COLUMBIA REGION ASSOCIATION OF GOVERNMENTS

July 25, 1974

Memorandum

To: Project Management Board
- From: John Krawczyk

Subject: Ferry Service '

A possible short-range, low-capital intensive means of
increasing corridor capacity would be the provision of
limited ferry service from a point in Clark County to
a point in east Multnomah County.

To minimize costs, this ferry service should utilize
landing sites which may already be in existence on one
or both sides of the river. The ferry itself could be
a barge, modified to carry autos and other non-auto
traffic (i.e. bicycles and pedestrians). The barge
would be powered by a small tugboat.

Service could be provided:

1. from eastern Vancouver to a landing point in the
vicinity of Portland Airport

2. from Camas-Washougal to Troutdale

At either of these sites, the ferry would be in a satis-
factory position to:

l.  Improve transportation to the Portland Airport from
eastern Clark County

2. Reduce travel time and distance to persons commuting
to and from points in eastern Clark and Multnomah

Counties.
3. Provide an alternate river crossing to the I-5 Bridge.

If the Project Management Board feels this might be a
viable alternative, project staff will examine possible
landing sites, determine what equipment would be necessary
to implement such a project, determine the implementing
and operating agencies, estimate costs and provide a time
frame for the creation of a demonstration project.



LIST OF POTENTIAL SOCIAL, ECONOMIC
AND LEGAL TRANSPORTATION IMPROVEMENTS

The following is a list of potential improvements which
could be implemented to reduce highway congestion in the Inter-
state Bridge Corridor. Advantages and disadvantages of the
respective improvements are not considered rather, your feedback
concering which of the improvements are feasible and should be
considered for further study is reQuested. The improvements are
broken down into three catagories which include: (1) those social
or economic adjustments which would lead to a reduction in the
demand for travel (2) those improvements which would serve to
provide disincentives to auto use and (3) those which would pro-

vide incentives to transit use.

A. Reduce demand for travel

X 1. The Four Day Work Week - this concept, as envisioned
provides for a workday of 10 hours in length, four days a
week. This concept has already been tried in some smaller
American firms and has proven somewhat sucessful. By
reducing the number of days a person is required to be at

- work, the four day.work week could reduce weekly work trips
by as much as 20%. However, a significant increase could
be expected in non-work trips, due to the expanded Ileasure

opportunities afforded by this arrangement.

7( 2. Staggerd Work Hours - this involves modifying report and
release times so that a wider dispersion of report and release
times is achieved. Presently, some Portland firms are util-
izing a staggered work hour arrangement. Staggered work hours
might be made more effective by utilizing 15 minute rather

than 1/2 hour intervals in report and release times.

3. Development of Surburban Work Centers - this could be
utilized to accomplished one of two purposes. First, the
workplace could become the center of the various suburban
communities with housing located within easy walking dis-

tance of the workplace.



B)

Second, workplaces could be located in areas outside the
central city to induce traffic to flow away from the central
city. To some extent, this movement of workplaces to the

suburbs is already taking place.

4. Restrict development in specified corridors through
zoning and land use planning - couldbbe accomplished by re-
quiring strict standards for development in traffic corridors
which are overloaded. Actually limiting population in areas
has been suggested but such a plan was recently ruled illegal

in California on constitutional grounds.

Disincentives to Auto Use
1. Peak Hour Highway pricing - major urban highway facilities

must be constructed to satisfy the very high level of demand for

travel which occurs only during a 3 or 4 hour period on
weekdays. Thus, peak hour travel demands require the con-
sturction of "extra-capacity" highway facilities necessary to
meet this demand. To revuce the demand during the peak hour,
users may be charged an additional highway use fee. This
could take the form of tolls, or user charges assessed to

recover the cost of the extra~capacity facilities.

2. Municipal Income Tax =« the city might impose a municipal
income tax on all persons working in the city and living
outside of it's boundaries. Tax exemptions or credits

could be provided for persons using carpools or transit to

commute to work.

3. Modify Auto License Tax - revise the system of assessing
the auto license tax to assess the tax on the basis of weight,
horsepower or engine size. This tax would serve as an in-

centive to use smaller cars.

4. Institute a personal property tax on motor vehicles -
provide for a property tax on motor vehicles, using the
reciepts for homestead property tax relief, to discourage

multiple auto ownership.



5. Increase state motor fuel tax - increase this tax to make

gasoline more expensive, thereby reducing it's consumption.

6. Permit gasoline prices to rise due to market influences -
this could be accomplished by one of several means including:
1. Reducing or eliminating the o0il depletion
allowance
2. Restricting domestic drilling or exploration .

3. Reducing production

X 7. Require vehicle registration for out of state commuters -
disincentives could be provided in the interstate corridor
by requiring that Washington residents, working in Oregon
and using their cars to commute to work, purchase Oregon

license plates.

X 8. Parking Lot Tax - Under ORS 267.360 Transit Districts
in Oregon are empowered to levy a business license fee. Tri-
Met could impose this fee on pay parking lot operations in

the Tri- County area, to raise revenue and discourage auto

use.

Incentives to use Transit

X 1. Tax incentives - permit taxpayers to claim, as a'de—
duction on their income tax, the costs of using transit or
carpools to commute to work. Deductions could also be pro-
vided for the costs of transit service used in the course

of employment.

X 2. Require transt and carpool facilities - land use re-
gulations could be modified to include provisions which
would require developers to supply transit stations, park
and ride facilities, bikeways, and preferential treatment

for carpools where applicable.

)(, 3. Corporate Tax Incentives - business firms, engaged in
programs to encourage employees and customers to use high
occupancy vehicles could be granted special tax incentives

and considertions.



X 4. Reduction in Auto Insurance Premiumns - state insurance
regulations could be modified to require insurance companies

to give special discounts to persons exclusively using transit

to commute to work.

5. Free transit for the disadvantaged - special passes
could be issued to provide free transit service to the poor,

handicapped, students and the elderly.
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LACHARAS COUNTY

FRIDAY - JULY 19, 1974

6400 S.W. CANYON COURT

PORTLAND, OREGON 97221

I-5 PROJECT MANAGEMENT BOARD MEETING

A GENDA

9 a.m.

COMMISSIONER GRANGER'S
CONFERENCE ROOM

CLARK COUNTY COURTHOUSE

I.
II.

III

Iv.
V.

VI.

APPROVAL OF MINUTES
STATUS OF PROJECT

REVIEW OF PMB AND CITIZEN COMMENTS ON DRAFT
PHASE I REPORT

1. PMB Comments

2. Citizen Comments

3. Direction for Staff
DISCUSSION OF INTERSTATE BICYCLE PATH PROPOSAL
NEW BUSINESS

NEXT MEETING DATE
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MEMORANDUM ‘iﬁdmluigm

SN
COLUMBIA REGION AS
OF GOVERNMENTS

TO: Hurvie Davis
BY ¢ J. Garth Anderson, Public Works Director
- DATE: July 10, 1974

SUBJECT: Interstate Bridge Corridor Project -
Preliminary Phase I Report

My staff and I have reviewed the preliminary Phase I report.
Quite frankly, we were disappointed. In short, we found the
report to be too long, too generalized, lacking in supporting
data and not directed at low cost, short-term solutions to the

problem.

However, lest I sound overly critical, I should report that we do
support the concepts of the project and will assist, as we can,

to implement the recommendations. Specifically, Jerry Peck and I
have already begun to identify the ways by which transit incentives
and inter-system transfers can be offered.

As to my criticisms, the following outlines my concerns:

1) For whom is the report intended? The general public,
implementing agencies or elected officials, Tn my opinion, the
report should be cut to 10 and no more than 20 pages of text.

2) The project, its three phases and 18 month time frame are
generally described in page 2. However, the physical limits of
the corridor are not defined.

3) As stated on page 2, the project is to "optimise the capacity
of existing and planned reconstructed I-5." However, much of the
report is not devoted to short-term, low cost actions to that end.

4) Much of the report reads as if it were drawn from texts and
other reference material on transportation. Since these dis-
cussions are not supported by data from the Portland-Vancouver area,
phrases such as, ''might be possible, appears feasible, merits con-
sideration and may have impact" are frequently found. In short,

the conclusions drawn throughout lack supporting data and thus,
appear tentative. '



Page 2

5) The report notes that heavy freight demand precludes the use
of Amtrack for significant commuter service. It then notes, it
would be advantageous for the Vancouver Transit system to serve

the train depot. Why?

6) The fourth paragraph on page 46 concerns the difficulties
of urban commuting dispute the construction of several freeways.,
Which freeways other than I-5 have been constructed in the

corridor?

7) The report recommendations are not significant when compared
to the size of the problem. Some 100,000 upd use the I-5 bridge.
The recommendations primarily address some portion of the 12,000+
Clark County residents that work in the Portland area. The recom-
mendations do not include expected results. What portion of the
100,000 upd problem will be solved by implementation of the
recommendations in Chapter IX?

8) Recommendation #l1 reads as if all that remains is imple-
mentation of the recommended routes and schedules. I believe
much work remains to be done and the recommendation should

recognize that.

9) Recommendation #7 should recognize the April 74 action by the
Washington State Legislature (HB 670) rather than footnote it.

I hope the above conveys my concerns over the report., If you wish
to discuss them further, please contact either myself or Eric Oien.

j WK

J. GARTH ANDERSON, P.E.

JGA:bm

cc: Commissioner Richard Granger
Alan N. Harvey



WASHINGTON STATI e Wighway

HIGHWAY COMMISSION

DEPARTMENT OF HIGHWAYS

Daniel . Evans -Governor
G Androws - Director

ffice of District Engineer <
ks . Ppartment of wigh* Y

4200 Main St.
P.O. Box 17717
Vancouver, Washington S8663

9 July 1974

Columbia Regign Association of Governments
6400 S. W. Canyon Court
Portland, Oregon 97221

Attn: Mr. Hurvie Davis

Interstate Bridge Corridor Project
Report - Phase I

Gentlemen:

Attached piease find our comments on the Phase I Interstate Bridge
Corridor Project Report.

Wle regret being somewhat late in submitting these comments, but due to
a heavy workload, we were unable to put them together until now. We hope
that you can still use them and should you have any questions, please feel
free to contact us at any time.

Yours very truly,

R. L. CARROLL, P.E.
District Engineer

P ) /' s //
/‘( 'f’.“ c/(/z—;(¢¢,

By: P. C. HENRICHSEN, P.E.
District Location Engineer
RLC:m
PCH
Attch.
c.c. - Mr. Eric Oien, Asst. Dir. of Public Works, w/attch.
City of Vancouver, 210 E. 13th St., Vancouver, Wa. 98660
Mr. Mark Bovee, Oregon State Highway Division, w/attch.
State Highway Bldg., Salem, Oregon 97310
Mr. Phil Brown, HQ, Olympia w/attch.
Records Control

RV Y P igeerionfo & Copmm B4 Hevvard Sarensen Harold 1. Boulac



WASHINGTON DEPARTMENT OF HIGHWAYS
DISTRICT NO. &

REVIEW OF PRELIMINARY INTERSTATE BRIDGE CORRIDOR PROJECT
PHASE 1

We have reviewed the report and find that in general, it is much too
long with many unnecessary words and phrases and too many generalities which
are difficult to grasp and from which it becomes rather hard for a reviewer
to follow through to any conclusions.

Within Chapter II, Introduction, we question the reference made to carpools
as being public transportation. Although carpools may be considered a form of
mass transportation, assuming that each car can be filled to capacity, they
still remain in private ownership and presumably are not public to the point
that anyone who desires can ride in another's car without consent of the owner.

On page 2, we feel that it may now be necessary to temper the assumption
that the 1-205 structure is a committed facility in view of the very recent
action of Multnomah County, Although it is assumed that the construction of the
bridge will proceed, it would appear that the report should now be brought up
to date and include the action taken by the County.

On page 3, looking at the rather large number of studies that are going on
and which are affecting the corridor, it would appear that coordination of the
studies is needed and the question arises as to who, if anybody, is to do it?

- Is it CRAG?

We also believe,on the same page, that the Committee structure for the
Management Board as outlined is what was originally intended but not what was
finally adopted and that it should be changed to reflect what the Board finally
went with.

On page 15 of the report, the possibility of local type air service as a
means of mass transportation is discussed and we are curious as to what type of
air service is presently available,as noted in the second paragraph on this
sheet, on a regional basis at this time. We also question the existence of a
regional commuter service by rail inasmuch as we believe the only passenger
service available by that mode is the Amtrak service which is not really a
commuter service such as is needed between Vancouver and Portland.

On page 16, reference is made to gradients on the Vancouver Freeway, stating
that "The proflle alignment is considered level except on the Interstate Bridge
and in the vicinity of Mill Plain Boulevard in Vancouver'. There is an adverse
grade for truck traffic from a point just south of Evergreen Boulevard to
approximately 35th or 36th Street on the northbound lanes, and also a short
stretch on the southbound lanes from approximately L42nd Street up to 35th or 36th
Street again. Both of these sections significantly affect the speed that can be
maintained by loaded trucks and therefore influences the operational speed of
the entire traffic stream when there are trucks operating in these areas
especially during the peak hours.



On the same page, reference is made to the Interstate Bridges and they are
noted as being a major block in the traffic stream becaise of their openings and
because of potential accidents which may close them to through traffic. Through
agreements with ‘the tugboat operators, which agreements were carried out between
the two states and the operators, the bridge openings have been reduced, during
peak hours, to practically none.

We also note that the two accidents which caused the 'worst" traffic jams
in the recent history of the interstate, did not occur on the bridges, but
occurred on the four-lane section of Interstate 5, just south of Hayden Island or
the Union Avenue- Expo Interchange exit. It was in this location that both the
47,000+ bottles were dumped, blocking all lanes, and later a load of pipe was
flipped over and scattered, again blocking all lanes, causing a major backup of
traffic in all directions. The bridges in both cases were not raised or were not
blocked by any type of accident, and were fully operational on all six lanes.

It should also be noted that the warning system on the Vancouver Freeway
.is not exclusively for the kridges, but is also intended to warn motorists of any
stops ahead of the signs, and to slow down. The Washington State Highway Depart-
ment presently has a project on the books for the expansion of the warning system
with new signs or additional signs to be posted as far north as 39th Street.

- In noting these specific problem areas in the southbound direction, it
would appear that both the Jantzen Shopping Center on-ramp for the southbound
traffic, the Swift Avenue off-ramp with its 90° turn, and the Union Avenue
off-ramp with its drop lane feature would be major problem areas. The first two
create severe weaving problems; the third one causes problems because a lane
is lost without the equivalent loss of traffic volume.

On page 17, it is indicated that the couplet transitions on Union and Grand
Avenues in Portland are poor and it would appear to us that this is only half-way
true. The southbound transition from the two-way traffic section of Union to the
one-way traffic section seems to be quite straight forward and causes no problems.
Admittedly, the northbound transition could stand some improvements to eliminate
the two sharp curves from Grand back into Union.

On page 19, it is indicated that the movement of goods within the I-5
corridor, between Vancouver and Portiand, is primarily by truck as opposed to the
outlying areas where the movement to a much larger extent is by rail or by ship.
We are not aware that the truck percentage on the Washington portions of the
interstate, north of Vancouver, or on SR-14 up the Gorge, decrease appreciably
as compared to the percentage in the corridor,and we are wondering if there is
ary appreciable decrease in Oregon south and east of Portland on the interstate
facilities.

On Figure V-2, the following corrections should be made:

Mill Plain Rd. should be Mill Plain Blvd.
Lewis & Clark Hwy, add "SR-14" designation
Add "Union Ave.' designation

It is also noted that some of the exhibits, for example Table V-1, reproduced
very poorly and are extremely difficult to read which makes a review rather frus-
trating. '

-2



On pages 24 and 25, under the section "Washington Existing Enabling
Legislation', this section should be rewritten to include the latest bills
passed by the Washington Legislative mini-session in April of this year.

On page 26, we found that the bottom paragraph is almost verbatim repeti -
tion as to what is stated at the top of the same page. It would appear that one
or the other could be cut out and shorten the report somewhat.

On page 28, we understand that the negotiations are now going on between
Portland-Vancouver Bus Company and Tri-met to accomplish exactly what is proposed
in Item 1.

Again on the same page, we believe that the discussions and recommendations
in Item 3 have already been accomplished by the action of the Washington Legis-
lature in April,

With regard to the discussion of the "Contra-flow Lane" roadways contained in
the lower half of Page 31, we would again express our misgivings with such a pro-
posal. Although it is admittedly an alternative that should be looked into, it
would appear that there are a number of items that not only need to be recon-
sidered, but need to be resolved before such a proposal could be implemented.

(1) The first item would be the justification for such a lane. Would it be able
to decrease the traffic in the remaining two lanes (which in some cases may be
only remaining one lane) to the extent that the traffic flow in those remaining
lanes would actually be improved? (2) How would the vehicles utilizing the
special lane, which we assume would be adjacent to the median, get onto the
freeway and off of it? Would this be by special ramp or would they be ''competing'
for the space on the regular ramps with the rest of the traffic as well as having
to weave their way through one or two lanes of traffic in order to get to the
"express' lane. (3) Another item that has not been established to date would be
the Tength of the "express' lane and its points of termination on either side of
the river.,

On page 38, in connection with the ramp metering proposal, a suggestion is
made to utilize Main Street in Vancouver as a local thoroughfare for the traffic
that cannot readily get onto the freeway at the metered ramps. Main Street is
presently one-way southbound, but because of its parking setup and the limited
number of lanes, it is totally useless for any continuous traffic flow. Any such
scheme as proposed in the report would have to utilize Washington Street in order
to have any efficiency at all.

On page L2, we would like to advise the writer of this section that the
term '"knots'' means '"nautical miles per hour'.

Within that same section, it appears that the discussion of superferries,
which presumably would move at speeds approximating twenty knots, is not very
realistic. We are certain that a check with the local captain of the Port or
U. S. Coast Guard would reveal that no ship is allowed to travel on either the
Columbia or the Willamette Rivers at speeds exceeding four to five knots. Conse-
quently, the capability of the ship to travel at major speeds would have no bearing
on the actual travel time that would be involved in such a mode of travel. We
also feel that even if ferries were possible, to provide the ferries is only the be-
ginning, and on a system such as this, a discussion is needed as to where the
docking and loading facilities would be on either side of the river and of how
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the passengers would get to the ferry, and from the boat to their place of work.

On page LL, there is again a discussion of providing additional capacity
across the Columbia River. First of all, we do not believe that the capacity
problem lies on that section of the corridor, inasmuch as it is the only
section that presently has six lanes, since both the Vancouver Freeway as well
as the Minnesota Freeway are four-lane facilities, from the ends of the Inter-
state Bridges and for several miles in the northerly and southerly directions.
Both Highway Departments have, over the last few years, looked at the possibility
of modifying the existing structures. These reviews have come in response to
such proposals as the construction of a monorail or a horizontal elevator on one
side of the structure, or adding other mass transportation changes to the struc-
tures. In all cases, we find that it is not feasible or practical to do so.

, On page 46, next to the last paragraph deals with ''separate carpooling

programs in Oregon and Washington''. We wish to advise that the two carpool pro-
grams now have been combined under the direction of 0DUT and are being handled
out of the regional carpool office in Portland.

On page L8, we were somewhat confused as to whether we were dealing with
six recommendations as noted in the first paragraph on this page, or seven
recommendations as noted in the second paragraph on the same page. Continuing
to page 53, we found that seven won out inasmuch as that appears to be the
actual number of recommendations made.

On page 49, in the discussion of Route No. I, it would appear to us that
rather than for the buses to enter the freeway at Mill Plain and then exiting at
Lth Street, it would be better if the buses just continued westerly under the
~ freeway to Washington Street, came south on to Lth Street and then back to the

depot, thereby staying off the freeway which presumably will already be loaded to
capacity during the hours the buses are traveling.

On page 50, under item 2--last paragraph, it would appear to us that the
fact that private carriers must break even or make a profit pretty well kills
the transit proposal as a competitor to the automobile. Until transit is made
more attractive by combination of scheduling, equipment, or better traveling time
and pickup and delivery in close proximity to the user's home and place of work,
it will not receive much use.

On page 51, as noted before,the Washington State Highway Nepartment's car-
pool program has been combined with that of 0D0T and it is now being conducted
from the carpool office in Portland.

On page 52, item 6, it appears that as a part of the discussion contained
herein with regards to ramp control, it should include the project now being develop-
ed for ramp controls at the southbound ramps on 39th Street and 2Lth Street in
Vancouver.

On the same page, it would appear to us that in order to be effective, the
high occupancy lane must be justified as an improvement, meaning that it will
help to reduce the traffic volume in the remaining lanes. If all that it can be
is a restraint incentive to force people out of their cars, it will not be
effective and should not be implemented.

As a special comment, we note that the study data for the origin/destination
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study,as shown on page 8 of the report, were not correct; the proper figures

are:

1. 9500 questionnaires (rather than 14,000) were distributed to
motorists.

2. 3400 rather than 3500 responses were received.

3. The percentage of sample return was 36% rather than 25%.

In conclusion, we wish to reiterate that we feel this report is much too
long and that it deals too much in generalities. We thought that Phase I would do
two things - (1) identify the problem, which has been done, and (2) specifically
recommend interim solutions which could be implemented anywhere from soon to
immediately; this we don't believe has been done. '

As of this moment, we think that such solutions as ramp controls, combina-
tion of the transit systems, and expansion of the carpools are the only reliefs
available to us. Any other solution by which implementation of rail transit,
special use lane, or other mode of transportation or facility is used to increase
capacity would take years to accomplish and therefore would not address itself to
the goals and objectives of the Corridor Study as we understand it.



COUNTY COMMISSIONERS
M. JAMES GLEASON, Chairman
DAN MOSEE

BEN PADROW

DONALD E. CLARK

MEL GORDON

NMlultmomal County Oregoxn

BOARD OF COUNTY COMMISSIONERS
OFFICE OF PLANNING, EVALUATION AND PROGRAM DEVELOPMENT
(503) 248-3300 = ROOM 203 TRAILWAYS BLDG., 1008 S.W. 6 AVENUE = PORTLAND, OREGON 97204

July 8, 1974

Mr. Hurvie Davis

CRAG

6400 S.W. Canyon Ct.
Portland, Oregon 97221

Dear m_@aﬁs"w Y]

Subject: Interstate Bridge Corridor Project
Phase I Report

In many ways the report provides a good basis for discussion and subse-
quent work, and in most places the report makes clear that the emphasis is
on transit. 1 will concentrate my remarks on two issues which concern me a
lot: incentives and implementation.

Incentives
I feel that if transit is to be given any reasonable chances of success

through public action, the issue of transit incentives must be addressed
thoroughly. The report does a good job in discussing the disincentives
inherent in the current confusion of several carriers, but very light treat-
ment is given to the more controversial matter of automobile disincentives.
In addition, in several places, the report discusses automobile capacity in
such a way as to lead one to believe that auto capacity has nothing to do
with incentives. I feel that more work is required here, and I would like
to discuss the matter at the next PMB meeting. I will list some examples:

1. p.37: On this page are listed six possibilities as potential incentive
measures. Nowhere in the report are they evaluated, yet the title of
the report is ""A Transportation Evaluation'.

2. pPe29: Here there should be discussion of the legal aspects of incen-
tives, and the possibility of new legislation, yet there is none what-~
ever. I have brought this matter up at PMB meetings many times.

3. There are no conclusions or recommendations regarding auto disincentives.

COLUMBIA REGICH ASSTL

A AN ITDRIMATATO



L, 1In several places, the automobile capacity of the corridor is discussed.
I think the report should point out that expansion of auto capacity is
generally a transit disincentive in a corridor with growing demand for
movement, given the other trends of sprawl, transit service difficulties,

etc.

5. p.4l: The report discusses narrower highway lanes as a potential transit
improvement. I think it is unlikely that transit will benefit from this
in this corridor. This increases auto capacity and, with the auto advan-
tages, will be a transit disincentive. In addition, it provides a greater
opportunity for mixing cars, trucks, and busses. The only way to add an
additional lane to transit benefit is to make it preferential or exclusive.

6. p.46: The "Basic Conclusions and Findings" refer, again, only to the dis-
incentives of multiple carriers, not at all to the historical disincentives
created by revolutionary expansion of auto capacity in the last two decades.

7. The report refers to auto disincentive as an "indirect" action. I suggest
that auto disincentives are very direct., They function, basically, by
altering the pricing relationships, so that a user pays more to use one
mode relative to another (including the costs of time). This is a very
direct action, although it may show only gradually through time. I had
hoped that this project would give thorough consideration to this issue,
because the opportunity is nearly ideal.

In short, I would recommend further work and expansion of this issue, in
the spirit of a very good statement found on page 38: "The public interest can
best be served by providing a transit system which eliminates all possible
barriers which deter the use of the system."

Implementation
I think further work is needed on implementation in several areas, although

I think the report is good, as far as it went.

1. The report should give recommendations for implementation by laying out what
is to be done, who should do it, how it should be done, and when. This

should be the heart of the report.

2. I would like to see more emphasis in CRAG on staggered work hours. CRAG
is in a good position to push this issue throughout the region. Perhaps
the Corridor Prqject can provide some spark for it.

3 In line with the above, I would like to see the report make a full range
of recommendations on incentives and disincentives. The responsible
agencies are still free to act according to their own policies, but if
they are to do so, they should be fully aware of the possibilities. The
Corridor Project has a contribution to make here,



Other Comments

1.

2.

3

Except for issues concerning flexibility in capital improvements, T
think no further work should be done on new modes at this time, unless
current developments break to give a definite short-run opportunity.
By the way, I don't consider light rail a "new mode" in the same sense
that others are ''new mode." I think further work on light rail is
appropriate, in spite of the difficulties in this corridor.

Table V-1 is misleading, and so are any references to it. It should

be pointed out that 'capacity'" is related to speed and assumed acceptable
level of service. The table should indicate how the capacity data are
developed. For example, I am unable to relate the 100,000 vpd capacity
figure for I-5 at Fremont to the AASHO standards, which usually are
expressed in hourly flow figures. Please indicate the assumptions

used regarding level of service, design speed, and hours per day

(i.e. relating vph to vpd). Slightly different assumptions can

give significantly different results.

Table VII-3 I have several concerns about:

a. I question some of the numbers in the "energy efficiency"
column. There are several secondary sources which speak to
this issue and they come up with different numbers. Perhaps
CRAG did its own figuring, an effort which would be commendable.
I think the automobile number is too high, however. Energy
efficiency calculation should include all costs, including
construction as well as operation. One fairly careful study
done by Hirst indicates that the energy consumption for the
auto mode is 7 as opposed to 25 in table VII-3. Of course,
the same comprehensive calculation should be done with other
modes and, to my knowledge, hasn't yet been done. However,
when "indirect" energy consumption factors are accounted for,
the automobile is far and away the biggest consumer in nearly
every category. My recommendation is that this column should
show how the data were derived, so that people can better draw
their own conclusions about comparative energy efficiency.

b. The "Noise Quality" column shows light rail as "fair'" and
busses as 'fair/good". This is exactly contrary to my
knowledge, and I would like to know how this conclusion is

reached.

c. The "Technology Status'" column shows light rail as '"demo" and
monorail as '"operational". I think this is misleading. Light
rail is and has been operational throughout the world for decades
in a technological sense. By contrast, technologically, heavy
rail (i.e. BART) and monorail are infants.

d. There should be some columns added, including air impact and
land use impact.



5.

I think the report should outline very clearly and emphatically the
local agency roles and opportunities for traffic control improvements
which can favor transit. Again, each jurisdiction has its policies,
but I think the choices need to be laid out to aid in the formulation
of policies. I would cite an example from the City of Portland. The
City has established a traffic control policy which definitely favors
trucks in a certain area of northwest Portland, thereby setting at
least one precedent for this sort of thing. I cite this example only
because I am very familiar with it. All jurisdictions have, I am
sure, written or unwritten policies and the PMB ought to solicit
appropriate policies and action from each jurisdiction.

I would suggest updating those parts of the report which don't take
account of the new Washington enabling legislation of April 197k.

p.26: Mention is made of the ICC Commercial Zone Ruling as a
constraint on service by private carriers. I believe the report
should outline a procedure for appeal to the ICC for variance.

Sincerely,

W

Dave Hupp
Environmental Planner

DH: jo

cc:

Dick Granger, Clark County Commissioner
Loren Kramer
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The Inter-State Bikeway was »lanned becausé one of the main

goals of the Clark County Bikeway Plan, as determined from a question-

air, ( see firure 1 ) was to get safely to Oregon. The Inter- State
Bikeway will connect the Vancouver Central Bussiness Distriet,; with
the Portland Central Bus iness Diétrict. The section of the route
that is between the Broadway Bridge, and Ainstvorth St., is an
element of the C.R.A.G. Regional Bikeway Demonstration Project,‘the
Bicentennial Bikeway. The cost for construction of the Inter—Staté
Bikeway should be born by the States of Oregon and Washington. The
cost of maintenance should be assigned to. the jurisdiction owning
the right-of-way in which the route isylocated.

The purpose of this proposed bikeway is to, 1. provide access
to recrecation opportunities on the Oregon side of the Columbia RlVLJ,
and to the giant park proposed for Vancouver. 2, Provide access to
jobs on Hayden Island for people of Vancouver and North Portland.

3, Provide a safe route to bicycle from North ‘and Northeast Portland

to the downtown. We anticipate little demand 'to bicycle from downtown
Vancouver to downtown Portland. We do .anticipate some demand to bike

to work in the 1ndustrial‘areasvof Vancouver and Nofth Porﬁland.

In order for the Oregon State Highway Division to commit
funds to this project, it must receive a written request from the
Portland City Council, and the Multnomah County Commissioners. In
order for the Washington State Highway Department to make provisions
for bicycles |, it must receive a‘wripten request from the Vancouver
City Council. ¥ It ié most_important thapjthe‘hi?hway departments of
both states fully understqﬁd theﬁfﬁnbtipnz and. type of faéility which-
are being requseted of them. i |

A location descrlptlon, as well as, Lrafch englneerlnﬁ analysis

for safety provisiomns should bc appendlxcd to the formal request

W TR P Rl _z:vtezy1ﬁrfé.lgb)eiﬂuig7



féf action. The States can tﬁen, iecact to the requests with some-
conception of what is being asked of them.

It is important that everyone freely communicate with one another
concerned with this project. Therefore, we recommend that every'staff
‘person working on this project find out who his_counterpaft is in the
other JurzdecLLons, as well as, in the State Highway Departments.

LOCATION OF THE INTER~STATE BIKEWAY

The Inter-State Bikeway runs from the intersection of Washington

St. with the I-5 Bridge approach, in Vancouver, to the sidewalk approach

to the Broadway Bridge, in Portland. The fOLlOWlDV text of this route
“ description is divided into five sections. Each section describes
the manner in which provisions can be madé for the cyclist by each
jurisdiction primarily involved in providing input to the State
Highway Agencies of Washington and Oregon.
APPROACH TO THE I-5 BRIDGE IN VANCOUVER
il ‘The cyeling traffic wouid be routed South on Columbia St.

and East on Third St. to Washington and South on Washington

to.a point under the railroad overcrossing. At this point

the roadway viers to the right, and a sidewalk runs adjacent

to this section of street. There is parking on the left side of

the street, beginning from the end of the sidewalk. One parking

space must be removed to allow access, via a curb cut, to the sidewalk
which approaches the bridge sidewalk. Once this has been implemented
the barking space restriction must be strictly enforced by the
Vancouver Police Department. From.the curb the cyclist merely
procépds on the sidewalk accroés.the bridga¢; There should be sign

protection at the narrow portion of Washington St., where it passes

under the railroad overcrossing, as. well as, " Bike Route " signs

to direct the cyclists to the gateway point.

cycling
The Northboundltraffic coming from Oregon w1il use the East



sidewalk of the 1-5 Bridge. ‘They w'll exit the bridge sidewalk, and
turn right onto the street that deadends at the freeway. Proéeeding
‘East- on the street, for a hundred feet, or so, there is an intersection
_ with Columbia Way. A.shqrt sidewalk is provided, which should have
a curb cut, to get theAcyclist out of the intersection. From the side-
walk, following the roadway under the bridge, the shoulder should be
paved at least six feet . wide. The paved shoulder under the bridge should
be paved six feet over from the wall. This will leave a gap of one
to two feet between the edge of the bikeway and the edge of the roadway.
This gap should trap most of the road debris thal would otherwise be
Strewn all over ﬁhe bikeway surfacé. From the section under the bridge
fhe shoulder should be paved six feet over from the retaining wall,
and an extruded curb cohstructed Lo prevefiticars frbm_parking on the
bikeway. From this point the cyclist can proceed into Vancouver on
the existing streeots.
I-5 BRIDGE TO MARINE DRIVE

The I-5 Bridge sidewalks will function as North-South couplets
between the Oregon and Washington sides of the Columbia River. It is
unwise to have two-way traffic on one side of the bridge sidewalk
from the standpoint of safety. The publié paid for both sidewalks,
they should be able to use them. The'cyclists and pedestrians should
not be fbrced to compromise their safety.

west . side olche

The existing sidewalk approach to the’bridge on Hayden Island
going from Oregon to Washington presently accomodates bicycles and
pedestrians. At the point where the sidewalk from the bridge tunnel
interéects with the sidewalk alongithe parking lot, the cyclist is
forced to make a 90° turn on a narrow sidewalk. A triangular section
should be added to the sidewalk, at the location of the " Police

Vehicles" sign, that would accomodate a bicycle turning movement of

90°. The sidewalk along the State Police parkinq lot, should be



- jextended- to a poinl wiere'a bieyele pedestrian crossing can be 'provid-
ed to the other side of the intersection. At this point an eight tc ten
foot wide path, to allow safe two way traffic, should be constructed to
the Portland Harbor bridge sidewalk. The bridge sidewalk extends to

a point where it ends on the exit ramp to Marine Drive. This point

is called a " bicycle crunch point". What happens at this point is that

the cyclist is forced to dismount and ride on the narrow roadway used by

many fast moving cars and trucks. There should be a provision to
get down to Marine Drive from the exit ramp as soon as possible. Even a
temporary structure would be welcome.

The bicycle traffic approaching the Portland Harbor Bridge from.
ﬁnlon Ave., or Marine Drlve, can use a ramp up to the bridge sidewalk.
Proceeding on the bridge sidewalk, the cyclist continues on a sidewalk
along the shopping center parking lot perimeter, which has already been
de51gnated a bikeway, to it's end at a curb cut. Crossing the
roadway, the cyclist comes to a‘Sidewalk'that connects to the tunnel
under the freeway. There}%.traffic island that extends into the path
of the eyclist, crossing the road, forcing him to manuever out of a
straight line path. This hazzard should be removed.

In order for the cyclist, going to Vancouver, to get up on the
I-5 Bridge sidewalk, on the Fast side, a six foot one way path should be
constructed. This path would start at the sidewalk going to the tunnel
and proceed along the edge of the planting strip. The path should go on
the planting strip up to the bridge sidewalk, This would necessitate
the removal of the second row of bushes from the fence. AL the point
'where'phe péth joins the sidewalk, there is{é large triangular hole
that should be filled and paved over, or have something planted in it.

DELT/ PARK SEGTION

The cyclist coming offi of the Portland Harbor Bridge, would

ride on Marine Drive a short distance, to a point where a bieyele:

e .



' pedestrian crossing should be providad. From the crossing of Marine
Drive to the Delta Park entrance road, an eight foot class II bikeway
should be constructed around the outer perimeter of the Exposition
Center parking lot. The extruded curb of the class 1I bikeway will
prevent cars from driving, or parkin%/on the bikeway when the parking
lot is in use, and to keep it clean. v

The road connecting the parking lot with the Delta Park interchaﬁge
can be used by cyclists as is. The cyclist would then be routed on to

‘Denver Ave., at the interchange. The interchange should be sign

" tAl

protected, and signs provided as well. The cyclist

Bike Route
yould then proceed on Denver Ave, over the Columbia Slough on the
éxisting bridge surface.
DENVER AVE, SECTION

Tﬁe Denver Ave. section extends from the Columbia Slough to
Interstate Ave. There are several malor intersections that-will have
to.be sign protected. The sections of the route where the street is
very wide should have a class III bikeway established on it as shown on
page of the design chapter of this report. The rest of the bikeway
will have to be class III primitive in design. The route will |
continue on Denver Ave, to North Prescott, then East on Prescott to
Concord, and South on Concord To Skidmore. At Skidmore the route goes
to Colonial and South on Colonial to Overlook Park. At Overlook Park
the blkeway should be Class I through the park to Interstate Ave.
" Dike Route " signs will have to be provided to get the cyclist through
the maze of streets in the Denver Ave. section of the route.

INTERSTATE AVE. SECTION

The bikeway section along Interstate Ave. extends from Revere St.
at overlook Park, to the sidewalk approaching the Broadway Bridge. It
should be class II in design. This may require the change from three

Lo two lanes of traffic on portions of Interstate Ave., or construction

e g e e 3+ ymian ooy e



‘of sidewalks for the bikeway. Wher« [a/colote 2, goes on to an elevated
ramp over the railroad tracks, in the vicinity.of the Broadwdy Bridge,
a timber and guard rail barrier should be replaced with a GM curb
barrier to provide room for the bicycles. The Interstate Ave. section
of the Inter-State Bikeway will be the most expensive element ofvthe
total bikeway milage. This is because of the construction cost bf the
class II bikeway section.

If it proves unfeasible to go class II, or too unsafe to use a
class III design, an alternative exists, This would be to cross under
the Fremont Bridge ramps to Russel St., and proceed North on Russel
to Albina Park, and through the pafk to Flint St., then South on Flint

to‘Broadway and West on Broadway's sidewalks to the Broadway Bridge.
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MEMORANDUM

Hurvie Davis, Project Manager
Interstate Bridge Corridor Project

Edgar Waehrer, Tri-Met EE*A)
July 5, 1974

Response to Draft Phase I report

By and large, I think the report is well organized, well research-
ed and well written. As described in the Introduction the intent
of the study is to "optimize the capacity of the existing and
planned reconstructed Interstate 5 facility." The range of actions
available to accomplish this intent are well described in the
report.

In meeting the Project Objectives described in Part III (page 4)
the report is particularly strong in the description of the

O0.D. Survey and potential solutions mentioned in paragraph three
and implied in paragraph four. The treatment of "causes of
congestion" (para. 3), "criteria to evaluate and measure the
effectiveness of the ...improvements" (para. 5) and "evaluate
the desirability of potential improvements" (para. 6) appear to
be weak by comparison. ‘

The following items refer to specific pages:

a. p.l5-17 -Would be desirable to have more detail on the
nature of the delays encountered with a more precise effort
to detail the causes and the time delays. A strip map of
I-5 between Going Street (Portland) and NE 39th (Vancouver)
pinpointing the key bottlenecks and including the volume/
capacity information would be helpful. '

b. p.18 -References to transfer provisions between Vancouver-Ptld.

p.23 Bus Co. and Tri-Met. A more complete discription

p-30 of the present transfer provision is in order. A rider

p.50 transferring from the V-P Bus Co. would pay only the
$.60 V-P fare and show a transfer to the driver when
boarding a Tri-Met bus. When moving in the other
direction, the rider uses a Tri-Met transfer plus $.25
in transferring from Tri-Met to the V-P Bus Co - or the
same $.60 fare for using both systems. A comparable
arrangement between Vancouver Transit and the V-P Bus
Co. would seem to develop the service suggested by the
Report. ‘ '



MEMO/Hurvie Davis
July 5, 1974
Page Two

c. Table V-1 - State when volume figures were taken. Do they
represent average daily peak hour traffic? How is the
capacity calculated?

d. p.32 - Would be good to compare bus trip time and cost vs.
p.46 auto trip time and cost. Has the free parking at
p.48 Lloyd Center been taken into account in the predicted
Table VII-1 new transit usage?

e. P.53 -~ Discussions have begun between Tri-Met, the Vancouver-
Portland Bus Co. and the City of Vancouver regarding
the future operation of the private bus line.

4. Non-comment on the Report's other suggested actions for Tri-Met
should not be construed as acceptance by Tri-Met. The Board and
the General Manager will make decisions regarding modifications

- to fare schedule, transfers and telephone service when a formal
presentation is made to them.

EW:sjs



Citizen Advisovry Committee
Recommendations on Phase I
Staff Report-Jduly 3, 1974

The Citizen Advisory Commi ttee, meeting as a whole and working

as separate subcommittees (Public Awareness, Operational Improvem't-
New Systems, and Environmental Impact) wish the Project Management
Board to consider these recommendations along with those of the

CRAG staff members in making these transportation decisions. Since
being called into existence June 3y, 1974, we have had limited time
to establish policy or formulate reviewing procedures but forward

thls rather rough draft to itemize our lmmedlate priorities., It
1s the considered opinion of the committee that no SINGLE solution

to our regional transportation problems exists, rather a simultaneous
application of a variety of solutions of which the integration 1is
most important,

It is our sbecial concern that there appeared a lack of coordination
or lntegrated relationship between the I-5 Corridor and other CRAG
activities (i,e. Iransportation, Land-Use Planning, Area Development
and Public Utilities). Consequently, the Cltizens Advisory Committee
recommends that 1f such an absense exists, a maximum priority effort
be undertaken lmmediately to integrate these various planning efforts,
before unforeseen consequences result from present declsion-making
processes. It is also our concérm that as transpOrtation transcends
boundaries of,urban and non-urban, areas, clties, counties, and even
states, that we have as an overview our particularly regional
problems and possible solutions. The Columbia River which I=5
corrldor crosses should not sever our planning but serve trans-

portation modes unique and consistent with our regilonal ‘%elan.

Our specific recommendations fall into four distinct areas:
1» Present operational improvements

2, Systems analysis and directional critique
3e Hnvironmental Directives
4, Public Awareness Concerns



SENT O RATIONAL IMPROVEMEN TSz
--= As we feel that congestion on the I~5 bridge 1s fed by
supplementary corridor congestion, we ask for consideration of
broadening the corrldors beyond the bridge and I-5; particular
supplementary routes to look at are Union and Interstate. |
--~ We ask a reviewof the consideration of High Ococupancy Vehicle
preference with respect to increasing the rate of traffic flow
and reducing the total vehicle count., It was our concern that
this be implemented only in coordination with actual successful
bus routing to be successfiil.
~--= The committee as a whole asked that as Swan Island employs
approximately 20/ of Vancouver commuters that it be émployed as
a demonstration project for staggered work hours program. <Lae
supbcommittee chalrmen telt subsequently that Swan Island should
be the innltial area for affirmative actlon regarding staggered
work hours/staggered work week, carpooling, coordinated express
bus service, and traffic redueing programs. |
~== In coordination with innitlating staggered work hour programs
we ésk that express bus time schedules accomodate this posgible

trend, possibly with an addition of an earlier and later run,
SYSTENS ANALYSIS AND DIRECTIONAL CRITIQUE :

New Systems:

After reviewing the CHAG staff report and dppendix A, the

gsystems committee glves these following evaluations and suggested
prlorities (all reviewed by transportation experts and practically

and realistically considered):

1. Gravity Vacuum Trapsit Svstem -~ appears to be limited as

to routes and probably too expensive at this time., There 1s

no manufacturer and there 1s no practical application upon

which to make decisions.
2, Heavy Rail Train System -- The present route between Vanc.




and Portland hes the depots located at points that would
require other transportation in most instances. The system
ls not flexible, it is expensive, and the high potential
speed 1s not necessary for the relatively short distances

of travel required of most passengers.

3o & R T ) a4 -~ The lighter, smaller, self=-
‘powered cars of this system is reasonably flexible~=far less
expensive and can normally be accelerated and decelerated in
such a way that ls likely that the overall time would be

less even though the top speed 1s less.

4, loporall Train System -- It may be that for a few selected

areas that this system may be able to compete with less expen=
sive systems but the committee 1s concerned with 1t being an
asthetic monstrosity,

5

feels that this system may create as much congestion as 1t

e ~- The committee

cures énd does not alleviate parking problems,

6. Zersopal Rapid Trapslt System ~- This certainly again
offends the asthetic views of many people, It can be dan=-
gerous and certainly would be expensive as well as very
limited routing. We feel the region's money should not

be spent in experimentation towards the development of this

system,

Q

T & r Ve T on S -
a. & vehicle which rides on a cushlon of air overland
~1s bound to be offenslve in that 1t will be noisy
and wlll blow up a windstorm, If it is elevated, it
would still be offensive to some extent but would be

another clutter on the skyline.

b. 4 magnetically suspended carrler would reduce the



windstorm but would still offend people's sensitivity.

C. 4 partially air suspended hydrofoil of air cushioned

type of vehicle in water would not be expected to be

successful in the Columbia or Willamette Rivers due

to the considerable debris floating in and on the water.
8., Ihe Automobile System -- Walking, bicycling, and automobiling
permits a person to be reasonably "the master of his own destiny."
4 revolution in going to smaller aﬁtos with lower powered engines.
could provide a great deal more transportation for the amount of
fuel used. Jor some who like to bicycle or motorcycle, a com-
promiee--~-ﬁhe motoped which is used in Burope holds some interes-
ting possibilities. I'or distance in the range of CRAG, the small
automobile can handle 4 passengers for car pooling.
9. bus Trapsit Svstem ~-The bus system, as we now know 1t, has
many of the advantages of the private automobile in that it is
flexibie as to routing and fits reasonsbly well into traffic
patterns, Considerable study should be made before exotic control
systems are determined to be worthy of recommendation, VWe must

not discredit the bus system to experiment with other methdds
until they are developed.

10, Hydro=-Zfransportation Sygtem ~- Super ferries are probably beyond

the needs of this area. ©Smaller water craft, such as catamaran
supported hull désign has very interesting possibllities. First,
no bridge or highway needs to be bullt and a fallure of this type
of passenger carrier does not cause traffic problems. Secondly,
a ride on the water has an appeal to many people. Thirdly, the
system is very flexible to meet change in routes., Fourthly, the
orlginal investment is relatively low compared to the cost of
some of the other systems that we are considering. Fifthly, the

system has the greatest salvage value after service, if 1t would



- later be determined that the service should be discontinued.
11. Bicyele Waxg-—afe being developed and could be extended and

also serve the needs of motopeds.

12, Heli-Bug/Taxi System~--The expense of providing helli-busses

staggers our imagination. Weather conditions in this area would
be a handicap. If they are to be used, there would heed to be

landing pads in areas where the windstorm would not be offensive

to people,
13, Alrships -- are even more sensitive to weather conditions than

helicopters, We could fill the air with balloons and still not

get the Job done.
COUCLUSION 3 Qur committee errived at priorities as follows:

1. (a.) We should make efforts to incresse the efficlency
of the bus bystem which is presently availlable.
(bs) We should try to promote & one~ownership bus
system or a coordinatlon of the bus systems~-which
is not likely under present ownership.
(c.) To create routings through the suburban areas
to augment the present spoke system whilch runs a
high proportion of the routes into the downtown area.
(d.) Consider some smaller, more flexible vehicles for
light loading between areas of activity not enroute
"down town, "
ie.) Provide information to the public as to routings
at bus stops. This can be expanded so that the bus
system maps for the public will be available and that
major bus stops have large maps showing schedules and
routes,

2., some water transportation can be proviéed within a short

perlod of time at a cost probably no greater than the equlvalent

capacity in buses and would relieve the present bridges and roads



of some congestion,

3 Light reil may be going back to the old streetcar days

bud this system seems third in priority. Europe is using

a great deal of 1light rail and it appears to be successful.
The committee es a whole felt that investigation of the use of
waterways was understressed and its importance ovef—looked. It
was even suggested at one polnt that the possibility of an east-
county barge river crossing be investigated (and related Washington
Waterways Legislation be looked at) with an interest in a Van-
couver-to-airport run. The Committee as a whole also urges
maximum utilization of a carpooling program in those geographica 1
areas where mass transit solutions are inappropriate., e emphatically

disagree with CRAG staff stand that carpooling is not viable.

LU VIRONMES TAL DIHECTIVES:

The Environmental Impact Compittee suggests these preferences for
interaction with the CRAG gtarf:
1. No research be done by subcommittee
2. Based on subcommittee concerns, the ataff will prepare a
scope oi work for the preparation of a full environmental
lmpact statement, and submit that work program for subcommittee
review as soon as possible.
3e The committee will work verbally in the actual preparation
of report and will critically review the conduct of the
environmental impact statement preparation,
4, All Citizen Advisory Committee comments on the environmental
impact statement are to be included in the draft and final
statements., | |
Other considerations of the Bnvironmental Impact Subcommittee:

1. Invironmental impact analysls must be comprehensive and

including soeial Eavironment and ecouomical environment.



2. Environmental impact of I-5 Corridor solutions on local
and CRAG rezion land use planning must be evaluated in the
selection process,

3, Total impact on activities adjoining the corridor nust be
investigated in detall (i.e, Vancouver city center, Columbia
River recreation, etc.) |
4, hlternatives to a'structural’ solution (i.e., bridges,
wider freeways, interchanges, rallroad systems, permanent
physical structures) must be considered in equal detail.

5, Disincentives to vehicles must be fully_addressed in an
environmental sense as well as soclal and economic senee.
6.Importance of environment in decision-making process to

be glven equal weight to welghting used 1in social and economic

analysis, especially lin the content of net energy consumption.

PUBLIC AWARMIESS CONCERNS:

The Public Awzreness Subcommittee complled a list of groups
that should be reached with transportation information, including
senior citizens, unions, major employers, students, housewlves,
club activities, orgaenized activity and recreation, persons golng
to snd from hospitals and clinics, and the handicapped.

Areas of information we felt need disperslon are the concept
of staggered work hoursfstaggered work weeks, availibility of
express bus service, location of park and ride centers, shelter
locations, schedules (including more graphic form for non-11iterates)
fares - with emphasis on reduced fares, the concept of contra-flow
lanes, carpool-to-organizational meetings, carpool phone number
(grid sent free of charge), cost of different modes of transportation,
carpooling info such as courtesy rules for and advantages of 5=person
carpool, and the eventual means of finencing a public transportation

system,



Disbussion of vehicles for information dissemination included

a fall planned Transportation_iair, school bulletins, billboards,
letters and speakersybureau for clubs, mini-courses, hand-outs or
flyers at libraries, redeemable coupons for carpooling at locsal
stores, and personal contact,

We feel that the key to acceptance of mass transit in this region
1s in making people aware of its need, of their personal travel
patterns, of a cognizance of previous priority of convenience
hablts, and a desire to utilize less of our lives in trensit. We
do not feel this will bve possible without a great use of personal
energles and monies; we also do not believe any program in this
area (or combination of programs) will succeed without 8. comni tment
to extensive public relations programs. <Therefore, we ask the
Froject danagement Board to direct the staif to itemize thelr
cost and work schedules (with inclusion of rersonel and materials
avallable for resource) for public relations work as we feel this

area ls most important to the implementation of any transportation plan,

Respectfully submitted,

Patricia D, Blackwell, Chrperson
y



COLUMBIA REGION ASSCCIATION OF GOVERNMENTS

Memorandum

To: Members of the Project Management Board

From:  Huprvie Davisjﬁﬁéﬂyéﬂzzhﬂ;

Subject: Reminder of Deadlines

The Project Management Board is continuing its review
of the preliminary Phase I Report. To complete this review
at the earliest possible date, the Project Management Board
has requested that all comments and criticisms of the report
be submitted to the project staff in writing no later than

Friday, July 5th.

Please see that your comments are submitted by this date.
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.W. CANYON COURT
6400°5 ¢ . (603) 297-3726

! PORTLAND, OREGON 97221

TO's Interstate Bridge Project Management Board
FROM: Hurvie E. Davis
{AGKAMAS GOUNTY SUBJECT: Minutes of Junewfa§E§974, Project Management Board
’ (PMB) Meéting Y
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NAME I\ X REPRESENTING
nQ
. ~F ¥ T g
Reed Gibby city O ¢ plen™®  crac staff
Chuck Neumayer Buﬂﬁﬂ(% Washington Highway Department
Bill Dirker Portland
John Krawczyk CRAG Staff
R.0O. Cunningham Oregon Highway Division
- Hurvie Davis CRAG
» Dick Granger Clark County
Kip Howlett Citizens Advisory Committee
Pat Blackwell Citizens Advisory Committee
Bob Ziemer The Columbian
Donna Dunbar Tri-Met
Edgar Waehrer Tri-Met

The meeting was called to order and the minutes of the pre-
vious meeting were approved.

The Chairwoman, Pat Blackwell, and Vice-Chairman, Kip Howlett,
. were introduced and reported on the Citizen Advisory Committee
Vitlage (CAC) meetings and organization. The report resulted in PMB
action to permit the CAC to add Mr. J. Gaussoin to the committee
OUNTY - as chairman of the Operations and New Systems Sub-committee, to
add members to the committee until membership becomes 20 with
names to be cleared by Commissioner Granger and that the com-
mittee appoint someone to take minutes which CRAG staff will
have typed and distributed.

. CRAG is investigating the installation of a toll-free Vancouver

~ telephone line and committee members are encouraged to make
calls at offices of Clark County and other participating agencies
which have toll-free lines between Oregon and Washington.

After a brief project status report was given the P.M.B. dis-
cussed the preliminary draft report of Phase I. Most of the
participating agencies had not completed their review but



comnitted to submit their review to CRAG staff by July 5.

Discussion pertaining to improvements recommended for detailing in
Phase II concluded the gtaff will send out descriptions of the "new"
systems and the P.M.B. is to respond to staff with recommendations by
July 5. The suggestions are to include social-economic, as well as
other types of improvements.

The relationship of Phase II and IIT with the Governor's Task Force
and Tri-Met's Suburban Transit Station Work. The unified work pro-
gram is intergrating the G.T.F. and S.T.S. into other transportation
planning efforts. :

The next meeting date was set for July 19, at 9 am in Commissioner
Granger's conference room in Vancouver.

The meeting was adjourned.



COLUMBIA REGION ASSOCIATION of GOVERNMENTS

!
6400 S.W. CANYON COURT

PORTLAND, OREGON 97221

TO: Interstate Bridge
FROM: Hurvie E. Davis
SUBJECT:

(503) 297-3726

N

e &

C"a L) .w;,:,‘aug'tﬁ%

gureat ©

Review of Preliminary Phase I Report

Enclosed for your use and information are the minutes of the
last P.M.B. meeting and descriptions of the various "new"

system which may apply to this corridor.

to the P.M.B. instructions,
is vital that your comments
ments recommended for Phase
staff no later than July 5,

In order to respond
to expedite improvements, it

on Phase I Report and improve-

IT evaluation be received by
1974.

Your cooperation is appreciated.



APPENDIX A

This section contains illustrations and brief description
of many transportation systems and modes which may have
application in the Interstate Bridge Corridor.



NEW ,SYSTEMS

New systems may be an innovative development or simply the
construction of existing technological capabilities not previously
used at the location in question. Transportation systems are
usually found in one of five states or levels of technical develop-
ment with associate approximated "time lags" - the time required
for intiating the operation. These levels may be referred to as
technical status and include:

Status Time Lag (years)
l. _Concept 3 - 5
2. Research & Development A
3. Demonstration & Evaluation 3 -5
4. Implementation & Construction 4 - 8
5. Operation

The attached flow chart illustrates the development process in more
detail. One should also realize that the time lag is usually
determined by politics rather than technology.



WIEILIEAD |
|
‘

A
ZANLING] e— L FOA NG |

: : fo— 20
i i 1«}]
LEHIYIY e ,AL L LSOV

*

4¥3C 23y

el Y isowsg

I i

i

S5F203d LisidaI3NFT WEISAS THU 10 LAYHD 774 oy wWyso

|
i o [
NTiL i
“ | LY IVAT | H ! EPZE NI | LY IVAT
| i | ~—— 1
SINGiL g2 (2 yTin
%;
.A&l: ! IQJ_ | Wid3 Ly “_ ,‘ ‘ * [nﬁ 4 _ _ _
THLsAL | | Nose=g AL VTR Newsa || 5oy | | (502 o)) WatRaRd | | S3av0n3
[ = , I Lo
bt m Av¥osiC “A,ll\ lsivivoy ] mTAI: wissilys h aN123g JL
} i : %3 3 ETEEE ‘ !
3dAsciadd |AdhL icad e e | I twd G I dot3szg | P z33Cy N
i ZA2A2=8 | ! ‘urfjc\ﬁu_vu i Woliltd = i‘ [ = : f2mdvig = * | § AQris m “ i T304 f
__ i ! i ! i | | ; », |



Aﬁqi.d\xw&O - 42

Q | xrrwad

wv\r‘%

v QTT,DLYWM s ¥q

-~ nnN=A(

repdenvia)

- 1dN D

P2 s23 -Gk
VA B 3 N\»ﬁ\dﬂw 3 <
AMELT i g bR SPA ared  GnapN o) CT0h oo ST o 2N oy et &c?._,«\
\ o | i
1 lad moT | PN
#1017 77| ¥3d0 ey 1004 1004 1004 SES 0% _ 1302 1essoy s araqesousy uvdr . wig JxeI-tyay
7 T
| .
e Lo ) g oy | veqr o 1710
Pt fowor ] 2390 | ws | P999 1 e | e 0z . W PRy Seo i)
TS ¥3<0 : i _ meger oY o
Lol PN 2004 1004 2004 W 9-0n L ﬁ 1a05 jrssoy fiaaes vl e 371143y vetysn) aty
L
~o7 i Goes
N
srbig | e 3340 a1 1ty oo 00d razh i 2.t [o]3} _ T & i P
L. !
T
v - _ u h
#birl moq| 3399 ox ooy pocy pocy [SEN T (5F) COCTpauvsTa auoy ey i uwia3s3pag
i i
~c1 . i
hazn i 1
b mon ow=2d ox poc pocy poon T (1s7)oun e | e ! 3 10T siel a[read
N : i |
Fasrponi| mopain %340 i T w2y T “ i o ! o ' | e { Sva ssaidv3
1Ptaaeg e 1 5 T R ot et
32 % 4 o _p®° ol i 1 ; _aarg 1e39 T v )
=Tl [ e | LANT peac wmpaid| 58 -0 i J v rera Vo e £ [ ors ¥ iest 1Y
e i | | , i
2007 - | a3y | | | o
o)1 | e op3d : 13tes prsy 293 Ty ! /i9vs 1iksos on . [ m e F— ,””
o1 | »ade e | i i T
ot | /4B JLaND o4 pocs post oo AN o | | v \:...::..;
i | | _(
vhn | gnag ! ! i
aalrl erwJ 340 poc ates |
i H 34 on 1004 7 7300 ~ o7 s fe -
o gkt P00y JEEN 9T s fes sz w aany
Y 1004 i |
BT hen idn?2 s31 peon 100, Jated 4uic s m i ]
1 |
Y | ol T T
. 3 s&i 3 5 met g |
nerpoutl haop | GHA =2 ocy 208 2os RAZA 9c: 03 | .:.fvv Creszoozay
Al vRH| gTd wripew | “ v | ! o
Y 5k s . o i | ' T
: g0 poo 123 paesey 08 | 10N i prery {wiosiag
! ! i I -
QK | i - ! i
bt . ] . p ot ! Hyav |
spmrpodl| MPIRLL QR gevy 5009 " Ives w2t 3 <oN ! w M I8 el
: Gl } L
whr| y3a0 1 ! i ! | !
vk s el il P ! | H 1307
4!.14 LEN s1e3 Jave; Sa%w,_} g W ct : . 4 Trey c.t.,,_‘ﬂf [RUPEEE
ot | wmr 7w B | i
T b ewW3d ; " g - i |
ap pp 11 0 1104 ey Bei o wnipaw 0s Gs m Stitaa e, | T | ouics: en: Lrew g
L H
; ;
. 100: ! 1
srewid] 48 v3g0 S ai | Toe | abW i
i 0t Lo c13ut;za3ul 159y Anl
. J__...I . , Gidy ¥
‘ +¥~1J hadr, [ 83x peco 1ocg 1102 CLAIS Aot
- 2 @nnoes-Ksiae1y
1
g 4 e,o3y it
ové~I Swi g . LVRMOYVOR 3D14%35 3dAL
te WD + TR es 'SAS ' A¢E5 o g
g e et D | s Jd\f L EREEH] ALTIVIYS .9
B | &t ;N

241

Snol3 VA

B9

=17

gt
G.quQ‘m;.Ibd
St s ATdaydvir 2> 3l

93124
i 2L S A3

4372

HISIANSHTT Y e [JA 274Y 1




GRAVITY-VACUUM TRANSIT
(GVT) SYSTEM

General System Features

1. It employs gravity

r for roughly 2/3 of the

total energy require-
ment and atmospheric ai-

for the remaining 1/3.

i W MELES S5 B WM BTES ————e ey This appears to permit
unprecedented reliabil-
ity, safety, and economy

\

‘L e S — : B A
i ' ‘ 2. By accelerating pascs
| \ ! engers in a fashion they
MARKET ST VANNESS AVE. NORTH SAUSALTO : CORTE MaDERA SANTR VENETIA cannot feel s 1t permits

SAN RAFAEL

e TRl s - - average speeds roughly
T e W N ; -
‘ ‘ N o5 v ssiowsi. twice the limit for any

existing or presently

e proposed conventional
transportation system.
At any arbitrary accel-
FIG. 8.—PROFILE OF THE SAN FRANCISCO T¢' MARIN SYSTEM eration comfort level,
GVT permits effective
speeds substantially
higher than the theoret-
ical 1limit for any
‘ horizontal transportatio

j o ., R ; system. Speeds in
¥L «]‘D{G ~ E?h**“{l]gjﬂ) E&?K}(}f excess of 150 mph are
N - - possible for urban

40 SEATS ~ 354" PITCH systems
.
40 STANDEES @ 34 5Q <7

S0UaCES @ uacs e wiaos
© Couar o drenerc Sy

b e B

[ |
T IO

e e —— p——

3. GVT satisfies the
ideals of low air poll-
ution or above-ground
eyesores, and virtually
no environmental noise,
—_— - no land severance or
‘\;ﬁmwwL ‘ condemnation of land

INTERCONNECT ENTRANCE/EXIT DOCRS & v (&' 5" 3 — -
WHEELS 30" OIA. + FLANGE along the right-of-way.

—— REMOTELY OPERATED
COUPLER BOLTS

. 4. By placing its
stations at depths typ-
ical for London's deep-
tube subway system, GVT
avoids the urban dis-
ruption that accompanies
cut-and-cover construct-
ion and still permits an
economical tunnel cross
section-slightly over
half that of present

FIG. 14.—TRAIN PERSPECTIVES transit tunnels.

FIG. 15.—PASSENGER CAR

5. This system is in
the R & D stage; there-
fore, a practical system
is probably a decade
away if the R & D and
demonstration results
are favorable.



HEAVY RAIL TRAIN SYSTEM

General System Features

1. May operate with fossi
by a third rail at maximum speeds near 100 mph.
2. Requires an extensive feeder sys: '

the rail lines which usuall
ity considerations.

3. Lines and stations may be at grade,
required by the various tangible and int

1 fuel engines or electric motots supplied

elevated or underground as
angible constraints.

4 New systems, ie. BART,

make use of m
namely,

automatic vehicle guidence,
ion, information Systems,

any new technical advances

automatic gates, and fare collect~
air conditioning, etc.

EXITi e ataeer;
[

TIII7
bt

777777,
it

= B

FIG. 4.—Typical Aerial Station

FIG. 7.—Self-Service Ticket-Vending Machines and Electronic Gates



LIGHT RAIL TRAIN SYSTEM

General System Features

gt Trains operate at a maximum of 60 mph using electric motors s
supplied by overhead cables. .

2. Trains (normally 3 vehicles) may operate on rails in mixed traffic
of on a separate railway and may use lines in common with trolley
buses.

‘3. Light rai1l Systems require feeder service at stations to collect
and distribute passengers.

4. Light rail vehicles may be articulated to better manuver on
narrow city streets,

azm




FIG. 14. —~RUBBER TIRED

MONORAIL,

(
8.)

PHOTO COURTESY

MONORAIL TRATN SYSTEM

SUSPENDED FIG. 15.~RUBBER TIRED SUSPEN
L SUSE 3 . 15. ¢ ND-
DALLAS, TEXAS, 1956 ED MONORAIL, TOKYO, JAPAN,
OF MAGUIRE, REF. 1957 (PHOTO COURTESY OF BOT.
ZOW, REF. 2.)

FIG. 21.—-CRross SECTION OF

HORIZONTAL,

TIRES AND HOL

SUPPORTED MONORAIL SHOWING VERTIC AT v
' g » VE . AND
LOW CONCRETE BEAM '

General System Features

I Trains operate on or
below a large elevated
rail (beam) and maybe
either propelled by
fossil fuel or electri-
cal energy or speeds

to about 50 mph.

2. The system requires
a feeder system to
supplement the linear
line service.

3. The massive "rail"
structure imposes
considerable limitation
on the switching capab-
ility of the monorail
and, therefore, it's
usually constructed in
special cases.



PALLETED AUTOMATIC TRANSPORTATLON (PAL) SYSTEM

General System Features

1. P.A.T. is a dual-mode system in that small feeder type vehicles
are placed in large line haul vehicles for an express trip on a
fixed quideway or a rail to a distribution station at which point
the feeder vehicles desembark for final destination.

2. The system vehicle may be either fossil fuel or electrical
.type of propulsion source and, in terms of passenger units, low
polluting.

3. The technology status of the PAT is only conceptural, although
it is not new because a ferry system which transports autos, is

a waterway version of PAT. '
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PERSONAL RAFLD TRANSIT
(PRT) SYSTEM

General System Features

1. Vehicle containing

4 to 8 passengers operate

on a fixed but relatively
FIGURE 1 STARRCAR DEVELOPMENT & TESTING small quideway or sus-
pensed from an overhead
beam like one of the
types of monorails.

2. The system provides
point service, eliminat-
ing transfers, through
automatic control.

3. The wvehicles are
powered by electicity
and generally do not
(A) Scale Model Transit System Under :;]H; exceed ] 50 mph . when
Computer Control Guided on Test Guideway operating. Since a
electric propulsion
system is used, the
resulting pollution is

low.

4. The present level

of technology for the
P.R.T is the develop-
mental and demonstration
"stage; therefore, addit-
ional work is need

oS .-.; iz ks H ¥ -
(c) GHWMWF;mmt elia LT‘%L- kg 231733 ) 5 : before the systems is
- ype Vehicles on D) Cent .
Test Guidensy ) Central Compgltﬁgeﬁg;tro] of Test applied to general use.
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LEVITATING VEHICLE TRANSPORTATION (LVT) SYSTEM

Leyitating vehicleg

"ride" on a cushion of
; air or magnetic flux
above a roadway which
may be pavement, a
metal tube or water.
There are basically
three types of levitating
vehicles air cushion
tracked (Aero-Train),
High Speed Tube Transit
(Magnetically Levitating)
and Air Cushion Waterway
Craft (Hovercraft). This
concept enables the
vehicle to 1lift off its
roadway and overcome
surface friction and,
thereby, obtain much
higher speeds at a
specified energy con-
sumption level. 1In the
case the Aero-Train
operating in France, 200
mph and more have been
obtained and the mag-
netic levitating concept
can easily obtain hyper-
sonic speeds in a vacuum-

—= %%gg? ed roadway tube is used.
T N .
TR DG Bl These systems obviously
VERTICAL 100P PROVIDES DIRFCTIONAL GUIDANCE a re S ui t e d f o r i n t e r
IN ONE CONCEPT THE TRACK CIECUITS ARE CLOSED (00PS
' ' 05-COrPER 09 atumimm wie urban travel rather than
e intra-urban because
T these speeds are not
LA S ; ;
; S attainable with urban
; MAGRETS 00 TRAIN —~ - . .
‘ Y\\ il .station spacing require-
AR TN T ments. The marine air

cushion vehicles which
operate at approximately
TN L 50 mph are applicable
IN ANOTHER CONCEPT A CONTINUOUS CURVED SKEET OF ALUMINUM -

IS USED IASTEAD OF THE TRACK LIRCUIT L0OPS to intra~u rb an p assen g er
‘ service.




AUTOMOBILE SYSTEM

The automobile may be used in one of several ways or combination
-thereof, which may include the convertional use of auto on streets
and freeways, Public Automobile Service (P.A.S.), internal combusion/
electric hybrid propulsion, and ‘electrically powered vehicles. Auto
systems are low in capacity, produce considerable pollution (internal
combustion), but provide considerable flexibility at reasonable out-
or-pocket costs at relatively high speeds (except in congestion).

The PAS concept makes use of existing streets and utilizes small
publicly owned, electricly powered auto distributed to numerous
local stations. A person in transit may walk or cycle to a local
station, rent a vehicle, make the trip and leave it at the nearest
station. With the probable fossil fuel supply shortage within a few

decades the potential use of electrical motor propulsion appears to
be a certainty.

PUBLIC AUTOMOBILE SERVICE (PAS)
s
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BUS TRANSIT SYSTEM

There are three typed ob bus transit Systems considered; namely,
Demand Responsive Bus (DRB), Express Bus System (EBS) and Automatic
Busway System (ABS). The DRB operates locally on a pre-programed
route and diverts from the route in response to requests for transit
service. The type of service, using vehicles which are nornally
designed to carry about 20 passengers, has been initiated and is
providing valuable service to the public it serves. The EBS
provides higher volume service at higher speeds with considerable
flexibility for local
service off the express line.
‘EBS on exclusive facilities
have been extremely sucessful
carrying as much as 21,000
Passengers per hour per lane
and providing sufficient
revenues for operating
costs. The ABS is more concep
that a reality but there has
been demonstrations and
operations involving medium
sized bus the vehicles about
20-30 passengers, which
operate with automatic control
on fixed quideqays. This
concept uses a similiar type,
but dual mode, vehicle
operating with a driver on
local feeder service and
changes to automatic control
on an exclusive facility.
Vehicles may also be coupled
into trains.

S o '

EXPRESS OPERATION
“ ON_ GUIDEWAY UNDER
AUTOMATIC CONTROL

\

- =

PASSENGER DISTRIBUTION IN
MMAJOR ACTIVITY CENTERS



HYDRO-TRANSPORTATION SYSTEM

The major possibilities range from small (70 passengers) high speed
craft, about 50 mph, to large (2000 passengers) super-ferries operat-
Waterway systems make use of natural

in the form of rivers, lakes, etc.
These systems require feeder systems and more elaborate terminals
than other types of systems. The large craft tend to be relatively
high in energy efficiency and in the case auto carrying ferries these

systems are dual-mode.

ing at approximately 20 mph.
transportation roadways-water

S
i

GQL
T B

e am D Y

£y







HELI-BUS/TAXI SYSTEM

14

General Features

1. Large helicopters with seating capacity up to about
20 passengers with speeds in excess of a 10@ mph .

2. Landing facilities may consist of shopping centers,
airports, tops-of large buildings or parking lots. .

3. These systems have some disadvantages: low capacity,
high noise levels and expensive operations. ‘

AIRSHIPS (DIRIGIBLES)

General Fealtures

1. Existing aircragt has low capacity but large craft
capable of 400 passengers or cargo in excess of 200

tons appear feasible.

2. The aircraft propulsion is very efficient because it
supplies energy for speed only and not for the "lifting"
force. T

3. Airships require "docking" time and facilities. This
reduces the capability to serve the shorter trips and is,
therefore, more suited for inter-urban travel.

4. Although dirigibles have been operating for decades
their use was never widespread. There has been practically
no reaearch and development effort for 30 yearss; therefore,
“a major effort will be need®to "catch-up".

5. Operating speeds vary from 30 mph to about 100 mph

but, of _course, can travel a straight path from origin to
destination.



COLUMBIA REGION ASSOCIATION of GOVERNMENTS

e f«f t:s R
K i i 6400 S.W. CANYON COURT
e TR (503) 297-3726

PORTLAND, OREGON 97221

TO: gROJECT MANAGEMENT BOARD
FROM: 7{ HURVIE E. DAVIS, PROJECT COORDINATOR

- SUBJECT: INTERSTATE BRIDGE CORRIDOR PROJECT MANAGEMENT
S BOARD MEETING

DATE JUNE 13, 1974

The next PMB meeting will be held at 9 a.m,, Friday,
June 21, 1974 in Commissioner Granger's conference room,

Clark County Courthouse, Vancouver.

The objectives of the meeting are implied from the enclosed
A agenda but of particular interest is the Citizen Advisory

T Cmstents . Committee and a discussion of recommendations for improve-
ments (item V) which are to be detailed im Phase ITI. The

major agenda item is, of course, th hase L report and

it would be appreciated if your commenté\could be submitted
e — in writing at the meeting. The report is expected to be

submitted to the supporting agencies on Jpne 28 for official

. review of text material.

L COUNTY Minutes of the May 24, 1974 meeting are enclosed for your
information and review. L
3 -
/20
All members are urged to attend.

%W/ /Z‘W/;//
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COLUMBIA REGION ASSOCIATION of GOVERNMENTS

di'd CRAG LA -
ooy o b B B 6400 S.W. CANYON COURT

(503) 297-3726
PORTLAND, OREGON 97221

I-5 PROJECT MANAGEMENT BOARD
A GENDA

I. APPROVAL OF MINUTES

IT. INTRODUCTION OF CITIZEN ADVISORY COMMITTEE REPRESENTATIVES

ITI. STATUS OF PROJECT

IV REVIEW OF PRELIMINARY DRAFT OF PHASE T
1. Staff Comments :
2. PMB Comments
3. Citizen Committee Comments
4, Direction for Staff

V. DISCUSSION OF IMPROVEMENTS'RECOMMENDED FOR DETAILING
IN PHASE IT

VI. RELATIONSHIP OF PHASE II & IIT WITH GOVERNOR'S TASK
FORCE AND TRI-MET SUBURBAN TRANSIT STATIONS

VII. NEW BUSINESS

VIII. NEXT MEETING DATE




Agenda Item V

[y

Improvements Recommended for Additional Detailing in Phase II

Exclusive Transit Lane for High Occupancy Vehicles-NTECAP
Application

Staggering Work Days and Hours
Reducing Travel Need with Suburban Employment Facilities
Incentives for Using High Occupancy Vehicles

Traffic Control - Metering & Control
Dynamic Warning
Bus pre—emption

Emergency Service
Reversible Lane Operation
Narrow Lanes

New Systems

Marine

Air

Light Rail

Heavy Rail

Gravity-Vacuum

P.A.T.

PuR:T

Busway
Structural Evaluation of Exiting Interstate Bridge
Analysis of River Traffic at the Interstate Bridge

¢
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COLUMBIA REGION ASSOCIATION of GOVERNMENTS

6400 S.W. CANYON COURT

(503) 297-3726
PORTLAND, OREGON 97221

TO: I-5 Project Management Board

FROM: " Hurvie E. Davis}ygg;
- SUBJECT: Minutes of May 24, 1974 Project Meeting
DATE: June 3, 1974

The meeting was called to order and CRAG'S new
assistant Communications Director Betty Merten was
introduced.

After a project status report, several other
items were discussed.

l. Citizen Advisory Committees. The Board
! decided to merge the proposed four citizen committees
into one large committee and utilize subcommittees
to deal with four special topics.

The Board approved the following persons as
members of the committee: Ethel Lehman, Pat Blackwell,
T.R. Swennes, Jim Lafferty, F.S. Barlow, Howard Martin,
Jim Shull, Jim Howell and Viern Rifer. The Board also
authorized the staff to continue making contact with
citizens to complete the committee organization; also,
COUNTY . staff was directed to obtain citizen input from area

. Chambers of Commerce with the first citizen committee
meeting expected in two weeks.

2. Martin Palmer, Citizens for Better Government.
- Representing Citizens for Better Government, Mr. Palmer
LCOUNTY . requested that staff consider a "new" system type--

. the Horizontal Elevator--for application in the Inter-
. , state Bridge Corridor. Staff indicated that new systems
Giove / would be explored in Phase II of the Project and all

- concepts would be explored wherever feasible.

Mr. Palmer also stressed that public transit is to

| serve among others, the captive rider.

3. Phase I Draft Report. Draft copies of the
Phase I report on the project were distributed. Some
of the recommendations were discussed, in particular,
the express bus service in the Hazel Dell and Mill
Plain Corridors. The PMB was asked to review the re-
¢ port and make appropriate comments as to format, ana-
| lysis, etc., and especially the recommendations.

4. Governor's Task Force. The preliminary re-
commendation of the GTF that busways and light rail
be the two alternatives for further study within the
I-5 Corridor was discussed. Staff was instructed to




I-5 Project Board Meeting Minutes
Page 2
May 24, 1974

continue the project work program as previously
approved and explore other system possibilities
in addition to those recommended by the GTF.

5. Next meeting. June 21, 1974, was tentatively
scheduled for the next meeting.

Meeting Adjourned.

Members Present

Dick Granger, Clark County Commissioner
Dick Barnum, RPC of Clark County

R.0. Cunningham, Oregon Highway Div.
Bill Dirker, City of Portland

Pierre Henrichsen, WSHD

Edgar Waehrer, Tri-Met

Glenn Davis, City of Vancouver

Gerald Peck, Vancouver~Portland Bus Co.

Guests

Jim Guenther, Clark County

Vernon Trigg, Evergreen State Line

George Sheldon, Colburn, Sheldon

Martin Palmer, Citizens for Better Government
Grace Palmer, Citizens for Better Government
Lynette Curtis, CRAG Transportation Committee
Larry Lange, Columbian

Bill Allen, Carpool-ODOT

Staff

Hurvie Davis
Bob Blensly
Reed Gibby
John Krawczyk
Betty Merten



CLACKAMAS COUNTY

Canby
Gladstone
Happy Valley
Lake Qswego
Milwatkie
Qregon City
West Linn

CLARK COUNTY
Camas
Vancouver
Washouaat

COLUMBIA COUNTY
Clatsk anie
Columbia City
Prescott
Rainier
Scappouse
St. Helens
Vernonia

MULTNOMAM COUNTY
Fairview
Gresham
Portiand
Troutdale
Wood Viliage

WASHINGTON COUNTY

Reaverton
Cornealius
Durham
Farest Grove
Hitisbore
North Plaing
Sherwood
Tigard

" Tuatatin

6400 S.W. CANYON COURT

PORTLAND, OREGON 97221 -

(603) 297-3726

LL.

ITI.

IV,

VI.

ViL.,

I-5 PROJECT MANAGEMENT BOARD

AGENDA

May 24, 1974
Brief Status of Project
Citizen Advisory Committees
"Citizens for Better Govermment' - Mr. Martin Palmer
Discussion of Draft Report and Recommendations
Discussion of Work Program & Governor's Task Force
New Business

Next Meeting Date-
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CLACKAMAS COUNTY
Canby,
Gladstnne
Happy Valley
Lake Oswego
Milwaukie
Oreqon City
West Linn

CLARK COUNTY
Camas
Vancouver
Washougal

COLUMBIA COUNTY
Clatsk anie
Columbia City
Prescott
Rainier
Scappoose
St. Helens
Vernonia
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COLUMBIA REGION ASSOCIATION of GOVERNMENTS

6400 S.W. CANYON COURT
(503) 297-3726

PORTLAND, OREGON 97221

TO: I-5 Project Management Board

FROM: Hurvie E. Davis HFH

SUBJECT: I-5 Board Meeting - Friday, May 24, 1974
DATE: May 16, 1974 '

There will be a meeting of the Project Management
Board for the Interstate Bridge Corridor Project at
9 a.m., Friday, May 24, 1974 in Commissioner Granger's
conference room, County Courthouse, Vancouver.

Staff is in the process of preparing a draft
report on Phase I of the project which we anticipate
having ready for the meeting. Included in the report
will be recommendations for a transit demonstration
project. We are requesting the Board to give the
necessary input so that staff can proceed with final-
izing plans. Included in the recommendations will be
the I-5 priority lane for high occupancy vehicles,
and the non-capital intensive recommendations made
earlier relating to intersystem transfers and expanded
information service.

Mr. Martin Palmer of "Citizens for Better Govern-
ment' is being invited to address the Board and present
some ideas on transportation which his group may have.

All members are urged to attend.



NATIONAL TRANSPORTATION ENERGY CONSERVATION ACTION PLAN

DEMONSTRATION GRANT APPLICATION
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INTRODUCTION >

In January of 1974, Congress enacted legislation wﬂich was set
up in order to address the existing fuel shortage. Because the
world supply of petroleum is limited and is expected to be exhausted
by thg year 2050 and the cost of obtaining the remaining petroleum
will increase substantially, it is imperative that this fuel be
conserved. Alsé, since fuel is being consumed at an increasing
rate, time is of the essence. This federal legislation provides
-a proéedure whereby fuel Saving transportation improvements may
be implemented in a very short time. In particular, this legislative
action plan encourages immediate and short range improvements. Oregon
and Washington have for years been concerned with conservation of
natural resources and likewise are concerned with the fuel shortage

and conservation of this fuel supply.

This demonstration proposal is only one element of a system
solution being developed for the Interstate Bridge -Corridor -Project.
This Project was established to move people in this corfidor.more
efficiently with minimal environmental damage and this demonstration
project is intended to meet this criteria~as well as to conserve
fuel. There will be basicaliy two parts in this demonstration pro-
jecé. The first is preliminary engineering which will consider the
‘ feasibility of at least three types of priority lanes for high
occupancy vehicles and determine which type will "best" fit the needs

in this corridor. The second part consists of the implementation of



the alternative selected from part one.

Any improvements in fhis corridor will also consider the
impending reconstruction of Interstate 5 in Vancouver and North
Portland. It is anticipated that the Washington State Highway
Departhent will complete their work in about 1977, while work in
Oregon will be completed in 1978 or 1979. Subsequently, one could

assume that the project will have a life span of about five years.



THE SCOPE OF THE PROBLEM

Urban freeways generally have a problem of excessive traffic
demands during the peak periods. These excessive demands result
in travel time losses, air pollution and accidents. The problem
on Interstate 5 is compounded or intensified when, occasionally,
the Interstate Bridge draw span opens during or near the peak
commute periods. This bridge is the only transportation link from

Vancouver to Portland in the region.

A substantial portion of the Ciark County work force, more
than 12,000, are employed in the State of Oregon and must cross.
the Interstate Bridge each working day. It should be further noted
that Clark County is one of the fastest growing'cbunties in the
Northwest; therefore, one may expect an increase in the worK force,

at least during the near future, that will commute to Oregon.

To address these points a minimum of three types of priowity

lanes for use by high occupancy vehicles will be evaluated for

feagibility:
“ 1. Contra-flow lane
2. Concurrent-flow in an exclusive lane
3. Concurrent-flow on the shoulder



OBJECTIVES !

The major objective of this project is to provide immediate
conservation of energy. Along with this major objective, other
objectives consist of providing incentives to increase the use of
buses and car pools and increase the person movement capacity of
Interstate 5 at a reduced level of fuel consumption. It is expected
that congestion and associated problems will be reduced by improv-
ing the traffic flow on this facility through fhe installation of

a priority lane.
PROJECT DESCRIPTION

The project area includes that part of the Interstate 5
highway facility between Vancouver and Portland, bounded generally
by Killingsworth Street on the south, located at Oregon Highway
Division mile post designation 304.5 and the Interstate Bridge on
the north located at Washington Highway Department mile post |
designation 0.3. The actual limits may depend on the results of

preliminary engineering.

The priority lane designating one lane for the use of high
ocecupancy vehicles during the one commute period and perhaps the
P.M: commute period if determined feasible. This lane will be
used exclusively for high occupancy vehicles identified as buses
and car pools with 3 or more persons. A contra-flow priority lane

concept consists of reversing one northbound lane to operate in the



southbound direction during the A.M. commute périod. The concurrent- .
flow pribrity lane could consist of restriping the facility in the
project area so as to accommodate one additional lane for the exclus-
ive use of buses and car pools during the peak periods and the thifd

possibility consists of operating buses only on the shoulder during

the peak period.

Basic traffic control devices will be necessary for each alter-
nate and will include such items as changeable message signs, lane
use signals, ﬁanual installation of traffic cones, entrance and exit
gates 'at the termini of the priority lane, towing service and additional

policing. The extent and type will depend on the alternative.

The project also includes public and/or private parking lots
which may be located near 78th Street, Mill Plain Blvd. or Fourth
Plain Blvd. interchanges and corridors. The private parking lots
may consist of shopping centers or individual businesses which
have large parking areas and at which owners agree.to Such use.
These parking lots will be properly signed so that perspective rideis
of transit or car pools may readily locate them. In addition, on
~public property it may be necessary to provide minor surfacing improve-
ments to accommodate the vehicles. The size of these lots are expected

to be sufficient for 20 to 100 vehicles.



WORK PROGRAM &

The work program for this demonstration project consists of

two parts with four elements in the second part.

The first part is preliminary engineering which is to be
conducted by the staffs of the state highway departments. The
reason for . using the state highway departments is because time is
of the essence and these agencies already have the needed expertise.
The administrative requirements to retain and hire a consultant
would take a considerable amount of time. The preliminary engineering
consists of feasibility determination and design for the operation
of the various alternatives. The balance of the elementslare contained

within Part II of the demonstration.

The first element of Part II consists of the preparation of
contracts and installation of the traffic control devices, parking
lots and provision of proper inspection and contract administration
to effectiveiy and thoroughly provide for the installation of those

devices,

Mérketing programs, the second section, will develop and provide
incentives for people to car pool and use transit. This program will
interface with the regional car pooling effort to provide special
attraction and add emphasis to car pooling in the Interstate 5

corridor.



‘

The third element, the operation of the priority lane is to be
directed by the state highway depdrtments. The law enforcement
agencies will provide the policing and a franchise for the towing
service will be required. This element will be monitored‘very closely
in terms of safety, volumes, speeds, etc. Monitoring records will

provide a good data base for the final elements of the work program.

The fourth element, project evaluation,vwill determine the
performance of the project and its usefulness in terms of other
corridors: in this or other regions. The evaluation will also recom-
ﬁend whether the project should be continued or terminated. If the
project is successful, it could be continued until the rebuilding of
Interstate 5 is completed, at which time the new facility may
have been designed and constructed to accommodate the need fdr

this high occupancy priority lane.
FINANCING

As with any improvements there are two aspects to financing;
namely 1) the expected costs, and 2) the anticipated revenue.
The estimated costs of this project by parts and elements are as

follows:



Part I Preliminary IEngineering $ 40,000

Part II Implementation 510,000
l. Installation $390,000
2. Marketing 30,000
3. Demonstration Operation 70,000
4. Demonstration Evaluation ‘20,000

These costs make no provision for additional transit service.
It is assumed that any costs for additional transit service will
be mét‘from the fares obtained from expanded operations and from
local subsidies which may be required. The revenue or source of

funds for the demonstration project consists of three sources:

1. Federal Aid to Interstate - 902 or $495,000.

2. The local matching money by the Oregon State Highway
Division - 9.3% or $51,000. '

3. Washington State Highway Department - .73 or $3,900. *

The distribution of the local match was based upon the length
of the project and the percentage of that length whlch comes under

the respectlve jurisdiction of Oregon and Washington highway agencies.,

* Part I will have the same proportional financial distribution of
the $40,000: 1. vrederal Aid to Interstate - 90% or $36,000.
2. Oregon State Highway Division - 9.3% or $3,700.

3. Washington State Highway Department - 0.7% or $300.

- 9 -



JUSTIFICATION

The emergency transportation energy conservation is a major
factor for justification as outlined in an act of Congress. This
project is estimated to provide an annual fuel savings of approxi-
mately 115,000 gallons or $70,000 depending somewhat on the alterna-
tives. In addition to this amount, another $80,000 is estimated to
be saved by the reduction of travel time resulting from this demon-
stration project also depending upon the alternatives. This project
is a "relaﬁively” low cost improvement which would.be categorized
as a short range ‘improvement. Such improvement could be based upon
a five year program. Assuming this improvement on a five year
basis, the direct economic benefit is approximately equal to the

cost.

Considering unquantified benefits it would seem that this project

is justified. Some of these unquantified benefits include better
utilization of the freeway capacity because the proposal will make
use of available capacity in the roadway which is now underutilized.
This proposal will reduce noise and air pollution per passenger

mile of service provided to the public. On the southbound main-
line, it is expected that the level of safety will be improved;
théQer, in the case of the contra-flow lane there is some question. -
It is acknowledged that there is no history of safety with buses and

car pools in contra-flow lanes. Part I of the demonstration project



1

will address this issue along with many others. This demonstra-
‘tion is .ntended to increase transit ridership and car pool utili-
zation by providing a definite incentive toward usage of these

modes.

ENVIRONMENTAL CONSIDERATIONS

The considerations are divided into three major dimensions:

1) Economic; 2) Ecological; ‘and 3) Community Service and Values.

The economic impact consists of employment, housing and com-
mercial development. This proposal is not expected to have any
substantial effect on these characteristics because it will be
done within existing rights of way and will only produce a
marginal increase in traffic volumes. These aspects also reflect
the same impact in the property land use character and tax base
associated with the property in the corridor which likewise‘will
not change significéntly, if at all. It is recognized that this
proposal will provide an incentive, though marginal, for coﬁtinued
development of Clark County, and in particulér, the commuters utili-

zing the Interstate facility between Clark County and areas in

Oregon.

.

The ecological impact includes such things as pollution,
wildlife, geological, aesthetics and conservation of natural

resources. This proposal is not expected to provide any adverse



impacts in terms of noise, air, water and land;, rather the opposite
is expected at a marginal level; that is, by reducing the number

of automobiles on the freeway, one could expect a reduction of air
and noise pollution. Since existing highway facilities are used

for this project, there will be no impact in respect to wildlife
refuges and migration patterns, similarly with water, eroéion, slope
protection and aesthetic considerations. There will not be any
significant adverse ecological impact as a result of this project.
In fact, there will be a positive impact because of the fuel which

is to be conserved by this demonstration.

Community services and values will have very little impact if
any. The utilities, emergency service, religious institutions,
parks; recreation and entertainment, education, landmarks, health
and safety are all well established and will not be changed. The
project will not require the acquisition of landmarks, park, recrea-
tion and entertainment facilities or religious institutions. It
will provide an improvement in the traffic flow in the A.M. peak
period which will be an advanﬁage to emergency vehicles which may
be using the faéility during that time. So again, with this portion
of the environmental coﬁsiderations it is expected that this
project will have a marginal improvement in this consideration.

It .can also be noted that'this improvement will require use of some
resources such as steel and other materials for the sign and signal
structures, rubber or synthetic materials for traffic cones, lights
and lenses for the signal and other miscellaneous materials. Some

of these will be irretrievable to the resource system.



APPENDIX
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C B B Citizens For Better Government
‘ P.O. BOX 1482 VANCOUVER, WASH. 98663

May 3rd, 1974

Mr. Richard Grainger, Chairman

I-5 Bridge Study Management Board
Clark County Court House
Vancouver, Washington, 98660.

Dear Mr. Grainger:

This letter, based upon studies of our mass transit committee,
is to call your attention to a mass transit means ignored by
your planners todate. The Interstate Bridge is a bottleneck
location suited for improvement to mass transit by horizontal
elevators. ‘

Horizontal elevators, like the vertical elevators we all use in
modern office buildings, have only one cab on the tracks moving
back and forth as a suttle and thus avoid both railroad type of
complex operation and the cost of driver-attendants. A fast 45
seconds will delivery you from one end to the other.

A specilal advantage also exists, for while present sidewalks of
the bridge are at the same elevation as the auto roadbed, they
need not be 1f the northern end were moved further back to

the City Transit depot. Then the horizontal elevator could be
operated on an elevated sidewalk which never needs to be
interrupted because a draw span is open to allow boats to pass.
No other mass transit suggestion provides this essential.

This innovative approach willl extend Tri-Met and Vancouver City
Transit services to a common point--and at no cost to either.

Since it's the first Interstate Hwy. application of horizontal
elevators across a state boundary, it appears to be an "experimental"
project wherein costs are paid solely by Federal Funds.

Sea-Tac International Airports more complex use uses the larger
cabs of one of the three American manufacturers, catalog sheets

and descriptions are attached.

We request that you urge an immediate application for grant to make
an engineering feasibility study of the horizontal elevator concept

on the Interstate Bridge.
Yours very truly,

C;@J%Egﬁzﬁor
5 el

MP;Im Martin® Palmer, President

ER GOVERNMENT




Vehicle

The 102-passenger vehicle has been designed for the
convenicnce and comfort of the passengers. Two eight-
foot wide doorways are provided on the lobby side of
the vehicle for rapid movement of passengers in and
out of the trains. Windows in the ends and vinyl-
covered seats along the wall opposite the doors attract
passengers in and away from the doors. Windows are
provided in the vehicle doors to add to the passengers’
sense of motion and to provide them with visual
indication of station stopping.

" The vehicle interior is aesthetically and comfortably

pleasing to provide an atmosphere in keeping with
the terminal and airplane interiors. It features car-
peted floors and walls, high-level fluorescent lighting
and climate-controlled air.

Electric power fed to each vehicle is converted by a
transformer and a full-wave thyristor control on the
vehicle. The control delivers infinitely adjustable DC
voltage to a single 100 hp series-wound traction mo-
tor. It is applied through a jerk-limited automatic
control for smooth acceleration and fast response to
propulsion commands. As the vehicles-reach desired
speeds, or if it is required to slow down for civil re-
strictions, the automatic control adjusts and main-
tains the motor torque and speed at the required
operating level.
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The braking system is also automatically controlled
under jerk-limited conditions. The brakes are truck-
type drum friction brakes, air operated, and equipped
with fail-safe, spring-loaded emergency actuators.
Each axle has a separate braking system to provide
redundancy and to improve braking performance.

The suspension, guidance, propulsion, auxiliary
and braking systems are located beneath the floor. The
suspension is an air-bag and leaf-spring-type that
provide a smooth ride. The air bag also serves as a
leveling device, maintaining the vehicle floor to the
level of the station floor with variable load. The
vehicle rides on pneumatic drive tires arranged in
two dual sets on each of the two automotive axles
which are steered by four guidewheels on each bogey.
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Horlzontal Elevator operation on the Interstate Bridge HEastside
gldewalk area would provide automatic 24-hr. unattended operation
wilth a 35 second travel time from one end to the other end.
Windows would be provided only on the river side of cab.

Federél Law has determined that the entire bridge operation
shall be.without toll-charge or franchise limitations.

The example below is similar to the units now being installed
for public use at Sea-Tac International Airport.

One Manufacturer's Horizontal Elevator Cab
OVERALL DIMENSIONS AND WEIGHTS
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Vehicle Weight
Empty

~ 25,500 Ibs.
Full - 42,800 lbs.
Maximum - 46,700 lbs.

‘GROUND RAIL

3PHASE
POWER RAILS

"‘i"’”‘*%

2 —

Jik

18

CONCRETE

IDE CONTROL ANTENNA



THE CITY OF

PORTLAN

OREGON

OFFICE OF
PLANNING AND DEVELOPMENT

GARY E.STOUT
ADMINISTRATOR

1220 SW. FIFTH AVE.
PORTLAND, OR. 97204

MEMORANDUNM

To: Hurvie Davis Date: April 29, 1974
From: Bill Dirker

Subject: I-5 Corridor Contra-Flow Lanes

Your memo of 4/24 raised some good points re. trucks in
the contra-flow lane. If the carpool use of the lane is
rejected, as I expect, I note you intend to re-examine
the truck proposal. Here are some thoughts you may be
able to use:

I doubt if the unfamiliar truck driver is really much of
a problem. The 'grapevine'", reinforced by extensive
citizen band radio net, of the long haul truckers is
notorious for its effectiveness. Very few will not

""get the word".

The signing approaching the entrance of the lane might
carry a message such as ""Reserved Lane, Trucks and Buses,
no exit for 3 miles'".

I really question if 80% of the trucks have an origin or
destination within the length of the lane. I just can't
imagine it.

Merging could be a problem but the design should prefer
the special lane at the expense of the regular traffic.

WSD:dyml






COLUMBIA REGION ASSOCIATION of GOVERNMENTS

bl 6400 S.W. CANYON COUR 78796

PORTLAND, OREGON 97221

| TO: Bill Dirker
| FROM: Hurvie Davig?
AS counNTY | SUBJECT: Interstate Bridge Corridor Project - Trucks in
| Contra-Flow Lane
| DATE: April 24, 1974

. Reference is made to your memorandum of April 10, 1974,

in which a recommendation was made to operate trucks in
the proposed Contm<low lane on Interstate 5. Before

| responding to the recommendation an analysis was conducted

which is briefly discussed here.

You indicated that approximately 350 trucks could possibly

use the exclusive lane. It should be noted that a subh-

stantial portion of the traffic cannot use the priority

| lane because it éither enters or exits (or both) within

| the limits of the lane. Actually, only about 70 or 80

|  trucks could use the lane. Since many truck drivers are

i not local there would be a problem of educating these

g drivers as to the merits of using the vriority lane.

| This would also be an issue pertinent to auto drivers
but to a lessor extent. The effect on the mainline

| would be about the same as 150 passenger cars being re-

g moved from the traffic stream. While this diversion

will increase the capacity of the facility, the incentive

| for car pooling will essentially remain the same as today -
| i.e. car pools in mixed traffic without any special

5 priority. However, permitting car pools in the priority
lane will be a definite incentive over the existing
conditions and would tend to increase the person carrying

capacity of the facility.



Mr. Bill Dirker
Page 2
April 23, 1974

The economic benefit would probably decrease bhecause the
benefits were based on a higher passenger use of the

priority lane than this proposal. Consequently, the pas-
senger travel time savings would be reduced by this idea

in comparision to car pools assigned to the priority lane.

While it is acknowledged that truck drivers are professional
and as such would most likely produce a better safetvy re-
cord in the priority lane, there are also some operational
problems. The first problem associated with trucks is
maneuvering into the exclusive lane at the north end.
Secondly, trucks may require a larger gap than bhuses and
cars when re-entering the southbound roadway at the term-
inus of the priority lane. Both proposals assume huses

in the priority lane which also reguire a merging gap
similar to trucks; but, the truck proposal will necessitate
many more "large" gaps in the traffic stream than the car
pool plan. The last point is that trucks normally overate
in the right lane and this idea would reguire a weaving
maneuver upstream of the north end and downstream of the

south end of the special lane.

These characteristics together with a reduction in econ-
omic benefits tend to offset the safety advantage of the
professional truck drivers. It appears that this recom-
mendation has limited merits and other possibilities
should be considered. If the proposal for buses and car
pools in the lane does not receive approval, nerhaps

the truck proposal can be examined in agreater detail.



COLUMBIA REGION ASSOCIATION of GOVERNMENTS

o)

6400 S.W. CANYON COURT
(503) 297-3726

PORTLAND, OREGON 97221

TO: ' Project Management Board

I FROM: Hurvie E. Davis

\  SUBJECT: Minutes of April 10, 1974, meeting
DATE: April 17, 1974

CLACKAMAS COUNTY

The meeting was called to order and staff reported on the
status of several aspects of the Project:

» 1. Problems of expanding the Regional Car Pool

i Program to include Clark County were discussed. The
major obstruction is the grid map which includes only
a portion of the urbanized area in Clark County.

OLARK COUNTY i Staff was instructed to work with the regional car
ol ? pool effort to include Clark County.
S { 2. The analysis of the O-D data had developed
t five possible corridors for express bus service:
COLUMBIA COUNTY ! 1) Mill Plain Blvd., 2) Fourth Plain Blvd., 3) 78th
Ciaswanip E Street, 4) Hazel Dell, and 5) Lewis & Clark Highway.

Coly

Pi

Staff is to further refine the data and develop a
demonstration project for one.or more of the corridors.

Rainier
Scappoes
St Helens

Vernonia

3. The NTECAP Demonstration grant application
format was discussed. The state highway agencies
expressed considerable reservation with respect to
safety when permitting passenger cars in the contra-
flow lane. Experience of this type of exclusive
lane has been with buses only and adding non-profes-
sional drivers with two way traffic was the basis
! for concern. Staff was instructed to process the
application with the understanding that the state

MULTNOM2H COUNTY

O

Troutdate
Wood Village

WASHINGTON COUNTY

Beaverton j highway agencies be given the opportunity to veto

g opelius f the project if the safety issue can not be sufficiently
Forest Grave i resolved.

Hillsboro §

Farti Pl ng ; 4. The status of the citizen advisory committees
pﬁ@  ; was reviewed. The organization of the committees

ualatin é

need special emphasis and staff was instructed to
expedite the establishment of these committees. It
was suggested that Ms. Betty Barker of Tri-Met's
suburban transit station staff be contacted about
citizens in this corrider.



Project Management Board
Minutes of 4/10/74 meeting
Page 2

5. Staff reported that Tri-Met had responded
favorably to the Jl.ow-Capital Intensive Demonstration
Project (Immediate Low Cost Improvements) which was
presented last meeting. Responses have not vet been
received from the City of Vancouver or Vancouver-—

Portland Bus Co. Additional detailed response from
Tri-Met is forthcoming.

6. It was reported that staff had provided assistance
to the Regional Planning Council of Clark County and
Governor's Task Force on Transportation in developing
transportation alternatives in the Portland-Vancouver
Corridor.

Notices of date, time, and place of the next PMB meeting
will be mailed. ~

ATTENDANCE

Board Members

Dick Granger, Clark County

Gerald Peck, Vancouver-Portland Bus
Dick Barnum, RPC of Clark County
Bob Cunningham, Oregon Highway Div.
Bill Dirker, Portland

Pierre Henricksen, WSHD

Glen Davis, City of Vancouver

Edgar Waehrer, Tri-Met

Visitors

Leonard Bacon, The Oregonian

Dick Carroll, WSHD Dist. Engineer

Edi Woll, League of Women Voters, Clark County
Pat Blackwell v

Chuck Neumayer, WSHD, Dist. Traffic Engineer
Larry Lange, Columbian '

Staff

Hurvie Davis
John Krawczyk
Reed Gibby
Bob Blensly
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6400 S.W. CANYON COURT

PORTLAND, OREGON 97221

!
§ I-5 Project Management Board
' AGENDA
srAcKamAsCouNTY | April 10, 1974

Crniby i

G’;dcmwg g .

Happy Valiey E

Milwaukio g I. STATUS REPORT

Oregon City é .

quf 1 a. Regional Car Pool Program

e b. 0 - D Survey Data and Analysis - Potential areas

for direct Public Transportation Service
| c. NTECAP Demonstration Project
CLARK COUNTY i d. Citizen Advisory Committees

Camas

Vancouver

Washougal IT. LOW-CAPITAL INTENSIVE DEMONSTRATION PROJECT RESPONSES

a. Tri-Met

COLUMBIA COUNTY b. Vancouver Transit System

] C. Vancouver - Portland Bus Company
;;C E LITx ASSISTANCE TO GOVERNOR'S TASIS FORCE ON TRANSPORTATION
St H(mjns ;
vermonia | IV. NEW BUSINESS
MULTMNOMAH GOUNTY § V. NEXT MEETING DATE
Fair ¢
Gjo ) ‘t :
Portiand i -
Troutdale ]
Nood Vilinge )
WASHINGTON COUNTY k
Beaverton !
Cornohiys
i
|
Sheryood ;
Tigard g
Tualatin ,‘
|
|
!
|



NATIONAL TRANSPORTATION ENERGY CONSERVATION ACTION PLAN
DEMONSTRATION PROJFCT GRANT APPLICATION

TITLE: INTERSTATE 5 CONTRA-FLOW PRIORITY LANF FOR HIGH OCCIPANCY
VEHICLES

I. Introduction:

A. Because of the fuel shortage, time is of the essence.
B. NTECAP encourages short and lona range improvements.

C. Oregon has been a leader'in conservation.
D. Other areas have successfully used this concept.
E. This was a part of the I-5 Bridge Corridor.
a. General Work Program Outline.
F. This is only one element of a system solution.

ITI. Scope of the Problem:

A. [Excessive Traffic Demand during Peak Periods.

B. Peak Period Traffic Directionally Oriented.

C. Traveltime losses, Air Pollution and Accidents result from
congestion.

D. Draw Bridge openings compound the intensity of the problem.

E. 1Interstate Bridge is the only ground transportation link in
the region.

F. Considerable portion of work force in Clark County work in

- Oregon. B
G. Expected growth in Clark County.

IIT. Objectives:

A. Increase the passenger capacity of I-5 at reduced fuel
consumption.

Increase the vehicle occuvancy rate.

. Provide incentive to use buses and car pool.

Immediate conservation of energy.

Reduce the congestion and associated problems by improving
traffic flow.

HOO®

IV. Project Description:

A. During a.m. peak operate one N.B. lane in southbound direction.

B. Limits - Killingsworth St. (Oregon M.P.) on the south and
Interstate Bridge on the north (Wash. M.P.)

C. Time period 6:45 to 8:30 a.m.

D. Traffic Control -
Changeable message signing, lane use signals, manual in-
stallation c¢f traffic cones, entrance and exit gates, towing
service, additional police.

E. Exclusive lane users - high occupancy vehicles - huses and
car pools with three or more.

~F. Parking lots - 78th St. IC, mill Plain IC, & 4th Plain IC.

4/9/74



, V. Work Program:

VI.

VIT.

A. Preliminary Engineering
1. Design
2. Contract Plans ;
3. Advertising Contract
4. Award Contract
B. Installation
1. Control devices
2. Parking lots
3. Inspection
4. Contract Administration
C. Marketing Program
1. Advertising
2. Incentives
D. Operations
1. State Highway Departments
2. Policing
3. Tow Trucks
E. Evaluation
1. Determine Usefulness of Project
2. Recommend disposal of Project
3. Evaluate performance of Project
Financing:.
A. Cost Estimate :
1. 1Installation Cost $380,000
2. Preliminary Engineering 40,000
3. Marketing Program 30,000
4., Demonstration Evaluation 20,000
5. Operations S 60,000
B. Financing
1. Federal Air to Interstate (20%) $477,000
2. Local Matching - Oregon (9.3%) 49,200
Washinaton (0.7%) 3,800

Justification:

Emergency Transportation FEnergy Conservation

l. Estimated annual fuel savings about $70,000

Page 2

$530,000

$530,000

(115,000 gallons)

Travel time - savings ahout $80,000 for the project duration.

Low Cost improvement

Better utilization of freewav capacity.
Reduced air & noise pollution.

Improved level of safety.

4/9/74
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VIII. Environmental Considerations

Economic
Ecological

. Public Services
Private Services

(@ Rve -]
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COLUMBIA REGION ASSOCIATION OF GOVERNMENTS ' (’ ?'4,,_

Memorandum April 9, 1974 .lgjybo J At }Q&?ﬁ*’
To: I-5 Project Management Board ’/H"\
From: John Krawczyk:

Subject: Potential Service Areas for Transit

From the origin-destination survey data, staff has designated several
potential service areas from which frequent, express bus service can
be provided during the morning and afternoon peak period to selected
employment center(s) in Portland.

Origins

Five major "corridors" consisting of neighborhoods adjacent to five main
Vancouver arterials or collector streets have been considered as pot-
ential service areas. These include:

1. The Lewis and Clark Highway Corridor - this Corridor anticipates
service to neighborhoods in Southeast Vancouver and Camas.
Beginning east of Interstate 5, the route would follow the
Lewis and Clark Highway east to Camas. An alternate route,
following Evergreen Blvd. east and intersecting with the Lewis
and Clark Highway at Ellesworth Road might also he considered.

2. Mill Plain Road Corridor - this route anticipates bus service
along Mill Plain Road. The western boundary of the route is
I-5, the eastern boundary is S.E, FEllsworth Avenue,

3. Fourth Plain Road Corridor - service is provided along Fourth
Plain Road between I-5 on the west and the Sifton Community on

the east.

4. 78th Avenue Corridor - anticipates service alona 78th Avenue
from N.W. 31lst on the west to Sifton on the east,

5. I-5 Hazel Dell Corridor - a north-south route following I-5
or Main Street from the Interstate Bridge to the Hazel Dell
Community on the north.

6. St. Johns route - A combination of parts of the 78th Avenue
and Fourth Plain routes connected by St, Johns Ayenue, The
route runs from I-5 along 78th Avenue to St, Johns, proceeds
south along St. Johns to Fourth Plain and west on Fourth Plain

returning to I-5.

All routes become express routes upon entering the I-5 Freeway. Con-
sideration could be given to allowing express service to make a con-
venient stop in downtown Vancouver, however,

Destinations:-

Origin and Destinatﬁpn survey data were analyzed to determine which
areas of Portland were receiving the greatest number of inbound trips
from the corridor areas. Five destination areas were singled out as
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having a significant number of inbound trips. These include: Lloyd
Center Area, Swan Island Industrial District, Downtown Portland,
the Northwest Industrial District and North Portland (above Columbia

Blvd). A summary table of trip origins and destinations is shown below:
Trip Origins* Lloyd Swan N. Dwntn NW Ind. Total

By Corridor Center Island Ptld Ptld Dist. % way
Lewis & Clark 148 32 70 260 27 537
Mill Plain 285 205 144 418 200 1,252
Fourth Plain 263 267 116 -322 199 1,167
78th Avenue 238 112 _vl35 i 333 103 921

I-5 Hazel Dell 256 65 . 209 205 130 ass

St. Johns 231 113 135 288 145 912
Totals 1,421 794 809 1,916 804 C Y

In all cases, the greatest number of destinations from any corridor is
to Downtown Portland followed by Lloyd Center, Swan Island, North
Portland and the Northwest Industrial District, respectively.

Service Possibilities

The most promising destination centers appear to be Downtown Portland
and the Lloyd Center. While Swan Island appears to have ‘a substantial
number of trip destinations from some of the corridors, the individual
places of employment on Swan Island are somewhat dispersed leading to
some service difficulties. 1In addition, the industries on the island
are served by three roads, two of which do not interconnect. Thus,
without some sort of shuttle bus or feeder system, long delays in
passenger delivery would be experienced to some points.

Service to North Portland is not feasible due to the distances bhetween
employment concentrations in the area. Service possibhilities are com-
plicated by the substantial amount of open space in this area.

Two factors complicate service to the N.W. Industrial District. These
include difficulty of access to the area and wide dispersion of employ-
ment concentrations.

Service to Downtown Portland and the Lloyd Center area is facilitated

by several factors including (1) Concentration of employment centers,

(2) easy access from I-5 and (3) the possibility of serving both down-
town and the Lloyd Center from the same route.

*Note: Some corridors overlap.
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{7/ 2?/,;%47 Yo

.32-? l’wmvé,? Thawy -
CHST7  Przoe, !

/~rom Clark Co w\rhj to

2 ‘f?“fJAvﬂv

Downtown Portlownd

Aute Trips »_ . /sco
Person Trips by Auto 2P0
Fersons per Car (1.34)
Person Tr'\\o bb Trowsit 2493
Tetol FPersan Tr \ps 2,313
L/ogcl Center
Auto Tf‘l“?f A4
' Pﬁrron Tf‘ips by At \\3(;2
Persons pPer Cor (\.3D
Pecson Tri‘,s \sb Trawny 22
Total Rerson Trips \.3(5;)%-
Swan Island
Auto Tripx 5q(
Pecson T(‘\“n \03 Aeuto T\e
Cersans  Rer Coar (1.38)
Terson Tr"\ps \03 T!“w.ri\' 2
Total Person Tm‘Pr TI\T
NW  Twdustrial Dist
Auc\'o Tl'\'PS CWK
Pecson  Trips l, 21\
Persons For Coar (1,22
Pehoﬂ Tt‘ip; bﬂ Trawi 2
Tetal Persen Trips 1,213
Notth Portland (N of Colombio Blya)
ﬁ-\,"‘o Tf‘ip! ‘7 R
Person Th Xy 7\q
PQ_PS‘M):' Par Car (l,ll)
Person Trips bb Tranait Uy
Tl P, TcA- i ALe



6400 S.W. CANYON COURT
(503) 297-3726

a PORTLAND, OREGON 97221

TO: I-5 Project,?&/egz

FROM: Hurvie Davis

SUBJECT: I-5 Board Meeting - Wednesday, April 10, 1974
DATE: April 4, 1974

|
-
§

LAUKAMAS COUNTY

There will be a meeting of the Project Management Board
for the Interstate Bridge Corridor Project at 10:30 a.m.
on Wednesday, April 10, 1974, in Commissioner Granger's
conference room, County Courthouse Building, Vancouver.

The origin-destination survey data has been received
from the Department of Highways and is currently being
analyzed. It is expected that the analysis will be
completed to the point where meaningful discussions

can be held during the meeting relative to areas with
potential for transit service improvements. Work is
progressing on the application for a demonstration
project of a priority lane for high-occupancy vehicles.
Efforts on the Citizen Advisory Committees are progressing
and we will be requesting additional direction from the
Board on this matter.

Vernenin

All members are urged to attend.

H COUNTY

MULTHNOMA

G
Gresham
Partland
T

Attached are the-minutes from the March 20 Board Meeting.
dle

Mood Village

NASHING TN COUNTY

Hillsborn
North Plains

Tiga
Tualatin
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.| COLUMBIA REGION ASSOCIATION of GOVERNMENTS
tCR;q_G_-‘ 6400 S.W. CANYON COURT 503) 2073726

, . PORTLAND, OREGON 97221

CLACKAMAS COUNTY

Canby
Gladstone
Happy Valley
Lake Oswego
Milwaukie
Oregon City
Sandy

West Linn
Wilsonville

CLARK COUNTY
Camas
Vancouver
Washougal

COLUMBIA COUNTY
Clatskanie
Columbia City
Prescott
Rainier
Scappoose
St. Helens
Vernonia

MULTNOMAH COUNTY
Fairview
Gresham
Portland
Troutdale
Wood Village

WASHINGTON COUNTY
Beaverton
Cornelius
Durham
Forest Grove
Hillsboro
North Plains
Sherwood
Tigard
Tualatin

TO: Project Management Board

FROM: Hurvie E. Dayis/ -

SUBJECT: Minutes of the Interstate Bridge Corridor Project
March 20, 1974

DATE: April 1, 1974

Chairman Granger called the meeting to order shortly after
9 a.m. and called upon staff to give a status report on
the project.

The staff distributed information pertaining to summaries
of the orgin-destination survey (see attachement) which
had been received from the Washington State Highway Dept.
This information was then reviewed and discussed by the
members. The O & D information which will show the num-
ber of trips between traffic zones has not yet been re-
ceived. This information is expected on March 28th.
Staff reported on transit service improvements and in
particular, special service provided for large employers.
It was reported that the Vancouver Portland Bus Co. had
provided service to the Freightliner Corp. on Swan Island
similar to the service provided by Tri-Met. However, this
service from Vancouver was discontinued after three days
apparently because of insufficient patronage and lack

of enough fare-box revenue to continue the service. It
is expected that special transit service will he proposed
to various employment centers pending analysis of the

of the O & D trip interchanges.

The citizen advisory committees have not yet been fully
established but with the arrival of the new employee
(John Krawczyk) to work on the project, considerable
thrust in the establishment of these committees is ex-—
pected in the near future. The regional car-pooling
program was discussed briefly as to.how it would relate
to this project. The Management Board also inquired as
to the status of the request for UMTA funding. It was
reported that the Interstate Bridge Corridor project
funding apparently has no problem. However, with respect
to the suburban transit stations there appears to be some
question as to which UMTA source of funds would be most
appropriate. The application for UMTA funds is expected
to be approved.



Interstate Bridge Project Meeting Minutes
March 20, 1974
Page 2

The staff presented a recommended low-cost demonstration
project which resulted in considerable discussion (see
attachment 2). Of particular concern on the proposal

was item 1 which would cost the City of Vancouver ap-
proximately $6,000 and Tri-Met slightly more than $1,000.
With respect to the NTECAP, (see attachment 3) the man-
agement board requested that parking lots for car pools
and bus pools be included along with a priority lane for
high occupancy vehicles for the May 1 action plan, re-
commendation which is being completed by CRAG and trans-
mitted to the FHWA. It was also reported that legislation
is pending in the Washington State Legislature which

would permit counties in Washington to contract with
organizations outside the state to provide special
services such as mass transit. Legislation of this

nature was passed in Oregon last year and it was felt

that comparable legislation should be passed in Washington
in case it should be needed.

Edgar Waehrer of Tri-Met reported the progress of Vancouver
transit station portion. of the Tri-Met Suburban Transit
Station. Requests have now been made for proposals from
consultants to perform various work activities and the
proposals are expected within a week. The second point

was the necessity to define and overcome any legal re-
straints of Tri-Met consultants working in the State of
Washington.

Dennis Wilde of the Portland Model CltleS Program, gave a
brief status report on the status ‘of Preliminary FEngin-
eering on Union Avenue. A discussion followed on the
relationship of that project with the IBC project. The
Oregon State Highway Division and the City of Portland
Traffic Bureau have done some preliminary work relating
to transportation on the Union Ave facility.

The management board requested staff to investigate the
possibility of UMTA Demonstration Funds for DART service
between Vancouver and Portland International Airport,
Staff was also instructed to transmit the recommendations
for a low-cost demonstration project on the IBC project
to the affected agencies requesting their comments.



Interstate Bridge Project Meeting Minutes
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ATTENDANCE

BOARD MEMBERS

Dick Granger, Clark County
Edgar Waehrer, Tri-Met

Pierre Hendrickson, WSHD

Glen Davis, City of Vancouver
Bill Dirker, City of Portland
Dick Barnum, Clarxk County

GUESTS

Larry Lange,- Columbian

Leonard Baker, Oregonian

Jim Guenther, Clark County

Dennis Wilde, Portland Model Cities

. STAFF
R. C. Blensly

Hurvie E. Davis
Reed Gibby
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ATTACHMENT 2

RECOMMENDATION FOR A DEMONSTRATION PROJECT IN THE

INTERSTATE BRIDGE CORRIDOR

The demonstration project for Phase I of the Interstate
Bridge Corridor Project has been separated into three ele-
ments in order to implement some immediate improvements and
to respond to the National Transportation Energy Conservation
Action Plan (NTECAP). The first element concerns low cost
items which are to be funded locally and should be imple-
mented before the other elements to provide maximum benefit
to the total system. The second element is an application
for Federal Funds under the NTECAP whiie the third element

consists of the most promising express bus service routes.

This last grouping is to be funded locally.

PHASE I - RECOMMENDED DEMONSTRATION PROJECT

Element A. Immediate Low Cost Improvements

., 1. Expand the intersystem transfers between Tri-Met

and Vancouver-Portland Bus Co. and Vancouver
Transit.. Consideration should be given to the
private carrier so that it will not receive any
reduction in passenger revenue as a result of
this procedure. The private carrier, unlike the
public carriers, receives no subsidy to assure a
continuation of service.
At present, riders using the Vancouver Transit

system and the private carrier, Vancouver-Portland

Bus Co must pay 35¢ plus U45¢ to 60¢ or a total cost
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of 80¢ to $1.05. TFor riders who must transfer to
Tri-Met (35¢ zone only) the cost increases to $1.15
to $1.40. For a commuter using the three carriers

the fare cost would range between $580 and $700 per

‘year for a round trip each working day. These costs

are high and it would seem that only captive riders
would ‘use this service. This pfoposal calls for
riders on the Vancouver Transit system transferring
to the private carrier by paying an additional 10¢
to 25¢ and to transfer to Tri;Met freev(subject to
zone fees). This would result in a trip of U5¢ to
60¢ which is consistent with other Tri-County fare
zones. The cost of this improvement is estimated
at $6,000/year for Vancouver Transit system and
less than $1,000/year for Tri-Met. A similar
method may also be used for %he‘private carrier
serving Camas-Washougal.

Tri-Met install toll free tlelphone service from
Vancouver to its information office. This can

be done for a hominél cost of approximately $6.
per month plus 30¢ per call, and would provide
Clark County residents with free information re-
lating to Tri-Met lines when planning trips into
the Portland area.

A route map be placed in the Vancouver telephone

directory illustrating Tri-Met, V-P Bus Co. , and



Vancouver Transit System routes and points of
transfer. Similarly, the same maplbe blaced in
the Portland directory. The map will also con-
tain the information telephone numbers of all
three carriers.

4. Tri—Mét review the location of the bus shelters
planned at Interstate and (1) Killingsworth St.
and (2) Portland Blvd. and place the shelters
such that passengers waiting in shelters for
buses on both lines may see buses approaching
so that they can move to the proper bus stop to
complete transfer.

B Expand the regional car pool program to include
Clark County urban area.

Element B. Proposed NTECAP Demonstration Project - "High
Occupancy Vehicle Exclusive Lane".

There are three possible strategies which arebbeing

considered:

<t T, Contra—flo& Lane - This method exploits the fact that
one direction is reésonably lighf during the peak
period. One lane on the lightly traveled roadway is
used for buses and car pools traveling in the inside
lane but opposing the direction of the lighter flow.

2. Concurrent-flow on shoulder - This method makes use

of the shoﬁlders, during peak periods, but buses
and car’pools traveling in the same direction as ad-

jacent lanes.

3/18/7u4 3



3. Concurrent-flow on exclusive lanes - This idea simply
utilizes one lane, usually the inside for the sole

purpose of moving buses and car pools.

Traffic and ridership data is being evaluated to discover
the advantages and disadvantages of these strategies.
Element C. Express Bus Sérvice Routes
The orgin-destination trip table has not yet been
recieved, but upon its arrival it will be evél—
uated to determine possible locations and rider-

ship for point to point express bus service.

3/18/7u "



CLACKAMAS COUNTY.

Canby
Gladstone
Happy Valley
Lake Oswego
Milwaukie
Oregon City
Sandy
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Fairview
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Portland
Troutdale
Wood Village
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Beaverton
Cornelius
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Hillsboro
North Plains
Sherwood
Tigard
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ATTACHMENT :3

6400 S.W. CANYON COURT
(503) 297-3726

PORTLAND, OREGON 97221

TO: I-5 Project Management Board
FROM: Hurvie E. Davig#gh?—

SUBJECT: National Transportation Energy Conservation Action
Plan ’

DATE: March 19, 1974

The National Transportation Energy Conservation Action Plan
was established by the U S Department of Transportation in
response to the Emergency Highway Conservation Act of 1973.
The Action Plan requests urbanized areas to develop emer-
gency transportation energy conservation programs'aimed

at reducing transportation fuel consumption. Action Plans

are to be broken down into two areas. These are:

1. TImmediate methods to increase the attractiveness
of high-occupancy vehicles in relation to low-
occupancy vehicles. A

2. Preparation of an annual short-range (5yr) capital

improvement program which includes noncapital,
low and high capital projects as well as traffic
improvements project and bus pruchases under the
TOPICS- program.
FHWA and UMTA are requesting local governments to quickly
develop energy conservation proposals and the planning
agencies to assemble these into an emergency program.
These programs are to optimize usage of existing trans-
portation systems. FHWA and UMTA funds are ‘available
for financing the development of these projects, however,

no new funds are available to states and urban areas.

The planning for carpool/buspooi projects and related
parking facilities and preferential lanes can be funded
on a 90-10 ratio (Federal-local) using urban extension
and urban system apportionments. The regional carpool
program in the Portland area was funded under the Emer-
gency Highway Conservation Act of 1973 using urban system

funds at a 90-10 ratio with Tri-Met providing 10% local

prea b ey Nttmr T Aanmnd ekl Fioyn A- B B R TARWlIes amder +hae



Highway Planning and Research Funds, Metropolitan

Planning Agency Funds and UMTA Technical.Study Grant funds.

Implementation of carpool/buspool imprdvements can be
accomplished under the normal highway funding.program

at the normal matching ratio on which the route is located.
Demonstration of energy conservation projeéts can be
funded under the urban extension and urban system apport-
ionments at a 90-10 ratio. The project cannot exceed

$1 million per project. Eligible projects include TOPICS

(traffic improvement) projects.

Many of the Federal requirements have been relaxed to
expedite projects which will help save transportation fuel
and help achieve air quality standards. In summary, this
Action Plan does not provide any additional money to a
region but enables it to move more rapidly in planning and

implementing various energy conservation strategies.

3/19/74
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- Dear Hupp;

. rates and do not of course reflect any of the decreases which we are ) BT 0 Y
. rlencing now because of the gasoline shortage. The assumption was also SRR
.made that the 1-205 bridge across the Columbia would he open in 1978, These

i MAR 81974 f

e e

) , March 7, 1974 .
REGIONAL PLANNING

Dave Hupp

Room 203

1008 S.W, Sixth Avenue
Portland, Oregon. 97204

Dick Barnum asked me to send you this copy of our Bridge Opening Study.

It was written with the marine operators in mind and was used to persuade

them to not call for bridge openings during peak vehicular flows. Since
that time, they have voluntarily complied with our request,

The traffic projections shcun 1n Figure I were based on past growth

s

24

factors certainly change the shapa of the curve on the graph beyond 1974,
New projections have not been made and most 11kely will not until the energy
situation has reached a more stable state.

Recent comparisons between January 1973 and January 1974 will give you
some 1dea of tha change. ' ' g ; .

Jan, 1973 Jan. 1974 % Change
Average Dafly Traffic (ADT) 71,330 65,425 - 8,3%
Average Week Day (AWD) 73,177 70,958 - 3.0%
Average Saturday 72,079 55,964 - 22.4%
Average Sunday 61,344 47,225 - 23.0%

The commuter traffic, which gives us the most trouble, has the lowest
reduction.

Hope this covers what you needed to know.
Sincerely,

R. L. CARROLL, P, E.
DISTRICT ENGINEER

By: David K. Peach, P. E.
District Traffic Engineer
RLC:1h
DKP
ttachment

" cer Dick Barnum.—
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Vancouver-Portlan
bus transfers proposed

By LARRY LANGE
Columbian Staff Writer
A system of transfers between Van-
couver city buses and those run by Tri-
Met in Portland might boost bus
ridership as the energy crisis con-
tinues, the staff of the Columbia

Regional Association of Governments

(CRAG) has suggested.

But that kind of system, as proposed
Wednesday by CRAG, could get snared
in legal complications, according to
Vancouver city officials.

The staff got approval from its
Interstate 5 Corridor Project Board to
forward a transfer proposal to the

seven local governments involved in

the project.

The system, presented by project
chief Hurvie Davis, proposes allowing
transfers from Vancouver city buses to
Vancouver-Portland buses for a small
additional sum. Davis proposed the ex-
tra fee run from 12 to 25 cents.

He suggested free transfers for per-
sons switching from the private
Vancouver-Portland buses to Tri-Met
stages when they reach Portland.
Transfers already are allowed on Tri-
Met buses within Portland. '

Davis suggested billing the Van-
couver system for the difference
between the transfer fee and the

*

regular Vancouver-Portland fare to
Portland, which would be 45 cents at
minimum. The difference with a 10-
cent transfer fee would be 35 cents.

Davis estimated that would cost the
city transit system about $6,000 annual-
ly.
The proposal, researched by former
Vancouver city traffic engineer Reed
Gibby, will be presented to Vancouver
and Portland’s city governments and
those of Clark and Multnomah counties,
the two states’ highway departments
and Tri-Met for comment.

Davis suggested the transfer
arrangement as a way to reduce mass
transit cost to individuals. He said Van-
couver residents pay between 80 cents
and $1.05 to ride one way to Portland
using both municipal and Vancouver-
Portland buses — and from $1.15 to
$1.40 on Tri-Met buses (variances
depending on charges for time of day).

Yearly cost, Davis estimated, would
range from $580 to $700 for round trips
each working day. He called this ‘‘ex-
cessive’” and said continuing these
costs would lure only “‘captive riders”
into using buses.

The idea, said to be ‘“‘very initial”
stages by Davis, may have a legal
catch oniit.

Vancouver city attorney Jerry King

*

Motorists spurn

Motorists driving from Vancouver to
Portland during the morning rush hour
are cool to using mass transit to get to
jobs and stores, and they want a fare of
60 cents or less for the trip before they
start taking buses.

Those were two of the more notable
results of an origin - destination survey
taken last December among motorists
on freeway ramps in Vancouver.

Results of the study, conducted by
the Columbia Region Association of
Governments (CRAG), were released
at a meeting of CRAG’s I-5 Project
Management Board Wednesday.

CRAG staffers said they received
just under 4,000 responses to the
questionnaires, which were handed out
to motorists in December. Returns
totaled 36.5 per cent which staffers said
is high.

Results announced did not include
motorists’ destinations. That data will
be released in the next few days, accor-

S A Re L S R

Thirty-six per cent of the respondents
said they would use a transit system to
Portland, while 35.4 per cent said they
would not. The other 29 per cent didn’t
respond.

To questions about fares, 80 per cent
said they prefer a fare of 60 cents or
less. Half said they prefer a fare of 50
cents or less.

That prompted the board to propose a
reduced-fare setup with a maximum of
60 cents. The proposal will be presented
to government agencies for comment.
Current fare costs to Portland run as
high as $1.40, depending on points of
origin and of destination.

Staffers regard high fare costs as one
deterrent to use of buses or other mass
transit facilities.

The survey also confirmed earlier in-
dications that motorists aren’t ready to
yield to car pools yet. Forty-nine per
cent of those in the survey said they
weren’t interested, while 31 per cent

said the proposal sounds like it would
amount to a subsidy of the private
Portland-Vancouver bus line, which, he
said, is not legal for the city to do.

King said the system might be
justified if it would result in a proven
benefit to the city transit system
through increased ridership.

Royce Lawrence, city budget direc-
tor, said the council would probably
want to weigh the political implications
of paying city funds to send people out
of Vancouver — not only to their jobs
but probably to shop in Portland.

Also to be considered is the impact on
the city’s budget.

Davis said CRAG staffers have not
considered all the legal implications of
the proposal. Results of a recent origin-
destination study, also presented to the
subcommittee Wednesday, showed only
36 per cent of motorists surveyed in
December willing to use mass transit.
Davis said cheap transfers are
nevertheleéss a ‘‘viable alternative’’ if

- coupled to a high-priority lane setup for

mass transit across the Interstate
Bridge.

Davis said the proposal was given to
the board for consideration and for
public discussion, which, he said, is the
“‘only way to get people thinking about
improvements” in the corridor.

*

buses

Staffers noted the survey was taken
at a time when fuel shortages were
more severe than they are now.

The study results also showed 87.5
per cent of responding motorists have
free parking available to them, another
deterrent to use of mass transit.

There were few other surprises
reflected in the study results, which
showed that:

—Almost all vehicles in the survey
(93.3 per cent) are cars, and very few
(5.9 per cent) are trucks.

—Almost all trips in the 6 to 9 a.m.
hours surveyed are to work, and most
income levels are between $10,000 and
$12,000.

—Average vehicle occupancy rate is
1.25 persons per vehicle, 82 per cent of
vehicles had one person in them, while
14 per cent had two and 4 per cent had
three persons in them.

—That two-thirds of the drivers sur-
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Officials divided

New bus systems debated

By LEE ROZEN _
Columbian Staff Writer

Moving ahead with any plans
to change Vancouver’s bus
system requires a decision
from the Vancouver City
Council on whether the system
will serve the general public
or a special, limited clientele,
says. City Manager Alan
Harvey.

The choice should determine
the kind of bus the city buys
next, he said.

He, city staff and some
members of the city council
appear to favor a system that
would be designed to serve
large numbers of the general
public.

However, Mayor Jim
Gallagher says he doesn’t
think Vancouver is oriented
enough to the bus to justify
that sort of system.

Harvey is pushing for a
council decision.

The city now has assurances
from the federal government
that it will pay 80 per cent of

*

the $400,000 cost of 10 new 43
passenger buses for the city,
to replace the six two-year-old
Twin Coach buses that are now
self-destructing daily on city
streets.

Jerry Peck, city transit
manager, says that commit-
ment may fade as time goes
by.

Peck said a decision must be
made on some sort of new bus
or different bus system
because the present buses
simply will not work on the
present routes.

Harvey said at a late
Wednesday afternoon meeting
with the council that the 10 big
buses would form the basis for
any future transit system in
the city — if the council is
committed to providing a real

-alternative to the private car.

Garth Anderson, city public
works director, told the coun-
cil that a system of small
buses, . advocated by
Gallagher, would provide ser-
vice only for the aged, the han-

For emergency vehicles

*

dicapped and the occasional
shopper. He said it could not
move large numbers of com-
muters.

Gallagher contends that
large numbers of commuters
wouldn’t use the buses if they
were there.

City staff disagrees, citing
recent upturns in bus ridership
with the gasoline crunch. The
city hauled 24,394 passengers
in February, a 27 per cent in-
crease over 1973.

Harvey laid out for the coun-
cil the sort of bus system that
could be provided with the 10
large buses as its base.

The large . buses would run
on all the city’s major arterial
streets on at least half hour
schedules. There would be
several transfer points along
the way. The arterial lines
would connect with small
neighborhood buses routed ac-
cording to telephone calls
from homes.

Harvey said that if the coun-
cil gave the go ahead for the 10

big new buses, the staff would
be able to run pilot programs
on the neighborhood service

L i P

next summer. He suggested

programs in the Hough,
Rosemere and Heights areas.
He said the city staff also
wanted to conduct city-wide
opinion surveys on the city bus

system and some trip origin .
and destination studies in the

three pilot neighborhoods.

In addition, the city would
run buses to the industrial
areas in the morning and even-
ing. During the day a bus
would shuttle between St.
Joseph’s Hospital on the east
and Vancouver Memorial on
the west, hitting most of the
clinics and shopping areas in
between.

Peck said that the present
Twin Coach buses, which do
not hold up under the strains of
the present city bus routes.
could be tuned down and rur
slower on the neighborhoor
routes with much less chanc:
of breaking down.

*

County gets extra gasoline

By GARY PLAUTZ
Columbian Special Writer

Clark County has been able to obtain 10,495
gallons of gasoline from the Northwest Federal
Energy Office to supply county emergency vehicles
with gasoline until the end of March.

Jim Guenther, administrative assistant to the
county commissioners, said the county received a
telegram from the Seattle FEO office Wednesday
notifying the county of the emergency allocation.

The emergency allocation was made necessary

supplies of gasoline on hand to supply the emerge’

cy gasoline.

In Clark County’s case, the extra gasoline v
come from a Standard Oil Co. distributor
Portland and Troxel said he expected the gasc
to arrive at county distribution points on Thurs¢

“It was a real hassle getting this gas the °
way through,” Troxel said, and added that he
the same situation wouldn’t oecur in April.

John Jarstad, public information officer
FEO in Seattle, said that Clark County’s
and approval for emergency allocations f

when Shell Oil Co., Clark County’s supplier of gas-
oline for public vehicles, cut shipments of gasoline
to the county to 60 per cent of what was made
available in March 1972.

Jim Troxel, acting purchasing manager for the
Clark County Purchasing Department; said the ad-
ditional gasoline would be used to supply city
police, fire department, sheriff’s department, and
public works vehicles.

Troxel added that a small amount of the alloca-
tion would be used to aid the La Center School
District.

Other county agencies not in line for extra gas-
oline are asked to conserve their existing fuel as
best as they can, said Troxel.

Troxel was pleased with the FEO s response to
Clark County’s emergency request and said the 10,-
495 gallons allocated to the county was only five
gallons short of the county’s total request.

The FEO has the power to order oil companies
nearest a crisis area and that have the greatest

FEO was among the first in the
Washington. To his knowledge, he said, ¢
school districts in King and Pierce count
tained extra gasoline from the FEO.
Meanwhile in Clark County, school
had predicted dire shortages of gasol
buses by the end of March, now say, b’
week’s spring vacation, that they wi’
gasoline to last them until new alloc
April 1.
“We’ll be okay for this month,
tion coming,” Irv Lund, assistant !
for the Vancouver School Dir
received a little extra gasoline,
January and February allocatic
us through March.”
Al Koons, shop foreman of f
District bus garage, said t!
faced shortages, will have
the buses, too. He said spi
trict’s saving factor.
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I-5 Project Management Board

AGENDA

CLACKAMAS COUNTY
Canby March 20 9 1974
Gladstone
Happy Valley
Lake Oswego

e o I. STATUS REPORT
West Linn a. 0-D Survey ;
b. Transit Service Improvements
c. Employer's special service
ClESE d. Citizen Advisory Committees
Vancouver e. Regional Carpool Program

Washougal
II. Possible Low-Capital Intensive Demonstration Projects

ol Lk III. National Transportation Energy Conservation Action Plan
Clatskanie = . . . )
Columbia City IV. Vancouver Park-and-Ride (Transit Station) Program
Prescott
Rainier V. New Business
Scappoose
S kel VI. Next Meeting Date
Vernonia

MULTNOMAH COUNTY
Fairview
Gresham
Portland
Troutdale
Wood Village

WASHINGTON COUNTY
Beaverton
Cornelius
Durham
Forest Grove
Hillsboro
North Plains
Sherwood
Tigard
Tualatin




Canby
Gladstone
Happy Valley
Lake Oswego
Milwaukie
Oregon Clty
Sandy

West Linn
Wilsonville

CLARK COUNTY

Camas
Vancouver
Washougal

COLUMBIA COUNTY

Clatskanie
Columbia City
Prescott
Rainier
Scappoose

St. Helens
Vernonia

MULTNOMAH COUNTY

Fairview
Gresham

‘Portland

Troutdale
Wood Village

WASHINGTON COUNTY

Beaverton
Cornelius
Durham
Forest Grove
Hillsboro .
North Plains
Sherwood
Tigard
Tualatin

| COLUMBIA REGION ASSOCIATION of GOVERNMENTS
,gw_.A
‘ PORTLAND, OREGON 97221

CLACKAMAS COUNTY

6400 S.W. CANYON COURT
(503) 297-3726

TO: I-5 Project Management Board

FROM: Hurvie E. Davigﬁ%ﬁalf

'SUBJECT: National Transportation Energy‘Conservation Action
Plan

DATE: March 19, 1974

The National Trénsportation Energy Conservation Action Plan
was established by the U S Department of Transportation in
response to the Emergency Highway Conservation Act of 1973.
The Action Plan requests urbanized areas to develop emer-
gency - transportation energy conservation programs aimed

at reducing transportation fuel consumption. Action Plans
are to be broken down into two areas. These are:

1. Immediate methods to increase the attractiveness
of high-occupancy vehicles in relation to low-
occupancy vehicles.

2. Preparation of an annual short-range (5yr) capital
improvement program which includes noncapital,
low and high capital projects as well as traffic
improvements project and bus pruchases under the
TOPICS program.
FHWA and UMTA are requesting local governments to quickly
develop energy conservation proposals and the planning
agencies to assemble these into an emergency program.
These programs are to optimize usage of existing trans-
FHWA and UMTA funds are available

for financing the development of these projects, however,

portation systems. -

no new funds are available to states and urban areas.

The planning for carpool/buspool projects and related
parking facilities and preferential lanes can be funded
on a 90-10 ratio (Federal-local) using urban extension
and urban system apportionments. The regional carpool
program in the Portland area was funded under the Emer-
gency Highway Conservation Act of 1973 using urban system

funds at a 90-10 ratio with Tri-Met providing 10% local

mat+terh . Nthor plannine fiinds a»e available under +the



Highway Planning and Research Funds, Metropolitan

Planning Agency Funds and UMTA Technical Study Grant funds.

Implementation of carpool/buspool improvements can be
accomplished under the normal highway -funding program

at the normal matching ratio on which the route is located.
Demonstration of energy conservation projects can be
funded under the urban extension and urban system apport-
ionments at a 90-10 ratio. The project cannot exceed

$1 million per project. Eligible projects include TOPICS

(traffic improvement) projects.

Many of the Federal requirements have been relaxed to
expedite projects which will help save transportation fuel
and help achieve air quality standards. In summéry, this
Action Plan does not provide any additional money to a
region but enables it to move more rapidly in planning and

implementing various energy conservation strategies.

3/19/74
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RECOMMENDATION FOR A DEMONSTRATION PROJECT IN THE

INTERSTATE BRIDGE CORRIDOR

The deﬁonstration project for Phase I of the Interstate
Bridge Corridor Project has been separated into three ele-
ments in order to implement some immediate improvements and
to respond to the National Transportation Energy Conservation
Action Plan (NTECAP). The first element concerns low cost
items which are to be funded locally and should be imple-
mented before the other elements to provide maximum benefit
to the total system. The second element is an application
for Federal Funds under the NTECAP while the third -element

consists of the most promising express bus service routes.

This last grouping is to be funded locally.

PHASE I - RECOMMENDED DEMONSTRATION PROJECT

Element A. Immediate Low Cost Improvements

1. Expand the intersystem transfers between Tri-Met

and Vancouver-Portland Bus Co. and Vancouver
Transit. Consideration should be given to the
private carrier so that it will not recéive any
reduction in passenger revenue as a result of
this procedure. The private carrier, unlike the
public carriers, receives no subsidy to assure a
continuation of service.
At present, riders using the Vancouver Transit

system and the private carrier, Vancouver-Portland

Bus Co must pay 35¢ plus U45¢ to 60¢ or a total cost

3/18/ 74



of 80¢ to $1.05. For riders who must transfer to
Tri-Met (35¢ zone only) the cost increases to $1.15
to $1.40. For a commuter using the three carriers
the fare cost would range between $580 and $700 per
year for a round trip each working day. These costs
are high and it would seem that only captive riders
would use this service. This proposal calls for
riders on the Vancouver Transit system transferring
to the private carrier by paying an additional 10¢
to 25¢ and to transfer to Tri-Met free (subject to
zone fees). This would result in a trip of u45¢ to
60¢ which is consistent with other Tri—Coﬁnty fare
zones. The cost of this improvement is estimated
at $6,000/year for Vancouver Transit system and
less than $1,000/year for Tri-Met. A similar
method may also be used for the private carrier
serving Camas-Washougal.

2. Tri-Met install toll free tlelphone service from
Vancouver to its information office. This can
be done for a nominal cost of approximately $6
per month plus 30¢ per call, and would provide
Clark County residents with free information re-
lating to Tri-Met lines when planning trips into

' the Portland area.
3l A route map be placed in the Vancouver telephone

directory illustrating Tri-Met, V-P Bus Co. , and

3/18/74 2



Vancouver Transit‘System routes and points of
transfer. Similarly, the same map be placed in
the Portland directorj. The map will also con-
tain the information telephone numbers of all
three carriers.

b, Tri-Met review the locafion of the bus shelters
planned at Interstate and (1) Killingsworth St.
and (2) Portland Blvd. and place the shelters
such that passengers waiting in shelters for
buses on both lines may see buses approaching
so that they can move to the proper bus stop to
complete transfer.

5. Expand the regional car pool program to include
Clark County urban area.

Element B. Proposed NTECAP Demonstration Project - "High
Occupancy Vehicle Exclusive Lane".

There are three possible strategies which are being

considered:

-+ 1. Contra-flow Lane - This method exploits the fact that
one direction is reasonably light during the peak
period. One lane on the lightly traveled roadway is
used for buses and car pools traveling in the inside
lane but opposing the direction of the lighter flow.

2. Concurrent-flow on shoulder - This method makes use
of the shoulders, during peak periods, but buses
and car pools traveling in the same direction as ad-

jacent lanes.

3/18/7u 3



3. Concurrent-flow on exclusive lanes - This idea simply
utilizes one lane, usually the inside for the sole

purpose of moving buses and car pools.

Traffic and ridership data is being evaluated to discover
the advantages and disadvantages of these strategies.
Elemént C. Express Bus Service Routes
The orgin-destination trip table has not yet been
recieved, but upon its arrival it will be eval-
uated to determine possible locations and rider-

ship for point to point express bus service.

3/18/7u y
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COLUMBIA REGION ASSOCIATION OF GOVERNMENTS fu3. o9

Memorandum March 15, 1974
To: Project Management Board
From: Hurvie E. Daviéﬁézzz’//

Subject: I-5 Board Meeting - Wednesday, March 20, 1974

A meeting of the Project Management Board for the Interstate

Bridge Corridor Project will be held at 9 a.m., Wednesday,

March 20, 1974, in Commissioner Granger's conference room,

County Courthouse Building in Vancouver.

Project staff will give a status report on such items as the
orgin-destination survey, transit service improvements, expan-
sion of the regional car pool program to include Clark County
and the designation of a priority traffic lane for high occup-
ancy vehicles. We have been working with several members of
the Board relative to submitting a demonstration project on
the Corridor for funding under the National Transportation
Energy Conservation Action Plan. We will discuss the Action
Plan as it relates to possible projects in the Corridor and

the various types of funding.

Mr. Edgar Waehrer, Project Coordinator for the Tri-Met Park-
and-Ride (Transit Station) Program has been invited to attend
and discuss the relationship of the proposed Vancouver Station

with the Corridor Project.
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OFFICE OF
PLANNING AND DEVELOPMENT

GARY E.STOUT
ADMINISTRATOR

1220 SW. FIFTH AVE.
PORTLAND, OR. 97204

12 March 1975

Richard Etherington
Transportation Director, CRAG
527 SW Hall Street

Portland, Oregon 97201

RE: Interstate Bridge Corridor Revised Work Program
Dear Mr. Etherington:

Mayor Goldschmidt has asked me to reply to your letter
of February 27, regarding the subject work program. I
make the following recommendations.

I recommend that Element C, Medium Range Corridor Plan,
not be initiated without specific instructions from the
Project Task Force. Other transportation planning and
project activities may alter or eliminate the need for
this element. Furthermore, it is my understanding that
the purpose of this project is to increase capacity by
1980 and therefore I feel our efforts and resources
should be focused on immediate action elements.

The last paragraph of Element B, on Page 9, indicates
the output of this effort will be a report on high
occupancy vehicle lanes. The output of this element
should not be a report or recommendations but should be
agreements, contracts, official actions, and results on
the ground. It is understood that other agencies must
actually take these actions but the intent of this
project is to stimulate and facilitate negotiations and
activities that will produce the necessary results, not
just make recommendations.

Very truly yours,

William S. Dirker
Transportation Coordinator

WSD:bn
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INTERSTATE BRIDGE CORRIDOR PROJECT

Revised Work Program

Columbia Region Association of Governments

January 30, 1975



OBJECTIVE

The objective of the revised work program is to

1) Bring about the creation of a unified, publicly owned
and operated mass transit system in the Interstate Bridge
Corridor and Clark County,

2) Provide some means of priority movement on I-5 for
transit service and other high occupancy vehicles (HOV) énd
3) Initiate medium range planning for and evaluation of
corridor transportation alternatives.

PREVIOUS WORK

The Interstate Bridge Corridor Project was initiated in late
1973 as a three-phase project designed to address the exist-
ing transportation problems in the Interstate 5 corridor be-
tween Vancouver and Portland. The objective of the project
was to develop solutions which would move people through

the corridor more efficiently with primary emphasis on
public transportation including consideration of park and
ride facilities.

Phase I of the project recommended a number of improve-
ments that would provide relief in the corridor. The analysis
indicated that in order to move people through the corridor
more efficiently on existing facilities, a unified transit
system would have to be established thereby eliminating the
necessity for potential transit riders to use as many as three
existing transit systems. Specifically, the purchase of the
privately owned Vancouver-Portland Bus Company by the Tri-

County Metropolitan Transportation District of Oregon (Tri-Met)



was recommended. This, together with recent legislation in
the State of Washington (HB-670) to enable the establishment
of a county transit system in Clark County, would provide

for publicly operated and financed transit service through-
out the corridor. It was further found that some method or
providing priority movement in the corridor for high-
occupancy vehicles (buses and carpools) would be necessary
to move people more efficiently and serve as an incentive

to increase vehicle occupancy.

From the Phase I analysis, five primary corridors in
Clark County were identified as having potential for commuter
transit service to five primary employment areas in Portland.
Therefore, an extensive level of service would be required
between these areas if public transit is to provide any
significant improvement in traffic flow in the corridor.
Presently, the city-owned Vancouver Transit System operates
only within the city while the Vancouver-Portland Bus Company
provides service between Vancouver/Hazel Dell and Portland.
The Evergreen Stage Line provides limited service from Camas/
Washougal and several other locations in Clark County to
Portland. With the exception of Vancouver-Portland Bus
Company's operation, only a limited amount of transit service
is provided between downtown Vancouver and Portland. It is,
therefore, apparent that an extensive unified transit system
should be provided in the corridor.

From an assessment of the immediate transit needs in the



corridor and the recommendations of Phase I, it seems that if
the Phase I recommendations are implemented, the initial
objective of the project will be fulfilled. It has also
been determined during Phase I that there are insufficient
staff resources within the local agencies/jurisdictions to
implement the recommendations pertaining to transit planning
in Clark County. This revised work program has, therefore,
been prepared to enable the CRAG staff to assist the local
agencies/jurisidictions in implementing the Phase I recom-
mendations, conduct a feasibility analysis of priority
treatment for high occupany vehicles (HOV) on I-5, and
initiate an evaluation of longer range improvements for a

yet to be determined future year.

The work activities have been directed by a project mana-
gement board. With the reorganization of the CRAG committee
structure a task force will now direct the work activities.
To illustrate the relationship of the task force with CRAG
and agencies participating in the work task a table of
organization has been prepared (table A, page 11 of the

appendix) .



METHODOLOGY

A joint effort of affected agency personnel and CRAG
staff will be provided to carry out the implementation.
activities of the Phase I recommendations. CRAG

staff will conduct the feasibility analysis of priority
treatment in the corridor and provide assistance in
determining the level and scope of transit service which
will utilize the I-5 corridor. The staffs of the local
agencies with the assistance of the CRAG staff will
develop the necessary information, determine appropriate
procedures and initiate proper applications and agree-
ments which will result in the establishment of a county-
wide transit entity and a unified transit system. Upon
completion of these activities and determination of a
forecast year, CRAG staff will work with the ODOT planning
staff in determining longer range alternatives between
Oregon and Washington including the imapct of opening

I-205 on the I-5 Corridor.



Work Activities

The work activities have been segregated into three prineipal
elements; namely, (A) Unified Transit System, (B) I-5
Priority Analysis for HOV and (C) Initiation of Medium
Range Corridor Planning. The costs and funding of theseacti-

vities may be found on ps. 12 §13 in the appendix of this material.

(a) Unified Transit System

The creation of a unified mass transit system in the Corridor
and Clark County will be accomplished under the direction of
the Consolidated Transportation staff * (CTS) in three

major work tasks. The acquisition of the private transit
operations by Tri-Met is the first part and the formulation
of a transit plan and creation of a transit district in Clark
County consist of the other parts. The subsequent narrative

provides some details of the work tasks.

A program for providing publicly-owned and operated transit
service in the corridor as recommended in Phase I will be
developed through a combined effort of CRAG, CTS, Tri-Met,

and other affected jurisdictions. Additional detail pertaining
to the unified transit system is contained in the appendix.

* The Consolidated Transportat.on Staff cunsists ot two bpbudget
responsible staff members each from Washington State Department

of Highways, Clark County, City of Vancouver and Regional Planning
Council of Clark County.



This will include determining the type
and extent of transit service needed in the corridor, the
mechanism for providing the service including preparation of
operating and financial agreements, federal applications, for
purchase of privately owned transit systems operating in the
corridor, and a method for financing. The primary effort of
CRAG staff activities will be to determine the level of
service needed in the corridor and to assist in the prepara-
tion of an application(s) for federal funds for purchase of

the privately-owned transit systems.

Possible approaches to addressing the transit service element
would be for Tri-Met to acquire the Portland-Vancouver Bus
Company either through purchase or condemnation. Tri-Met could
then contract with the City of Vancouver to provide service be-
tween Portland and downtown Vancouver where Vancouver's system
would connect. Another alternative would be for Clark County
and the cities in the county to form a tranéit district, acquire
the Vancouver system and expand it throughout the county and
contract with Tri-Met to provide service to downtown Vancouver.
Another possibility would be for Tri-Met to extend service

into the county as well as to the city. If it is determined that

a transit district should be created, service to such areas as



Camas, Washougal, Battle Ground, etc. will have to be addressed
which may require acquisition of the rights of the Evergreeﬁ
Stage Line which presently serves these areas. Each of these
alternatives will be explored as required to ascertain the

best mechanism for providing the desired level of service. The
final mechanism for providing the service will, of course, be a
function of the type and scope of service proposed. In addition
to developing service levels, an operating mechanism and financ-
ing, it will also be necessary to address such items as equip-
ment, staffing, maintenance and storage facilities, revenue
collections and voter approval of the transit program. This
will be done through a coordinated effort of CRAG and local
agency staff with local agencies taking the lead on such items
as voter approval and development of a revenue collection

procedure.

B) I-5 Priority Analysis
The priority study on I-5 will include feasibility analyses of
both a system of ramp control for traffic with priority being
given to HOV (buses and car pools) and the feasibility of
establishing special use lanes for HOV on I-5, parallel to the
flow of traffic. The appendix contains further detail of this
aspect of the work program.

The first task of the priority treatment feasibility
analysis is to determine a strategy for providing an addition-
al lane in each direction on I-5 between the Portland Blvd. and

Union Ave. Interchanges. This might be accomplished by



utilizing the shoulder and/or some of the median clearance or
possibly some minor structural widening. These improvements
will be tested during the peak periods when one lane (south-
bound in the morning & northbound in the evening) will be
reserved for HOV. 1In addition, a ramp metering system, with
bypass provisions for HOV will be devised for testing against
the priority lane alternative. This work activity will pro-
duce sufficient detail on the alternatives for effective
testing.

The second task will consist of compiling data (traffic
counts, roadway characteristics, speed, etc.) already avail-
able and determining any additional data which may be needed.
The additional information may include such data as aerial
photography, ramp origin-destination survey during the peak
periods, spot speed studies and transit schedules and routes.
Also, base maps will be made for all diagrams which will be
produced in the work activities. The data will be analyzed
to determine the "before" condition by fifteen minute time
slices. Diagrams, tables, and graphs will be prepared to
illustrate the location and intensity of the operational
problems as they build and dissipate.

The next work item consists of testing the two alterna-
tives so that observations may be made about their respective
performances. A computer model (PRIFRE) developed at the

Institute of Traffic and Transportation Engineering



in Berkeley, precisely for this type of analysis, will be
utilized for this work item. The program will be loaded onto
the State of Oregon IBM 370 in Salem with the assigance:- of ODOT
personnel perhaps with a remote terminal available to CBAG staff
so. that the computer may be accessed directly. After completion
of this study the computer program will be available for
utilization on other corridors.

After testing the alternatives, the output will be
reduced and organized into the same type of diagrams, tables
and graphs to illustrate the system differences between
the alternatives. In addition, operational and capital
costs will be determined, funding sources identified, and
other information obtained as required to conduct a feasibility
evaluation on the two alternatives.

Finally, a report will be prepared identifying and
discussing the procedures, findings and recommendations of
the priority treatment analysis. Recommendations will ke made
available to the implementing agencies thréugh appropriate

procedures for early action. .

C) Initiation of Medium Range Corridor Planning

A final element in this work program will be to initiate an
evaluation of major transportation alternatives for the I-5
corridor. This will include an assessment of the I-205 open-

ing on the level of service provided by I-5. This assessment will
be based on travel projections for a yet to be determined
forecast year, perhaps somewhere between 1980-1985. The

assessment will also consider the improvement in travel on



I-5 resulting from increased public transportation use and
ithe estapblishment of priority treatment on I-5 for high-
occupancy vehicles to be developed under this project's
earlier effort. Using future year forecasts, an evalua-
tion of a number of alternatives will be tested for the I-5
Corridor. This will include but not be limited to busway
facilities on I-5 and Union Avenue, and widening of I-5

to six lanes in the present four lane section. It is
anticipated that this will be a joint effort of CRAG and
the ODOT planning staff and will involve network evaluation
by computer analysis. Additional information may be found
in the appendix on page 20.

Because of the scope of this final activity, it is not
expected to be completed by the end of the current project
perioa (uune, 1Y/5). Completion of this element of the
revised work program can be completed under CRAG's continuing
planning program and interfaced with other corridor planning

activities.

-10-
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TABLE OF ORGANIZATION

CRAG
BOARD OF DIRECTORSl

CRAG
TTAC

t INTERSTATE BRIDGE CORRIDOR PROJECT

1 TASK FORCE
(ELEMENTS B & C) (ELEMENT A) (ELEMENTS B & C)
STAFFS - CRAG CcTs ‘ CITIZEN
ODOT . COMMITTEE
WSDH X

STAFFS - REGIONAL PLANNING COUNCIL
OF CLARK COUNTY
CLARK COUNTY LEGAL
VANCOUVER LEGAL
VANCOUVER PUBLIC WORKS
CLARK COUNTY PUBLIC WORKS
 TRI-MET

CRAG

I CITIZEN
COMMITTEE

CTS - Consolidated Transportation Staff of Clark County
TTAC - Transportation Technical Advisory Committee to the CRAG

Board of Directors
TABLE A: ORGANIZATION OF THE INTERSTATE BRIDGE CORRIDOR PROJECT
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INTERSTATE BRIDGE CORRIDOR PROJECT

REVISED WORK PROGRAM

WORK ACTIVITIES MANPOWER DISTRIBUTION

Elements

A.

" Unified Transit System

Tri-Met Acquisition of V-P
Bus Co. & Evergreen State
Line :

Transit District Plan
Citizen Input & Activities

Element Total

I-5 Priority Analysis
In House Activities
Other Activities - CRAG
Others

. Element Total

Initiation of Medium Range
Corridor Planning - CRAG
ODOT/WSDH

Element Total

PROJECT TOTAL

* This manpower and COS
manmonths by the Consolidat
clark County and Tri-Met.

ful information.

Page 12

£ allocation will be s
ed Transportation
Tri-Met has alrea

CRAG Manpower
Manmonths

5%

6X*

H

2%

2%
18

Estimated
Cost

1,000
11,000

1,000

13,000%

16,000
2,000

16,000

34,000

5,000

8,000

13,000

60,000

upplemented by 8%
staffs of agencies in
dy developed much use-



INTERSTATE BRIDGE CORRIDOR PROJECT
I-5 PRIORITY ANALYSIS

OTHER WORK ACTIVITIES

: Estimated
Activity Source Man Months
Traffic Counts SHD's .6
Spot Speed Data & Reduction
(Am & PM) SHD's .5
Ramp O-D Survey (Evening) SHD's .6
Computer ODOT
Computer Programming ODOT/CRAG 13 (1.9)%
Computer Terminal Access
Adm., Mgmt & Technical
Assistance ITTE
Photogrammetry CONST.

Ramp O-D Data Processing PSU/0ODOT 1.0
Computer Key Punch / CRAG/
Terminal Typing PSU/0ODOT .6

Total Estimate

* CRAG manpower costs_include this amount.

Page 13

Cost

Estimate

$1,000

750
1,000
4,500
2,000
1,000

750
2,500
1,500
1,000

$16,000



INTERSTATE BRIDGE CORRIDOR PROJECT
REVISED WORK PROGRAM

REVENUE FROM PARTICIPATING AGENCIES

AGENCY AMOUNT
Washington State Department of Highway $ 16,300
Oregon State Highway Division 10,900
U.S. Urban Mass Transit Administration 26,200
City of Vancouver 1,100
Clark County 1,100
City of Portland ” 550
Multnomah County 550
Tri-Met 3,300
Total Revenue | $ 60,000

Note: These funds are the balance of the original commit-
ments to the project and, therefore, do not represent

additional financial commitments.

Page 14



ELEMENT A: UNIFIED TRANSIT SYSTEM

ACTIVITY : RESPONSIBLE AGENCY

1. Formulate transportation

goals, objectives &
policies Vanc*/ Ck Co.*

2. Acquisition of the private

operations
a. Explore legal issues Van L
Ck. Co. L
b. V-P Bus apprailsal Tri-Met
c¢. Negotiations
Acquisition of VP Bus Tri-Met
d. UMTA Application for
Acquisition of VP Bus Tri-Met
CRAG
e. Determine need to acquire
ESL Vanc L */ Ck. Co. L*/
Tri-Met L

(If positive determination results proceed with acquisition in a
similar manner as VP Bus Co,)

3. Formulate Transit Plan_

a. Identify potential routes CTS/CRAG/Tri-Met
b. Develop Organizational

Structure & Costs CTS/ Tri-Met
c. Develop Marketing Program CTS/Tri~-Met

& Cost

d. Identify and resolve legal
restraints & options for a

Unified Transit System CK Co. L/ Vanc. L/
Tri-Met L
e. Determine possible levels of
of service & cost CTS/ Tri-Met/ CRAG/
CAC

f. Estimate patronage and
revenues Tri-Met/ CRAG

g. Identify funding levels
for various service

possibilities CTS/ Tri-Met
h. Select most feasible
level of service , Vanc */ Ck Co.*/
CAC

1. Analyze effects of service
on Corridor CRAG

=] G



m. Select revenue sources Vanc */ Ck. Co. ﬁ/

CAC
n. Report Finding CRAG
4, Formation of a Unified Transit Agency
a. Form Citizens' Advisory PTF
Committee Vanc */ Ck Co *
b. Refine transportation : Vanc. */ Ck. Co. */
objectives and policies cTs / CAC
c. Research experiences of other
jurisdictions on transit
districts Ck. Co.
d. Input to transit plan CAC
e. Publicize Planning efforts Vanc */ Ck Co. */
CAC
f. Obtain public support Vanc/ Ck. Co.,/'CAC
Legend
CTS Consolidated Transportation Staffs of Clark County
CK Co Clark County
Vanc Vancouver
& Elected officials
Vanc L Vancouver Legal Staff
Ck. Co. L Clark County legal staff
Tri-Met L Tri-Met Legal Staff
CRAG CRAG Project Staff
CAC Citizens' Advisory Committee
PTF Interstate Bridge Corridor Project Task Force
VP BUS Vancouver-Portland Bus Company
ESL Evergreen Stage Line

_16_
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ELEMENT B: I-5 PRIORITY ANALYSIS

ACTIVITY RESPONSIBLE ESTIMATED
AGENCY MANMONTHS
Defining & determining
system alternatives CRAG .4
Data Collection
Speed & Counts ODOT/WSDH Lal
Ramp O-D Survey ODOT/WSDH %6
Transit Data CRAG .3
Aerial Photo ODOT (CONSUL) e
Data Analysis CRAG 2.8
Ramp O-D Data )
Processing ODOT/PSU 1.6
Computer Modeling CRAG 2.1
Preparation of Data
& Testing Systems OoDOT L. B
Analysis of Output CRAG .8
oDOT !
Feasibility Determination CRAG 1.0
Preparation of Report CRAG o7
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ELEMENT C: INITIATION OF MEDIUM RANGE CORRIDOR PLANNING

RESPONSIBLE ESTIMATED
ACTIVITY AGENCY MANMONTHS'
1. Determination of forecast PTF
year
2. Modify 1980 projection from CRAG/ODOT 1
Phase II work activities to
the forecast year
3. Assess the impact of I-205 CRAG/ODOT/WSDH . 1/2
.~ on the I-5 Corridor during
the forecast year
4. Evaluate possible improvements CRAG/0DOT/WSDH 1/2

on I-5 (from Element B) with -
resp ct to I-205

5. Prepare basic data to test CRAG/ODOT/WSDH 1/2

alternatives in the I-5
Corridor: I-5, Union Avenue,

etc.

* CRAG Staff time only ($8,000 will be used to reinburse the State
Highway agencies for staff time to participate in these activities.)

D e



COLUMBIA REGION ASSOCIATION of GOVERNMENTS

CRAG

LARRY RICE. EXECUTIVE DIRECTOR

REGULAR MEMBERS
CLACKAMAS COUNTY

Barlow
Canby
Estacada
Gladstone
Happy Valley
Johnson City
Lake O o]
Milwi
Malalla
Oregon City
Rivergrove
Sandy
West Linn
Wilsonville
MULTNOMAH COUNTY

Fairview

Portiand
Trouldale
Wood Village

WASHINGTON COUNTY
Banks

Hiflsbora
King City
North Plaing
Sherwood
Tigard
Tualatin

ASBOCIATE MEMBERS
CLARK COLINTY

Vancauver
Washouga!

Columbia City
Scappoose

St Helens

The Port of Portland
Tri-Met

The: State of Oregon

527 S.W. HALL STREET
PORTLAND, OREGON 97201

(503) 221-1646

February 27, 1975

-
The Hon. Neil Goldschmidt §%§f «TS
City of Portland X« Ry 2
City Hall ) ,
1220 SW 5th . >
Portland, OR 97201 G
,BU'."’?

Dear Mayor Goldschmidt:

Re: Interstate Bridge Corridor
Revised Work Program

As you know, the Interstate Bridge crossing the Columbia
River is the only automobile facility connecting Portland
and Vancouver. Currently, traffic on the bridge is ex-
ceeding its designed capacity during peak travel periods
and it is approaching or exceeding capacity during heavy
weekend and summer months' travel periods. The degree and
duration of automobile, truck, and bus traffic congestion
is currently causing serious traffic disruption and delay.
Traffic on the Interstate Bridge has increased from about
36,000 Average Daily Traffic (ADT) in 1962 to 74,000 ADT
in 1971. ;

By 1978 (a previous target date for I-205) ADT's are ex-
pected to exceed 95,000. Recent daily vehicle counts
have exceeded 110,000. Also a potential problem exists
if bridge traffic is blocked for emergency transportation.
The bridge has no shoulders nor are there any alternative
river crossings for emergency vehicles in the metropoli-
tan area.

In view of this condition, and the possibility that I-205
may not be completed until approximately 1980 or perhaps
after that time, the Interstate Bridge Corridor Project
was established with the goal to move people through the
corridor more efficiently with minimal environmental
damage. The Work Program was divided into three six
month phases. The first phase assessed the present condi-
tions, surveyed potential improvements, identified the
more promising improvements and initiated appropriate low
cost improvements.



Re: IBC Project, Revised Work Program
2/27/75
Page 2

The first phase (Phase I) identified three issues for
consideration in order to improve the passenger capacity
and level of service in the corridor. These three issues
are the following: :

1. An analysis for priority treatment of high
occupancy vehicles (buses and car pools).

2. A unified transit system in the corridor and
Clark County and Vancouver.

3. Initiation of medium range (5 to 10 years)
planning activities in the corridor.

In order to address these areas a revised work program
has been developed with the assistance of your staff.
It focuses on specific issues and, therefore, resources
may be used more productively.

The financial commitment for the total eighteen month
project probably will not exceed 80% of the original
commitment of your organization. You will soon receive
an accounting report giving a precise financial status
and amount of reimbursement estimate for your agency
will be identified.

This revised work program has been approved by the CRAG
Transportation Technical Advisory Committee and the
Project Management Board. It is transmitted herewith
(two copies) for your review and concurrence so that it
may be attached to your contract documents. In the
event that no response is made to me from your office
by March 10, 1975, your concurrence will be assumed.

If you have any questions, please contact this office.
Sincerely,

Larry Rice
Executive Director

By: Richard Etherington
Transportation Director
LR:RE/mrp '
enclosure

Cc: Ernie Bonner/,
Bill Dirker V



Memorandum
To:
From:

Subject:

COLUMBIA REGION ASSOCIATION OF GOVERNMENTS
February 26, 1974

Project Management Board

B .
Hg;vie E. Davis, Project Coordinator

Minutes of February 22, 1974 Board Meeting: Interstate Bridge Corridor
Project

Acting Chairman Dick Barnum presided and conducted the meeting held in
Commissioner Granger's office.

The following items were discussed:

1. The Tri-Met letter dated February 13, 1974 to Commissioner Granger
(copy attached) was discussed and after the intent was clarified,
staff was instructed to prepare a response for Commissioner Granger's

signature indicating how system integration should be effected.

2. The status of the project was presented and a desire was expressed
that if possible a demonstration project be implemented within 30
to 60 days. Staff has been analyzing traffic volumes and capacity
on Interstate 5 to ascertain how preferential treatment can be
given to public transportation and carpools.

3.  Progress on the advisory committees was discussed and it was the
PMB concensus that citizen organizations, various interest groups,
etc., should be represented rather than individual citizens.

Staff is to work towards recruiting various groups to be repre-
sented on the committees. Dick Barnum and Ed Wagner are to
assist in the recruitment of these groups in lieu of individual
citizens as previously agreed.

4. The summary O-D data has been requested from W.S.H.D. and is ex-
pected to arrive soon. Major areas of trip attraction will be
identified from survey data and alternatives will be developed
and their impact estimated.

5. The transit O-D survey on the Vancouver-Portland Bus Company
has been scheduled for February 28, 1974.

Board members will be notified as to the time and place of the next
PMB meeting.

ATTENDANCE STAFF ‘ VISITORS
Dick Barmum Hurvie Davis : Edi Woll

Ed Wagner Reed Gibby Jan Truttman
Bob Cunningham

Dave Peach

Bill Dirker



"TRI COUNTY
METROPOLITAN
TRANSPORTATION
DISTRICT
OFORECON

: \ FEB Lo 1914~

4314 SE 17TH AVENUE
PORTLAND, OREGON 97202

(503) 233-8373 ' COLUNE n REGION s,
February 13, 1974 OF GOVERNMENTS -

Mr. Dick Granger, Chairman
Interstate Corridor Study
Clark County Courthouse

1200 Franklin

Vancouver, Washington 28660

Dear Mr. Granger:
' It is my understanding that the Project
Management Board to the Interstate Corridor
Study has some concern regarding successful
systems integration of the findings of the
Interstate Corridor Study with the cverall
Suburban Transit Station and Governor's Task
Force efforts for the Greater Portland Metro-
politan Area.

Tri-Met concurs with the concern of the
Project Management Board and recommends the
following procedure be adopted.

1. The Governor's Task Force take as
a minimum the seven corridors or
routes serving the seven Suburban
Transit Stations to be developed
by Tri-Met and ODOT as the first
corridors for study in the "Design
for Transportation Planning for
the Portland Metropolitan Area".

2. The I-5 Corridor Study will supple-
ment and complement Tri-Met's corridor
analysis for the exclusive transit
way serving the Suburban Transit
Station in Vancouver.



Dick Granger‘
February 13, 1974

Page Two

The Project Coordinator for the Sub-
urban Transit Station Project should be

~given responsibility for all system

integration of all work tasks of the

I-5 Corridor Project as it interfaces
with the remainder of the Suburbar
Transit Station Development. Tri-Met's
Director of Planning and Research will
in turn be responsible for" "the 1n£egra—
tion of the systems and phasing of the
corridor itself into the overall transit
network designed by the Governor's Task
Force effort.

This will ensure that the Project Coordinator
for the Suburban Transit Stations integrates the
tasks of the various consultants and staffs in
conducting the detailed analyses of the express
transit corridor between downtown Portland and
the Vancouver Park-and-Ride Station.

TSK/dh

Sincerely,

Thomas S. King
General Manager

cc: Hurvie Davis, Project Coordinator



CLACKAMAS COUNTY

Canby
Gladstone
Happy Valley
Lake Oswego
Milwaukie
Oregon City
West i.inn

CLARK COUNTY
Camas
Vancouver
Washougal

COLUMBIA COUNTY
Clatsk anie
Columhia City
Prascott
Rainier
Scappoase
St. Helens
Vernonia

MULTNOMAMH COUNTY
Fairview
Grasham
Portland
Troutdale
Wood Village

WASHINGTON COUNTY
Beaverton
Cornelius
Qurbam
Forest Grove
Hitlsboro
North Plaing
Shierwood
Tigaord
Tualatin

6400 S.W. CANYON COURT
(503) 297-3726

PORTLAND, OREGON 97221

February 14, 1974

ik} Project Management Board
7//3‘ . . . .
TROM: Hurvie Davis, Project Coordinator
SUBJECT: Field Data for Interstate Transportation Corridor Project

In order to quantify and evaluate some of the impacts caused by
transportation improvements being considered for this corridor (see
attachment) it is necessary to obtain field data to supplement the
data already provided by the state highway department/division. It
is estimated that 128 man hours will be required to gather the
needed additional data.

There are three ways to obtain these data; namely:

1. Crag could hire a traffic engineering consultant.

2. Crag could hire and train temporary employees for a few
days and borrow equipment.

3. Oregon Highway Division could perform the work.

The project staff recommends the third option and that possibly

this data collection could be obtained as part of Oregons regular
traffic counting program.

JSS————




Required Field Data
Interstate Bridge Corridor Project

Objectives of Field Study

. To complement the available traffic data; specifically,
to provide additional occupancy and peaking data.

. To obtain a measure of the fuel shortage impact as it may
affect the project.

Data Collection Program

I. On I-5 at the Interstate Bridge and also at the Ainsworth
count stations, the following data are needed.

A. Occupancy Sample: 7-8 a.m., 12-2 p.m. & 4-6 p.m.
(May be obtained alternately by direction.)

B. Peak hour count with 5 minute breakdown: 6-9 a.m.,
& 3-6 p.m. .

C. Concurrent 24 hour count by hour. (Permanent counts
okay. )

II. At major ramps - Hayden Island, Union Avenue, Delta Park,
Columbia Blvd., Portland Blvd., Going Street

A. Peak hour count with 5 minute breakdown: 6-9 a.m.,
& 3-6p.m.
B. Concurrent 24 hour count by hour. (On all ramps.)



COLUMBIA REGION ASSOCIATION of GOVERNMENTS

6400 S.W. CANYON COURT
(6503) 297-3726

PORTLAND, OREGON 97221

T0: Project Management Board

FROM: Hurvie E. Davis, Project Coordinator
SUBJECT: Minutes of February 1, 1974 Board Meeting
DATE: February 5, 1974

Chairman Granger called the meeting to order and called upon
staff to present the report relating to citizen participation in
the project. The staff proposal was circulated and discussed. It
was explained that the committees would become involved primarily
in phases II & III, but that Public Awareness and Operational Im-
provements Committees should be established early to aid in phase I
work. A motion was made, seconded and passed instructing staff to
proceed este>lishing the committee structure as was recommended.
Ed Wagner a: Dick Barnum accepted the responsibility to aid in
recruiting <itizens from each side of the river to participate
on the comm tees.

Since .cial newspaper reporters were present, staff presented
a brief descr:rtion and status report of the project.

There was & discussion pertaining to the use of a "systems
consultant" to @id in integrating the elements of this project with
other transpcitation planning activities affecting the region.

Ed Wagner, Iick Barnum, and Hurvie Davis were assigned to meet with
such a consi.liant to consider the feasibility of providing
this type ol &ssistance.

The meei:ng was adjourned until February 22, at 9 a.m. at
the Clark Ccurty Court House.

ATTENDANCE

Dick Grerger, Chairman
Dick Barmur:

Eric Olen

Ed Wagner

Bob Cunningham

Pierre Henricksen

STATF
Hurvie Davis
Reed Gibby

VISITORS

Miles Green, Oregonian Reporter
Ed Mosey, Columbian Reporter



CLACKAMAS COUNTY

Canby
Gladstone
Happy Valley
L.alke O)sweygo
Milwaunlkie
QOreagon Cily
West Linn

CLARK COUNTY
Camns
Vancouver
Washougal

COLUMBIA COUNTY
Clatsk anie
Caolumbia City
Prascott
Ratnier
Scappoose
St Helans

Vernania

MULTNOMAH COUNTY
Faicview
Greshom
Portiand
Troutdale
Wood Village

WASHING TON COUNTY
Beaverton
Cornelius
Durham
Forest Grove
Hillsboroe
North Plains
Sherwoad
Tigind
Tualatin

¢OLUMBIA REGION ASSOCIATION of GOVERNMENTS

6400 S.W. CANYON COURT
(503) 297-3726

PORTLAND, OREGON 97221

To: Project Management Board

From: Hurvie E. Davis, Project Coordinator

Subject: Committee Organization for Citizen Participation on "the
I-5 Corridor Project

Date: January 31, 1974

During the last Project Management Board (PMB) meeting, staff
was instructed to provide a recommendation pertaining to committee
organization which would permit considerable technical and non-
technical citizen involvement. This memo is in response to that
instruction.

Staff proposes that four (4) committees be organized along the
lines suggested by Pat Blackwell, namely: 1) Public Awareness, 2)
Operational Improvements, 3) New Systems, and 4) Environmental
Impact. These committees, in general, are to evaluate and re-
search assigned tasks and report their findings and recommendations
in writing to the PMB. Committee responsibilities and organizational
relationships are described in attachments. The committee member-
ship should consist of nominally five (5) volunteer citizens - three
(3) non-technical and two (2) technical.

The committee chairmen will be selected by either the PMB or
the committee members themselves. The chairmen will also serve as
advisory members of the PMB.

This organization will require approximately 5 hours per week
of staff assistance consisting of typing (findings and recommenda-
tions, etc.), orientation of citizens to committee procedures and
responsibilities, general guidance in formulating ideas, provide
input data, direction in analysis procedures, suggestions for re-
port preparation, etc. Additional staff time will be needed during
the formation of the committees, initially.

It is recommended that all committee activities be on a vol-
untary basis and should the committees become so involved that they
need more staff time than the project staff can provide, local
people (citizens, etc.) can be obtained on a part-time basis to
assist the committees.

This proposed committee structure is expected to provide
substantial citizen involvement at a reasonable cost to the project.



COMMITTEE RESPONSIBILITIES

PUBLIC AWARENESS

Develop a citizen oriented type of informational and promotional
¢ program-group, community, and individual level.

Identify public and impact areas.

Promote the Project (improvements) and obtain public input.

Work closely with Project Management Board and staff.

Interface with all other conmittees.

Prepare reports with recommendations to Project Management Board.

OPERATIONAL IMPROVEMENTS
Develop and evaluate low cost improvements such as transit operations,
traffic operations, carpooling, system continuity (Regional operation),
user costs, etc.
Provide continuous monitoring of improvements for modification.
Recommend bi-state legislation needed.
Work closely with Project Management Board and staff.
Prepare reports with findings and recommendations to Project Management
Board.

NEW SYSTEMS
Evaluate capital intensive/permanent type of improvements - transit,
highway, and water.
Tdentify and define supporting elements needed (e.g., parking, feeder
system).
Evaluate Corridor system interface with regional system (5).
Aid in the development of the forecast data.
Work closely with Project Management Board and staff.
Prepare reports with findings and recommendations to Project Management
Board.

ENVIRONMENTAL IMPACT ;
Evaluate environmental effects of each proposed alternative - two
levels (cursory, detailed).
Explore ways to reduce environmental impact of recommended improvements.
Develop a balance between environmental and transportation systems.
Prepare report with findings and conclusions to Project Management
Board. :
Interface with all other committees.
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I-5 Corridor Project

Public Awareness Committee Selection

First Choice

Eugene Laughlin

Clane Ce t.dew Vv,

1.

Second Choice

Howard Martin



I-5 Corridor Project

Operational Improvements Committee Selection

First Choice Second Choice
1. T. R. Swennes 1. Jim Shull
2. Joe L. Walker, Jr. | 2. Jim Lafferty
3. 3. F. S. Barlow, Jr.
. b Robert Walling



I-5 Corridor Project

New Systems Committee Selection

First Choice Second Choice
Jim Lafferty 1. T. R. Swennes
F. S. Barlow, JR. 2. FEugene Laughlin
Howard Martin 3:

Jim Shull 4.



1.

I-5 Corridor Project

Environmental Impact Committee Selection

First Choice

Robert Walling

Second Choice

Joe L. Walker, Jr.



CLACKAMAS COUNTY
Canby
Gladstone
Happy Valley
Lake Oswego
Milwaulkie
Oregon City
West Linn

CLARK COUMTY

Camas
Vancouver
Washougal

COLUMBIA COUNTY

Clatsk anie
Cotumbia City
Prosrott
Fratnie
Scappot
St Helens
Vernonia

ne

FAULTNOMAM COUNTY

Fairview
Gresham
Portland
Troutdale
Wood Vitlage

WASHINGTON COUNTY

Boaverton
Carnelius
Durham
Forest Grove
Filisbaro
North Pliins
Sherwood
Tigaord
Tualatin

6400 S.W. CANYON COURT

PORTLAND, OREGON 97221

(503) 297-3726

January 28, 1974

MEMORANDUM
TO: I-5 Project Man nt Board
FROM: Hurvie Davisc
SUBJECT:  Minutes of the Board meeting of 1/23/74
Interstate Corridor Project

Chairman Dick Granger presided at the meeting, and called upon the
staff to review the purpose, procedure, and work program of the
project for the benefit of those who were there for the first time.

The purpose of the meeting was to establish how to provide a mean-
ingful organization, whereby citizens and private transportation
interests may be incorporated into the project. The Chairman
entertained comments from the group in general and several points
were discussed as follows:

1. Traffic congestion which occurs on the freeways impairs
the transit vehicles if they are in the congestion, suggesting
that having buses in mixed traffic may not be the best solution.
Exclusive facilities for buses would have to be provided.

2. A point was made that considerable education of the
public at large is needed in providing information pertaining to
transit availability, that is lines, schedules, etc., so that the
public will be informed.

3. A suggestion was offered to consider the use of hydro-
systems, that is water taxis or water buses, and two of the
guests illustrated considerable background in this area.

4. A suggestion was offered for committees to be organized
to consider various issues, such as: transportation systems,
marketing & public relations, highway utilization and environ-
mental impact.

5. Another committee structure was suggestedAwhich centered
around the modes of transportation, that is, rail, marine,
transit, highways, etc., which committees would report to a
steering committee. The chairmen of these committees would be
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a technical person who would solicit other technical persons or
citizens to participate in the committee work. The Chairman
requested the staff to review the suggestions on committee structure,
and to develop a proposal for the next Management Board meeting
which was set for February 1, at 9 a.m. Staff was also re-

quested to determine an estimate on the amount of time which would
be required by the CRAG staff to work with the committees.

The final item of the meeting consisted of a discussion pertaining
to the status of the project. The reports included comments re-
lating to the orgin-destination survey which was conducted in
December and which is now being processed by the Washington State
Highway Department and soon to be transmitted to staff. Status
of the funding agreements with the participating agencies and

the UMTA application was discussed. A number of low capital
intensive improvements which staff has been exploring was dis-
cussed. These included coordination of lines between Tri-Met

and Vancouver-Portland Bus Company, simplified transfers between
the three systems, single fares between systems and toll-free
Tri-Met telephone information number from Vancouver, among others.

The Chairman adjourned the meeting until February 1, at 9 a.m.
Members of the committee were to be advised by the staff as to
the location of the meeting.

Members Present

Dick Granger, Chairman
Bill Dirker

Bob Cunningham

Dick Barnum

Dave Hupp

Guests

Jim Lafferty
Jerry Peck

Jim Shea

Jim Shull

Lynette Curtis

Jan Truttman

Edi Woll

Patricia Blackwell
Frank Barlow
Charles Green

Staff

Hurvie Davis
Reed Gibby

1/28/74 kt
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Attached for signature is an agreement between
CRAG and the City authorizing participation and funding
of the Interstate Bridge Corridor Project. This is
authorized by Ordinance No. 137021, August 3s 1973 dn
an amount not to exceed $5,000.

The project was subsequently revised to a total of
$150.000 and to provide for partial funding by UMTA,
in which event our share will be $2,500. If the UMTA
grant is not received, our share will be $5,000, as already
authorized, of a total of $130,000.

The funding share of others are also attached.
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PLANNING AND DEVELOPMENT

GARY E.STOUT
ADMINISTRATOR

1220 S.W. FIFTH AVE.
PORTLAND, OR. 97204

January 30, 1974

A. McKay Rich

Acting Executive Director

Columbia Region Association of Governments
6400 S.W. Canyon Court

Portland, Oregon 97221

Dear Mr. Rich:

Enclosed is the signed original of the agreement
on the Interstate Bridge Corridor Project. The City of
Portland will be represented on the Project Management
Board by William S. Dirker, Transportation Coordinator.
The alternate will be Douglas Wright, Transportation
Planner.

Very truly yours,

,/ﬂ7<:3,<f:fc444'

Gary E. Stout
Administrator

GES/WSD/gr

cc: Neil Goldschmidt
Lloyd Anderson



AGREEMENT

THIS AGREEMENT made and entered into this 27 day of

December » 197 4 , by and between the COLUMBIA
REGION ASSOCIATION OF GOVERNMENTS, hereinafter referred to
as "CRAG," and the CITY OF PORTLAND, OREGON, hereinafter
referred to as '"Public Body."

RECITALS:

1. The Interstate Bridge Corridor Project is a coopera-
tive effort of a number of public jurisdictions and agencies
(hereinafter specified) to undertake the study and develop-
ment of alternative methods of providing improved methods of
transportation between Vancouver-Portland metropolitan area.

2. The Interstate Bridge crossing the Columbia River is
the only motor vehicular facility connecting the Vancouver-
Portland metropolitan area, which is currently exceeding its
designed traffic capacity during peak hours and approaching
or exceeding its capacity during heavy weekend and summer
months' travel periods.

3. The degree and duration of automobile, truck and bus
traffic congestion is currently causing serious traffic dis-
ruption.

4. The Regional Transportation Plan (PVMATS) for 1990
plans for the construction of two additional bridges across
the Columbia River within the Vancouver-Portland metropolitan
area, but the completion date of the first of the bridges
will not be before 1978.

5. In addition to the congested conditions now existing,
and the forecast of increased congestion, there exists an in-
terim problem of handling traffic during reconstruction of
I-5 north and south of the Interstate Bridge, and the poten-
tial problem of emergency vehicles if Interstate Bridge traffic
is blocked.

6. The Interstate Bridge is the only facility that pre-
sently can be reasonably used by 12,000 Clark County and 4,000
Multnomah, Clackamas and Washington County workers to reach
their employment and restriction or temporary stoppage of
Interstate Bridge traffic could have serious economic impacts.

Page 1 - AGREEMENT.



7. CRAG will be responsible for the overall project
and the following local, state and federal apcncies will parti-
cipate and provide the project costs: Washington State Depart-
ment of Highways; Oregon State Highway Divisionj; City of Vancouver,
Washington; Clark County, Washington; City of Portland, Oregon;
Multnomah County, Oregon; Tri-County Metropolitan Transportation
District of Oregon; Federal Urban Mass Transportation Administra-
tion.

8. The goal of the Interstate Bridge Corridor Project
shall be to move people through the corridor more efficiently
with minimal environmental damage with the end result of the
project to be physical action.

9. The objective of the Interstate Bridge Corridor Pro-
ject shall be to develop an implementation program for a
Vancouver-Portland mass transit system by July 1, 1975, with
a live demonstration project under way by July 1, 1974. Pri-
mary emphasis will be on park-and-ride, with special focus on
peak hour traffic to move Vancouver residents to their places
of employment in Oregon.

NOW, THEREFORE, in consideration of the agreements of the
parties hereafter stated, the parties agree as follows:

CRAG agrees:

1. To undertake and perform, or cause to be performed,
the Interstate Bridge Corridor Project at a cost of $150,000.
(It is expected that some of the work of the project will be
performed by some of the participating agencies who will be
reimbursed from project funds.)

2. To attempt with all reasonable diligence to complete
the project by June 30, 1975.

3. To undertake and perform or cause to be performed,
the project in three phases as follows:

Phase I - Phase I objectives are to develop preliminary findings
about the problem, its causes and possible solutions in order

to develop maximum increase in corridor efficiency without
physical alterations, and to initiate non-capital intensive
demonstration projects, this phase shall consist of the following
elements: -

(1) Analyze 1970 census data to develop commuter
origin and destination information.
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(2) Conduct an Origin and Destination study on
the Interstate Bridge.

(3) Prepare initial overview findings on fiscal,
legal and institutional problems and possibil-
ities.

(4) Prepare initial status and feasibility findings
on alternative ways of regulating movement:

(a) Park-and-ride sites;

(b) Other modes, especially rail, bus car-
pools;

(c) New devices such as tolls, ramp metering,
exclusive bus lanes, contra-flow bus
lanes;
(d) 01d devices such as transit operations co-
ordination and rider attractive improve-
ments in the existing bus systems (routing,
scheduling, fares, etc.).
(5) Initiate a line demonstration project.
(6) Articulate citizen concerns.
(7) Prepare findings on land use factors.
Phase II - Phase II objectives are to proceed to detail the
further information needed to proceed to program phase on the
basis of the most promising findings in Phase I, and to de-
velop recommendations, this phase shall consist of the following
elements:

(1) Complete findings delayed from Phase I.

(2) Study I-5 reconstruction and the problems it
creates.

(3) Analyze Origin and Destination data and develop
forecasts, requiring at least the following:

(a) Alternative forecasts;
(b) Estimated error of forecast;

(¢) Articulation of the various implications
of the forecasts, i.e., (how high does a
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particular forecast have to be to

force a change in the projected sys-
tem, and what political, fiscal, land
use, etc. elements support the different
forecasts.)

(4) Detail Park-and-Ride system. Focus on existing
resource findings from Phase I, and interface
with other modes.

(5) Detail other promising modes, including bridges.
(6) Detail promising regulatory devices.

(7) Detail new legal, fiscal and institutional
potentials.

(8) Expand citizen involvement.
(9) Detail any land use questions.

(10) Make recommendations on any of above elements
in this Phase II.

Phase III - The objective of Phase III is to produce an imple-
mentation program based upon Phase II recommendations, this
phase shall consist of the following elements:

(1) Program Park-and-Ride;
(2) Program all other recommendations;

(3) Produce the Environmental Impact Statement.

PUBLIC BODY agrees:

1. To compensate CRAG for its services as hereinabove
outlined a total compensation for the entire project of
Two Thousand Five Hundred Dollars ($2,500). All such compen-
sation shall be in cash, it being understood that if any part
of the work of the project is performed by the Public Body at
the request of CRAG, that the Public Body will be reimbursed by
CRAG from project funds. Payments shall be payable to CRAG
at the beginning of the project in the full amount of compen-
sation as above stated.

2. To compensate CRAG for its services as hereinabove out-
lined a total compensation for the entire project of Five Thousand
Dollars ($5,000) in the event that funds of the Federal Urban
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Mass Transportation Administration are not approved for partici-
pation in the project. It being further understood that total
project costs will be reduced from $150,000 to $130,000 and that
the scope of work will be modified as agreed upon by the Project
Management Board.

3. To provide information and data and otherwise fully
cooperate with CRAG in the performance of the project.

4. To appoint a representative to the Project Manage -
ment Board.

Both Parties agree:

1. To cooperate fully with each other in the perform-
ance of the project.

2. That certain of the initial work of the project has
already been undertaken and shall be considered part of the
project and subject to payment as herein specified both to
CRAG and to the Public Body by way of reimbursement from pro-
ject funds.

3. That the project will be directed by a Project Manage-
ment Board which shall consist of a representative from each
of the agencies or jurisdictions participating in this project.

IN WITNESS WHEREOF, the parties hereto have caused this
agreement to be executed on the day and year first hereinabove
written, CRAG acting by the Chairman of the Executive Board,
and the CITY OF PORTLAND, OREGON acting by its Mayor and
Commissioner of Public Works.

COLUMBIA REGION ASSOCIATION
OF GOVERNMENTS

BY /7, 00,00 M LAl
Chairman -(Executdive Board

CITY OF PORTLAND, OREGON

Apppbyed as,ta fom:
k////z/é /&,/ 6;7}%

City Attornen@k

Cdmmissioner of Public Works

Page 5 - AGREEMENT Revised
December 13, 1973 December 20, 1973
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CLACKAMAS COUNTY

Canby
Gladstone
Happy Valley
Lake Oswego
Milwaukie
Oregon City
Sandy

West Linn
Wilsonville

CLARK COUNTY
Camas
Vancouver
Washougal

COLUMBIA COUNTY

Clatskanie
Columbia City
Prescott
Rainier
Scappoose

St. Helens
Vernonia

MULTNOMAH COUNTY
Fairview
Gresham
Portland
Troutdale
Wood Village

WASHINGTON COUNTY
Beaverton
Cornelius
Durham
Forest Grove
Hillsboro
North Plains
Sherwood
Tigard
Tualatin

o@D

COLUMBIA REGION ASSOCIATION of GOVERNMENTS
CRAG megnll

‘ PORTLAND, OREGON 97221

6400 S.W. CANYON COURT
(503) 297-3726

January 14, 1974

MEMORANDUM

TO: Project Managemgnt Board
/v =4

FROM: 'Hurvie Davi ,4Project Coordinator

SUBJECT: Minutes of Board Meeting of January 9, 1974
Interstate Corridor Project

Chairman Dick Granger presided at the meeting and called

upon staff to review the status of the project. Considerable
time during the last month has been devoted to administrative
activities; such as preparing grant application to UMTA

to help fund the project, and the recruitment of personnel

to work on the studies. To date, one person (Reed Gibby)

has been added to the CRAG staff and interviews are
continuing for another person.

There was some discussion pertaining to the date for a
demonstration project. It was agreed that June was
the date by which a demonstration project should be
implemented. However, a demonstration can commence
prior to that time if everything is ready.

There was considerable discussion on legislation --
particularly relating to the capability of operating
Tri-Met buses in Clark County. It was suggested that
Oregon State legislation which may permit Tri-Met to
operate in Washington be reviewed. This Oregon legisla-
tion could possibly be used as a guide to develop
Washington State legislation. The Board concluded that

a preliminary review of the legislation should be conducted
and prospective legislation, which would permit implementation
of certain transportation concepts, should these become

a reality, should be submitted.

Formal agreements for funding the project have been
submitted by CRAG to the participating agencies. To
date, Clark County is the only one which has returned
the signed agreement. The other agencies we raged
to reply at an early date. qugaﬂlqﬂnyés

JAN 16 1974

Commissivaer's Office




Memo:
Project Management Board Page 2 January 14, 1974

The proposed amendment to the CRAG work program (UMTA Grant)
and the budget were discussed briefly. The estimated
mapower requirement for the project is 65 man-months, which
was reduced from 95 man-months. A list showing the estimated
man-months by work item was to be forwarded to each Board
member and is attached hereto. It was stated that the UMTA
amendment is being delayed waiting for finalization of the
Tri-Met portion. The CRAG staff is working with the regional
office of UMTA attempting to expedite this grant application.

The Board discussed in considerable detail, the possibility of
appointing an advisory committee, which would include private
interests in transportation (such as private bus carriers, etc.)
and citizens, to participate in providing advice to the Board
and staff throughout the duration of the project. It was
concluded that no advisory committee would be formed; but
rather, there would be a special board meeting on January 23

at 9:00 a.m., in which an invitiation will be made to the
private interests, as well as several citizens, to provide

this kind of input. During this meeting the Management Board
will receive input and determine how to restructure itself

to accommodate some private interests and citizen participation.
Board members are to submit suggestions to the Project
Coordinator by January 15 so that invitations can be mailed

on January 16.

The final topic for discussion was the potential improvements
list. This included five basic types of improvements: 1) transit,
2) innovative, 3) socio-economic, 4) river crossing, 5) highway
operations. It was agreed that the improvements 1list be
distributed to each of the Board members at an early date

to provide them an opportunity to review it in detail and

to make comments and additions to this list.

attachments: Potential Improvements List
Estimated Man-Months of Project Effort

1w
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Interstate Bridge Corridor Project
Estimated Man Months of Effort

(for budget purposes)

Man Months
Work Item # Description Staff Other
Phase I-A Analyze 1970 Census Work 0-D Data 0.2
B Conduct 0-D Surveys 0is3 5.0
Y1) :
/7 C Process & Summarize 0-D Data 0.4 5.0
D Inventory Existing Facilities & Service 2.3
B Preliminary Legal & Legislative Review 1.0
F Itemize Potential Improvements 1.8
G Development of Alternatives 3. 3
H Status & Findings on Alternatives 1:7
I Selection of Short & Long-Range
Alternatives 0.5
J Implement Short Range Improvements 1.6
PHASE I TOTAL 13.1 10.0
Phase II-A Structural Analysis of Bridges 5.0
(}/“/ v B Detailed Legal & Legislative Analysis 2.5
7 C Review I-5 Reconstruction Plans 5.5
D 1980 Forecasts of Population, Employ-
ment, & Travel 7.0
E Preliminary Engineering for Alterna-
tives 12.0
F Selection of Best Alternative 2.5
PHASE II TOTAL 29.5 5.0
Phase III-A Develop Implementation Program 9.0
- 4 B Prepare Environmental Impact State-
/‘/77 ments 13.0 7.0
PHASE III TOTAL 22.0 7.0
PROJECT TOTAL BU4.6 22.0

NOTE: Staff effort includes time for project administration and
secretarial help. Other effort includes work by other than
project staff such as State Highway effort on 0-D survey, etc.

Original estimate of staff effort totalled 95 man months.



POTENTIAL IMPROVEMENTS

I-5 TRANSPORTATION CORRIDOR PROJECT

SUMMARY
I. TRANSIT
II. INNOVATIVE
ITI. SOCIO-ECONOMIC
IV. RIVER CROSSING
V. HIGHWAY OPERATIONS
OUTLINE

I. TRANSIT

A. SERVICE
1. Regional Coordination of Lines and Schedules
2. Common Regional Line Designations
3. Common Transfer Between Systems
4. Reduce One-Way Loop Operation
5. Regional Fare Management

a. Single Fare Between Systems

B. ROADWAY

1. Exclusive Transit Lanes and Ramps
2. Priority for Transit Vehicles and Car Pools

C. PARK AND RIDE STATIONS (w/feeder service & bike racks)

1. Interim Use
2. Long Range Use

3. Possible Locations



a. Vancouver: Kiggins Bowl, Mill Plain I.C., CBD
b. Clark County: 78th St. I.C., Orchards
c. Camas-Washougal

INCREASE AMTRAK PASSENGER SERVICE

TRANSIT PASSENGER SHELTERS

EXPAND EXPRESS BUS SERVICE

1. Origins

a. Vancouver

b. Clark County

c. Camas-Washougal
2. Destinations

a. Portland CBD

b. N.W. Industrial Area

c. Lloyd Center Office Complexes
d. North Portland

II. INNOVATIVE

A,

1/10/74

LIGHT RAIL

HEAVY RAIL

OTHER GUIDEWAY SYSTEMS

HELI-TAXI (AIR BUS)

ERGS (ELECTRONIC ROADWAY GUIDANCE SYSTEM)

HYDRO SYSTEMS

1 Ferries

2. Hydrofoil

3 Hovercraft (ACV)



G. AUTO-RAIL/BUS-RAIL DUAL MODE

H. FLOW SYSTEM (OFF-LINE STATIONS)

1. P.A.T. (Palleted Automatic Transit)
2. PRT Type-Curbside Service Subway

I. DEMAND RESPONSIVE SYSTEMS
1. DART (Demand Activated Rapid Transit)
2. DSB (Demand Service Bus)
3. DAB (Dial-A-Bus)

J. PEDESTRIAN SYSTEMS

K. BICYCLES

ITII. SOCIO-ECONOMIC

A. WORK SCHEDULES

1. Staggered Hours
2. Staggered Days
3. L/L0 Work Week

Bewerity wWimm C(HMTI STpionié)

B. MARKETING & PR PROGRAMS
C. TOLL FEES

D. FAVOR GOODS/SERVICES IN CONTRACT TO
PASSENGER MOVEMENT

E. SUBURBAN EMPLOYMENT FACILITIES
F. CAR POOLING
G. AUTO EXCLUSION AREAS

H. PRIVATE INCENTIVES — ﬁti*) (}NINTJ

!

1/10/74 3



IV. RIVER CROSSING

A. EXISTING STRUCTURES

Widen Bridges

1

2. "Outrigging"

3 Double Decking
m

Pave R.R. Bridge

B. CONSTRUCT NEW STRUCTURES

New Bridges
Floating Bridge
Underwater Tube

Temporary Bridge

o Fow N

I-205 Interim Bridge

V. HIGHWAY OPERATIONS

A. TFREEWAY & RAMP CONTROL & METERING

B. REVERSIBLE LANES

C. CONSTRUCTION DETOURS

D. NARROW LANES

E. TRATFIC SEGREGATION

1s Trucks
2 s Car Pools
3. Transit

1/10/ 74 b



