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This technical report on environmental justice (EJ) is included in accordance with agency policy direction 
and as recommended in the Washington State Department of Ecology’s State Environmental Policy Act 
Handbook. Inclusion of this technical report does not constitute a continuing WSDOT policy. EJ is 
included here to adapt to changes to federal policy that occurred during advanced stages of the IBR 
Program’s National Environmental Policy Act (NEPA) process and to provide analysis originally 
completed under NEPA to the public. 
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Oregon  
For Americans with Disabilities Act (ADA) or Civil Rights Title VI accommodations, 
translation/interpretation services, or more information call 503-731-4128, TTY 800-735-2900 or 
Oregon Relay Service 7-1-1.  

Washington  
Accommodation requests for people with disabilities in Washington can be made by contacting the 
Washington State Department of Transportation (WSDOT) Diversity/ADA Affairs team at 
wsdotada@wsdot.wa.gov or by calling toll-free, 855-362-4ADA (4232). Persons who are deaf or hard of 
hearing may make a request by calling the Washington State Relay at 711. Any person who believes 
his/her Title VI protection has been violated, may file a complaint with WSDOT’s Office of Equity and 
Civil Rights Title VI Coordinator by contacting (360) 705-7090. 
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Acronym/Abbreviation Definition 

MOU memorandum of understanding 

MSA metropolitan statistical area 

NAC Noise Abatement Criteria 

NAVD 88 North American Vertical Datum of 1988 

NEPA National Environmental Policy Act 

ODOT Oregon Department of Transportation 

OMF Operations and Maintenance Facility 

ORS Oregon Revised Statutes 

OTC Oregon Transportation Commission 

PMLS Portland Metro Levee System 

PNCD Preliminary Navigation Clearance Determination 

ROD Record of Decision 

RTC Southwest Washington Regional Transportation Commission 

RTP Regional Transportation Plan 

SEIS supplemental environmental impact statement 

SEPA State Environmental Policy Act 

SME Subject Matter Expert 

SOV single-occupancy vehicle 

SR State Route 

TPSS traction power substation 

TriMet Tri-County Metropolitan Transportation District 

UFSWQD Urban Flood Safety and Water Quality District 

USACE U.S. Army Corps of Engineers 

U.S.C. U.S. Code 

USCG  U.S. Coast Guard 

USDOT U.S. Department of Transportation 

VHD vehicle hours of delay 

VHT vehicle hours of travel 

VMT vehicle miles traveled 

VNHR Vancouver National Historic Reserve 

WSDOT Washington State Department of Transportation 

WSTC Washington State Transportation Commission 
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local roadways are described first, followed by transit and active transportation improvements. 
Design options are described under separate headings in the subareas in which they would be 
located. The description of the Modified LPA and design options are based on conceptual design and 
are subject to refinement as the design is finalized. The IBR Program will continue to consult with 
regulatory agencies, local agencies with jurisdiction, and tribes to seek opportunities for 
improvements and avoidance and minimization of impacts.  

Figure 1-2. Modified LPA Components 
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Figure 1-3. Modified LPA – Geographic Subareas 

 

1.2.1 Interstate 5 Mainline  

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

The Modified LPA would include three 12-foot through lanes from Interstate Avenue/Victory Boulevard 
to SR 500/39th Street and one or two 12-foot auxiliary lanes, as detailed below and shown on 
Figure 1-4. Many of the existing auxiliary lanes on I-5 between the SR 14 and Main Street interchanges 
in Vancouver would remain, although they would be reconfigured. The existing auxiliary lanes 
between the Victory Boulevard and Hayden Island interchanges would be replaced with changes to 
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on- and off-ramps and interchange reconfigurations. The existing Interstate Bridge over the Columbia 
River does not have auxiliary lanes; the Modified LPA would add one or two auxiliary lanes in each 
direction across the new Columbia River bridges. 

The Modified LPA would also include shoulders (11- to 14-foot inside shoulders and 10- to 14-foot 
outside shoulders) to be consistent with the design standards of the Oregon Department of 
Transportation (ODOT) and Washington State Department of Transportation (WSDOT). The inside 
shoulder would be used by express bus service to bypass mainline congestion, known as “bus on 
shoulder” (refer to Section 1.2.7, Transit Operating Characteristics). The shoulder would be available 
for express bus service when general-purpose speeds are below 35 miles per hour. 

1.2.1.1 Auxiliary Lane Design Options 

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

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

 
Note: All dimensions are approximate.  



Environmental Justice Technical Report 

May 2026 Interstate Bridge Replacement Program | Page 1-10 

ONE AUXILIARY LANE DESIGN OPTION – RECOMMENDED 
DESIGN OPTION 

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

On northbound I-5, the auxiliary lane would extend the 
existing auxiliary from the Marine Drive on-ramp to the 
Hayden Island off-ramp to continue across the 
Columbia River bridge, and end at the combined off-
ramp to Mill Plain/Fourth Plain Boulevard, north of SR 
14 (see Figure 1-4). The existing auxiliary lane from the 
SR 14 on-ramp to the Mill Plain/Fourth Plain off-ramp 
would be extended to connect to the existing auxiliary 
lane from the 39th Street on-ramp to the Main Street 
off-ramp, creating an auxiliary lane beginning at the SR 
14 on-ramp and ending at the Main Street off-ramp. The 
existing auxiliary lane located between the Mill Plain Boulevard on-ramp and the SR 500 off-ramp 
would remain. 

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

TWO AUXILIARY LANE DESIGN OPTION 

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

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

The IBR Program recommends 
advancing the one auxiliary lane in 
each direction of I-5 design option. 
The one and two auxiliary lane design 
options would provide important 
benefits to highway operations and 
safety. Both options received a mix of 
positive and negative feedback from 
the public. The one auxiliary lane 
design option is recommended 
because it would reduce overall 
environmental impacts while 
improving transportation operations 
and safety. The one auxiliary lane 
design option is also supported by 
local transportation agencies.  
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On southbound I-5, the two existing auxiliary lanes between SR 500/39th Street and Mill Plain 
Boulevard would remain, with some reconfiguration because of the braided ramps between the SR 
500/39th Street and Fourth Plain Boulevard interchanges. In addition, there would be a third auxiliary 
lane between the Fourth Plain Boulevard on-ramp and the Mill Plain Boulevard off-ramp to improve 
operations and safety between these two closely spaced ramps. The existing auxiliary lane between 
the SR 500/39th Street on-ramp would extend to the SR 14 collector-distributor off-ramp. This 
auxiliary lane would then continue across the Columbia River bridge to the Interstate Avenue/Victory 
Boulevard off-ramp. The outside auxiliary lane would extend from the Mill Plain on-ramp across the 
Columbia River bridge to connect to the existing auxiliary lane between Hayden Island and the Marine 
Drive off-ramp.  

1.2.2 Portland Mainland and Hayden Island (Subarea A)  

This section discusses the geographic Subarea A (Figure 1-3 provides an overview of the geographic 
subareas). Figure 1-6 shows highway and interchange improvements in Subarea A, including the 
North Portland Harbor bridges.  

1.2.2.1 Levee System Improvements 

Within Subarea A, the IBR Program has the potential to alter three federally authorized levee systems:  

• The Oregon Slough segment of the Peninsula Drainage District Number 1 levee (PEN 1).  

• The Oregon Slough segment of the Peninsula Drainage District Number 2 levee (PEN 2). 

• The PEN1/PEN2 Cross Levee segment of the PEN 1 levee (Cross Levee). 

The levee systems are shown on Figure 1-7, and intersections with Modified LPA components are 
described throughout this section (Section 1.2.2, Portland Mainland and Hayden Island (Subarea A)), 
where appropriate. Within Subarea A, the IBR Program study area intersects with PEN 1 to the west of 
I-5 and with PEN 2 to the east of I-5. PEN 1 and PEN 2 include a main levee along the south side of 
North Portland Harbor and are part of a combination of levees and floodwalls. PEN 1 and PEN 2 are 
separated by the Cross Levee that is intended to isolate the two districts if one of them were to fail. 
The Cross Levee is located along the I-5 mainline embankment, except in the Marine Drive interchange 
area, where it is located on the west edge of the existing ramp from Marine Drive to southbound I-5.4  

There are two concurrent projects underway that are planning improvements to PEN1, PEN2, and the 
Cross Levee to reduce flood risk: 

• The U.S. Army Corps of Engineers (USACE) Portland Metro Levee System (PMLS) project. 

• The Columbia Corridor Flood Safety (CCFS) projects (formerly known as “Flood Safe Columbia 
River” and “Levee Ready Columbia”). 

 

 
4 The portion of the original Denver Avenue levee alignment within the Marine Drive interchange area is no longer considered 
part of the levee system by UFSWQD. 
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Figure 1-7. Levee Systems in Subarea A 
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Component No-Build Alternative 
Modified LPA with 

Double-Deck Fixed-Span 
Configuration 

Modified LPA with  
Single-Level  

Fixed-Span Configuration a 

Modified LPA with Single-
Level Movable-Span 

Configuration 
house tower/equipment 
for the lift span) 

  
Conceptual vertical 
grade f  

4.8% ~4% on the Washington side  
~4% on the Oregon side 

~3% on the Washington side  
~3% on the Oregon side  

~1.5% on the Washington 
side.  
~3% on the Oregon side 
 

LRT location N/A Below highway on SB bridge West of highway on SB bridge West of highway on SB bridge 

Express bus Shared roadway lanes Inside shoulder of NB and SB 
(upper) bridges 

Inside shoulder of NB and SB 
bridges 

Inside shoulder of NB and SB 
bridges 
 

Shared-use path 
location 

Sidewalk adjacent to roadway 
in both directions 
 

Below highway on NB bridge East of highway on NB bridge East of highway on NB bridge 

All dimensions and quantities are approximate. 
a When different bridge types are not mentioned, data apply to both bridge types under the single-level fixed-span bridge configuration. 
b The No-Build Alternative assume existing conditions that restrict bridge openings during weekday peak periods (Monday through Friday 6:30 a.m. to 9 a.m.; 2:30 p.m. to 

6 p.m., excluding federal holidays). For the Modified LPA with a single-level movable-span bridge configuration design option, additional timing restrictions, which 
would increase restrictions on the timing for and duration of bridge openings, except for emergencies, would be requested and coordinated with the USCG. Bridge 
openings would be required for vessels and/or cargo with heights greater than 72 feet under the No-Build Alternative; whereas, bridge openings for vessels and/or cargo 
requiring more than 99 feet of clearance would be required for the Modified LPA with the movable-span bridge configuration design option. 

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

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

e NAVD 88 (North American Vertical Datum of 1988) is a vertical control datum (reference point) used by federal agencies for surveying. 
f The maximum allowable vertical grade according to ODOT and WSDOT standards on the I-5 mainline is 4%. 
I-5 = Interstate 5; LPA = Locally Preferred Alternative; LRT = light-rail transit; N/A = not applicable; NAVD 88 = North American Vertical Datum of 1988; NB = northbound; ODOT 

= Oregon Department of Transportation; SB = southbound; SEIS = Supplemental Environmental Impact Statement; USACE = U.S. Army Corps of Engineers; USCG = U.S. 
Coast Guard; WSDOT = Washington State Department of Transportation 
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1.2.4 Downtown Vancouver (Subarea C)  

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

1.2.4.1 Highways, Interchanges, and Local Roadways 

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

SR 14 INTERCHANGE/DOWNTOWN VANCOUVER  

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

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

In addition, the existing overcrossing of I-5 at Evergreen Boulevard would be reconstructed. 
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Figure 1-23. Downtown Vancouver (Subarea C) 

 
BRT = bus rapid transit; LRT = light-rail transit; NB = northbound; P&R = park and ride; SB = southbound 
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C Street Ramp Design Options 
With C Street Ramps – Recommended Design 
Option 

The design option with C Street ramps would 
provide access to and from downtown 
Vancouver similar to existing conditions but 
with some of the connection points relocated. 
Access from northbound I-5 to downtown 
Vancouver would be rebuilt in the same 
location as the current connection. Downtown 
Vancouver I-5 access to and from the south 
would be consolidated at C Street with SR 14 
connections to and from downtown at 
Columbia Street/ 
W 3rd Street (Figure 1-24).  
Without C Street Ramps 

Under this design option, downtown 
Vancouver I-5 access to and from the south 
would be through the Mill Plain interchange 
rather than C Street. There would be no 
eastside loop ramp from northbound I-5 to 
C Street and no directional ramp on the west 
side of I-5 from C Street to southbound I-5. 
The existing eastside loop ramp would be 
removed. This option would reduce the 
footprint of the Modified LPA in this area.  

I-5 Alignment Design Options 
Centered I-5 – Recommended Design Option 

This design option would maintain the 
location of the existing I-5 mainline alignment 
through downtown Vancouver between the 
SR 14 interchange and the Mill Plain 
Boulevard interchange.  
I-5 Shifted West 

This design option would shift the I-5 mainline 
and ramps approximately 40 feet to the west 
between SR 14 and Mill Plain Boulevard.  

The IBR Program recommends advancing the 
with C Street ramps design option. Both C 
Street ramp design options would provide 
important benefits to highway operations and 
safety and have similar impacts to many other 
resources, particularly the natural environment. 
While there would be some short-term 
construction cost savings and reduced visual 
impacts without C Street ramps, there would be 
greater impacts to local traffic as traffic that 
would have used the C Street ramps would be 
routed to the Mill Plain interchange, thereby 
increasing traffic volumes on the local street 
network and requiring additional mitigation. 
Both design options received a mix of positive 
and negative feedback from the public; however, 
there were more comments in support of the 
with C Street ramps design option. The with C 
Street ramps design option also has more 
support from the local partner agencies. 

The IBR Program recommends advancing the 
centered I-5 alignment design option. Both I-5 
mainline alignments would provide important 
benefits to highway operations and safety and 
have similar impacts to many other resources, 
particularly the natural environment. The 
westward shift design option would notably 
increase acquisitions resulting in the 
displacement of an additional three businesses 
(with approximately 140 employees) and 33 
residential units, and the physical removal of the 
historic Normandy Apartments. However, the 
westward shift would reduce the area of 
acquisition and other impacts to the Vancouver 
National Historic Reserve (VNHR) Historic District 
(which includes the Fort Vancouver National 
Historic Site). While some public comments 
noted the reduced impacts to the VNHR Historic 
District from the westward shift design option, 
others raised concerns about its effects on safety, 
congestion, and increased residential and 
business displacements. 
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Figure 1-24. Modified LPA with C Street Ramps 

 

COLLECTOR-DISTRIBUTOR ROADWAYS 

Figure 1-25 shows the location of the collector-distributor (C-D)11 roadways in downtown Vancouver, 
and Figure 1-26 shows a typical cross section of the C-D roadways.  

The on-ramp from SR 14 westbound would join the I-5 northbound off-ramp to Mill Plain/Fourth Plain 
Boulevard, forming the northbound C-D roadway between SR 14 and Fourth Plain Boulevard. The C-D 
roadway would provide access from northbound I-5 to the off-ramps at Mill Plain Boulevard and 
Fourth Plain Boulevard. The C-D roadway would also provide access from westbound SR 14 to the off-
ramps at Mill Plain Boulevard and Fourth Plain Boulevard, and to the on-ramp to northbound I-5.  

 
11 A collector-distributor roadway parallels and connects the main travel lanes of a highway and frontage roads or entrance 
ramps. 
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On southbound I-5, the off-ramp to SR 14 would join the southbound I-5 on-ramp from Mill Plain 
Boulevard to form a C-D roadway. The C-D roadway would provide access from southbound I-5 to the 
off-ramp to eastbound SR 14 and from Mill Plain Boulevard to the off-ramp to eastbound SR 14 and the 
on-ramp to southbound I-5. 

Figure 1-25. Collector-Distributor Roadways 

 
C-D = collector-distributor; EB = eastbound; NB = northbound; SB = southbound; WB = westbound 
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Figure 1-26. Typical Cross Section of the Collector-Distributor Roadways  

 
The location of this cross section is shown on Figure 1-25. 

1.2.4.2 Transit  

LIGHT-RAIL ALIGNMENT AND STATIONS 

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

North of the Waterfront Station, the light-rail tracks would continue to the Evergreen Station, which 
would be the terminus of the light-rail extension (Figure 1-23). The light-rail tracks from downtown 
Vancouver to the terminus would be entirely on an elevated structure supported by single columns, 
where feasible, or by straddle bents12 on either side of the roadway where needed. The Evergreen 
Station would be located at the same elevation as Evergreen Boulevard and the proposed Community 
Connector, and it would provide connections to the existing C-TRAN BRT system. Passenger drop-off 
facilities would be near the station and would be coordinated with the C-TRAN bus service at this 
location. Active transportation facilities, described below, would connect to the new Evergreen 

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

PARK AND RIDES 

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

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

• Support transit ridership.  

• Promote station access by walking, biking, rolling, and transit.  

• Support City of Vancouver objectives to increase mobility and access for a vibrant downtown. 

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

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

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

The sites under consideration are described below, and the evaluation of impacts and benefits to 
developing a single, large park and ride at each of the two LRT station or five smaller park and rides 
are evaluated in this report. 

Park and rides can expand the catchment 
area of public transit systems (the 
geographic area from which a station 
draws ridership), making transit more 
accessible to people who live farther away 
from fixed-route transit service, and 
attracting new riders who might not have 
considered using public transit otherwise.  
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Waterfront Station Park and Rides 

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

• 1a. Columbia Way (below I-5). This 0.75-acre site 
could be developed as a new aboveground one-
level parking structure. Access would be via 
Columbia Way. It could support approximately 
70 parking spaces.  

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

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

Evergreen Station Park and Rides 

Studies included in Appendix D to the Final SEIS have 
shown the need for park and rides to accommodate 700 vehicles in the vicinity of the Evergreen 
Station. Two possible sites are analyzed in this technical report (see Figure 1-23): 

• 2a. Library Square. This 3.2-acre site could be developed as a new underground three- to four-
level structure east of C Street and south of Evergreen Boulevard. It could accommodate 
approximately 400 parking spaces. To provide all 700 parking spaces at this site, the structure 

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

Studies (Appendix D to the Final SEIS) leading 
to the Modified LPA in 2022 evaluated a mix of 
light-rail station sites and park and rides and 
found that 1,270 spaces serving the 
Waterfront and Evergreen Stations, combined 
with bus and active transportation 
improvements, would attract the most riders. 
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would require seven or more levels below ground.13 This site could be combined with Site 2b 
to provide a total of 700 spaces.  

• 2b. Columbia Credit Union. This approximately 1-acre site is an existing parking 
structure/commercial building and provides an estimated 400 parking spaces to current users 
on four levels above ground. The parking capacity would not be exclusively available for 
transit users; however, up to 300 spaces could be used for transit riders. This site could be 
combined with Site 2a to provide a total of 700 spaces.  

1.2.4.3 Active Transportation 

Within the downtown Vancouver area, the shared-use path on the northbound (or eastern) bridge 
would exit the bridge at the SR 14 interchange, loop down on the east side of I-5 via a vertical helix 
path, cross back below I-5 to the west side of I-5, run beneath the elevated light-rail crossing over 
BNSF, and then loop down to connect to the Main Street extension at the intersection underneath I-5 
with connections to the Waterfront Station from the active transportation facilities. Connections to 
the Waterfront Renaissance Trail would be made by facilities along Main Street and Columbia Way 
(Figure 1-23). Access would be provided across state right of way beneath the new bridges to provide a 
connection between the recreational areas along the city’s Columbia River waterfront east of the 
bridges and existing and future waterfront uses west of the bridges. 

Active transportation components in the downtown Vancouver area would be similar for all design 
options.  

As part of the Modified LPA, a Community Connector is proposed to be built over I-5 just south of 
Evergreen Boulevard and east of the Evergreen Station (Figure 1-23). The structure is proposed to 
include off-street pathways for active transportation modes including pedestrians, bicyclists, and 
other micro-mobility modes, and public space and amenities to support the active transportation 
facilities with connections to the Evergreen Station from the active transportation facilities. The 
primary intent of the Community Connector is to improve connections between downtown Vancouver 
on the west side of I-5 and the Vancouver National Historic Reserve on the east side.  

1.2.5 Upper Vancouver (Subarea D) 

This section discusses the geographic Subarea D (Figure 1-3 shows an overview of the geographic 
subareas). Figure 1-27 shows all highway and interchange improvements in Subarea D.  

1.2.5.1 Highways, Interchanges, and Local Roadways 

Within the upper Vancouver area, the IBR Program proposes improvements to three interchanges—
Mill Plain, Fourth Plain, and SR 500—as described below.  

 
13 The maximum depth of an underground parking structure at Library Square is provided for comparative purposes only. An 
underground parking structure would likely not exceed 3 or 4 levels because of engineering and environmental constraints. 
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Figure 1-27. Upper Vancouver (Subarea D) 

 
BRT = bus rapid transit; LRT = light-rail transit; TBD = to be determined 
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MILL PLAIN BOULEVARD INTERCHANGE 

The Mill Plain Boulevard interchange is north of the SR 14 interchange (Figure 1-27). This interchange 
would be reconstructed as a tight-diamond configuration but would otherwise remain similar in 
function and footprint to the existing interchange. The ramp terminal intersections would be sized to 
accommodate high, wide, heavy freight vehicles that travel between the Port of Vancouver and I-5. 
The off-ramp from I-5 northbound to Mill Plain Boulevard would diverge from the C-D road that would 
continue north, crossing over Mill Plain Boulevard, to provide access to Fourth Plain Boulevard via a C-
D roadway. The off-ramp to Fourth Plain Boulevard would be reconstructed and would cross over Mill 
Plain Boulevard east of I-5, similar to the way it functions today.  

FOURTH PLAIN BOULEVARD INTERCHANGE 

At the Fourth Plain Boulevard interchange (Figure 1-27), improvements would include reconstruction 
of the I-5 ramp terminal intersections. The existing bridge for Fourth Plain Boulevard over I-5 would be 
retained. Northbound I-5 traffic exiting to Fourth Plain Boulevard would first exit to the northbound C-
D roadway, which provides off-ramp access to Fourth Plain Boulevard and Mill Plain Boulevard. The 
westbound SR 14 to northbound I-5 on-ramp also joins the northbound C-D roadway before 
continuing north past the Fourth Plain Boulevard and Mill Plain Boulevard off-ramps as an auxiliary 
lane. The southbound I-5 off-ramp to Fourth Plain Boulevard would be braided below the 39th Street 
on-ramp to southbound I-5. This change would eliminate the existing nonstandard weave between 
the SR 500 interchange and the off-ramp to Fourth Plain Boulevard. It would also eliminate the 
existing westbound SR 500 to Fourth Plain Boulevard off-ramp connection. The existing overcrossing 
of I-5 at 29th Street would be reconstructed to accommodate a widened I-5, provide adequate vertical 
clearance over I-5, and provide pedestrian and bicycle facilities. 

SR 500/39TH STREET INTERCHANGE AREA 

The northern terminus of the I-5 improvements would be in the SR 500 interchange area (Figure 1-27). 
The improvements would primarily be to connect the Modified LPA to existing ramps. The off-ramp 
from I-5 southbound to 39th Street would be reconstructed to establish the beginning of the braided 
ramp to Fourth Plain Boulevard and restore the loop ramp to 39th Street. Ramps from existing I-5 
northbound to SR 500 eastbound and from 39th Street to I-5 northbound would be partially 
reconstructed. The existing bridges for 39th Street over I-5 and SR 500 westbound to I-5 southbound 
would be retained. The 39th Street to I-5 southbound on-ramp would be reconstructed and braided 
over (i.e., grade separated or pass over) the new I-5 southbound off-ramp to Fourth Plain Boulevard. 

The existing overcrossing of I-5 at 33rd Street would also be reconstructed to accommodate a 
widened I-5, provide adequate vertical clearance over I-5, and provide pedestrian and bicycle 
facilities.  

1.2.5.2 Transit 

There would be no LRT facilities in upper Vancouver. Proposed operational changes to bus service, 
including I-5 bus-on-shoulder service, are described in Section 1.2.7, Transit Operating 
Characteristics.  





Environmental Justice Technical Report 

May 2026 Interstate Bridge Replacement Program | Page 1-53 

All tracks in the west LRV storage yard would also be extended southward to connect to the proposed 
runaround track. The runaround track would connect to existing and proposed tracks adjacent to the 
existing Ruby Junction building located to the south. The connections to the runaround track would 
require partial demolition of an existing TriMet building and, full demolition of one existing building 
and partial demolition of another building on the adjacent private property to the south. These 
affected functions would be housed in a new replacement building on site. 

A third track would be needed at the north entrance to the Ruby Junction Light-Rail OMF to 
accommodate increased train volumes without decreasing service. The additional track would also 
reduce operational impacts during construction and maintenance outages for the yard. Constructing 
the third track would require reconstruction of Burnside Court east of Eleven Mile Avenue. An 
additional crossover would also be needed on the mainline track where it crosses Eleven Mile Avenue; 
it would require reconstruction of the existing track crossings for vehicles, bicycles, and pedestrians. 
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Figure 1-28. Ruby Junction Light-Rail Operations and Maintenance Facility Study Area  

 
EB = eastbound; LRV = light-rail vehicle; WB = westbound 
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1.2.6.2 Expo Center Overnight Light-Rail Vehicle Facility 

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

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

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

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

Three bus bays would be added to the existing C-TRAN OMF located at 2425 NE 65th Avenue in 
Vancouver. These additional bus bays, which would not require the acquisition of any new property, 
would provide maintenance capacity for the additional express bus service on I-5 (Section 1.2.7, 
Transit Operating Characteristics). Modifications to the facility would accommodate new vehicles as 
well as maintenance equipment. 
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would operate with 6.7-minute average headways14 during the 2-hour morning peak period. Midday 
and evening headways would be 15 minutes, and late-night headways would be 30 minutes. LRT 
service would operate between the hours of approximately 5 a.m. (first southbound train leaving 
Evergreen Station) and 1 a.m. (last northbound train arriving at the station), which is consistent with 
current service on the Yellow Line. LRVs would be deadheaded at Evergreen Station before beginning 
service each day. A third track at this northern terminus would accommodate layovers.  

1.2.7.2 Express Bus Service and Bus on Shoulder 

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

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

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

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

 
14 Headways are defined as gaps between arriving transit vehicles. 
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Bus Route Existing Route Changes with Modified LPA 

C-TRAN #30 
Burton 

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

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

C-TRAN #60 
Delta Park 
Regional 

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

Route would be discontinued. 

1.2.8 Tolling 

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

1.2.8.1 Tolling Authority  

Federal and state laws provide authority to toll the I-5 crossing. The IBR Program plans to toll the new 
Columbia River bridges under the federal tolling authorization program codified in 23 U.S. Code 
(U.S.C.) § 129 (Section 129). Section 129 allows public agencies to impose new tolls on federal-aid 
interstate highways for the reconstruction or replacement of toll-free bridges or tunnels. In 2023, the 
Washington State Legislature authorized tolling on the Interstate Bridge, with toll rates and policies to 
be set by the Washington State Transportation Commission (WSTC). In Oregon, the legislature 
authorized tolling on the Interstate Bridge in 2013 and gave the Oregon Transportation Commission 
(OTC) the authority to set toll rates and policies. Subsequently, in January 2025, the OTC reviewed and 
approved the I-5 tollway project application that designated the IBR Program as a “tollway project” 
and the facility (the I-5 bridge) as a tollway for construction as defined in Oregon Revised Statutes 
(ORS) 383.003(8) and pursuant to ORS 383.015.  

At the beginning of 2024, the OTC and the WSTC entered into a bi-state tolling agreement to establish 
a cooperative process for setting toll rates and policies. This included the formation of the I-5 Bi-State 
Tolling Subcommittee, which consists of two commissioners each from the OTC and WSTC, and 
tasked the subcommittee with developing toll rate and policy recommendations for joint 
consideration and adoption by each state’s commission. At the direction of the commissions, all toll 
scenarios being analyzed in the next round of tolling analysis (referred to as a level 3 toll traffic and 
revenue study) for the IBR Program assume a low-income discount. Formal action is still needed by 
the commissions to implement rates and policies, including discounts and exemptions. 
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In December 2024, a memorandum of understanding (MOU) was executed by both states that outlined 
their shared understanding of tolling operations, including cooperation between the state 
Departments of Transportation and roles and responsibilities for the IBR Program. Toll collection 
would be managed by WSDOT, including drivers’ option to use Good To Go! accounts for paying tolls. 
In addition to the MOU, the two states plan to enter into a separate agreement guiding the sharing 
and uses of toll revenues, including the order of uses (flow of funds) for bridge construction, debt 
service, and other required expenditures. WSDOT and ODOT also plan to enter into one or more 
agreements addressing implementation logistics, toll collection, and operations and maintenance for 
tolling the bi-state facility.  

1.2.8.2 Tolling Operations 

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

It is assumed that tolling would begin on the existing Interstate 
Bridge, referred to as “pre-completion tolling,” in 2027, 
allowing time after receiving a Record of Decision (ROD) to hire 
a contractor, install tolling equipment, and conduct the rate-
setting process. The purpose of pre-completion tolling would 
be to generate initial capital construction funding on a pay-as-
you-go basis. Later, toll revenue would be used to secure a 
portion of Program financing to pay back bonds or loans. Pre-
completion tolling would also help pay current interest on the 
debt to minimize interest costs. Once the new Columbia River 
bridges are completed, the traffic and tolling operations would shift from the existing Interstate 
Bridge over to the new bridges, and 24-hour tolls would be implemented; this is referred to as “post-
completion tolling.”  

Tolling Equipment 

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

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

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

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

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

Digital Video Audit System: Various 
types of cameras monitor traffic flow 
and equipment locations. 
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The start dates for pre-completion tolling would be determined based on the IBR Program 
environmental and construction timelines; placeholders for tolling start dates were used in this NEPA 
analysis. This NEPA analysis assumed that pre-completion tolling on the existing Interstate Bridge 
would be toll-free overnight between 11 p.m. and 5 a.m. (IBR 2023). The OTC and WSTC are also 
considering this as an option during the level 3 toll traffic and revenue study; however, a decision has 
not been made on whether these toll-free hours would be implemented. This toll-free period could 
help avoid situations where users would be charged during lane or partial bridge closures when 
construction delays may occur. 

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

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

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

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

Figure 1-30. Toll Zone 
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1.2.9 Transportation System- and Demand-Management Measures 

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

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

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

• I-5 inside shoulders that accommodate express 
buses. 

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

• Park and rides. 

• A variable-rate toll on the new Columbia River 
bridges. 

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

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

• Replacement or expanded traveler information systems with additional traffic monitoring 
equipment and cameras. 

• Expanded incident response capabilities, which help traffic congestion to clear more quickly 
following accidents, spills, or other incidents. 

• Queue jumps or bypass lanes for transit vehicles where multilane approaches are provided at 
ramp signals for on-ramps. Locations for these features will be determined during the detailed 
design phase.  

State Laws to Reduce Commute Trips 

Oregon and Washington have both 
adopted regulations intended to 
reduce the number of people 
commuting in single-occupancy 
vehicles (SOVs). Oregon’s Employee 
Commute Options Program, created 
under Oregon Administrative Rule 
340-242-0010, requires employers with 
over 100 employees in the greater 
Portland area to provide commute 
options that encourage employees to 
reduce auto trips to the work site. 
Washington’s 1991 Commute Trip 
Reduction (CTR) Law, updated as the 
2006 CTR Efficiency Act (Revised Code 
of Washington §70.94.521) addresses 
traffic congestion, air pollution, and 
petroleum fuel consumption. The law 
requires counties and cities with the 
greatest traffic congestion and air 
pollution to implement plans to reduce 
SOV demand. An additional provision 
mandates “major employers” and 
“employers at major worksites” to 
implement programs to reduce SOV 
use. 
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The proposed site on West Hayden Island is approximately 65 acres in size and is located 
approximately 2.5 river miles downstream of the Interstate Bridge, on the south side of the island 
adjacent to North Portland Harbor. The site is currently owned by the Oregon Department of State 
Lands, but ODOT has proposed to purchase this site and place it under a conservation easement. One 
or more compensatory mitigation projects may also be conducted on the site. The specific activities to 
be conducted at this site would be developed in coordination with the applicable regulatory agencies 
for each of the various permit applications. 

In addition to the compensatory wetland and habitat mitigation described above, the IBR Program 
may need to excavate material from within the 100-year floodplain to address the compensatory 
excavation requirements of the City of Portland’s recently updated floodplain ordinance. If such 
activity is required, it is anticipated that this material would be removed from upland portions of the 
65-acre parcel on West Hayden Island described above or from aquatic areas adjacent to this parcel. If 
such excavation activities are conducted, excavated materials will be disposed of at a location 
approved to receive that type of material. 
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Throughout most periods of construction, three travel lanes in each direction on I-5 (accommodating 
personal vehicles, freight, and buses) would remain open during peak hours. Off-peak and weekend 
restrictions and closures could be required during construction. Active transportation connections 
would be maintained throughout construction. Advanced coordination and public notice would be 
given for restrictions, intermittent or longer-term closures, and detours for highway, local roadway, 
transit, and active transportation users via accessible facilities and wayfinding (refer to the Final SEIS, 
Section 3.1, Transportation, for additional information, including for local street and ramp or 
interstate access closures). At least one Columbia River navigation channel would remain open to 
shipping throughout construction. Advanced coordination and notice would be given for restrictions 
or intermittent closures to navigation channels as required (refer to the Final SEIS Section 3.2, 
Navigation, for additional information). 

Table 1-4. Preliminary Construction Packaging Plan  

Component and 
General Location 

Estimated 
Duration Description Construction Packages 

Columbia River 
bridges, 
approaches, and 
demolition of 
Interstate Bridge 
Hayden Island to 
Evergreen 
Boulevard 

6 to 8 
years 

• General sequence for new bridges would 
include initial preparation and installation 
of foundation piles, shaft caps, pier 
columns, superstructure, and deck 
elements, followed by systems and finish 
work. 

• SR 14 interchange would be constructed 
in a separate construction package and 
must be completed before all traffic could 
be transferred to the new Columbia River 
bridges. 

• Demolition of the existing Interstate 
Bridge could begin only after traffic is 
transferred to the new Columbia River 
bridges. 

• Columbia River Bridges a 

• Approaches a 

• Pre-completion Tolling 
Signage and Equipment 
Installation 

• SR 14 A 

• Evergreen Bridge 

• Interstate Bridge 
Demolition 

Light-rail and bus-
on-shoulder 
transit 
Expo Station to 
Evergreen Station; 
Ruby Junction 

4 to 7 
years 

• The light-rail alignment would be partially 
supported by the southbound Columbia 
River bridge and approach structure 
guideways.  

• Light-rail construction would include all 
infrastructure associated with light-rail 
elements of the Transit Packages 
construction package (e.g., overhead 
catenary system, tracks, stations, and park 
and rides). 

• Bus on shoulder would include 
corresponding bus elements of the Transit 
Packages construction package. 

• North Portland Harbor 
Transit Bridge 

• Marine Drive A (supports 
transit improvements) 

• Hayden Island A 
(supports transit 
improvements) 

• Light-rail Overnight 
Facility 

• Transit Packages 

• Ruby Junction 
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1.3.2 Potential Staging Sites and Casting Yards 

Equipment and materials would be staged in the primary study area throughout construction generally 
within existing or newly purchased right of way, on land vacated by existing transportation facilities 
(e.g., I-5 on Hayden Island), or on nearby parcels. However, at least one large site could be required for 
construction offices, equipment maintenance and storage, maintenance of traffic equipment, employee 
parking, and construction material storage and other needs. Criteria for suitable sites include large, 
open areas for heavy machinery and material storage, waterfront access for barges (either a slip or a 
dock capable of handling heavy equipment and material) to convey material to the construction zone, 
and roadway or rail access for landside transportation of materials by truck or train.  

Two potential major staging sites have been identified (see Figure 1-6). Both sites are located on 
Hayden Island on the west side of I-5. A large portion of both parcels would be required for new right 
of way for the Modified LPA. Other staging sites may be identified during the design process or by the 
contractor. Following construction of the Modified LPA, the staging sites could be converted to other 
uses.  

In addition to on-land sites, some staging activities for construction of the new Columbia River and 
North Portland Harbor bridges would take place on the river itself. Temporary work structures, 
barges, barge-mounted cranes, derricks, and other construction vessels and equipment would be 
present on the river during most or all of the bridges’ construction period. The IBR Program is working 
with USACE, USCG, and the Federal Aviation Administration to obtain necessary clearances for these 
activities.  

A casting or staging yard could also be required for construction of the overwater bridges if a precast 
concrete segmental bridge design is used. A casting yard would require access to the river for barges, 
a slip or a dock capable of handling heavy equipment and material, a large area suitable for a concrete 
batch plant and associated heavy machinery and equipment, and access to a highway or railway for 
delivery of materials. Such a site would likely be between approximately 50 and 100 acres. As with the 
staging sites, casting yards would be identified during the design process or by the contractor and 
would be subject to the same contract and permit requirements to implement the best management 
practices (BMPs) described in Appendix M to the Final SEIS unless more stringent permitting 
requirements and conditions are required at the time of identification. 

All material staging, equipment staging areas, equipment fueling areas, and casting yards would be 
contained and located outside of environmentally and culturally sensitive areas. To the extent 
practicable, these sites would be located in upland locations, on areas that are already or have been 
previously disturbed. These activities would be conducted consistent with the impact minimization 
BMPs described in Appendix M to the Final SEIS. Construction of the Modified LPA would also include 
revegetating temporarily disturbed areas consistent with federal, state, and local regulations, and the 
net result would be no net loss of habitat function in the long term. As with the staging sites, casting or 
staging yard sites may be identified as the design progresses or by the contractor and would be 
evaluated via a NEPA re-evaluation or supplemental NEPA document for potential environmental 
impacts at that time. 
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1.4 No-Build Alternative 
The No-Build Alternative illustrates how transportation and environmental conditions would likely 
change by the year 2045 if the Modified LPA is not built. This alternative makes the same assumptions 
as the Modified LPA regarding population and employment growth through 2045, and it assumes that 
the same transportation and land use projects in the region would occur as planned.  

Regional transportation projects included in the No-Build Alternative are those in the financially 
constrained 2018 Regional Transportation Plan (RTP) adopted in December 2018 by the Metro Council 
(Metro 2018) and in March 2019 (RTC 2019) by the Southwest Washington Regional Transportation 
Council (RTC) Board of Directors (referred to collectively as the 2018 RTP in this report).16 The 2018 
RTP has a planning horizon year of 2040 and includes projects from state and local plans necessary to 
meet transportation needs over this time period; financially constrained means these projects have 
identified funding sources. The Transportation Technical Report lists the projects included in the 
financially constrained 2018 RTP.  

The implementation of regional and local land use plans is also assumed as part of the No-Build 
Alternative. For the IBR Program analysis, population and employment assumptions used in the 2018 
RTP were updated to 2045 in a manner consistent with regional comprehensive and land use 
planning. In addition to accounting for added growth, adjustments were made within Portland to 
reallocate the households and employment based on the most current update to Portland’s 
comprehensive plan, which was not complete in time for inclusion in the 2018 RTP. 

Other projects assumed as part of the No-Build Alternative include major development and 
infrastructure projects that are in the planning stage, permitting stage, or partway through phased 
development. They include the Waterfront Vancouver project, Terminal 1 development, the 
Renaissance Boardwalk, the Waterfront Gateway project, improvements to the levee system, several 
restoration and habitat projects, and the Portland Expo Center.  

In addition to population and employment growth and the implementation of local and regional plans 
and projects, the No-Build Alternative assumes that the existing Interstate Bridge would continue to 
operate as it does today. As the bridge ages, needs for repair and maintenance would potentially 
increase, and the bridge would continue to be at risk of mechanical failure or damage from a seismic 
event.  

 

 
16 The 2018 RTP was the adopted regional transportation plan available when the IBR Program initiated the SEIS. In 2023, 
Oregon Metro and RTC updated their respective RTPs as part of their five-year update cycle, as required under 23 Code of 
Federal Regulations § 450.324. The 2023 RTP was adopted by Oregon Metro in 2023 and RTC in 2024, several years after the 
IBR Program Draft SEIS analysis was initiated in early 2021. To use the regional travel demand model supporting the 2023 
RTP, additional refinement and coordination would be necessary for it to be ready for use in a facility-specific study, such as 
the IBR Program. This refinement and coordination process is lengthy and can take up to a year and a half for a complex 
project with numerous partner agencies, like the IBR Program. Therefore, the NEPA lead agencies exercised their discretion 
and determined, based on their technical expertise, that the 2018 RTP and Travel Demand Model continued to be the most 
appropriate base tool for the purposes of comparing the No-Build Alternative to the Modified LPA and design options in the 
Final SEIS.  
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analyses. SEPA, although it requires evaluation of some social and public health effects, does not 
mandate EJ analysis and provides no specific standards or guidance in this regard.17 

In January 2025, the two major federal executive orders (EOs) pertaining to EJ, listed below, were 
revoked; federal agency regulations and guidance implementing those orders were subsequently 
rescinded. As a result, the EJ analysis was removed from the IBR Program Final SEIS. However, WSDOT 
decided to include an evaluation of impacts to EJ populations in this separate SEPA analysis 
conducted for the IBR Program. Accordingly, the methodology used for the EJ analysis in the Draft 
SEIS was retained for the SEPA evaluation, because it represents an established analytical framework 
developed over more than 30 years of EJ practice.  

EO 12898, Federal Actions to Address Environmental Justice in Minority Populations and Low-Income 
Populations, was issued on February 11, 1994, and rescinded on January 21, 2025. EO 12898 required 
federal agencies to analyze the “disproportionately high and adverse” environmental effects resulting 
from federal actions on minority and low-income populations. EO 12898 also called for the fair 
treatment and meaningful involvement of all people, which referred to proactive efforts to increase 
low-income and minority participation.  

On April 21, 2023, the Biden Administration signed EO 14096, Revitalizing Our Nation’s Commitment to 
Environmental Justice for All, which was rescinded on January 21, 2025. EO 14096 directed the federal 
government to build upon and strengthen its commitment to deliver EJ through an updated definition 
of EJ, a change in the standard for what constitutes an EJ effect, and an expansion of EJ populations.  

Per U.S. Department of Transportation (USDOT) Order 5610.2C (withdrawn on February 3, 2025), 
determination of a “disproportionately high and adverse effect” depends on whether that effect is (1) 
predominantly borne by an EJ population, or (2) will be suffered by the EJ population and is 
appreciably more severe or greater in magnitude than the adverse effect that will be suffered by the 
non-EJ population. Determination of disproportionately high and adverse effects considers the 
mitigation and enhancement measures that are planned for the proposed action. 

2.1.1 Federal 

Federal civil rights and nondiscrimination regulations are applicable to populations that include low-
income and minority individuals. These include: 

• Title VI of the Civil Rights Act of 1964 – Prohibits discrimination on the basis of race, color, or 
national origin in programs and activities receiving federal financial assistance. This includes 
the requirement to provide meaningful access to individuals with limited English proficiency. 

• Americans with Disabilities Act of 1990 (ADA) – Requires public entities and transportation 
systems to ensure that individuals with disabilities have equal access to services, programs, 
and activities, including infrastructure and communications. 

 
17 The State Environmental Policy Act (SEPA) (Chapter 43.21C Revised Code of Washington) and the SEPA Rules (Chapter 197-11 Washington 
Administrative Code) do not mandate the analysis of impacts to people or communities in specific demographic categories, such as low-
income and minority populations. However, the Washington State Department of Ecology’s SEPA Handbook encourages the consideration 
of environmental justice in state-led projects and programs. (Ecology 2025) 
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• Section 504 of the Rehabilitation Act of 1973 – Prohibits discrimination on the basis of 
disability under any program or activity receiving federal financial assistance. This includes 
requirements for accessible public involvement processes and communications. 

• Title 42 United States Code (U.S.C.) Section 4601, Uniform Relocation Assistance and Real 
Property Acquisition Policies for Federal and Federally Assisted Programs (1970)–ensures fair 
treatment of persons displaced as a result of federally funded projects.  

2.1.2 State 

There is no legal framework for EJ analysis under SEPA. The IBR Program is not subject to the 
requirements of the Washington Healthy Environment for All (HEAL) Act, which is intended to address 
environmental and health disparities among communities of color and low-income households. 
However, the approach used for the analysis in this Technical Report is generally consistent with how 
agencies in Washington consider environmental justice in their own policy frameworks. The following 
Washington State policies and regulations are relevant to the analysis of impacts to low-income and 
minority populations. 

2.1.2.1 Washington 
• Washington’s State Environmental Policy Act (SEPA) requires disclosure and consideration 

of environmental impacts with attention to impacts that are likely, not merely speculative 
(Washington Administrative Code 197-11-060). EJ analysis is not required under SEPA; 
furthermore, SEPA does not define EJ populations nor a methodology for identifying them. 
However, impacts evaluated under SEPA include social and community effects, which can 
encompass impacts to EJ populations. The SEPA Handbook (2025), published by the 
Washington State Department of Ecology, notes that there is no specific requirement to 
conduct an environmental justice analysis under SEPA, but recommends the consideration of 
communities that may already experience higher environmental burdens (e.g., proximity to 
pollution sources, cleanup sites, industrial facilities, or poor air quality) (Ecology 2025). 

• Washington State Growth Management Act, Chapter 36.70A, Revised Code of Washington 
– Encourages comprehensive planning that considers environmental health and sustainable 
economic development. While the Growth Management Act does not explicitly require EJ 
analysis, it supports the Program’s consideration of potential impacts to those communities 
as part of broader community and environmental health objectives.  

• WSDOT Environmental Policy Statement, 1018.04 – Provides direction on meeting agency 
responsibilities on environmental and human health, including enhancing decision-making 
processes to advance environmental justice and reduce disparities between communities 
(WSDOT 2024). While the HEAL Act is not applicable to the IBR Program, this policy provides 
agency-level guidance for considering EJ in WSDOT projects and programs, including those 
not strictly subject to HEAL Act requirements.  
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2.1.2.2 Oregon 

While not applicable to SEPA in Washington, the following Oregon policies are cited as context given 
the bi-state nature of the IBR Program:  

• Oregon Senate Bill 420 (2007) – Established a statewide EJ program and framework to 
address disproportionate impacts on minority and low-income populations through 
coordination with the Oregon Department of Environmental Quality and other agencies.  

• Oregon Department of Environmental Quality Environmental Justice Policy (DEQ 1997) – 
Guides agency efforts to incorporate EJ principles into permitting, planning, and public 
involvement.  

2.1.3 Local 

Local comprehensive plans and policy commitments in Portland and Vancouver further reinforce IBR 
Program direction to consider EJ populations in this supplemental analysis. These documents help 
guide local decision-making and provide context for community-specific equity priorities: 

2.1.3.1 Washington 
• City of Vancouver 2011–2030 Comprehensive Plan – Policy IM-13 Diversity. Adopted 2011 (City 

of Vancouver 2011). 

• City of Vancouver 2020 Statement Regarding Racial Equity and Racial Justice. Adopted July 6, 
2020 (City of Vancouver 2020). 

• RTC Equity Planning Considerations and Framework. September 2023 (RTC 2023). 

2.1.3.2 Oregon 
• City of Portland 2035 Comprehensive Plan – Policy 2.3, Policy 2.4, Policy 8.32 (Equity and 

Environmental Justice). Adopted 2018, Amended March 2020 (City of Portland 2018).  

• City of Portland’s 2022–2025 Climate Emergency Workplan (City of Portland 2022). 

• Portland Bureau of Transportation Equity Framework (PBOT 2017). 

• Multnomah County Equity & Empowerment Lens. Adopted 2017 (Multnomah County 2015). 

• Metro Regional Equity Atlas and Title VI Nondiscrimination Policy. Adopted 2015, updated 
2020 (Metro 2020). 
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2.2 Defining Environmental Justice Populations 
EO 12898 instructed federal agencies and recipients of federal funds to integrate EJ into agency 
missions and to identify and address disproportionately high and adverse human health or 
environmental effects of its programs, policies, and activities on low-income and minority 
populations. Hence, the EJ analysis contained in the NEPA/SEPA Draft SEIS considered all potential 
impacts of the Modified LPA to determine whether the IBR Program would result in disproportionately 
high and adverse effects on low-income and minority populations, which are defined as EJ 
populations.  

EJ analysis conducted for the IBR Program defines low-income populations consistent with Federal 
Highway Administration (FHWA) EJ guidance and the definition established in (now-rescinded) USDOT 
Order 5610.2C, which stated that a low-income person is an individual whose median household 
income is at or below the U.S. Department of Health and Human Services (HHS) poverty guidelines 
(USDOT 2021). The 2025 HHS poverty guideline for a household of four persons is $32,150; however, 
these guidelines are national and do not reflect distinct state and local economic 
conditions. Therefore, in previous EJ analyses under the now-rescinded federal EOs and regulations, 
FHWA allowed localities to adapt poverty thresholds to local standards per the FHWA Environmental 
Justice Reference Guide (FHWA 2015). This approach was used for the IBR Program EJ analysis.  

The first step of the EJ analysis was to identify all EJ populations within the study area using best 
practices and methods consistent with then-current FHWA guidance (FHWA 2011) and guidance 
sourced from the publication Promising Practices for EJ Methodologies in NEPA (EJ IWG 2016), a 
compilation of agency approaches for incorporating EJ into environmental reviews published by the 
Environmental Justice Interagency Working Group. Per this guidance, meaningfully greater analysis 
uses reasonable, subjective thresholds (e.g., 10% to 20% greater than the reference community) (EJ 
IWG 2016). To identify EJ populations within the EJ study area, the IBR Program used 2019–2023 
American Community Survey (ACS) data at the Census block group level.18 A threshold-based 
approach was applied, consistent with methodologies used by federal, state, and regional agencies 
for similar environmental reviews. The threshold analysis was used to assess concentrations of low-
income and minority populations that are meaningfully greater than regional averages (within the 
Portland-Vancouver metro region). For this analysis:  

• Block groups with population shares 1.5 times higher than the regional average were 
considered meaningfully greater; and 

 
18 Block groups are statistical divisions of census tracts used by the U.S. Census Bureau, consisting of clusters of blocks 
within the same census tract. Block groups are generally defined to contain between 600 and 3,000 people and are used to 
present data and control block numbering. 
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• Block groups with shares 2.0 times higher than the regional average, or where either 
population made up more than 50% of the block group total, were considered high-priority 
EJ areas.19,20 

The purpose of identifying meaningfully greater and high-priority EJ areas is to provide a baseline 
reference for the relative concentration of where minority and low-income populations are present, 
and where disproportionately high and adverse effects could occur. Determining meaningfully greater 
and high-priority EJ areas also provides a reference for where there could be a need for additional 
outreach and analysis as part of the IBR Program. Although demographic data from the census 
provide a valuable screening tool, EJ analyses are not based solely on population statistics. The type, 
magnitude, severity, and proximity of potential impacts are also evaluated to assess whether impacts 
would be disproportionately high and adverse to EJ populations. 

2.2.1 Minority Populations 

Minority populations include individuals who identify as 
part of the following groups: 

• Black or African American: a person having origins 
in any of the black racial groups of Africa.  

• Hispanic or Latino: a person of Mexican, Puerto 
Rican, Cuban, Central or South American, or other 
Spanish culture or origin, regardless of race.  

• Asian American: a person having origins in any of 
the original peoples of the Far East, Southeast 
Asia, or the Indian subcontinent.  

• American Indian and Alaskan Native: a person 
having origins in any of the original people of North America or South America (including 
Central America).21 

 
19 The meaningfully greater thresholds of 1.5 and 2 times the corresponding county or regional average were selected based 
on the regional significance of the IBR Program, such that the determination of meaningfully greater and high-priority EJ 
areas was relative to the broader region. These specific thresholds were also used in the Southwest Corridor Light Rail 
Environmental Impact Statement, another regionally significant program (Metro n.d.). 
20 For the purposes of the IBR Program, the 1.5 and 2 times thresholds were developed based on an interpretation of the 
FHWA Environmental Justice Reference Guide that allowed localities to adapt poverty thresholds to appropriate local 
standards (FHWA 2015). As described in Section 2.2 Defining Environmental Justice Populations, TriMet and Metro accept the 
regional poverty threshold to be 200% of the federal poverty level to better reflect regional living costs and standards (Metro 
2015; TriMet 2019). Meaningfully greater block groups indicate areas that are substantially impoverished relative to the 
Portland-Vancouver region—150%, or 1.5 times, below the “low-income” threshold established for the Program. Block 
groups 200% or two times below are essentially the lowest-income block groups in the region. The same multipliers were 
applied to minority populations. Understanding these regional disparities served as one critical component for 
understanding the potential for disproportionately high and adverse impacts as part of the IBR Program. 
21 Not all American Indian and/or Native American populations are appropriately represented in U.S. Census data because of 
a history of termination, removal, and assimilation. Furthermore, tribal affiliation, citizenship, and/or sovereignty does not 
 

Tribal governments (federally 
recognized tribes) are sovereign 
nations as recognized by the U.S. 
government, and consultation with 
federally recognized tribes occurs 
through a government-to-
government consultation process 
separate and distinct from public and 
community outreach and comment. 
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• Native Hawaiian and other Pacific Islander: a person having origins in any of the original 
peoples of Hawaii, Guam, Samoa, or other Pacific Islands. 

2.2.2 Low-Income Populations 

EJ analysis conducted for the IBR Program defines low-income populations consistent with FHWA EJ 
guidance and the definition established in (now-rescinded) USDOT Order 5610.2C, which stated that a 
low-income person is an individual whose median household income is at or below the HHS poverty 
guidelines (USDOT 2021). The 2025 HHS poverty guideline for a household of four persons is $32,150; 
however, these guidelines are national and do not reflect distinct state and local economic 
conditions. Therefore, in previous EJ analyses under the now-rescinded federal EOs and regulations, 
FHWA allowed localities to adapt poverty thresholds to local standards per the FHWA Environmental 
Justice Reference Guide (FHWA 2015). This approach was used for the IBR Program EJ analysis.  

In studies similar to this one, agencies have adapted federal poverty thresholds to reflect the local and 
regional cost of living. As such, TriMet and Oregon Metro (Metro) have established the regional poverty 
threshold at 200% of the federal poverty level (Metro 2015). Under these regionally accepted standards, 
a household of four persons making $64,300 or less would be considered low-income in 2025, as shown 
in Table 2-1.22  

Table 2-1. Low-Income Populations as Defined for the IBR Program EJ Analysis  

Low-Income Guideline Household of Four Individual 

Federal Poverty Level $32,150 $15,650 

Low-Income (200% of Federal Poverty Level) $64,300 $31,300 

Source: U.S. Department of Health and Human Services Poverty Guidelines (HHS 2025a) 
EJ = environmental justice; IBR = Interstate Bridge 

For the purposes of the EJ analysis, “low-income populations” refers to any readily identifiable group 
of low-income persons, as defined above and may include other populations, such as houseless 
individuals and families, who would also be similarly impacted by the IBR Program.23  

For additional context, the analysis incorporates low-income housing locations and eligibility for free 
and subsidized school lunch programs to better characterize low-income populations within the 
study area. 

 
imply tribal ethnicity and cultural affiliation, and vice versa. Therefore, the EJ analysis recognizes that the demographic 
analysis based on U.S. Census data is not fully representative of American Indian and/or Native American populations within 
the EJ study area.  
22 The average size of household in the Portland-Vancouver region is approximately 2.5. Household sizes of one and four were reported 
based on other recently completed EJ analyses in the region. For the purposes of this analysis, the federal poverty guideline for a four-
person household is used.  
23 The EJ analysis limits discussion to low-income and minority populations but acknowledges that other communities, such as houseless 
populations or limited-English proficiency populations, may also belong to the EJ population. The Equity Technical Report discusses 
populations not explicitly defined as low-income or minority.  
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2.2.4 Other Populations 

The following populations are not considered EJ populations for purposes of this analysis, but may 
include some members of EJ populations: 

• Unhoused populations: According to the U.S. Department of Housing and Urban 
Development, houseless populations are defined as individuals or families that lack a fixed, 
regular, and adequate nighttime residence; who have a primary nighttime residence that is in 
a public or private place that is not designated for regular sleeping accommodations; or who 
are living in a supervised publicly or privately operated shelter designated to provide 
temporary living arrangements (42 U.S.C. § 11302). Though houseless populations are not 
explicitly considered to be low-income populations, it is reasonable to assume that there is an 
overlap between the two.  

• Limited English Proficiency Populations: According to HHS, individuals who do not speak 
English as their primary language and who have a limited ability to read, speak, write, or 
understand English can be considered “limited English proficiency” populations (HHS 2025b). 
Though limited English proficiency populations are not explicitly considered to be minority 
populations, it is reasonable to assume that there is overlap between the two.  

• Tribal and Native American Populations: Minority populations include American Indian and 
Alaskan persons having origins in any of the original people of North America or South 
America (including Central America). These populations may also belong to a federally 
recognized tribes, referring to American Indian or Alaska Native tribal entities recognized as 
having a government-to-government relationship with the U.S., with the responsibilities, 
powers, limitations, and obligations attached to that designation, and that are eligible for 
funding and services from the Bureau of Indian Affairs (BIA 2023). Federally recognized tribes 
are recognized as possessing certain inherent rights of self-governance (i.e., tribal sovereignty) 
and are entitled to receive certain federal benefits, services, and protections because of their 
special relationship with the U.S.  

2.3 Study Area 
The IBR Program study area, also referred to as the “primary study area,” is a 5-mile segment of I-5 
approximately between the SR 500 interchange in Washington and the I-5/Columbia Boulevard 
interchange in Oregon, as well as the Ruby Junction Light-Rail OMF in Gresham, Oregon.  

2.3.1 EJ Study Area 

Impacts to EJ populations can extend beyond a project’s limits. Therefore, this report uses the IBR 
Program “secondary study area” as the basis for the EJ analysis. The IBR Program secondary study 
area extends from approximately 1 mile north of the I-5/I-205 interchange in Vancouver, south to the I-
5/I-84 interchange, and 1 mile both east and west of I-5. Therefore, for the purposes of this EJ 
analysis, references to the “EJ study area” refer to the secondary study area unless noted 
otherwise. The EJ study area captures the area where both direct impacts and most indirect impacts 
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(e.g., traffic and development changes) could occur (Figure 2-1). The EJ study area aims to account for 
all EJ populations that could be directly and indirectly affected by the Modified LPA.  

Figure 2-1. IBR Program Study Area 
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2.4 Data Collection Methods 
The following sections list the data used to determine and describe the existing conditions for EJ 
populations and to develop a demographic profile for populations that reside within and that travel 
through the EJ study area.  

2.4.1 Demographic Data 

U.S. Census data from the ACS 5-Year Estimates, 2019–2023, provided the basis for understanding EJ 
populations and demographic characteristics within the EJ study area (U.S. Census Bureau 2022). 
These data were supplemented with other state and local data sources, including the following: 

• Free and reduced lunch eligibility data for EJ study area schools from the Oregon Department 
of Education (ODE 2025) and from the Washington Office of Superintendent of Public 
Instruction (OSPI 2025).  

• Regional population and employment growth information from the Metropolitan Portland 
Regional Travel Demand Model (Metro 2022).  

2.4.2 Spatial Data 

Spatial data detailing existing, planned, and future community features (e.g., street and roadway 
network, geographic boundaries, parks, waterbodies, and community destinations) were used to 
understand the community context within the EJ study area. The EJ analysis used data published 
by the Metro Regional Land Inventory System, ODOT TransGIS, the WSDOT GeoData Distribution 
Catalog, and local agency information from Clark County Public Transit Benefit Area Authority 
(C-TRAN), TriMet, the City of Vancouver, the City of Portland, and other sources. 

2.5 Engagement and Coordination 
The IBR Program team is engaged in an ongoing public outreach campaign that offers a wide range of 
opportunities for public involvement throughout the environmental review process. Engagement and 
coordination efforts with EJ populations conducted as part of the IBR Program are summarized in the 
subsections below.  

2.5.1 Community Advisory Group, Community Benefits Advisory Group, 
and Equity Advisory Group 

The IBR Program has four advisory groups: the Community Advisory Group (CAG), Equity Advisory Group 
(EAG), Community Benefits Advisory Group, and Executive Steering Group. The majority of CAG and EAG 
membership consists of regional community members and partners who were identified and appointed to 
represent a diverse range of perspectives, including those of low-income and minority populations, as well 
as representatives from local agencies and community-at-large members. A minority of the members were 
selected through a public and competitive application process.  
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The CAG provides input and feedback that reflect community needs, issues, and concerns to influence 
Program outcomes, including concerns voiced by EJ communities. The EAG provides insight and input 
on the Program’s processes, approaches, and decisions that may affect historically underserved and 
underrepresented communities, which include EJ communities. Both advisory groups have shaped 
the screening process that led to the selection of the Modified LPA.  

The advisory bodies are involved in a systematic approach for continuous feedback and 
communication between community members and Program administrators. Input from both the CAG 
and EAG has informed this report.  

2.5.2 Community Engagement Activities 

The IBR Program has engaged extensively with partner agencies, tribal governments, and community-
based organizations since late 2020 and has been conducting more formal community engagement 
since January 2021. Through its engagement and outreach activities, the Program team has gathered 
feedback from residents, community-based organizations, and businesses within the EJ study area 
and the larger metropolitan area to learn more about the communities impacted by the IBR Program. 
These efforts included outreach to low-income and minority populations to understand key issues 
within the EJ study area. The Program team also offered translated materials and interpreter services 
to engage limited English proficiency populations, including during the Draft SEIS comment period. 
More information on community engagement can be found in Appendix B, Public Involvement, of the 
NEPA/SEPA Final SEIS.  

The IBR Program is consulting with 10 federally recognized tribes. Federally recognized tribes are 
sovereign nations as recognized by the U.S. government, and consultation with federally recognized 
tribes occurs through a government-to-government consultation process separate and distinct from 
public and community outreach and comment. The government-to-government consultation goals 
and process are documented in Appendix A, Agency and Tribal Coordination, of the NEPA/SEPA Final 
SEIS. Additional discussion of federally recognized tribes is included in Section 3.5, Neighborhoods 
and Communities, of the NEPA/SEPA Final SEIS. 

2.5.3 Incorporating Community Feedback 

Community input has played a central role in assessing human and environmental impacts and in 
shaping the development of the Modified LPA, along with guidance from partner agencies, traffic 
modeling, and other technical expertise. The Program team has incorporated feedback through 
multiple opportunities for engagement, ensuring that community concerns are considered in design 
refinements, mitigation strategies, and project enhancements.  

In spring 2022, the Modified LPA was submitted to partner agency boards and councils and reviewed 
by the bi-state legislative committee. The IBR Program technical reports and SEIS provided a detailed 
analysis of the Modified LPA in compliance with federal environmental review requirements. This 
review documents the Program’s environmental impacts, benefits, and mitigation measures. 
Community concerns identified through this process have directly informed design refinements, 
mitigation strategies, and Program enhancements. Key areas of focus have included the following: 
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• Subsidized and/or low-income tolling policies.  

• Investments in high-capacity transit (HCT) and stations in Vancouver. 

• Expanding active transportation options across the Columbia River to support transit, 
walking, and bicycling options. 

• Opportunities to improve travel times across the river for both vehicles and transit. 

• Employment and workforce development opportunities to help all people, including low-
income and minority populations, access jobs that result from construction of the IBR 
Program improvements. 

Ongoing opportunities for community engagement will continue throughout all stages of the IBR 
Program, ensuring that community input continues to shape planning and decision-making. 

2.6 Analysis Methods 

2.6.1 Long-Term Impact Assessment Methods 

Long-term impacts were evaluated by considering where and how environmental effects from the 
Modified LPA would occur in areas with identified EJ populations. The analysis specifically examined 
whether these impacts would be disproportionately high and adverse for EJ populations compared 
with the general population.  
The impact analysis incorporated impact findings derived from several technical reports in the 
NEPA/SEPA Final SEIS: Acquisitions and Displacements, Neighborhoods and Communities, Land Use, 
Economics, Visual Quality, Air Quality, Noise and Vibration, and Transportation.  

The EJ analysis followed a structured process for evaluating potential impacts to EJ populations: 

• Initial Subject Matter Expert (SME) Review and Consultation: An initial review of relevant 
technical reports and consultations with SMEs were conducted to assess whether impacts 
from the Modified LPA had the potential to affect EJ populations differently than the general 
population, considering potential disproportionate effects, greater magnitude, or longer 
duration. 

• Identification of EJ Populations: Technical analyses from each environmental resource 
discipline were compared to the locations of EJ populations at the Census block group level, 
focusing on areas with “meaningfully greater” and “high-priority” concentrations of EJ 
populations. These block groups were flagged for additional study to gain a deeper 
understanding of potential impacts. Additional consultations were conducted with SMEs to 
explore potential avoidance, minimization, and mitigation strategies. Environmental resource 
topics unlikely to result in significant, adverse, and disproportionate impacts under the 
Modified LPA were not studied further. 

• Assessment of Impacts: Identified impacts within meaningfully greater and high-priority EJ 
areas were studied further to qualitatively determine whether low-income and minority 
populations would experience a greater share of environmental burdens compared to the 
general population, after accounting for potential avoidance, minimization, and mitigation 
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strategies. The analysis also accounted for potential benefits the IBR Program could bring to 
EJ populations, such as improved seismic resilience, multimodal access, and accessibility 
upgrades within the EJ study area.  

• Focused Review: High-priority areas were further evaluated with SMEs to better understand 
potential disproportionate impacts and identify potential minimization or mitigation 
strategies.  

Table 2-3 summarizes relevant IBR Program environmental resource topics for the EJ analysis.  

Table 2-3. IBR Program Environmental Resource Topics – Potential Effects on EJ Populations 

Environmental Resource 
Topic IBR Program Reference Relevant to EJ Populations? 

Acquisitions and 
Displacements 

Property Acquisitions and 
Displacements Technical 
Report 

Yes; acquisitions and displacements can 
result in disproportionately high and 
adverse effects to low-income and minority 
populations. 

Air Quality  Air Quality Technical Report Yes; air quality effects can result in 
disproportionately high and adverse effects 
to low-income and minority populations. 

Archaeology Archaeological Resources 
Technical Report 

Yes; effects on archaeological resources 
can result in disproportionately high and 
adverse effects to tribal and Native 
American populations. 

Aviation Aviation Technical Report No; effects evaluated were focused on 
impacts to protected airspace and air 
navigation hazards. 

Climate Change Climate Change Technical 
Report 

No; the analysis focused on regional 
greenhouse gas emissions and was not 
designed to assess impacts at the block-
group or neighborhood scale used for EJ 
populations. 

Ecosystems Ecosystems Technical Report No; this analysis evaluated effects on fish, 
wildlife and plants. 

Energy Energy Technical Report No; this is a larger-scale analysis of energy 
usage that is not scalable to EJ population 
areas. 

Electromagnetic Fields Electromagnetic Fields 
Technical Report 

No; this is a larger-scale analysis of 
electromagnetic fields that is not scalable 
to EJ population areas.  

Geologic Hazards Geologic Hazards Technical 
Report 

No; this is a larger-scale analysis of 
geological hazards that is not scalable to EJ 
population areas. 
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Environmental Resource 
Topic IBR Program Reference Relevant to EJ Populations? 

Hazardous Materials Hazardous Materials 
Technical Report 

No; effects evaluated were site-specific, 
whereas EJ population areas were 
evaluated at a neighborhood level. 

Historic Resources Historic Built Environment 
Technical Report 

No; this analysis evaluated historic 
resources within the context of historical 
significance under the National Historic 
Preservation Act Section 106. 

Land Use and Economics Land Use and Economics 
Technical Reports 

Yes; land use and economic impacts of the 
Modified LPA were evaluated to determine 
whether low-income and minority 
populations could experience 
disproportionately high and adverse effects 
related to changes in land use, access to 
economic opportunities, or consistency 
with local development patterns. 

Noise and Vibration Noise and Vibration Technical 
Report 

Yes; noise and vibration modeling 
were assessed to determine whether 
construction or operations-related noise or 
vibration would result in disproportionately 
high and adverse effects on EJ populations.  

Social and Community 
Effects 

Neighborhoods and 
Populations Technical Report 

Yes; the analysis assessed community 
cohesion, connectivity, access to services, 
and other social factors to evaluate 
whether EJ populations could face 
disproportionately high and adverse effects 
compared to non-EJ populations. 

Public Services Public Services Technical 
Report 

No; this analysis evaluated effects limited 
to public services without decreases in 
services to general and EJ populations. 

Transportation Transportation Technical 
Report 

Yes; the analysis evaluated changes in 
travel patterns, accessibility, and mobility 
to determine whether EJ populations 
would experience disproportionately high 
and adverse effects.  

Tolling Economics Technical Report; 
Tolling Traffic and Revenue 
Study  

Yes; tolling analysis considered potential 
financial burdens on low-income and 
minority populations to assess whether 
disproportionately high and adverse effects 
would occur.  

Utilities Utilities Technical Report No; this analysis evaluated effects limited 
to utilities and potential utility relocations 
without impacts to service. 
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Environmental Resource 
Topic IBR Program Reference Relevant to EJ Populations? 

Visual Resources Visual Quality Technical 
Report 

Yes; the analysis considered whether 
changes to visual character or viewsheds 
would result in disproportionately high and 
adverse effects on EJ populations, 
particularly in residential areas and 
community gathering spaces. 

Water Quality and 
Hydrology 

Water Quality and Hydrology 
Technical Report 

No; this is a larger-scale analysis of water 
quality, and proposed changes would result 
in benefits to general and EJ populations. 

Wetlands and Jurisdictional 
Waters 

Wetlands and Other Waters 
Technical Report 

No; this analysis evaluated wetlands and 
jurisdictional waters within the context of 
Clean Water Act Sections 401 and 404, as 
well as applicable state and local 
regulations. 

EJ = environmental justice; LPA = Locally Preferred Alternative 

The long-term impact assessment methods for each of the environmental topics relevant to the EJ 
analysis are summarized below: 

• Acquisitions and displacements. The EJ analysis reviews proposed property acquisitions and 
displacements within census block groups and neighborhoods in the EJ study area to 
determine impacts to EJ populations. The analysis assesses whether displaced property 
owners belong to EJ populations and whether EJ populations within the EJ study area would 
experience disproportionately high and adverse effects compared to the general population.  

• Air quality. The EJ analysis reviews changes to air quality resulting from the Modified LPA to 
determine whether EJ populations would be adversely and disproportionately affected by 
airborne pollutants compared to the general population. The analysis was conducted for the 
EJ study area and region and reviewed the six criteria pollutants regulated under the National 
Ambient Air Quality Standards: carbon monoxide, lead, particulate matter, nitrogen dioxide, 
ozone, and sulfur dioxide.  

• Archaeology. Construction of the Modified LPA could damage or destroy portions of up to 11 
archaeological sites known to be eligible for listing on the National Register of Historic Places. 
These sites are culturally significant to Native American populations, which are identified 
minority populations for EJ analysis. An adverse effect on such sites could, therefore, 
constitute a disproportionately high and adverse effect. An Archaeological Resources 
Identification, Monitoring, and Treatment Plan has been prepared to address these impacts as 
part of the IBR Program’s Programmatic Agreement under Section 106 of the National Historic 
Preservation Act. The Program will continue to work with tribes and other consulting parties 
under the terms of the Programmatic Agreement to evaluate the cultural significance of the 
sites and provide appropriate mitigation. 

• Land use and economics. The EJ analysis reviews the economic impact of the Program on 
low-income and minority populations within the EJ study area by reviewing several economic 
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Environmental 
Resource 

Long-Term Impact Summary 
for the Modified LPA 

Impact Specific to Minority 
and Low-Income Populations 

Benefit Specific to Minority 
and Low-Income Populations 

30%, compared to the No-Build 
Alternative as a result of 
modifications to the Columbia River 
bridges, I-5, ramps, and ramp 
terminals. In Vancouver, bicycle level 
of traffic stress (BLTS) scores of 
nearly all affected streets would 
improve to a low-stress standing. 

• Design Option Impacts: The 
Modified LPA with a single-level 
movable-span configuration would 
continue to subject transit and active 
transportation users to delays during 
bridge openings, even though there 
would be fewer openings overall 
compared to the No-Build 
Alternative. Under the design option 
without C Street ramps, downtown 
Vancouver I-5 access would be 
through the Mill Plain interchange 
rather than C Street. The removal of 
the C Street ramps could cause 
additional congestion at the Mill Plain 
Boulevard ramps. 

Visual Resources The scale, form, and materials of the 
Columbia River bridges and structures 
would not contrast with the existing 
visual character. New transit, bicycle, 
and pedestrian structures would be new 
visual elements similar in visual 
character to other proposed elements. 

The downtown Vancouver and Ruby 
Junction landscape units include 
neighborhoods that contain block 
groups with meaningfully greater EJ 
populations (Esther Short and Rose 
Village in Vancouver and Rockwood in 
Gresham). Changes to visual quality in 

None. 
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Environmental 
Resource 

Long-Term Impact Summary 
for the Modified LPA 

Impact Specific to Minority 
and Low-Income Populations 

Benefit Specific to Minority 
and Low-Income Populations 

There would be new landscape views for 
those crossing the Columbia River 
bridges. An increase in ambient light 
levels may be perceptible; however, 
replacement lights would be designed to 
limit light and glare.  

these areas are expected to be neutral 
overall, given that there is an existing 
bridge structure with similar visual 
characteristics. Changes in Ruby 
Junction are expected to be low because 
the added structures and uses are 
consistent with existing character and 
uses. Therefore, no disproportionately 
high and adverse effect has been 
identified. 

 

BLTS = bicycle level of traffic stress; C-TRAN = Clark County Public Transit Benefit Area Authority; dBA = A-weighted decibels; EJ = environmental justice; FHWA = Federal 
Highway Administration; I-5 = Interstate 5; I-205 = Interstate 205; LPA = Locally Preferred Alternative; MAX = Metropolitan Area Express; ODOT = Oregon Department of 
Transportation; RV = recreational vehicle; TriMet = Tri-County Metropolitan Transportation District; USDOT = U.S. Department of Transportation; VMT = vehicle miles 
traveled; WSDOT = Washington State Department of Transportation
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4.3 Displacements and Community Resources 
The data and findings in this section are based on the Acquisitions Technical Report and 
Neighborhoods and Communities Technical Report. Table 4-3 summarizes displacements and 
acquisitions within the EJ study area. The following sections describe residential, commercial, and 
community resource impacts by location.  

Table 4-3. Summary of Displacements and Acquisitions 

Location Full Parcel 
Acquisitions 

Partial 
Acquisitions 

Residential 
Displacements 

Business 
Displacements 

Oregon Mainland 3 15 9 12 

Eastern Hayden Island 21 19 39 28 

West Hayden 2 5 0 0 

Ruby Junction 4 2 0 8 

Downtown Vancouver a 11  50 0 15 

Upper Vancouver 9 52 9 0 

a The acquisitions and displacements figures for Downtown Vancouver displayed in this table reflect the Modified LPA 
scenario with a centered I-5 and all five park and rides. The westward shift scenario would lead to displacement of an 
additional 33 residential dwelling units and three retail/service businesses. The Acquisitions Technical Report describes 
the acquisitions and displacements for each scenario. 

4.3.1 Business Displacements and Loss of Service Industry Jobs 

Implementation of the Modified LPA would result in the permanent displacement of some businesses 
within the Program footprint, including service industry establishments that provide employment 
opportunities for local residents. These displacements could lead to a reduction in available local 
jobs, particularly affecting positions in retail, food service, and other service-oriented sectors. 
Minority-, women-, and disadvantaged-owned businesses located in the affected areas may be 
disproportionately impacted, resulting in potential economic and employment consequences for EJ 
populations in the EJ study area. The loss of these businesses could also reduce access to essential 
services and community resources for nearby residents. 

4.3.2 Oregon  

4.3.2.1 Oregon Mainland 

The Oregon Mainland subarea includes the Bridgeton, East Columbia, and Kenton neighborhoods. Of 
these neighborhoods, East Columbia and Kenton contain block groups with meaningfully greater 
and/or high-priority EJ populations (Table 4-4). Permanent acquisition of property would be required 
in this subarea to accommodate the reconstruction of the Marine Drive interchange and the extension 
of light-rail from its current terminus at the Portland Expo Center over North Portland Harbor. 
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Approximately 16.4 acres of property would need to be permanently acquired in this area; this would 
impact a total of 18 different parcels. 

Table 4-4. Oregon Mainland Displacements and EJ Areas 

Neighborhood Residential 
Displacements 

Business 
Displacements 

Low-Income 
– High  

Priority 

Low-Income –
Meaningfully 

Greater 

Minority –
High  

Priority 

Minority –
Meaningfully 

Greater 

Bridgeton 0 4 No No No No 

East Columbia 0 1 Yes No Yes   No 

Kenton 9 3 Yes No Yes No 

Total 
Displacements 

9 12 N/A N/A N/A N/A 

N/A = not applicable 

4.3.2.2 Hayden Island  

As noted in Section 3.2.3, Hayden Island is slightly below the thresholds for meaningfully greater 
populations. However, Hayden Island is included in this analysis due to its proximity to the thresholds 
and the presence of project impacts in the neighborhood. The Modified LPA would fully acquire 23 
parcels and partially acquire 24 parcels on Hayden Island, resulting in 39 residential displacements 
and 28 business displacements (Table 4-5).  

Table 4-5. Hayden Island Displacements and EJ Areas 

Neighborhood 
Residential 

Displacements 
Business 

Displacements 

Low-Income 
– High 

Priority 

Low-Income 
– 

Meaningfully 
Greater 

Minority – 
High 

Priority 

Minority – 
Meaningfully 

Greater 

Eastern 
Hayden Island 39 28 No No No No 

West Hayden 
Island 0 0 No No No No 

EJ = environmental justice 

EASTERN HAYDEN ISLAND 

Nineteen of the 39 residential displacements on Eastern Hayden Island would be floating homes 
located in one row of the moorage in North Portland Harbor east of I-5. The westernmost ramp access 
to the moorage would also be eliminated, though no floating homes would remain in this moorage 
following construction. The remaining 20 residential displacements on Hayden Island would also be 
floating homes, which are located on the four easternmost rows in the moorage located in North 
Portland Harbor west of I-5.  
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4.3.3.2 Upper Vancouver 

The Modified LPA would fully acquire nine parcels and partially acquire 52 parcels in Upper 
Vancouver, resulting in nine residential displacements and no business displacements (Table 4-8). 
Permanent property impacts in Upper Vancouver would be due in large part to freeway interchange 
improvements and additional noise walls adjacent to I-5. 

Table 4-8. Upper Vancouver Displacements and EJ Areas 

Neighborhood 
Residential 

Displacements 
Business 

Displacements 

Low-
Income – 

High  

Priority 

Low-Income – 
Meaningfully 

Greater 

Minority – 
High  

Priority 

Minority – 
Meaningfully 

Greater 

Arnada 0 0 No No No No 

Central Park 0 0 Yes No Yes No 

Hough 0 0 No Yes No No 

Lincoln  0 0 No Yes No No 

Rose Village 0 0 No Yes No Yes 

Shumway 7 0 No No No No 

West 
Minnehaha 

0 0 No No No No 

Total 
Displacements 

9 0 N/A N/A N/A N/A 

EJ = environmental justice; N/A = not applicable 

Most partial acquisitions would be located on residential properties on both sides of I-5 from East 26th 
Street to East 40th Street and are associated with noise walls and realignment of I-5 between the 
Fourth Plain and SR 500 interchanges. To accommodate SR 500 ramp configuration, the Modified LPA 
would require full acquisition and displacement of nine single-family properties between East 35th 
Street and East 37th Street west of the freeway. Impacts to residential parcels in this subarea would 
affect the neighborhoods of Shumway (west of I-5) and Rose Village (east of I-5).  

Shumway has similar demographics to the Vancouver neighborhoods within the EJ study area, and it 
does not have meaningfully greater or high-priority percentages of EJ populations when compared to 
the Portland-Vancouver region as a whole. Residential displacements and partial acquisitions that 
would occur in this neighborhood do not represent disproportionately high and adverse effects on EJ 
populations. 

Rose Village has block groups with meaningfully greater percentages of both low-income and minority 
residents, and it has more than double the percentage of Hispanic or Latino residents as compared to 
the Portland-Vancouver region. Because no residential displacements would occur in this 
neighborhood, no disproportionately high and adverse effects on EJ populations are anticipated.  
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5.2.1 Acquisitions and Displacements 

Temporary construction easements would be implemented at two properties in downtown Vancouver 
identified as providing low-income housing: Evergreen Inn and Lewis and Clark Plaza. These 
properties are located in the Esther Short neighborhood, a high-priority EJ area. No residential or 
business displacements would occur as a result of these temporary construction easements. Activities 
at the sites would consist of temporary staging for construction and equipment and other 
construction support activities, which would not result in adverse effects. Given their location within 
an identified EJ area and their provision of affordable housing, temporary construction easements at 
these two sites are not anticipated to result in a disproportionately high and adverse effect on EJ 
populations.  

Temporary construction easements may also occur on Hayden Island to facilitate construction of both 
the transit and highway alignments. The census geography comprising Hayden Island is not a 
meaningfully greater or high-priority EJ area. However, low-income and minority people living in the 
area may be affected and are considered as part of this analysis.  

5.2.2 Transportation Impacts 

Temporary closures of cross-river bicycle and pedestrian facilities would also result in an adverse and 
disproportionate effect on EJ populations that rely on cycling or walking to cross the river. Bicycle and 
pedestrian facility closures on I-5 leave few options for crossing the river on foot or by bicycle, as the 
only other option would be to cross using the facilities on I-205. The distance between I-5 and I-205 
may not be practical for some pedestrians and bicyclists to travel, which may fully prevent cross-river 
trips during certain periods. Furthermore, low-income populations that rely on walking and cycling as 
their primary mode of transportation may have fewer resources and less access to alternative 
transportation modes than the general population. Therefore, interruptions to traffic, bus, light-rail 
service, and cross-river bicycle and pedestrian facilities would result in a disproportionately high and 
adverse effect on EJ populations. Measures to address temporary transportation impacts to EJ 
populations would be similar to those used to address impacts to the general population and are 
discussed in more detail in the Transportation Technical Report.  

5.2.3 Noise and Vibration 

The entire EJ study area would be impacted by increased noise and vibration, although particularly 
high levels of noise and vibration from pile driving activities are anticipated near the Interstate Bridge 
span. Areas with higher concentrations of EJ populations could be impacted disproportionately 
compared to the general population. Temporary noise and vibration impacts have been identified 
within the East Columbia and Esther Short neighborhoods, which are high-priority and meaningfully 
greater areas. Therefore, noise and vibration impacts in these areas would result in disproportionately 
high and adverse effects on EJ populations.  

Residents of Hayden Island are also likely to experience noise and vibration impacts due to 
construction equipment, vibratory compaction equipment, and pile driving during bridge 
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construction. The census geography comprising Hayden Island is not a meaningfully greater or high-
priority EJ area. However, low-income and minority people living in the area may be affected and are 
considered as part of this analysis. Residents living in floating homes may be particularly susceptible 
to noise and vibration impacts due to their close proximity to both the highway and transit 
alignments.  

Construction of the Modified LPA would follow federal and state noise abatement requirements, 
including monitoring and enforcement to minimize potential impacts during construction. While 
there is no effective method to completely eliminate vibration effects, restricting and monitoring 
vibration-producing activities can reduce impacts within the construction zone. Proposed measures 
to reduce construction noise and vibration are described in more detail in the Noise and Vibration 
Technical Report.  

5.2.4 Air Quality 

Temporary air quality impacts are not expected to result in a disproportionately high and adverse 
effect on EJ populations because construction-related air quality impacts would be the same for EJ 
populations as for the general population. However, air quality may be affected on Hayden Island due 
to emissions from construction equipment. The census geography comprising Hayden Island is not a 
meaningfully greater or high-priority EJ area. However, low-income and minority people living in the 
area may be affected and are considered as part of this analysis. Residents living in floating homes 
and the mobile home park may be particularly susceptible to air quality impacts due to their close 
proximity to both the highway and transit alignments. Construction impacts to air quality could be 
minimized through measures discussed in more detail in the Air Quality Technical Report.
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Given the time required for Program implementation and the many factors that affect land 
development and redevelopment—including local plans and policies, land use and zoning 
regulations, and regional and national economic conditions—it is not possible to predict with any 
specificity what types of indirect effects might occur in Hayden Island and downtown Vancouver after 
completion of the Modified LPA. Therefore, it is not possible to determine whether such effects would 
result in disproportionately high and adverse impacts to EJ populations. However, the potential for 
gentrification, loss of affordable housing stock, and similar effects warrants ongoing consideration in 
future planning and monitoring. 
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7. AVOIDANCE, MINIMIZATION, AND MITIGATION 
MEASURES 

No specific temporary and long-term avoidance, minimization, and mitigation measures within the 
control of the IBR Program were identified for EJ populations. However, avoidance, minimization, and 
mitigation measures for acquisitions and displacements, air quality, noise and vibration, and 
transportation that could potentially affect EJ populations are described in the Acquisitions and 
Displacements Technical Report, Air Quality Technical Report, Noise and Vibration Technical Report, 
and Transportation Technical Report of the NEPA/SEPA Final SEIS and are not included in this section. 
Those measures would also have the effect of mitigating EJ impacts. As noted in Appendix M of the 
NEPA/SEPA Final SEIS, all toll scenarios under consideration for the IBR Program assume a low-
income discount. Refer to Appendix B of the SEPA Addendum to review the measures. 
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