Speed Rail should integrate seamlessly with commuter rail networks so it can evenly function as one cohesive
system and this will convert flyover country back into a thriving heartland by functioning as an artery of commute
and commerce which will reduce clustering on the coasts. Similarly, wholly infegrated circuits of commuter rail
blended with interurban routes, light rail lines, street car grids, subways, and even frolleys along with electric ferries
functioning fogether as a comprehensive series of inferwoven systems would prevent people from having fo live
on top of each other in city centers in order to have quick access to urban cores and downtown areas so this
would stimulate our local economies and prevent gentrification from demolishing cherished heirlooms of our
historicity, destroying our classic neighborhoods, shredding the fabric of our communities and toppling our civic
landmarks and architectural heirlooms along with other social capital such as venerable culture generating venues.

INPT-1

199

6782

1/16/2022

Email

Cory

Pinckard

Numerous studies show that built environments of homogenously bleak and bland duplitecture dreck made from
extremely toxic and highly flammable petrochemicals that profiteering developers push on us for their privatized
gains to our public loss for the riches of themselves and price gouging corporate slumlords not only cause
homelessness from being financially inaccessible fo most Americans, but also cause depression from creating
such a devastatingly sterile, cold, unloving urban habitat that’s too congested and overcrowded to work properly
as a correctly engineered built environment. Our roadways are overcrowded and no amount of widening them and
adding lanes will do anything to help it because it just leads to induced demand that inevitably grinds to a halt at
snags and bottlenecks down the road. Shouldn’t American cities be thriving centers of culture and character
rather than austere and chintzy morasses of mediocrity?

INDD-1, INPT-1

1200

6782

1/16/2022

Email

Cory

Pinckard

| believe that we can design the cities of our nation to reflect a future that embraces humanity and that we also
must for America to have any sort of a bright future ahead of it. Right now we are mired in the destruction of our
cities from the inward aftacking neocolonial oppressors who weaponize their clout of wealth against the nation for
their own off-shore un-American gains of privileged, parasitic, private profits. This greed fueled anti-social
exploitation is present day feudalism driving us into another gilded age. Tons of new brutalist “luxury living”
housing units remain empty serving only as financial assets in investment portfolios of hedge fund and permanent
capital firm cretins sheltering dubiously acquired wealth instead of as direly needed shelter for humans. We
deserve a landscape we can be proud of and country should come first before corporate looting and
exploitation. Legacies are important and live on forever.With space opened up in our cities we could rebuild
beloved structures gone from economic and environmental disaster utilizing new technologies such as hempcrete
and 3-D printing. We could create vertical agriculture farms efc. on spots currently now just serving as paved over
squares and nothing more. We can extend democracy into offering the taxpayer residents democratic say in what
their city consists of, how it looks and how it operates promoting civic engagement and participation. Let’s be a
truly progressive place.

INPT-1

6786

1/16/2022

Website

Zachary

Lesher

Spending an estimated $1.4 billion to increase private automobile capacity is at odds with the economic, social,
and environmental goals of Oregonians both within and outside of Portland.

COST-1

6786

1/16/2022

Website

Zachary

Lesher

Firstly, wasting those resources on a project that will make a major population center more hostile o people
outside of cars at a time when our state faces an increasingly impossible to ignore housing and human rights crisis
is unforgivable. An essential precondition to achieving our mobility goals is making sure that our population has the
ability to live near the destinations that they want to reach on a regular basis. Additionally, in 2015 there were nearly
4,000 homeless Portlanders, a number which has certainly increased in the interim due to the economic effects of
the pandemic. A use for the $1.4 billion which could serve to ameliorate both of these problems would be for the
state to build beautiful, dense, mixed-use public housing, as outlined in the People's Policy Project's 2018 report
"Social Housing in the United States” (https://www.peoplespolicyproject.org/wp-
content/uploads/2022/10/SocialHousing.pdf).

COST-1, INPT-1

6786

1/16/2022

Website

Zachary

Lesher

Next, if ODOT wishes to continue considering its mandate in serving the state's tfransportation system more
narrowly, using those resources to improve the ODOT-owned arterials and highways for modes of fravel other
than private vehicles and semi tfrucks would be a much more effective use of these resources.

COST-1, INPT-1

6786

1/16/2022

Website

Zachary

Lesher

The importance of this has recently been highlighted by the needless death of Sarah Pliner on ODOT-owned
Powell Blvd, which was made intentionally unsafe by the removal of cycling amenities by ODOT in order to
discourage its use by anyone outside of a vehicle.

INPT-1
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10

6786

1/16/2022

Website

Zachary

Lesher

Suggestions for improving roads such as Powell Blvd would be to decrease the number and width of vehicle
travel lanes, and re-allocate that space to wider sidewalks, street trees, concrete- protected cycling tracks, and
dedicated mass transit lanes. These uses of space would require much less maintenance than its current use as a
speedway for heavy vehicles, and would save ODOT money in the long run. At minimum, ODOT should bring roads
like Powell up to its own standards outlined in Blueprint for Urban Design
(https://www.oregon.gov/ODOT/Engineering/Documents_RoadwayEng/Blueprint-for-Urban- Design_vl1.pdf).

INPT-1

1

6786

1/16/2022

Website

Zachary

Lesher

Overall, a huge expenditure of taxpayer funds in order to repeat our past mistakes of trying to solve the geometry
problem of fitting an infinite number of cars in a finite urban space is a poor way o serve Oregon residents, and
we should instead be considering ways to undo the harm caused by highway construction in the first place.

COST-1, INPT-1

12

6786

1/16/2022

Website

Zachary

Lesher

The proposed capping of the freeway in the rose quarter and other related concessions are a transparent attempt
fo give an inequitable and wasteful project cover to do what appears to be ODOT's real goal with this project:
endlessly increase vehicle capacity at the expense of every other metric of well-being for our State's residents.

INPT-1

1201

6787

1/16/2022

Email

Jynx

Houston

DON'T KEEP WIDENING ROADWAYS & THEN CALLING IT COMMUNITY-BUILDING. ODOT IS CROOKED AS THEY
COME. I'M TALKING ABOUT SELF-SERVING CORRUPTION.

INPT-1

13

6788

1/17/2022

Website

Andrew

Holtz

This project has some good points, but the negative effects of induced demand outweigh them.

INDD-1, INPT-1

4

6788

1/17/2022

Website

Andrew

Holtz

Also, the immense cost of the project is far out of line with the benefits. These funds could produce far more
fransportation and community benefits if they were spent in other ways. As we face the grave threats from climate
change (much of it due to vehicle emissions) and have urgent transportation safety needs, this project spends too
much to produce too little.

COST-1

15

6789

1/17/2022

Website

Stuart

Elmer

Spending an estimated $1.4 billion to increase private automobile capacity is at odds with the economic, social,
and environmental goals of Oregonians both within and outside of Portland.

COST1

16

6789

1/17/2022

Website

Stuart

Elmer

Firstly, wasting those resources on a project that will make a major population center more hostile o people
outside of cars at a time when our state faces an increasingly impossible to ignore housing and human rights crisis
is unforgivable. An essential precondition to achieving our mobility goals is making sure that our population has the
ability to live near the destinations that they want to reach on a regular basis. Additionally, in 2015 there were nearly
4,000 homeless Portlanders, a number which has certainly increased in the interim due to the economic effects of
the pandemic. A use for the $1.4 billion which could serve to ameliorate both of these problems would be for the
state to build beautiful, dense, mixed-use public housing, as outlined in the People's Policy Project's 2018 report
"Social Housing in the United States” (https://www.peoplespolicyproject.org/wp-
content/uploads/2022/10/SocialHousing.pdf).

COST-1, INPT-1

17

6789

1/17/2022

Website

Stuart

Elmer

Next, if ODOT wishes to continue considering its mandate in serving the state's tfransportation system more
narrowly, using those resources to improve the ODOT-owned arterials and highways for modes of travel other
than private vehicles and semi trucks would be a much more effective use of these resources.

COST-1, INPT-1

18

6789

1/17/2022

Website

Stuart

Elmer

The importance of this has recently been highlighted by the needless death of Sarah Pliner on ODOT-owned
Powell Blvd, which was made intentionally unsafe by the removal of cycling amenities by ODOT in order to
discourage its use by anyone outside of a vehicle.

INPT-1

19

6789

1/17/2022

Website

Stuart

Elmer

Suggestions for improving roads such as Powell Blvd would be to decrease the number and width of vehicle
travel lanes, and re-allocate that space to wider sidewalks, street trees, concrete- protected cycling tracks, and
dedicated mass transit lanes. These uses of space would require much less maintenance than its current use as a
speedway for heavy vehicles, and would save ODOT money in the long run. At minimum, ODOT should bring roads
like Powell up to its own standards outlined in Blueprint for Urban Design
(https://www.oregon.gov/ODOT/Engineering/Documents_RoadwayEng/Blueprint-for-Urban- Design_vl1.pdf).

INPT-1

20

6789

1/17/2022

Website

Stuart

Elmer

Overall, a huge expenditure of taxpayer funds in order to repeat our past mistakes of trying to solve the geometry
problem of fitting an infinite number of cars in a finite urban space is a poor way o serve Oregon residents, and
we should instead be considering ways to undo the harm caused by highway construction in the first place.

INPT-1

21

6789

1/17/2022

Website

Stuart

Elmer

The proposed capping of the freeway in the rose quarter and other related concessions are a transparent attempt
fo give an inequitable and wasteful project cover to do what appears to be ODOT's real goal with this project:
endlessly increase vehicle capacity at the expense of every other metric of well-being for our State's residents.
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22

6790

1/17/2022

Website

Brandon

Van Buskirk

Instead of repairing the damage done fo this fundamentally important urban fabric, this project will further the
destruction of this inner-city neighlborhood in favor of "moving" automobiles to the suburbs. This does not get us
closer to reducing CO2 by making dense places better places to counter the destructive dominance of the
automobile.

INPT-1

23

6791

1/17/2022

Website

lan

[rwin

What are the alternatives considered to this project? Considering how widening highways historically increases
congestion by unleashing latent demand, there are probably better ways to address the issue.

ALT-1

24

6791

1/17/2022

Website

lan

Irwin

The environmental impact section is also laughably sparse and makes no mention of the effects of the project
itself due to the increased amount of impermeable surface and heat island effect.

HLTH-1, WR-1

25

6791

1/17/2022

Website

lan

Irwin

Could congestion be lowered through a combination of congestion pricing and improving safety for non-car
fravel?

ALT-1

26

6791

1/17/2022

Website

lan

[rwin

| would like to see an Environmental Impact Statement and consideration of alternatives to this project before any
more steps are taken to implement it.

ALT-1

27

6792

1/17/2022

Website

Cale

B

No more lanes! stop killing us with cars

INPT-1

28

6793

1/18/2022

Website

Sean

Pliska

It is depressing to see ODOT has continued to pursue a weird ideology of increasing capacity for motor vehicles
in order to counter congestion, increase safety and lower emissions, when almost every project that increases
capacity does exactly the opposite. It is as if convergence of evidence across research subjects, science and
basic perception are set aside for a dream of spending more money on roads. What would actually decrease
congestion, increase safety and lower emissions? I'm hoping some day ODOT will review research on these issues.
Until then we have this weird transparent religion of just build it wider and somehow, some way, this time it'll work.

INPT-1

29

6794

11/18/2022

Website

Timothy

Fryer

Your own information shows this project increasing VMT, don't we need to be drastically reducing this? Quit
building expensive and unsustainable car infrastructure and give us better public fransit and walking/cycling
facilities!

INPT-1

46

6795

1/18/2022

Website

Ben

Weber

Concerned
citizen

I'm extremely disappointed you have not given attention to an EIS analysis of no auxiliary lanes and no added and
no added interstate capacity.

ALT-1

47

6795

11/18/2022

Website

Ben

Weber

Concerned
citizen

Your two primary goals "safety” and "Operations" seem speciously supported. This stretch of I-5 is considerable
safer than most ODOT facilities in Portland from the perspective of serious injuries and fatalities - why not devote
resources elsewhere, such as 82nd Avenue and Powell Boulevard? Per operations, auxiliary lanes area a cludge
that will induce demand to the area and negate and purported traffic throughput gains. Your designs for relocated
highway ramps seriously imperil walking and biking safety, by your own admission! Forcing northbound bikes to
cross two significant turn movements, one at a highway ramp and one at a double right turn on Weidler. The
highway covers are questionable.

PN-1

48

6795

1/18/2022

Website

Ben

Weber

Concerned
citizen

What development do you expect at three stories? Why subject this development (which may end us as low-
income housing) to suffer undue impacts of emissions and poor air quality?

LU-1

49

6795

1/18/2022

Website

Ben

Weber

Concerned
citizen

Put bluntly, why do you deny that adding capacity does not smooth nor make more reliable vehicle travel. Induced
demand is scientifically proven and any new capacity will quickly fill up as people flood the route.

INDD-1

50

6795

1/18/2022

Website

Ben

Weber

Concerned
citizen

Why not implement tolling, a state gas tax increase, and other demand reducing methods first?

ALT-1

51

6795

11/18/2022

Website

Ben

Weber

Concerned
citizen

This project and process is deceptive and an affront to Oregon's sensibilities. Please do better. We are in a
climate emergency. Climate leaders don't widen freeways.

INPT-1

30

6796

1/18/2022

Email

Richard

Smith

| live down in North Albany (Benton County), and am totally against creating toll roads on roadways already paid for
by state and federal tax dollars! Additionally, the rates mentioned are absurd! These roads are not San Francisco
Bridges! Perhaps a 50 cent charge would be ok, but at the suggested rates, no way. We already live in the
second highest cumulative tax rate state in the country...this will only make it worse. | only travel to (and thru)
Portland a few times a year, mainly to get to PDX. Our family no longer visits Portland because of the crime-ridden
armpit that it has become...this toll will guarantee we never travel north! Why pay to visit "Tina's Tent City"??? Might
as well just wall it off and let the dopers have it. This would represent just one more tax in an already overtaxed
state. Please respect the taxpayers and do NOT add these tolls. The state has a huge surplus already...I suggest
raiding the coffers in Salem if you need it that bad. And while you are aft it, | suggest fixing what have become our
deplorable roads.

INPT-1

31

6797

1/18/2022

Email

Lee

Klingler

The traffic in this area is a mess. It’s time to fix it. Enough said.
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32 6798 1/18/2022 | Email Amanda Holland Please do not expand the highway. There is a lot of evidence showing that Highway expansions do not overall INDD-1
reduce traffic overtime. The traffic just grows.

33 6798 11/18/2022 | Email Amanda Holland Please put the money into a more reliable and safe transit system. And the tolling seems reasonable. INPT-1

34 6799 11/18/2022 | Email Matthew Shipkey It's unconscionable that when our planet is literally burning up, ODOT is intent on adding fuel to that fire via a INPT-1
highway expansion project. Take that money and invest it in something that can actually heal our planet and the
Albina community. Why are you investing millions of Oregon taxpayer dollars in a project that will principally benefit
high income, single occupancy commuters from the Vancouver suburbs?

35 6800 11/18/2022 | Email Mrs. Lingy What is the plan of the expansion. I've heard covering it, expanding it... | can see expanding, but only with tolling. INPT-1

39 6801 11/18/2022 | Email Elizabeth | Zenger | am opposed to expansion of 15 through the Albina district in NE Portland. INPT-1

40 6801 1/18/2022 | Email Elizabeth | Zenger Tolling should be considered as an alternative to any freeway widening. Any freeway widening will damage the ALT-1
community and the environment.

41 6802 1/18/2022 | Email Ed Hayes | fully support any upgrades to -5 capacity through the rose quarter. | have lived in the Portland area for 23 years INPT-1
and the entire tfime this section of freeway has been terrible to drive through. Please add as many additional traffic
lanes as possible.

42 6803 1/18/2022 | Email Ted Smith In general | have no problem with charging tolls on major roadways, but if the result is moving vehicles onto INPT-1
surface streets, | would be adamantly against. A toll system around Portland needs to be well thought out so it
doesn’t increase traffic in neighborhoods.

43 6803 11/18/2022 Email Ted Smith It's no victory to claim you’ve reduced traffic on I-5, 1-205, -84, etc., when 102nd, Sandy, MLK Jr., and adjacent INPT-1
streets become parking lots. | feel PBOT takes the head-in-the- sand approach on the impact it causes to
nearby streets when it reduces lanes on a major boulevard and | really hope ODOT doesn’t copy that strategy.

4Lt 6805 11/18/2022 | Email Tim Andrews Please expand IS5 and yes to folling! Yes yes yes. Thank you. INPT-1

45 6806 1/18/2022 | Voicemail Anonymous "Hi. | just wanted fo comment that | think tolling the bridge is a great idea. We should toll both the 205 and the 5 TOLL-2
bridge, otherwise, people are just going to switch to the other. And we need to raise funds to support them. So,
that's all. Thank you, Bye, bye."

52 6807 11/18/2022 | Email Robert Rubenstein I'm opposed to tolling on bridges in the Portland metro area. I've lived here since 1983. This plan will cause a TOLL-2
disproportinate burden to low income people who must drive two and from work. Any plan to mitigate this burden
through transponders will be at the cost of personal privacy. Tolling is a bad plan driven by greedy bureaucrats.

53 6808 1/18/2022 | Voicemail Sheila Ruland "Sheila Ruland, Hollywood area, Portland. I'm against any widening of highways the point of climate change is we INPT-1
need to get people out of their cars, don't make it easier to drive, and don't ruin houses and streets."

55 6809 11/18/2022 | Email John Weil Also, can you confirm the impression | got from the video that the plans to cover parts of the freeway do not LID-3
include the section in front of the grade school? Was that possibility considered?

56 68M 1/18/2022 | Email Jim Mole NO tolls!!. . .you vultures have been reaping gas taxes from me since 1970!l...you guys have absolutely no TOLL-2
shame...

57 6813 1/18/2022 | Email Gregory Frank This is an issue that should be put to a vote by the citizens that would be affected. People are still going to need INPT-1
to use the Freeways, therefore all this would be is a money grab and do NOTHING to relieve congestion. The
poorest are the ones that will be affected the most....

58 6813 11/18/2022 | Email Gregory Frank Because the people in power do not want to build more roads because they would need to buy more land, | am INPT-1
sure we have engineers that could figure out a way to build UP instead of out. Nothing is impossible.

59 6814 1/18/2022 | Email Michael Ransom The Rose Quarter congestion results from poor design, including the Rose Quarter on ramp, & magnitude of INPT-1
traffic including North/South (Canada to Mexico) commercial trucks. Too much money (& politics) wasted &
should have been solved years agol

60 6815 1/18/2022 | Email Patrick Hudson Please just improve the efficiency of the existing footprint of the freeway and do not expand it. It will just induce INPT-1
more congestion at high cost. Ideas: Variable priced electronic tolls now Allow motorcycle lane sharing Variable
speed limits with camera enforcement
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61

6816

11/18/2022

Website

Patricia

Gardner

We're in support of this project - what no one ever discusses is that the current situation causes daily multiple
traffic jams in this location. The amount of fumes that come off these idling cars is never spoken about but as
someone who lives & works across from Harriet Tubman, | can tell you that you can palpably smell the fumes every
time the traffic backs up. We do not have to look at our watches to know it is rush hour, we have but to smell the
air. | am certain that having the traffic flow more freely will actually improve the immediate air quality. | wonder if this
effect could be measured on i-205 where the same type of project successfully occurred. Did the immediate air
quality improve around those improvements?

INPT-1

62

6816

1/18/2022

Website

Patricia

Gardner

As for the folks who say this is adding capacity - how is a 3 lane highway that is remaining a 3 lane highway, adding
capacity? All that is happening is that a dangerous merging situation that causes excess fumes is being eliminated.
Instead of 3 lanes to 2 to & lanes in a very short space, it will be a consistent 3 lanes. The righteousness about this
project is a little hard to comprehend - where was the outrage for the same project at i-205?

INPT-1

368

6817

1/18/2022

Website

Aurelia

[Redacted]

Sunrise PDX

My name is Aurelia [Redacted]. | am fifteen years old. | oppose the I-5 Rose Quarter project because of a
phenomenon ODOT has heard much about, induced demand. As you know, it means that adding more lanes will
only create more demand for the freeway, leading to more traffic and more pollution.

INDD-1

369

6817

1/18/2022

Welbsite

Aurelia

[Redacted]

Sunrise PDX

Rebuilding the Albina neighborhood on top of such a polluted area will create a foxic nightmare for residents of
the neighborhood. When you cap the freeway, the pollution doesn't go away. It may be frapped for a while
underneath the caps, but wind will eventually push it into the surrounding air. | wholeheartedly support rebuilding
Albina, but it is possible to do so without expanding I-5.

AQ-1, LID-2

370

6818

11/18/2022

Website

Eric

Van Dyke

This can be simple and brief: Alternatives to the proposed Rose Quarter lane expansion need to be thoroughly
analyzed. That means a full Environmental Impact Statement. The proposed project won't--and shouldn't--
proceed until an EIS is completed.

ALT-1

371

6819

1/18/2022

Website

Harry

Stringer

Why spend so much on something that accomplishes so little? Induced demand after creation of additional lanes
is well documented, and putting an off ramp onto one of Portlands' busiest bike routes seems cruel and myopic.
No part of this project seems to address any real problem, with traffic levels, noise pollution, greenhouse gas
emissions, and intersection complexity all offering little or no overall improvement by or after 2045. Why not spend
these millions on bike lanes and public transit, the only things that have ever effectively improved transit
conditioins?

INPT-1

359

6824

1/18/2022

Email

David

Brown

You took a $300m project and made it a $1.25B project (and that doesn’t count the $120m allocated to move
Harriet-Tubman school). We should call the new freeway cap the “Kate Brown Memorial Toilet brought to you by
ODQOT” because this is where your tax dollars were flushed.

COST-1

360

6824

1/18/2022

Email

David

Brown

And you wonder why tolling is now required to pay for actual roads instead of freeway caps. When ODOT says
there is no other way to pay for the 1-205 upgrades it is just another lie of convivence. No doubt you will find ways
to spend the tolling revenue on non fransportation and non 1-205 upgrade projects as is already demonstrated by
your own publications. If it wasn’t for your horrible credibility you wouldn’t have any credibility at all.

INPT-1

361

6824

1/18/2022

Email

David

Brown

You can count on me to vote against every new transportation increase because you folks cannot be trusted to
actually spend the money on fransportation. It is a breach of trust to even spend dollars planning for a freeway
cap. You should all be fired for being horrible stewards for the money allocated to ODOT.

COST-1

362

6825

1/18/2022

Email

Robert
Daryl

Hall

There should be no toll for any road or highway in this area. Toll roads should only exist in very limited
circumstances where the traffic doesn't justify the need and the people who benefit from the road should pay the
toll, if even then. We pay more than enough in taxes so please don't add another tax and call it a toll.

TOLL-2

363

6826

1/18/2022

Email

David

Peters

It's way past time to do something about the gridlock that this I-5 interchange has caused for decades. The dream
of getting everyone on public transportation or bikes or walking isn’t practical for an overwhelming majority of
people. Cars are not going to go away. In fact with the abundance of EV’s, the need for more lanes is crucial. This
expansion technically isn’t even adding new lanes, just extending existing ones.

INPT-1

364

6826

1/18/2022

Email

David

Peters

However anything will help at this point to keep traffic somewhat moving. | believe getting rid of any carpool lanes
and adding a 3rd lane are what is truly needed. I'm sure the antfi-transportation crowd will disagree. They seem to

be the minority that gets all the attention these days, while the average person just trying to get to work and back
don’t count.

INPT-1

365

6827

11/18/2022

Email

Hannah

Childs

Thank you for planning on expanding the freeway near the rose quarter.

INPT-1

366

6827

11/18/2022

Email

Hannah

Childs

Not only will this increase safety (with more room for merging), it will also increase productivity and efficiency while
reducing potential pollution of cars sitting in extended and unnecessary traffic.
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367 6828 1/18/2022 | Email Lori Eichelberger Yes traffic sucks in those areas but tolls will only cause more problems. As it is, when traveling from Eugene, where | TOLL-2

| live, | do everything | can to take back roads in order to avoid the 205 and 5 thru Portland. | know I'm not the only

one.

372 6829 1/18/2022 | Website Aaron McDonald Please don't listen to the vocal minority of comments being led by Jonathan Maus and Bike Portland (a website INPT-1
that just recently came out in SUPPORT of activists slashing tires on cars in Portland -
https://bikeportland.org/2022/11/09/opinion-despite-panic-deflating-suv-tires-is-a-smart-protest-tactic-

366833 ) and build the I-5 expansion to help Portland solve its fremendous traffic problems.
373 6830 1/18/2022 | Website Rick Kappler member of Where is ODOT's full Environmental Impact Statement for the wasteful |-5 freeway Rose Quarter project? NEPA-1
BikeLoud
PDX
374 6830 1/18/2022 | Website Rick Kappler member of WYy are you building this project directly by private rail road lines? Why not spend the BILLION DOLLARS on COST-1, INPT-1
BikeLoud helping public transportation in urban, suburban, and rural Oregon? Why not restore the Amtrak Pioneer train to
PDX make it go from Seaftle, Washington to Portland, Oregon and then to Cheyenne, Wyoming and then to Denver,
Colorado and on to Texas or Chicago, lllinois instead of wasteful freeway spending?
375 6830 1/18/2022 | Website Rick Kappler member of Why not advocate to ban metal-studded car tires in Oregon instead of wasting money on a freeway project? INPT-1
BikeLoud
PDX
376 6830 1/18/2022 | Website Rick Kappler member of Why are you wanting to remove the north-south freeway overpass that is west of North Vancouver Avenue? DES-3
BikeLoud
PDX

377 6831 11/18/2022 | Email Dennis Harper To be honest | had not been in favor of this project until the latest proposal to WIDEN the freeway caps and make INPT-1
them capable structurally to support low- or mid-rise buildings. With buildings on the freeway caps, the City will
be able to better connect both sides of I-5, which has been a disruptive divide in the city fabric.

378 6832 11/18/2022 | Email Michael Peterson Please note my support of increasing the freeway capacity via additional lanes, inferchange improvements, and INPT-1
widening in Rose Quarter. The current situation is overburdened. This results in congestion, frustration, safety
problems, and additional pollution. Added capacity will improve these issues.

379 6832 11/18/2022 | Email Michael Peterson In addition | support the freeway cap. It will help connect the neighborhood, improve property value and reduce INPT-1
traffic by giving drivers more surface options.

380 6832 11/18/2022 | Email Michael Peterson The state and city have neglected Portland and have not invested appropriately in freeway capacity as it has INPT-1
allowed the region to grow.

381 6833 1/18/2022 | Website Patrick Halley Hello, I am writing fo express disappointment in the I-5 Rose Quarter Improvement project and Supplemental EA. LID-2
While | am a fan of covering the interstate, the current proposal is clearly half-baked and focused on auto traffic. It
infroduces new safety concerns for pedestrians and does not come close to recognizing the potential for new
development on top of the lid.

382 6833 1/18/2022 | Website Patrick Halley | am not a native Portlander, but | have lived here for 12 years and would love to see this become a project our city | INPT-1
can be proud of. | would hope the design team could leverage ideas from Seattle's Alaska Way Viaduct
replacement and Boston's Big Dig freeway project. Each of these projects successfully eliminated unsightly
freeways and established new parks and plazas which are now cherished by residents.

383 6834 1/18/2022 | Website Geoff Grummon- | drive my car on |I-5 through the project area 2 times a day, at rush hour. | do not think there is any need for this INPT-1

Beale project. My delay in the project area is at most 1-2 minutes. That slight delay does not warrant a project of this size
and cost. | think the project should be cancelled.
384 6834 1/18/2022 | Website Geoff Grummon- Furthermore, this project is being sold as a "safety" project. However, it is clear from the project design drawings ACT-1
Beale that conditions will be made much less safe for pedestrians and bicyclists on the streets surrounding the project
area. This is particularly true at the new proposed off ramp onto Williams Avenue. Williams is the most heavily
travelled bicycle route in the city. Intfroducing an off-ramp with thousands of daily vehicles onto it will be a recipe
for crashes and deaths.
397 6835 1/18/2022 | Website Matt Bahr Windermere No more fraffic near population centers. No more investment in the oil economy. Spend the money on housing the | INPT-1
Real Estate homeless and fixing the roads we already have. Think long term and get the highway out of the congested city.
The tires alone create unhealthy spaces.
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398

6836

1/19/2022

Website

Paul

Leitman

| have not followed all design iterations foo closely, so I'm not aware of what has or has not already been
considered. But has the project team considered maintaining the southbound I-5 offramp to Broadway for traffic
wanting to take Broadway westbound? This would reduce the volumes coming out of the southbound I-5 offramp
to Ramsay/Williams (which would be maintained for traffic wanting to take Weidler eastbound or Williams
northbound). If this has not been considered previously, I'm wondering if this configuration would distribute traffic
more evenly and reduce the volumes through any single intersection, hopefully making signal timing better overall
to help move people and good through the area.

INPT-1

399

6836

1/19/2022

Website

Paul

Leitman

Secondly, I'm concerned about locations where crosswalks would be closed on any leg of an infersection. The
ones I'm aware of are on N Williams at NE Broadway (west leg), and NE Weidler at N Williams (north leg). This
significantly reduces pedestrian access. Just because a crosswalk is closed does not prevent someone crossing
af that location. As a community, it should be acceptable to have additional vehicle delay or waiting time in order
to provide sufficient pedestrian access and safety. Could these crosswalks be re-added?

ACT-1, SAF-1

400

6836

1/19/2022

Website

Paul

Leitman

Lastly, I'm concerned about all locations where there are dual furn lanes: westbound Broadway to northbound
Williams, westbound Broadway to southlbbound Vancouver, northbound Victoria to westbound Broadway,
northbound Williams at to eastbound Weidler, northbound Williams to westbound Broadway. Would there be
sufficient space to add bicycle- and pedestrian-friendly slip lanes? This means raised crosswalks, angles that
allow good visibility to the left and right, designs that keep vehicle speeds slow, and designs that reinforce modal
and directional priority by the nature of design (i.e not through signals or signage). This would allow vehicles to
turn when safe to do so, and not just on a green phase. This could reduce the need for two vehicle lanes for
gueuing and storage, and allow just one furn lane. Yes, sometimes vehicles will back up. But not as much as if they
have o wait for a green phase once per cycle.

INPT-1, SAF-1

401

6837

1/19/2022

Website

Seth

Arnold

Adding more lanes never seems to help. Add tolls to the Columbia crossings and move from demand generation
to demand destruction. Thanks

INPT-1

484

6838

1/19/2022

Website

Jonathan

Hansen

This plan is frankly, horrific. Rather than take the opportunity to better the district and community by improving
multimodal transit, this plan doubles down on automobile traffic by actively displacing the pedestrians, bikes, and
other forms of transit.

INPT-1

485

6838

1/19/2022

Website

Jonathan

Hansen

This is particularly impactful, as PBOTs bike share program data shows that over 2% of all bike trips within Portland
travel on the impacted streets.

INPT-1

486

6838

1/19/2022

Website

Jonathan

Hansen

Clearly the planners missed a step, because if removing crosswalks, bike lanes, and other fransit is necessary to
place a ramp at this location, perhaps there shouldn’t be a exit off |-5 southbound at Wheeler.

ACT-1

487

6838

1/19/2022

Website

Jonathan

Hansen

In addition to adding support for non-automobile modes of transportation, please consider amending this plan to
place the exit where it can connect to N Interstate Street. For example placing off/on ramps at N Thompson would
allow traffic to reach all destinations freely with minimal travel impacts and lower project costs.

INPT-1

490

6839

1/19/2022

Website

Phil

Kulak

I'm strongly OPPOSED to this project. With everything we've learned about urban planning over the last S decades,
and while running headlong into a climate catastrophe, caused in part by foo many cars on the road, the idea is to
ADD freeway lanes? Whoever had this silly idea needs to head back to Los Angeles or Texas. They love destroying
cities with freeways down there. We shut down the Mount Hood Freeway up here, and | hope to God we can shut
this down as well.

INPT-1

492

6840

1/19/2022

Website

Eric

Casteleijn

| strongly oppose the project as laid out. The time for highway expansions is over, we need to invest in public
transit only, and encourage people to drive substantially less, not more, because the planet is literally dying.

INPT-1

503

6841

1/19/2022

Website

Lucy

Kennedy-
Wong

| am a regular transit user and biker through the project are. Looking af the SEA, under the Transit KEY
ENVIRONMENTAL STUDY FINDINGS: "There is potential for transit ridership to increase in the project area with
future development of the highway cover." How would future development of the highway cover increase transit
ridership? Since this project's main driver is ease of people driving on |-5, which will therefore increase the use of
single occupancy vehicles on that freeway, how is this project going to do anything for transit users? It seems
instead that will confinue to invest fons of tax dollars on car drivers, without thinking at all about increasing transit
use, something which is CRUCIAL for improving air quality in that area. This is all not to mention the current effects
of climate change, which are furthered by the greenhouse gas emissions which come from these cars.

COST-1, TRN-2

Supplemental Environmental Assessment -
Comment Summary Report

February 2024

I-5 ROSE
QUARTER

IMPROYEMENT PROJECT




Comment
#

Submission
#

Submission
Date

Communication
Type

First
Name

Last Name

Organization

SEA Comment Text

Applicable Summary
Issue Statement(s)

504

6841

1/19/2022

Website

Lucy

Kennedy-
Wong

Also, under the Active Transportation KEY ENVIRONMENTAL STUDY FINDINGS: If you know there is a "potential for
pedestrian/auto conflict at the proposed new I-5 southbound ramp location, which could increase due to the
additional traffic at this location” why isn't something being done about it? You're playing with people's lives.
Pedestrians will die and it will have basically been planned if you do nothing about this conflict.

ACT-1, SAF-1

507

6842

1/19/2022

Website

Eamon

Haverty

This isn't a safety project, this stretch of I-5 has fewer fatalities than Powell or 82nd.

INPT-1

508

6843

1/19/2022

Website

Amy

Schuff

Delighted this is happening. the current traffic pattern is horrible and dangerous. I'm especially happy about the
auxiliary lanes and lessening the need to merge.

INPT-1

532

6844

1/20/2022

Website

Eric

Terhaar

| have read many news stories about this project. Most of them have mentioned studies that are estimating the
environmental impact, including the expected pollution. | just wanted to find out if any of those studies factor in
the currently in-progress transition to electric vehicles. It seems that many, if not most, of the pollution concerns
will eventually be mitigated or eliminated by that transition and are therefore almost moof.

AQ-3

533

6845

1/20/2022

Website

Mike

Davis

None

Please prioritize reducing rcongestion on |-5 through the Rose Quarter. With no practical alternatives available to
me, today | must choose between inching through traffic or just staying home. Whether for work or pleasure, | (and
my tourist dollars) usually end up staying home. | want my tax dollars spent on congestion reduction.

INPT-1

534

6846

11/20/2022

Website

Peter

Parmenter

PacifiCorp

Strongly in favor of this much needed project that affects so manly oof us on a daily basis. Thank you!

INPT-1

562

6847

1/20/2022

Website

Rick

Pope

1. This major traffic bottleneck needs fixing for traffic flow and safety purposes. | am concerned about climate
change but we will be driving more and more electric vehicles and we will continue to need and use our highways.
Smoothing the bottleneck will also keep heavy traffic on I-5 rather than encouraging drivers to leave the interstate
and route themselves through neighborhoods.

INPT-1

563

6847

1/20/2022

Website

Rick

Pope

2. The fix needs a highway cover that satisfies the Albina advisory board. This is a must in my view. What our
ODOT forebears did to the Albina community is a serious injustice that we need to correct. The correction needs
to remedy the wrong as closely as possible. If we cannot correct the injustice in a way that safisfies the Albina
board the project should halt until we can.

EJ-1

564

6847

1/20/2022

Website

Rick

Pope

3. Tolling a small stretch of I-5 for traffic control is a deeply flawed idea. It will push traffic on to local streets and
increase neighborhood congestion and bike and pedestrian risks. Tolling to pay for construction makes sense to
me, but should be done in a way that doesn’t focus the side effects on Albina and surrounding neighborhoods.
Why not have tolling between the Vancouver bridge and the Wilsonville bridge, and use the funds to pay for this
and the new Vancouver bridge project? And keep tolls low for short hops within the city.

TOLL-2

565

6848

1/20/2022

Website

Angela

Zehava

I do not support this project. It is gross and disgusting that you are bribing a low income community to make your
environmental racism palatable.

INPT-1

566

6848

11/20/2022

Website

Angela

Zehava

SPEND MONEY IN ALBINA AND THE SURROUNDING COMMUNITIES WITHOUT BUILDING A POLLUTING HIGHWAY.

INPT-1

567

6848

1/20/2022

Website

Angela

Zehava

We need light rail, not more traffic lanes. We need more trees, not concrete. | also do not appreciate how this
project has been railroaded over so many objections. It begs the question: which rich, white males will benefit? |
assume that is what this full court push is about: business & money. | will renew my participation in opposition
organizations.

INPT-1

568

6850

11/20/2022

Website

Susan

Milke

Scott Milke

Make no changes. Yes, it gets backed up but folks can adjust travel times, means or travel or be patient

INPT-1

569

6851

1/20/2022

Website

Christine

McMonigal

[-5 in the Rose Quarter area is narrower than many other sections of I-5 in the city, despite this area being a high
traffic zone. In particular, I1-5 southbound loses a lane and necks-down in the Rose Quarter, and in many instances
this is a direct cause of the congestion. Af the very least, that lane should continue until the 1-84 east exit. Traffic
entfering the highway from the Rose Quarter on-ramp has a short runway to merge with traffic trying to get fo the I-
84 exit.

INPT-1

570

6851

1/20/2022

Website

Christine

McMonigal

Anything that ODOT can due to alleviate unnecessary lane changes will both reduce emissions and increase safety
in that area as traffic moves more smoothly.

INPT-1

571

6852

1/20/2022

Website

Charlie

Ta

| appreciate all the work that has been done to make improved changes to the I-5 Rose Quarter interchange for
the public. A few recommendations | had, which may have been stated before, would be: (1) maintain the existing |-
5 south auxiliary lane off-ramp but as a one-lane, right turn only exit configuration with a Yield sign at N/NE
Broadway for commuters that plan on heading West-bound in addition to the easier access to the Rose Quarter
parking ares;

INPT-1
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572

6852

1/20/2022

Website

Charlie

Ta

(2) maintain the proposed I-5 southbound off-ramp at NE Wheeler/N Ramsay/N Williams with the following lane
configuration changes between the off-ramp to NE Wielder: (2a) the lane configuration should be one through
lane (west side), one combined right turn/through lane (centered), and a right-turn only lane (east side). This lane
configuration makes it more consistent with the proposed lane configuration changes between NE Wielder and NE
Broadway in which the center lane is a continuous through lane between the new I-5 South off-ramp and to the
existing N Williams Ave ftraffic.

INPT-1

4

6853

1/20/2022

Website

Anders

Hart

| have four concerns about the -5 Rose Quarter Project’s Supplemental Environmental Assessment (SEA) and the
current “Hybrid 3” alternative. First, the proposed relocation of the southbound I-5 off-ramp would create a
dangerous hazard to people cycling on Williams Avenue. | bike through that area multiple times per week, and the
current intersection with N Williams Avenue is already dangerous. Drivers regularly block the intfersection as they try
fo get onto the on-ramp before the next traffic cycle. Adding an off-ramp at that location would put people’s
lives af risk, especially considering the poor sight angles that drivers would have as they exit the proposed
southbound off-ramp.

ACT-1, SAF-1

75

6853

1/20/2022

Website

Anders

Hart

Second, ODOT should reconsider the proposed crosswalk closures shown in the SEA’s figure 2-11 at NE Weidler
and NE Broadway, as both closures would impair pedestrian connectivity. Leading pedestrian intervals and wider
turn radii at those intersections would improve safety while maintaining connectivity.

ACT-1, INPT-1

76

6853

1/20/2022

Website

Anders

Hart

My third concern relates to the proposed highway cover in the “Hylbrid 3” alternative. The Supplemental
Environmental Assessment suggests the need for * interim uses on the highway cover for the period between
Project completion and when the City-led development process would be implemented” (p. 20). This note
suggests that there is currently no plan to develop permanent uses such as housing or other permanent structures
on the highway covers. The absence of a solid plan is concerning and indicates that the covers may remain vacant
for extended periods before anything substantial is built on them. ODOT should work with the City of Portland and
private developers to formulate a solid plan for these covers.

LU-1

n7

6853

1/20/2022

Website

Anders

Hart

My fourth concern regards the proposed auxiliary lanes. While merging traffic is problematic, | strongly encourage
ODOT to assess the potential for these lanes to induce further travel demand. By temporarily reducing travel
fimes, auxiliary lanes may encourage more people to drive more, thus erasing their benefit. ODOT should assess
the potential for the proposed Regional Mobility Pricing Project to reduce traffic congestion as an alternative to
expensive auxiliary lanes.

ALT-1, INDD-1

718

6854

1/21/2022

Website

Jim

Muir

| fully support the improvement of this stretch of I5. One might argue the merits of the original placement and
design, but we are here. This is an economic blockade to commerce, commuting, and travel. Spinning about frying
fo defend pokes from every and often obtuse objection is ridiculous. Move on or it will never get done. We need
strong leadership to put a stake in major milestones and stick to them. Please!

INPT-1

758

6855

1/21/2022

Website

Daniel

Derrick

My name is Daniel Derrick. | am a native Oregonian, | live in North Portland, and | commute to work through the
Rose Quarter area by bicycle or public tfransportation. | have major issues with the impacts of this project on
Active Transportation and Traffic Operations, and with the misleading summary of this information provided by
ODOQT in this open house. In the Active Transportation page, the Open House claims that "Movement for people
walking, biking, and rolling would improve overall with the project compared to without the project”. It is far from
clear that this is frue, but the downsides to this project are consistently downplayed and conveniently omitted
from the "Key Findings" tab.

PE-1

759

6855

1/21/2022

Website

Daniel

Derrick

Similarly, the "Traffic Operations" page of the open house claims to describe the project's impacts on both I-5 and
surface street traffic flow, yet the impacts on surface streets are barely described, with details buried within the
SEA and Traffic Analysis Technical Reports. The misleading way in which this information is being presented makes
me question whether ODOT is acting in good faith with this open house and public comment period.

PE-1

760

6855

1/21/2022

Website

Daniel

Derrick

As described in SEA Section 3.13.2.2 (pages 93-94), this project would close certain crosswalks at the busy
intersections of N Williams and Weidler and N Williams and Broadway. This change would certainly not improve
safety. Removal of these crosswalks would require those walking, rolling, etc. to cross a dangerous intersection
three times instead of once. This is a safety hazard and inconvenience for all, but it is particularly insensitive to the
needs and safety of folks with mobility-related disabilities. Also, the out of direction travel (acknowledged in the
SEA) will undoubtedly increase the likelihood of noncompliance with pedestrian signals (i.e. jaywalking), creating
another safety hazard.

ACT-1, SAF-1
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761

6855

1/21/2022

Website

Daniel

Derrick

The relocation of the -5 SB off ramp to N Wheeler/N Ramsay Way, as shown on Page 42 of the Supplemental
Traffic Report, is also extremely concerning to me. This change would place two interstate access ramps directly
next to each other and directly in the path of northbound bicycle and transit traffic on Williams, which would make
travel more dangerous, slower, and less convenient for pedestrians, cyclists, and transit users, all for the benefit of
drivers on I-5. The -5 on-ramp in this area is already a stressful, high-traffic location. At present, rush hour auto
traffic (lbound for I-5 SB) frequently backs up into the intersection of N Ramsay/N Wheeler, blocking the
infersection for cyclists and transit. Adding an interstate off-ramp here would make the situation so much worse.
The backed-up traffic in the N Ramsay/Wheeler intersection would block visibility of the proposed I-5 SB off-
ramp, creating a huge safety hazard. Even without visibility issues, intersections with interstate ramps are some of
the most stressful places for cyclists and pedestrians, in my experience. Drivers coming off the interstate are
exiting an environment devoid of cyclists, pedestrians, city life, etc. and are often unprepared for the attentiveness
and caution that is required for driving in a dense urban environment.

ACT-1, BWI-1, BWI-2

762

6855

1/21/2022

Website

Daniel

Derrick

Also, Pages 42-43 of the Traffic Report also describe the impacts of this change on transit service, as summarized
in Table 18. | am concerned about the impact of these changes, and in particular the increase in northbound PM
rush-hour travel times for Bus 4/44. The revised build may lower some bus travel times, but from these
projections, it would lengthen the PM commute for transit users on the busy 4/44 NB lines.

TRN-1

763

6855

1/21/2022

Website

Daniel

Derrick

Finally, the traffic pattern that 1-5 SB traffic would have to take to access events at the Moda center seems very
inefficient and likely cause gridlock at many of the busy intersections at Broadway and Weidler.

BwI-3

764

6855

1/21/2022

Website

Daniel

Derrick

A project that is this expensive should have benefits for all users, but this project as proposed would lengthen the
PM commute for the busy 4/44 NB lines, would dump fast and inattentive interstate traffic into the path of
commuters on the city's busiest bike route, would discourage and deprioritize walking by removing crosswalks,
and would increase the gridlock on local streets caused by events at the Moda center. These issues must be
resolved if so much public money is to be spent on this project.

TRN-1

ne

6856

1/21/2022

Voicemail

Anonymous

"I'm a Portland voter and | vote no on any tolls or anything on the Rose Quarter or on the bridges. Vote "no"! If you
vote for that, | will not vote for you in the next election. Thank you."

TOLL-2

720

6857

1/21/2022

Email

Aaron

Fehon

As an Oregon fax payer, | am opposed to all tolls on our roads. It's been my understanding that the reason we pay
done is the highest gas taxes in the county is that those funds pay for our roads. Now we're expected to pay tolls
as well?! That sounds like the gas taxes are being poorly managed if not mismanaged altogether.

TOLL-2

721

6857

1/21/2022

Email

Aaron

Fehon

Furthermore, with the way things are given inflation, cost of living, and wages that aren't reflective of these
hardships, | predict that tolls are merely going to create extra congestion of surface streets. That's where ['ll be
driving, since | certainly can't afford another $80/month in exira bills.

TOLL-2

722

6857

11/21/2022

Email

Aaron

Fehon

Don't do this. It's a terrible, terrible idea.

INPT-1

723

6858

1/21/2022

Email

Jim

Buck

It seems to me we have a gas fax to pay for Maintenance and new construction How is this pushing for more
electric cars doing for gas tax revenue? Tax the electric cars by mileage and let the gas tax alone

INPT-1

724

6859

1/21/2022

Email

Alisa

Scudamore

| am writing AGAINST the Rose Quarter project, as a resident of NE Portland and frequent user of the freeway
network. Widening freeways DOES NOT relieve fraffic. Decades of research have shown this to be costly and
ineffective, and it will adversely affect our ENVIRONMENT. This very expensive project makes absolutely no sense
for easing traffic and will only have detrimental impact on the health of people in the city as well as our
environment. Please do not proceed with this senseless plan.

INPT-1

725

6861

1/21/2022

Email

Dave

Grindstaff

| support not expanding the freeway and incorporate variable rate tolling to reduce congestion. If the area is
capped ODOT should pay for the development and ongoing maintenance.

ALT-1, INPT-1

726

6862

1/21/2022

Email

Candi

Ann

Aren't tolls for alternative routes? This is not offering any alternative route, just forcing a fee down our necks like
anyone can afford it. Just expand our freeways like any other city without tolls. Or offer other routes, freeways,
hwys, etc. Do you not travel outside of Oregon? Most citys have alternative routes, and hwys we have ZERO.

INPT-1

727

6863

1/21/2022

Email

Jim

Phillips

| am firmly against any foll roads in the Portland area, especially on freeways. The term freeway is synonymous with
not paying anything to drive on them. This would be a regressive tax that charges people who can least afford it
the most amount of money. Many people cannot afford to move to the side of town that they work, so they are
forced to travel one of the busiest freeways in the area. Adding a toll on that obnoxious commute is cruel and
unfair to the people they have to drive it. if you need to raise revenue, charge businesses so that they foot the bill.

INPT-1
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728

6864

1/21/2022

Email

Bryce

Bederka

| do not understand the goal fo reconnect an Albina neighborhood that no longer exists. The residential housing
and neighborhood shops no longer exist and have been replaced in large part by a hospital and office and
industrial space. This is not a field of dreams where a neighborhood will return fo life when the people that made
that neighborhood have largely moved away. And what will the cost of this new land be over the freeway? Will it be
affordable to build single family or multi-family affordable housing? Or will the cost of this new land be such that
luxury housing will be the only cost-reasonable option? How will that return the neighborhood that was displaced
by urban renewal decades ago.

LU-1

729

6864

1/21/2022

Email

Bryce

Bederka

The Rose Quarter -5 project has suffered from project creep. The project needs to focus on decreasing
congestion on the freeway without contributing to congestion on the surrounding roads. Improving the flow,
decreasing the crossing on and off ramp traffic, should be the primary goal. However being landlocked, and not
designed with adequate space for later expansion, the goals may not be cost feasible.

INPT-1

730

6865

1/21/2022

Email

Brent

Elliott

Use existing and new gasoline tax at the pumps to fund infrastructure projects. Users will pay. Folks will drive less
and MPG will improve. Emmisions will be reduced. Cost would be spread throughout the METRO and state to fund
needed infrastructure. Why create another bureaucracy that needs to be managed at taxpayers expense? Its too
easy that is why.

INPT-1

731

6866

1/21/2022

Email

Bob

Thompson

You should have built the freeways as planned and noft listened too and given into the whims of portland and
Multnomah county. You also know the chances of earthquakes around here and should have built bridges to
withstand a 9. All the state does is think of more ways to raise taxes on the public for existing roadways. Your ideals
will put more strain on citizens that need to travel [-205 & I-5 everyday for work and interstate travel. You need to
find the monies else where in the state coffers.

INPT-1

732

6866

11/21/2022

Email

Bob

Thompson

P.S you probably already have your mind made up as most of you liberal do.

INPT-1

733

6867

1/21/2022

Email

Gordon

Hillesland

If tolls are necessary, the tolling function should be operated by government employees. The tolling function
should not be privatized. If anyone is going o make a profit from tolling roadways, it should be the taxpayers.

INPT-1

734

6868

1/21/2022

Email

Susie

Barrios

This is a type of regressive tax. Those who can barely afford gas and must use the freeway will have to pay
alongside those who can easily afford the toll. This will also cause more delays and congestion in an already
congested area. Better to use bonds or sources of federal money.

TOLL-2

735

6869

1/21/2022

Email

Eliot

Thompson

Please don’t do this, we are struggling terribly as it is with prices/inflation. Please don’t tax us on getting to our
jobs, we are breaking.

INPT-1

736

6870

1/21/2022

Email

Evelyn

Wendlandt

All toils are another way to tax people who are already hurting. Should not the people have a right to choose any
decision to add MORE “taxes” to their dwindling incomes? This is NOT the time to hurt Oregonians more.

INPT-1

737

6871

1/21/2022

Email

Gannon

Smith

This is a bad idea. We live in a state that is one of the highest taxed in the country and your wanting to hurt the
poor even Moore by limiting the routes people can take? This will make it so more side roads get congestion. The
reason you want to do this is simply you want money and to screw the people of this state. NO ON A TOLL

TOLL-2

746

6872

1/21/2022

Email

Drew

| hope that the funds from taxpayer dollars that ODOT uses for freeway construction (primarily collected from car
users) are used on improving transportation, congestion, and safety for those car users - ie: more lanes, safer
roads, etc. Ensuring good fransportation seems like it should be the primary mission of the transportation
department. Also - no tolls.

INPT-1

747

6873

1/21/2022

Email

Chuck

Legg

Let me give you a much simpler way to reduce traffic. Start enforcing laws that require current license plate tags
on cars. The amount of expired plates in this state is out of control. Let's add to the fact that if you don't pay for
your tags, I'll assume that "why pay for insurance?" And in the Metro Area, They are not running the cars through
DEQ. Double the amount of the cost of the tags if they are more than 1 month beyond expiration.

INPT-1

748

6874

1/21/2022

Email

Maria

Schur

Please prioritize environmental and human-powered safety concerns for this project. Building bigger freeways
creates more traffic, more traffic creates more pollution and less-connected communities. Please build the future
we want for the next generations: a future with breathable air, people getting about their daily travels without
dependency on personal-use motor vehicles.

INPT-1

749

6875

1/21/2022

Voicemail

Kiel

Johnson

Bike Loud
PDX

"Hello, my name is Kiel Johnson, and I'm the chair of Bike Loud PDX. And | was inquiring about the new proposed
U-turn and on ramps and how that'll affect bicycling fraffic on NE Williams and North Williams, which is really
important, bikeway for the Portland bike network, and a lot of people use that. Be great to have somebody from
the Rose Quarter Project come and speak on this issue at one of our Bike Loud meetings or to the board. You can
give me a call back, my cellphone number is (206) 850-XXXX. Thanks. Bye, bye."
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750

6877

1/21/2022

Email

Gary

Kruger

What | have not seen is a simple statement of what this project does. | have read just a lot of "technical” with facts
about traffic flow will be better and smoother, with lower emissions, etc. that is difficult for the normal voter to
comprehend. Very simply, a chain is only as strong as its weakest link. A three lane freeway coming up to the Rose
Quarter becomes a two lane freeway, even when -84 westbound traffic to northibound I-5 is added. You
essentially have a superimposed partial [-84 freeway on 1-5, but no additional lanes. The situation is similar with
eastbound o southbound 1-405 o southbound I-5 through the Rose Quarter. So, simply, you have a three lane
freeway effectively becoming a two through lane freeway for a little over a mile in each direction. It might just as
well be a two lanes/direction freeway for the freeway segments north and south of the Rose Quarter as well for all
the good the third lane does in the immediate area. This is not a freeway expansion, just a balancing the number of
lanes through the section with the sections of I-5 north and south of the Rose Quarter. Every driver understands
what happens when you drop a freeway lane. There was a similar situation on the Nimitz Freeway in the Bay Area
between the junction of 1-238 and State Route 92 (over the San Mateo Bridge), again a scenario of two freeways in
one for several miles through San Lorenzo and Hayward, with the obvious congestion night and day. This was
corrected by adding lanes between the two east-west freeways offset by some miles on 1-880, the Nimitz
Freeway. You might want to ask Calfrans about whether this worked better. It was NOT an improvement to "widen" a
freeway, but simply to provide continuous through lanes for all lanes coming to and from that section.

INPT-1

751

6877

1/21/2022

Email

Gary

Kruger

Tolling is used throughout the nation in major urban centers, and it seems to be an effective tool for managing
freeway operations. Tolling revenues could be used to support alternative modes of travel.

INPT-1

752

6877

1/21/2022

Email

Gary

Kruger

| also believe that autonomous operation of vehicles is probably OK for high design roads with limited access, like
freeways and expressways, but not urban streets. With an effective portion of a freeway set aside for autonomous
operation, it might be possible to have vehicles running 50 to 55 mph 50 feet apart, more than doubling the
capacity per lane, and limiting the need for freeway widening. Of course, the cars should be all electric. | do not
see the future travel demands in Portland or other U.S. urban areas being accommodated with huge expansions of
transit (rail and bus), bikes, scooters, etc. Most cities in the nation are not dense enough to support cost-
effective fransit.

ALT-1, INPT-1

753

6877

1/21/2022

Email

Gary

Kruger

Bottom line, | am for the Rose Quarter project, and you might want to take a look af tolling and how you might use
tolling revenues for operations, and to support alternative modes. Perhaps tolling could also be used to float
revenue bonds to make up the current deficit of funds for the project. Makes sense politically, don't you think?

INPT-1

754

6878

1/21/2022

Email

Bruce

Koepke

| previously conferred with a former diesel air pollution expert at Freightliner/Daimler trucks about changes that
could result from improvements to |-5. Diesel and gasoline pollution experts are now at engine manufacturers
such as Detroit Diesel, Cummins, car manufacturers, etc. | had sent information in March 2020 to Mayor Wheeler.
Clean Diesel engine emissions are very low when the emission confrol system is hot, which means the vehicle has
been operating under load. If a truck is moving at 40-50 mph, the tfime spent emitting per vehicle would be low,
and the emission system would stay hot. If stuck in traffic, idling or crawling, emission systems could get cold,
causing emissions to increase tenfold, and for a much longer time. Catalyst equipped gasoline vehicles are similar.
Emissions of HC, NOx, and CO are very low when the engine is operating under load, and for a while when idling or
crawling along, but emission rates increase highly over idle or crawling time. In General, moving vehicles could
result in a 90% reduction in overall emissions in a given area. It's a complicated issue to be exact, but support
would be given by engine manufacturers.

INPT-1

755

6879

1/21/2022

Email

Ron

Bergman

Certainly, looking at this area is needed. However the proposal is short sighted and will not solve the problem. A
different solution is needed. Here an out of the box approach. Additional capacity in the downtown area can be
achieved without building new lanes. >From the Southside of Markam bridge 15 (both sides) should be
redesignated |5 north to the north side of the Fremont bridge and 1405 should've designated IS south. Doing so
will require some ramp work, lane merges, and signage. One side could be designated through traffic and the
other local; but this should be an operational determination. If the future as anticipated by current planning
assumptions that individual car usage will decline over the next 20 years become real, then the current
configuration could be reverted fo. This would be longer lasting, relieve travel congestion in the downtown area
and allow for changes in driving patterns over fime. Yes some out of direction fravel would be required for west
side drivers wanting to go north or for eastside drivers wanting to go south, but the distances are short and the
increased capacity makes the distance in limited time.

ALT-1, INPT-1
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756

6880

1/21/2022

Email

Jennifer

Cobb

Concerned citizens against any toiling of freeways in oregon for any project Tolling needs to be stopped, |
shouldnt have to pay the government to drive on Freeways for which we have already paid for with our gas tax or
to get to work And around the community to purchase Things that benefit the community Because of the
projected increase in electric vehicles, electric cars need to be taxed based on weight and mileage since they
won't pay gas taxes Not by tolling

TOLL-2

757

6881

1/21/2022

Email

Leo

Kaminski

YES, YES, YES! To i5 Rose Quarter freeway expansion. Please fix the i5 Rose Quarter freeway. Portland's freeways
are antiquated and completely inadequate. This work should have been done 20 years ago. Please do your job.
Don't listen to the "no freeways" protesting minority, they do not represent real Portlanders. We want progress, not
excuses.

INPT-1

765

6883

1/21/2022

Website

Kyle

Chesney

Public funds should not be wasted on expanding the interstate and instead the department of tfransportation
should focus on more beneficial projects. Public transit, bike infrastructure, I-5 bridge to Vancouver replacement.
Adding more lanes doesn’t improve traffic flow, induced demand should be common knowledge. If you truly want
to help the local economy and the Albina community you could spend that money wasted on widening the
freeway, mostly for the benefit of the traffic going to Seattle, on maintaining roads, more bike infrastructure, more
public transit. Interstate expansion projects are just a flashy gesture that improves nothing. You can’t apologize to
a neighborhood for destroying it by adding more interstate saying that the people there should thank you for
making it easier fo get onto the interstate that cut through their neighborhood

COST-1, INDD-1

766

6884

1/22/2022

Email

Sky

Shimano

Tolls are not the answer.

TOLL-2

767

6884

1/22/2022

Email

Sky

Shimano

The roads and bridges have been crumbling by the neglect of officials who spent funds on bike lanes where
repaving roads were needed. Many neighborhoods throughout the metropolitan area still don't have sidewalks let
alone paved roads. I'm an Oregonian born and raised, living in Portland for over 20 years now and it hurts fo watch
what city politics have done to this once pedestrian friendly city in the past S years, closing down community
centers/pools and shelters, obstructing sidewalks with cyclist right of ways and ongoing construction. Yes, | went
on arant. Tolls are not the answer and | am for widening IS in the Rose Quarter area. Still unsure of what "cover”
you are referring to. To all the "cyclists” who claim to be full on cyclists, give up your cars/suvs and really ride your
bike everywhere every day, in all weather conditions. | hope you find my option useful.

INPT-1

768

6885

1/22/2022

Email

Roberta

Richards

| read in Sunday's Oregonian (Nov. 20, 2022) that ODOT is still considering expanding the freeway at the Rose
Quarter, presumably with the goal of reducing congestion. While reducing congestion is a worthy goal, | implore
ODQT to adopt an evidence-based approach to this goal. Substantial research has documented that freeway
expansions produce a feedback effect known as "induced demand," in which additional roads lead to an
expansion of drivers traveling those roads. Everyone loses in these situations: billions of tax-payer dollars are
spent; congestion is only temporarily reduced; and additional traffic produces more heat-causing emissions.

INDD-1

769

6885

1/22/2022

Email

Roberta

Richards

During graduate school | lived in Los Angeles, which is living proof that building roads does not reduce traffic.
Portland should take a smarter, evidence-based approach to addressing the Rose Quarter bottleneck, including
investments in alternative transportation and congestion pricing. These alternatives also reduce carbbon emissions,
which must be the top priority of us all.

COST-1

770

6885

1/22/2022

Email

Roberta

Richards

The youth of Portland are fervently opposed to this freeway expansion, which has become a symbol of
generational indifference to what we are doing o the planet that the youth will inherit. Our generation has
destabilized ecosystems and weather patterns, and our youth demand that we devote our fime and money
undoing that damage. Do we not deserve their outrage if instead we spend billions on a project that increases
planetary damage for the very small benefit of a temporary reduction in travel time?

INPT-1

7

6886

1/22/2022

Email

Mike

Bettancourt

| would hope the expansion gets going as soon as possible, that area is so bad to get though. Not doing it will
only cause it fo get worse, | think the expansion should be expanded.

INPT-1

772

6887

1/22/2022

Email

Emily

Herbert

| stand with the youth opposed to this project. When | recently learned that funding of the proposal to actually
help BIPOC folks displaced by the past expansion in the Albina district, was less than envisioned, that finalized my
opposition. Who wants to work or live on top of a polluted freeway any way? And move a school?

INPT-1

773

6887

1/22/2022

Email

Emily

Herbert

The costs of this colossal boondoggle are staggering and could be put to much better used to actually
decrease congestion. Such as funding electric bikes, safe bike lanes and transit for low income folks. Despite the
infention to smooth out a very small area of congestion, it isn’t worth the cost in the pollution from the construction
alonel!

COST1

774

6887

1/22/2022

Email

Emily

Herbert

Much better is tolling that considers the income of the vehicle owner.
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775 6887 1/22/2022 | Email Emily Herbert | stand with the youth opposed to this project. When | recently learned that funding of the proposal to actually INPT-1
help BIPOC folks displaced by the past expansion in the Albina district, was less than envisioned, that finalized my
opposition. Who wants to work or live on top of a polluted freeway any way? And move a school?
776 6887 N/22/2022 | Email Emily Herbert The costs of this colossal boondoggle are staggering and could be put to much better used to actually COST-1
decrease congestion. Such as funding electric bikes, safe bike lanes and transit for low income folks. Despite the
infention to smooth out a very small area of congestion, it isn’t worth the cost in the pollution from the construction
alone!
777 6887 1/22/2022 | Email Emily Herbert Much better is tolling that considers the 