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The original dike break during the 1948 Vanport flood is indicated by the arrow in this view
looking south. The Oregon Slough Railroad Bridge is visible at the lower right, with the
swing span near its south end. The stockyards are along the south bank of the slough, and
the doomed Vanport community, once home to wartime shipyard workers, is to the south and
east. (Courtesy author.)

ich of Hayden Island is submerged in this aerial phou)grdph, raken during the 1948 Vanport
‘1ood. The Columbia River Railroad Bridge is near the top right, the Oregon Slough Railroad

™

ridge is at the top left, the Interstate Bridge is near the lower right, and the bridge carrying
ific Highway over Oregon Slough is at the center left. (Courtesy author.)
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“Anartist’s rendering

south

shows a plan t
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river crossing plan

Even the Portland City Council has
taken a stand, saying it will only sup-
port an option that includes a new
light-rail line to Vancouver.

Rex Burkholder, a Metro Council
member serving on the 39-member
Columbia River Crossing Task Force-
that developed the five options, isn’t
surprised people didn’t wait for the
release of the study before making up
their minds.
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ARTICLES OF EVIDENCE

PART II “How disabled people become productive members of society.”

An engineering-aspect analysis of the Columbia River Crossing I-5 Bridge Replacement
- Project to demonstrate similarities between it and Seattle area highway, street
reconfiguration & mass transit projects. -

Part IT more specifically regards this bi-state bridge replacement project shortcomings as
most likely the fault of Wsdot planning and practice as the CRC Commission lead
agency. The CRC & Seattle DBT shortcomings may be the result of a similar planning
process. The State of Washington may be pulling rank over specific CRC proposals
devised by ODOT for Oregon in effect a possible “State’s Rights™ issue.

Testimony in words and maps to explain two CRC Commission bridge design options
that were studied but questionably rejected: The 2008 proposal for a single-deck bridge
in the Southbound-only direction with MAX/ped/bike lanes (historic bridges remain to
serve Northbound travel), and the ODOT 2010 Concept #1 Off-island Access.

Testimony to indicate general culpability of public transportation, transit and city
planning agencies, their Directors and various department heads: Wsdot, City of Seattle
DOT, Seattle Metro & Sound Transit Agencies and CRC Commission members.

“How disabled people become productive members of society” PART IT -

On the following page the artist rendering “Bridge Faces A Wide Gulf” was published in
the Portland Tribune in 2008. Why was this evidently low-cost bridge rejected? Why was
its single-deck design replaced with a double-deck design when river clearance height for
navigation was a concern at the time? Why was its MAX/ped/bike lanes design rejected
when it offers emergency vehicle access in worst accidents?. ‘

In 2010, ODOT devised Concept #1 Off-island Access but it received little public
attention nor fair review during its 3 months on display at public meetings. These two
proposals together form the basis of a CRC feasibility study required but not yet
conducted. Part I shows how Wsdot planning & practice produced potentially
catastrophic controversy in Seattle. Part I shows how Wsdot & Port of Portland planning
& practice produce similarly objectionable outcomes.



Concept #1 plus
Southbound I-5 o:n.lyﬁ

These are inexpensive op!hons
for the CRC project. More gavmgs
are possible if the North P‘orﬂand
to 1-3 {north) flyover is deferred.

The State of Washingion has other
expensive highway projects to deal
with: the Alaskan Way Viaduct and

the SR520 floating bridge.,

Let -5 completely pass Ha:iyden Island
to maximize redevelopment potential.
The neighborhood wish is to not build
port facilitics on West Hayden island.
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river crossing plan
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Even the Portland City Counecil has
taken a stand, saying it will only sup-
port an option that includes a new
light-rail line to Vancouver.

Rex Burkholder, a Metro Council
member serving on the 39-member
Columbia River Crossing Task Force
that developed the five options, isn’t
surprised people didn’t wait for the
release of the study before making up
their minds.

See BRIDGE / Page 2
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Concepr w1 Hayden Isiand Roadway Network Land-use & Development Proposal '
3 . B A _ o : .

Note how the current Marine Drive interchange is poorly arranged and how the new
interchange is respectable as well as approved. New freeway entrances are downhill
with better visibility thus safer, more energy efficient and quieter. Why delay
constructing this interchange? The Concept #1 option pushes Marine Drive further
south into the Expo Center parking lot which would improve shoreline habitat and
industrial operations.

Two maps of North Portland show existing UPRR & BNSF Railroad track. Note how
the UPRR track is extensive while BNSF track is comparatively underdeveloped.
This leads to my contention that an oval-track and marine terminal facility is more
ideally located on the BNSF line in North Portland east of Kelley Point Park thus the
Port decision to oppose the Concept #1 Off-island Access option is in question.



These renderings show improved detail to
depict dangerous exit-ramps and polluting,
noisy on-ramps of Concept D and show
how Concept #1 offers much safer
access to Hayden Island from the

new Marine Dr interchange.

Also here is my rendering of a
“Hayden Island Roadway and
Development Proposal” combined
with a Southbound-only bridge

design. A close-up version is also
shown alongside a depiction of

current roadway conditions.

~-ON NEXT PAGE-
The Port of Portland decision to
oppose Concept #1 is in question.
Their legitimate concern that Hayden
Island traffic could overrun the new
Marine Drive interchange was based
on the construction of a new marine
terminal dock on West Hayden Island.
g i | Howeyver, locating an oval-track there
g e @@335 presents a severe impediment to existing
2 ~ rail operations on this Main Line railway
Ped- pike corridor, especially in accident-prone turns.

:
ety
7
L]

e

|
i
| L [~u-Fa-—~—— The impacts of existing industrial truck traffic
il l A are made more manageable with the indirect but
W i e SAfer route to I-5 via the Concept #1 access bridge to
~ the Marine Drive interchange. Even with the proposed
bridge between West Hayden Island and Marine Drive
(dubiously considered optional), diesel fumes from trucks
. and standing locomotives will daily blow east through the
island residential community and commercial center. West
Hayden Island should also be considered a complimentary
if not critically-important habitat component to adjacent
Smith & Bybee Lakes Nature Preserve in North Portland.
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West Hayden Island Marine Terminal & oval-track rail facility

CRC Commission member Port of Portland based their decision to support the
CRC on a new marine terminal on West Hayden Island. More specifically, the Port
of Portland opposes the 2010 ODOT Concept #1 (off-island access) claiming it
cant handle combined Hayden Island and Marine Drive traffic.

Concept #1 is an ODOT-devised alternative publicized in 2010 where access to
Hayden Island is via the new Marine Dr interchange with No ramps directly at 1-5.
Traffic noise and sight can be ameliorated, air pollution reduced, Island property
value increased. Concept #1 is the safest access, yet the desperately needed Marine
Drive interchange replacement has been deferred purportedly to cut costs.

However, our most effective investment for new rail facility is NOT on Hayden
Island. An oval track railway on West Hayden will inhibit existing use of the BNSF
Main Line and be severely problematic in an accident. The more ideal site for such
an oval track and deep water dock is off Marine Drive east of Kelley Point Park. At
this site the branch line connection is ready, automobile off-loading & storage is
ready, and most interesting, North Portland railway branch lines between Marine
Drive and Columbia could be connected with a short rail bridge over the Columbia
Slough, liftable if necessary.




Unpublished letter to the Oregonian Sept 2011

The Sunday Oregonian’s bold headline “The CRC will bring SAFER
access to Hayden Island” stretches the truth. Statistical accident rate &
severity is much worse. Both exits onto Hayden Island are downhill
which increases stopping distance. Exiting traffic must come to 3 |
complete stop at 3 “T” with forced turns. Stopped traffic backs up while
waiting for traffic entering the freeway to pass. Faster freeway speeds

lead to faster exiting onto less visible downhill ramps with backed-up
traffic and little emergency escape space.

The Hayden Island interchange design creates a pair of extremely
dangerous bottlenecks. The Hayden Island interchange design is NOT
SAFE for motorists nor pedestrians as air, water, noise, land-use
redevelopment potential and island traffic management overall are
worse than existing ramps and alternative designs.

| recommend a f3ir public review of the CRC Commission’s own
Concept #1 Off-island Access alternative Chinted in the article) plus
building ONLY the Southbound Bridge while using both existing bridges
for northbound lanes. The eventually built Northbound Bridge does

NOT need a lower deck. Being lighter, it can be an elegantcable-siased
design to complement the utilitarian é#FeSSGé——tFHSS-Of: the sou’chgound

10 - e
bridge. (Letter submitted before the Hversﬁg’lgh’t clearance issue came to

public attention).

This phased approach to the CRC project sets up 3 traffic pattern that
necessitates further study of northbound interchange designs in
Washington State, most likely reducing costs, but more important,
achieving higher safety standards.



= Columbia River Crossing will bring safer I-5 access to Hayden Island, |
- butat the price of displacing homes, businesses, residents and jobs

By JEFF MANNIKG inter : Island’s 2,270 residents, it’s a life-alterin
imﬁ e ‘ ? Zz’? ? E‘i’é 5%%54? ﬁgﬁiﬁ? f Up o 45 feet high reality. : ' ’ :
. i 221 Wik ol .

n the docks of Jantzen Beach o7 taneas #35 homes displacet @35 businesses demolished The CRC plans one of its largest, most
Moorage, looking out over the SR LA RS A expensive and controversial sections
silent blue-green current of across the island’s midsection. The exist-
North Portland Harbor, the roar ing freeway is to be replaced by a 17-lane
of I-5 fades.’ o behemoth that will stand up to 45 feet
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The harbor, which separates Hayden Is-
land from the Oregon mainland, is home
to one of the largest collections of foating
- homes on the West Coast, Drawn by the

powerful pull of the water, some of these .

proud river rats, as they call themselves,
have lived here 20, even: 30 years and say
they wouldn't live anywhere else.

But change is looming,

Thirty-five floating homes sit directly
in the path of the Columbia River Cross-
ing, the big bridge-freeway expansion,

. The CRC intends to forcibly buy out the
locals as construction nears, 2 plan that
inspires resistance, resignation and hope

 that the project is derailed by its consid-
erable funding woes.

Sherry May, 65, stands to lose the home
she’s lived in since 1986. “I'm in the firing
line," she said. “My fear is that Hayden Is-
land will become a concrete pad; and this
magical place will be gone.” ‘

For most Northwesterners, the CRC re-
mains an abstraction, 2 symbol of painful

Columbiz §

high and 450 feet wide. The CRC estimates
the Hayden Island interchange will take
more than five years to build. Early esti-

-mates put the cost at between $575 mil-

lion and $650 million, making it the most
expensive element in the five-mile, $3.1
billion project other than the new Colum-
bia River bridges.

In addition to the 35 floating homes in
harm's way, 39 businesses, including the
one full-service grocery store and phar-
macy, are slated for acquisition and de--
BYOMHORE, " o e 0 BRI D

The scale of the project generates high -
anxiety on the island that has never com-
pletely died down, despite years of negoti-
ation and outreach and several significant
and expensive concessions by the high-
way buildets. . ' '

- “We're ground zero,” said Roger Staver,
a longtime resident and former head of .
the island’s neighborhood association. It

 things are not put back together properly,

Nfﬂﬁi} Portland Hdrbor. :.:
RO
«§ &5 b o SR

 thisisland will neverbe the same.”
progress or big government run amok, et s g e
‘depending on their politics. To Hayden

e 8.1 R Please see HAYBEN, Page A17
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Hitachi Zosen, Feb 15" 2013

[ believe your company must perform a ‘private’ hydrological study of the soil conditions through

which the deep bore tunnel will pass beneath the city of Seattle Washington.

[ am duty bound to inform you that significant evidence suggests Washington State Dept of
Transportation (Wsdot) did not perform due diligence on numerous studies to arrive at the

decision approving the bore tunnel option.

The evidence strongly suggests the soil type and condition will result in destabilization of historic
and modern building foundations above if the bore tunnel is installed as planned. Damage to
buildings is certain, Forced Demolition and actual Building Collapse in earthquake are probable as
Seattle sits atop a major cast/west earthquake fault line. Replacement buildings too face the same
destabilizing affect permanently. The Seattle seawall rebuild plan also allows seawater to permeate

through and upon reaching the bore tunnel compound destabilization.

The 'stacked' cut-cover tunnel/seawall in the FEIS can improve soil stability and manage traffic
better than the bore tunnel. City of Seattle Dept of Transportation (Sdot) street reconfiguration

plans "Mercer West" and the new Alaskan Way boulevard designs are woefully engineered.

Please forgive me for being the bearer of bad news. The Seattle deep bore tunnel will be a
catastrophic failure! Matters of this nature of course must be handled tactfully but the only
reasonable excuse is Criminal Incompetence on the part of Wsdot and Sdot Directors and
department heads. I understand the City of Los Angeles has expressed interest in obtaining a bore
tunnel of this type to install in more suitable conditions. Please regard this letter a fevered but

sincere warning of dire peril and disaster. Thank you.

Arthur Lewellan
Portland Oregon

Aunthor, "The Seattle Circulator Flan’



Dear Mr. Lewellan:
Thank you for contacting the Columbia River Crossing project with your comments and questions regarding
design of the Hayden Island interchange.

The Project Sponsors Council (PSC) charged the Integrated Project Sponsors Council Staff (IPS) with developing
concepts for a re-designed interchange on Hayden Island, including both a refined on-island interchange, as
well as a design that would remove the interchange and provide alternative off-island access. The IPS asked a
group of island stakeholders, including representatives from HiNooN, the Hayden Island Livability Project, the
Portland Worling Group and island businesses, to partner with staff from the City of Portland, Metro and CRC
to evaluate the interchange concepts for Hayden Island. The stakeholder group met twice a week for several
months to study design options. The options were evaluated using a wide range of criteria including:

- Mobility and Connectivity - Community and Design Benefits

- Land Use and Development - Schedule - Environmental Challenges - Cost

There was extensive public involvement and review in the access evaluation process. In addition to bi-weekly
meetings with the community, the design options were presented at three open houses. Island residents and
business interests expressed significant concern with Concept 1. They strongly felt that removing the
interchange from the island did not support the vision of the Hayden Island plan and would greatly hinder
redevelopment of the SuperCenter site and other island businesses.

Concept 1 also was not a low-cost solution. It was more expensive than the on-island interchange options for a
variety of reasons: :

- Increased property impacts to the floating home community and business interests along the south side of
the harbor ;

- Increased new piers in North Portland Harbor (10 more than the LPA option)

- Increased structures over North Portland Harbor (1 more than the LPA option)

- Allonger construction period, primarily because of additional in-water work.

After moriths of design and public process, there was clear support for Option D from the IPS, project
sponsors, and the Hayden Island and north Portland community. The Project Sponsors Council unanimously
supported moving forward with this option at their August 9 meeting.

You also asked why the project is not considering building a supplemental bridge to carry south bound I-5
traffic and transit over the Columbia River. This alternative was studied in the [/ 7 Frvirornmental lmpar
Slatemient and was dropped from consideration for several reasons.

Though a supplemental bridge could be built tall enough to eliminate the need for a bridge lift, northbound
traffic on the existing bridges would still be subject to lifts. Bridge lifts contribute to a high collision rate on I-5.
Crashes occur three to four times more often during a bridge lift as I-5 traffic unexpectedly comes to a stop.
This is one of the problems the CRC is working to address, so building a bridge that only eliminates lifts for

- one direction of traffic would not help address the project’s purpose and need.

This area of the Columbia River is already difficult for barges to navigate especially during periods of high
water flow. Another bridge similar to the existing bridges would add more piers in the water, which increases
the navigation complexity. In addition, the existing bridges need to be upgraded to meet current seismic
standards if they remain in use. The upgrades would require the piers to be reinforced with a concrete
encasement. Pier encasements would increase the diameter of each pier by 10 to 40 feet, which would reduce
the space between piers for marine traffic. When traveling downstream, barge captains attempt to avoid calling
for a bridge lift by traveling under the high portion of the Interstate Bridge and then turning to the right to
access the lift span on the railroad bridge. An additional bridge combined with the seismic upgrades on the
existing bridges would make this maneuver more difficult and, as a result, would lead to more bridge lifts.
Thank you for your continuing interest in the Columbia River Crossing project.

Sincerely,

Maurice Hines
Columbia River Crossing







Memorandum

August 4, 2010

TO:

Project Sponsors Council

FROM: Hayden Island Design Group

SUBJECT: ‘ Hayden Island Design Group Recommendation

Recommendation:

Option D Benefits!

Option D is recommended to be pursued as a replacement for the current LPA because i't
provides the basis for a broad community consensus, including:

the neighborhoods on the Island and around Bridgeton,
the business and commercial interests on the Island and along North Portland Harbor, and
the heavy freight users of the Marine Drive interchange.

Further consideration of Options A, B, C should be deferred.

However, there is further due diligence required to address outstanding design, environmental, cost
and NEPA/permitting issues; some of these need to be addressed in the very near term while others
will be addressed as the overall project is developed through final design.

”To address these issues, the Hayden Island Design Group proposes to stay engaged and seeks the
continuation of the collaborative design environment accomplished over the past several months.

4

Improves freight mobility by separating local traffic between the Mainland and Hayden Island from the
Marine Dr. interchange and provides an alternate local bridge for this traffic connecting Hayden Island
to the Bridgeton/Expo street network where truck movements are minimal.

Provides direct freeway access from I-5 to Hayden Island.

Provides alternate local bridge access on/off island with local street connections to Kenton and thru
Bridgeton area to Martin Luther King Bivd.

Creates an effective connection from Bridgeton to Hayden Island services.
Local bridge provides alternate routing for emergency vehicles to the island.

Improves safety by eliminating the weaving from the ramps between I-5 and Hayden Island Drive to
the Marine Drive ramps to/from the north.

Helps separate local traffic from regional/interstate traffic.

Supports short-term and long-term redevelopment proposals of the SuperCenter; sets the stage for a
grid network of local streets.

Facilitates LRT station area development opportunities consistent with the 2040 Growth Concept and
Hayden Island Plan.

Provides a decrease in total structure width (across Tomahawk Island Drive), potentially increased
light penetration, and raises depth of Tomahawk Island Drive vs. Refined LPA.

1

3601737-2726  503/256-2726 WWW.COLUMBIARIVERCROSSING.ORG 700 WASHINGTON STREET, SUITE 300, VANCOUVER, WA 98660




HAYDEN ISLAND DESIGN GROUP RECOMMENDATION

g Allows for the phasing of the Marine Drive NB Flyover and SB Braided Ramp.

m  Compatible with Hayden Island Plan and Marine Drive Stakeholder recommendations.

Oversll

@ Further develop design ch

ier of LRT/ocal street bridge (ZGF, PBAC and PWG work)

i Further define bike laneftrail/sidewalk system throughout; ensure pedestrian, scooter, wheelchair
access; define connections to regional bike route, sidewalk and trail system

= Optlon D has more piers in the water than 'the LPA and more work should be done to evaluate Harbor
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m  Option D may cost more than the LPA and more work should be done to refine designs to reduce
cost,

m Review and refine specific lane configurations throughout — mainline, ramps, i

s Determine if LRT to Hayden Island and local bridge can be an early phase to be used for construction
mitigation (CRC project design)

Fayden isiand
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istand’s south shore
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w  Investigate changes (o lower height of Marine Drive NB on-ramp

m  Finalize access issues for street network surrounding Hayden Island Interchange, including access to
Jantzen Beach Moorage and Columbia Crossings; revise Interchange Area Managsement Plan (IAMP)

accordin ghy.

s Reflect he narrower [oop road o Hayden island per LPA Refinement {coordinate with IAMP process.
Check in with PBAC and PWG).

m iuriher develop the character oi Tomahawk isiand Drive under I-5 (PWG).
m  Define orientation of streets/sidewalks toward the waterfront on Hayden Island north and south shore.

w  Further develop LRT station area, including L.LRT and street profile and alignment across Hayden
Island (elevated vs. at-grade) and surrounding public spaces and private development concept
(PWG).

@ Finalize local street configuration thru Bridgeton area, including disposition of “old Marine Drive”
(review of configuration options with check in at Freight Working Group, PBAC and PWG)

m  Finalize bike/trail routing (PBAC); consider trail connection from Bridgeton Trail to Hayden Island on
east side of -5




Lombino & Martino Law Firm, Feb 9", 2013
Enclosed is a report regarding my case file #607-071 in three parts:

Part I - “How disabled people become productive members of society”

An essay describing my advocacy for mass transit in Portland and Seattle.

And a critical report on the Seattle Deep Bore Tunnel (DBT) project and related
street reconfigurations “Mercer West* and Alaskan Way.

Part II - “Articles of Evidence” regarding the bi-state Columbia River Crossing I-5
Bridge Replacement project which place blame for its shortcomings primarily on
Wsdot and the Port of Portland.

“What Could Possibly Go Wrong” - A collection of articles published in the Seattle
Weekly and The Stranger regarding the Deep Bore Tunnel.

Also included - an affidavit submitted to Multnomah Circuit Court
and a letter sent to Oregon Attorney General Helen Rosenblum
and the Obama White House administration.

Thank you for considering this urgent request for a formal investigation of Wsdot.
If the bore tunnel is constructed, it will be a catastrophic failure and the City

of Seattle in dire peril forever. Once the DBT is in, it is impossible to correct its
permanently destabilizing affects. I believe its related street reconfigurations
unacceptably increase their accident rate and severity. I believe current and previous
Wsdot and Sdot directors and department heads are aware of these predicted
outcomes but have ‘wrongfully’ left the public and city business concerns
uninformed of the terrible risk. I believe these agencies “unlawfully rigged”
numerous studies against alternate Alaskan Way Viaduct replacement options.

I believe the same sort of unacceptable shortcomings apparent on the Columbia
River Crossing project are attributable to Wsdot as leader of the bi-state commission.

I am sure your law firm can appreciate how a threat of this nature affects everyone
and no one should accept these risks casually. I would rather the matter be resolved
and the DBT rejected immediately without the need for a lawsuit. The public must
have some trust in government agencies no matter the outcome. Discovering that
Wsdot & Sdot casually put their lives at risk would only further undermine that trust.

Arthur Lewellan \77 M
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“How disabled people become productive members of society”
Testimony ‘supporting’ the claim in Art Lewellan’s case that
Tri~-Met policy discriminates aqainst disabled people.

Arthur Lewellan received Oreqon General Assistance in 1996 and was awarded Social
Security Disability in 1998, based on physical impairment and mental and emotional
instability. The physical impairment was an “immobilizing dislocation” of several
vertebrae in lower back and neck which ended his career in home enerqy conservation .
between 1980 and 1992. Arthur was employed these years by The Doorworks Company
and Anderson Door Mechanics. He became 3 licensed Oregon contractor subcontracting
to these same companies for 3 of the 12 years.

During the years since, Arthur devoted his time, effort and considerable monetary
investment to become a knowledgeable advocate for mass transit as a logical transition
from enerdy conservation in housing into the transportation sector, as 3 career
direction. Arthur has consistently attended public meetings held by Metro, Portland City
Council, Tri-met, other agencies and organizations to support light rail and streetcar
expansion locally and nationally. From this learning experience, Arthur surveyed and
drafted many alternate route and design options and submitted these to public agencies.
In 1997, Arthur submitted his first proposal The LOTi Project to the City of Portland. It
was given 3 formal review and awarded “merit”. Unfortunately, being knowledgeable does
not always translate into being respected.

Multi-billion dollar rail mass transit public works projects are extremely political. Fierce
ideological opposition to mass transit generally plus heated division between and within
_advocacy groups is indeed a political battlefield. Only 3 few individuals such as Arthur

- remain committed to the planning process. Most ultimately associate with organizations
whose positions, pro & con, lend assurance that individual perspective is adequately
supported and publicly represented. Without support, individual transit advocates face 2
brawl of professional participants hell-bent on getting their way, or the literal highway
and defeat. Arthur remains 3 participant, despite his emotional vulnerability, believing he
has due cause to justify the expense. What follows is a summary of Arthur’s engineering
perspective in design and description of 3 monumentally disturbing turn of events.



* The facing page is a depiction of the LOTi proposal. It's important to note how the Loti
is a complex ‘design concept’ rather than a simple integration of transit mode and route
configuration. A design concept may have universal applications. After its review, the
Loti design concept was applied to downtown Seattle and thus produced “The Seattle
Circulator Plan” depicted on the following two pages.

The advantages of the Loti design concept begin with reducing costs & impacts of light
rail projects. More light rail route options are feasible when integrated with connecting
transit to assure 3 short-wait transfer to serve important districts with transit service.
Short line “circulators’ require the least number of vehicles for frequent service and the
convenient transfer. Light rail can be routed to cross long distances faster. Bus routes
also can be streamlined to reduce time-consuming circuitous turns and duplication of
service leading to light rail stations. Transit hubs can be minimized to accommodate a
single circulator instead of numerous bus routes and stalls. Development potential
increases at light rail transit hubs and along connecting circulator lines. Parking garages
and park-n-ride lots can be reduced in size and located along circulator lines to double
their service for development & transit access. |

Applying Loti design concepts to downtown Seattle reveal more advantages. The Seattle
Circulator Monorail proposal, a relatively inexpensive “single-track” extension of the
historic line reduces physical & visual impact of overhead beams & stations, yet produces
more ridership than the rejected “double-track” Greenline proposal. The 1t/3+
Trolleybus Circulator & The Trolleybus Reconfiguration (circulators) require least
trolleybuses to provide 5-min service where needed most. Noted for their hill-climbing
prowess, trolleybus service is increased to tackle steep downtown Seattle hills. The
Trolleybus Reconfiguration overall ideally matches supply to demand. The shorter the
route, the simpler to increase or reduce vehicle ‘supply’ to match varying ‘demand’ of
peak & off-rush hours on specific circulator lines. Though more trolleybuses ply
downtown streets, overhead wire ‘clutter’ is reduced. The least number of remaining
diesel buses relocate to 274/4t Aves to operate like BRT with least number of stops.

Unlike the LOTi proposal, “The Seattle Circulator Plan” has never received a public review
though submitted repeatedly to City of Seattle, King County, Washington State transit
and transportation agencies, the Federal Transit Administration and Seattle print media.
Arthur Lewellan believes his due cause to continue is 3 monumental value inherent
within the Loti design concept which should receive 3 thorough academic review.
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On the facing page are depictions of the Seattle Circulator Plan incorporated into Alaskan Way & Waterfront
redevelopment. Two cross-section views show the Circulator Monorail evolvement from its early double-track
to a single-track design. The Waterfront Streetcar line also evolved, but in reverse, from single~track to
double-track, both a more ideal confiquration. Both cross-section views show a “frontage road” - an incidental
restoration of historic Railroad Way - as necessary to adequately manage Alaskan Way & waterfront district
traffic. Without it, local traffic is forced to in Alaskan Way thru-traffic which worsens after demolishing the
Alaskan Way Viaduct. The frontage road may eliminate 3 of the proposed 13 stoplights along Alaskan Way to
further improve traffic conditions. The wide aerial view shows 3 1-mile streetcar extension to Queen Anne via a
new bridge over the BNSF railway at Broad Street.

The drawing at page bottom is of a segment of the proposed deep bore tunnel (DBT) to indicate how soil
conditions beneath historic Jowntown buildings are absolutely inappropriate for a DBT-type tunnel. These are
watery soft fill soils that liquefy in earthquakes and over time develop unseen voids and sinkholes that can
completely undermine building foundations; a horrific risk.

The following pages also concern the DBT and related street reconfigurations. Of the dozen Cut/cover-type
tunnels studied, this one was the last version released to the public even though it is least disruptive to
construct. Wsdot's complaint through the years of planning was the deaded disruption to construct a
cut/cover tunnel, thus their preference for an elevated replacement monstrosity. Although this cut/cover is
the least disruptive, in its 1% Phase Wsdot proposed to construct a huge 6-block trench in the middle instead of
starting at the south portal and work north in short-block segments that return to use.

In 2007, a voter referendum rejection of both a cut/cover tunnel and a replacement viaduct upset Wsdot's
apple cart, but didn‘t stop the sale of rotten apples. Wsdot then studied 2 new cut/cover tunnel options all
while this least disruptive version, now in the FEIS, remained under wraps. Wsdot also studied 3 surface/transit
options that incorporated 27-30 stoplight intersections, but NOT the options with as few as 9 to 13 stoplights.
These planning irreqularities should be considered a criminal offense.

The last page of drawings are a comparison of the DBT and cut/cover north portals, and the “Mercer
East” reconfiquration of Mercer Street in Lake Union “east’ of Aurora SR/99. The cut/cover tunnel
retains Battery Street Tunnel (BST) and Broad Street Underpass (BSU). The DBT closes both. The BST
currently provides access between Lower Belltown and Lake Union for 5,000 vehicles daily which will
be displaced to surface streets already overwhelmed with traffic. Retaining the BSU offers safer access
to the BST - (1 left turn), safer than the proposed access to the DBT - (merge left with 2 left turns).
Mercer East has fine potential, but “Mercer West” - as related to the DBT - makes traffic hazards much
worse on Mercer, Denny Way, Elliott, Western, Alaskan Way and 1%t Ave. Currently, 35,000 vehicles
from the Interbay access SR/99 at Lower Belltown, the short, straight, level, least stoplights, most
suitably commercial corridor. Mercer West redirects upwards of 20,000 cars and freight trucks onto
the “dangerously steep” hill of Mercer Place through residential Queen Anne and the busy Seattle
Center district. The rest avoid the DBT and take Alaskan Way where new stoplights at every
intersection create severe conflict between motorists passing through and those trying to park in the
waterfront district. The DBT is an insanely dangerous tunnel that increases traffic hazards all through
downtown Seattle, another criminal offense. Arthur Lewellan hereby requests a federal investigation of
Washington State and Seattle DOTs for crimes more heinous than an inexcusable dereliction of duty.
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A Quick and Dirty Guide to Rejecting the Tunnel

You've read The Stranger screeds on what's wrong with Wsdot's Deep-Bore Tunnel,
Here's their abbreviated version for those with short attention span. Dominic Holden & Al Wellan

- $7 Billion - 4 Lanes + 2 Miles = STUPID

The DBT tunnel has 4 lanes, less than 2 miles. The $4.2 billion price doesn’t account interest (estimated
to exceed $2 billion). Seattle City and Port haven't raised $1.2 billion of their share. Prejected cost
doesn't account for hidden costs. Redesigned downtown streets, required ‘enhanced transit' services, all
told, costs will top $7 billion, the most expensive chunk of road in the state. If the tunne! encounters
cost overruns, 90% do, law prevents the state from ‘paying overrun costs. '

(note: Seattle wealthy SHOULD pay, dom)

- Downtown Traffic Would Be the Same -or- Worse:

The state’s final report shows the DBT tunnel would have the same effect on downtown,
waterfront and I-5 traffic as a fast AWV tear-down, did ST5 and saved billions.

* Pay $5 to go 2 Miles in your car: |

The tunnel has no exits to 1°" Ave and has up to $5 tolls all day. State impact studies show 2/3 vehicles
currently on the viaduct would go to I-5 and city streets and create worse traffic than we have now.
The tunnel would be a luxury for those who can afford the expensive toll and want to avoid downtown.

- There's a Better Option and it costs way Less: SERIOUSLY

Big cities—San Francisco, Portland, New York, Seoul & many others have torn down urban freeways and
not inflamed havoc nor terrible gridlock. Traffic actually improved. In 1972, Seattle stopped the RH
Thomson Expressway from being built through the Arboretum. The Seattle Times and ‘thee’ others
insisted it was "necessary” for north-south mobility. Seattle can stop a 'Stupid Freeway' again. Instead
of their "Risky" tunnel, we implement ST5 (Streets/Transit/I-5) that ‘our city’ and ‘our state’ have
studied since long before 2008. ST5 bolsters transit, optimizes streets, adds 1 northbound lane +o I-5,
(1-lane southbound ‘can’ be added), costs about $3 billion, no “insane” risk to structural foundations. No
traftfic threat to Queen Anne - Lake Union - Denny Triangle. Traffic even a little “Jess worse" for
Pioneer Sguare and Lower Belltown. ST5 honestly ‘can’ reduce traffic congestion downtown. Vehicle
delay could drop 9%. A trip between Downfown - West Seattle is a minute or two shorter than with
the horribly designed bad joke stupid DBT Plan-shit. This is without question Wsdot's biggest mistake in
uh,.. mot all that long ago... The dbt-disrupted subsurface hydrology alterations risk catastrophic
collapse and almost certain undermining of foundations at many vulnerable weak points. insAin?

- Tunnel Backers are Lying to you:

The pro-tunnel group Let's Move Forward has raised $380,000 to tell you to approve it. The campaign
leading backers are indeed the international companies that would make $1.1 billion from the project.
These particular companies have somewhat shoddy records. Their ads claim their project funds bus
service but doesn't include a penny for it. They claim the STS will cause gridlock. Their studies show
The DBT PLAN produces 'more’ traffic & ‘werse’ gridlock at 'more’ Main intersections, potentially 20%
more street traffic 'stalled’ up to 20% more of the time. The group claims Mayor McGinn colludes with
initiative trickster Tim Eyman, a pure fabrication. They filed a legal complaint with City Ethics Board
that was tossed out as baseless. The campaign's strategy is clear: Mislead the public all the way to
election day. Don't let them get away with it. Reject Referendum 1.

(Parting shot: DBT-plus-Mercer West 'ruins’ Mercer East)



Letters to explain specific engineering aspects which condemn
the proposed Deep Bore Tunnel (DBT) beneath Seattle.

Many are terrified of the potential consequences of its failure in worst-case scenarios and regular workday
traffic. An embarrassment to the engineering community, “Mercer West” and the new “Alaskan Way” are
likewise terrible engineering.

The Seattle bored tunnel replacement for the derelict Alaskan Way Viaduct (AWYV) is far too risky even in its
physical presence beneath downtown buildings. It could probably survive an earthquake, but the huge
dislocation of unstable soils (immediately & indefinitely thereafter) make them more unstable. The real threat
is to the buildings above. Altering subsurface pressures predict upward 'risings’ that can buckle street surfaces
and sidewalks, or 'sinkings’ that cause voids which can collapse. The bored tunnel is insanely dangerous.

The terrifying potential for failure in earthquake or car bomb or longevity is unavoidable. There's also the
concern of redirecting traffic to the over-trafficked Mercer Mess. The Mercer West project is going to ruin the
entire Mercer corridor with traffic.

The flaw in the bored tunnel is the underground hydrology through which it passes - soft fill above compacted
glacial till, 'pressures’ and layered water tables along a earthquake fault line. An objective ‘outside’ hydrologist
MUST do a cursory study of potential threat posed not to the tunnel, but to the structural integrity of
downtown buildings, their foundations, surface streets and sidewalks directly above and nearby. Failure of the
bored tunnel a number of ways is potentially catastrophic, yet the dire threat is ignored. Please, if you would
forward this concern to a qualified, trustworthy hydrologjst, Seattlers must have the questions answered.

The secondary flaw in the project is Mercer West. Mercer East, now under construction, looks decent. Mercer
West however adds too much additional traffic through Lake Union (AKA The Mercer Mess) and through
residential Queen Anne. Mercer West converts the 1-5 to Interbay Mercer corridor into a major traffic and
freight thoroughfare - essentially a new surface highway through residential and pedestrian-oriented districts.
The Mercer Mess made messier, predictably 'F level service with trafﬁc spillover onto Denny Way, also already
overwhelmed with traffic.

The tertiary flaw is the proposed Alaskan Way reconfiguration. Traffic on Alaskan Way is expected to triple
from 12,000 to 35,000 vehicles daily. The current design installs 13 stoplight intersections between Pike and
King streets. With the one parallel side street, Western Ave running 7 blocks between Union and Yesler, this
central section is restricted but the design increases conflict between vehicles passing through or trying to park
but forced back into thru-traffic; also in conflict with pedestrian crossing.

The design for Alaskan Way I've supported since Summer 2001 incorporates a 2-lane frontage road, a
ped/bike/transit median, and the 4-lane Alaskan Way to ‘separate’ the two types of traffic. The frontage road
allows at least 3 double-block medians to reduce the number of stoplights from 13 to 10, especially important
near Coleman Dock traffic queue, to organize pedestrian crossing, separate bikepath, streetcar lme etc etc. The
proposed Alaskan Way boulevard deSIgn is inadequate yet unquestioned.

Seattle must get answers to these questions, especially about hydrological affects on the bored tunnel. The
current and suspiciously LAST design for a cut/cover tunnel option, now in the EIS, has long been my
preference. The Deep Bore Tunnel must NOT be built.



Letter to Congressman Inslee,

I'd like to know where you stand on Seattle’s proposed deep-bore tunnel project.

I am aqgainst it. Never mind the cost overrun issue. It's physical impact is extremely
risky for the downtown buildings it passes beneath during construction and
indefinitely thereafter because of (unstable) subsurface soils and hydrology.

Its own longevity and maintenance is questionable.

Furthermore, its completed outcome will be both unproductive and incur terrible
environmental impact. Street traffic will worsen on Mercer and Denny Way
corridors that are residential, pedestrian-oriented and already overloaded with
traffic. Alaskan Way and Elliott/Western are more suitably commercial corridors
that can handle the displaced AWV traffic with 3 surface/4ransit alternative or 3
Cut/cover Tunnel. |

The proposed Mercer West AND the design for 3 new Alaskan Way boulevard are
as severely flawed as the deep-bore tunnel. Mayor Mcginn is correct to support
the surface/transit option and should be fully exonerated.

If 3 tunnel must be built, Wsdot’s curiously last version cut/cover tunnel
(depicted in the FEIS) could be built after the surface/transit option or while
rebuilding the seawall. All studies show a cut/cover tunnel manades displaced
AWV traffic best. Wsdot's cut/cover tunnel proposals have all exaggerated and
lengthened construction disruption and duration, including the latest version in
the DEIS.

I'm writing because the upcoming race for Governor should include a credible
opponent to the bored tunnel. If you plan to seek the office, a stand taken aqainst
it must be weighed even if becoming an opponent means losing. It's 3 terrible
mistake of monumental proportions and a national disqrace.

Arthur Lewellan (Congressman Inslee did not reply to this letter)



“Botched from the Get-go”

Seattle’s Deep Bore Tunnel (DBT) is nothing like the BART Transbay
Tunnel which is roughly rectangular, smaller in diameter,
constructed in 100" segments sunk to a dredged trench, bolted
together, sealed, the trench covered. Seattle’s bored tunnel is
constructed in 12-segmented rings about 10" wide with over 40
miles of sealed joints that are MORE vulnerable to leakage and worse
damage in an earthquake.

The greater danger is to the buildings above the DBT. Many historic
Pioneer Square District buildings must be ‘shored-up’ to survive
tunnel construction. The bored tunnel poses this danger
'indefinitely’ because its presence disrupts subsurface hydrology.
Think of how in-street rail forcefully works its way to the surface.
Above the DBT, all building foundations are put at risk forever.

The bored tunnel is insanely risky and furthermore poorly
engineered for managing traffic. Even without the toll, redirecting
traffic to Mercer and through residential Queen Anne is likewise
insane. Alaskan Way and Elliott/Western can handle the AWV’
displaced traffic BETTER than Mercer and the ‘spillover route’ of
Denny Way between the DBT north portal and Elliott.

Even without the toll, traffic on Alaskan Way more than triples and
the current design cannot handle it. City & State DOTs do not have 3
workable plan for Alaskan Way nor Mercer to go with their bored
tunnel atrocity. The Battery Street Tunnel (BST) should be retained
and the Broad Street Underpass likewise could be admirably adapted
to create BETTER 3ccess to SR99 southbound than widening Mercer.
Wsdot and SDOT has botched this mega-project from get-go.



CRC & AWV Similarites:

Wsdot is lead agency of the CRC and its similarity with the Alaskan Way
Viaduct (CAWV) replacement project are apparent: Absolutely the worst
engineering imaginable, long lists of rejected designs, controversial
opposition, professional and business community covering each others backs,
dangerous designs touted as safer, interminably lengthy planning process,
studies overtly misdirected to reach predetermined outcomes,
unaccountability, refusal to answer public concerns, etc. The tunnel boring
machine wont arrive in Seattle until 2013. The bored tunnel itself is NOT
under construction as its cheerleaders would have citizens wrongfully believe.

AWV-related surface street reconfigurations make traffic much worse on
Alaskan Way, adjacent Western Ave, 1t Ave & side streets, much worse on
steep Mercer Place & Mercer Street through Queen Anne, Lake Union and
Denny Triangle. Proposed “stabilization of waterfront soils” is 3 woefully
inadequate alternative to a sturdy rebuilt seawall to stabilize the soft fill,
watery, crumbly soils beneath vulnerable downtown buildings along a major
earthquake fault line. Proposed park designs are completely out of historical
character and poor use for district activity and its economic vitality.

A 2008 Wsdot design for a waterfront elevated replacement viaduct
resembles the current bridge design for the CRC. Both are “top heavy”
standing on single support posts. The Seattle elevated was 3-lanes wide atop a
golf tee. The CRC design is 6-lanes wide atop the LRT/Ped-bikeway “truss box”
atop a single support post. Both designs are structurally unsound. The CRC
commission will probably reintroduce the single-level bridge design of 2008
with only 3 Ped/bikeway lane on the westside of the Southbound bridge.
Wsdot is ideologically opposed to light rail and mismanaged the planning
process to waste money, create controversy, deter public participation and
eliminate MAX light rail extension to Vancouver.



CCT Hydrology
We should consider the science of hgdrologg. Consider: [Fow will the o

diameter DBT “tube” embedded in soft & watery soils affect Alaskan Way
subsurface hgclrologg?

Answer: | hese subsurface waters will increase pressure and alter flow upwa rd
& downward around the tube in all directions, a#cctingjoint & seam integrity,
Iiﬁ:ing surface soils to buckle streets & sidewalks, siphoning away silt to create

dangcrous voids.

Tlﬂe hydrological qucstion extends to ist Avc as far north as Fikc and
Proba‘b!y the entire DT leng’ch to 6th & [Harrison. T he hyc‘rologg of a
CCT (Cut/Covcr TunncD is closer to the current hgdrologica] conditions

winning another argument in its favor.

Magor McGinn’s gut instinct Favon'ng a Surface/ T ransit option is correct
for many reasons and doesn't rule out an eventual cut/cover tunnel. Thc
surFacc/ transit op’cion has less environmental imPact than the DBT in
roaclway dcsign.

Howcvcr, the Mcrccr Wcst ProPosa] should go back to the clrawing board to
reconsider retaining the Battcry Street | unnel BST). The Dcnng
Trianglc gric] can still be reconnected at Harrison, T homas and Jol'm streets
above SR99 lcading to the BST instead of the DB T.Donot acceptany
“Mercer West” Plan until the first Phasc Mercer [ astis up and running.
Rctaining the Broad Strcct Unc!crpass too should have a closer look.




"Where transportation plans exhibit a malevolent disreqard for public safety'
Seattle’s proposed Mercer West project widens Mercer through high-density
residential’ Queen Anne’s busy commercial center. Of the 35,000 vehicles that now
access SR99 via the Elliott/Western ‘commercial’ corridor, approx 15,000 will
reroute via the ‘dangerously steep” Mercer Place hill to the DBT north portal. To
avoid tolls or the hill climb or traffic congestion on Alaskan Way, some motorists
will take Denny Way and increase hazards for pedestrians there as well. Do not
neglect to consider how more traffic is a contributor to motorist vs pedestrian &
bicyclist accidents and fatalities. -

Wisdot studies of surface street options for the AWV (Alaskan Way Viaduct) were
“intentionally rigged” to produce predetermined outcomes. The number of
stoplights for Wsdot SR99 corridor studies were “27-29” though as few as “9”
stoplights is possible; none on Aurora, none in Sodo, none in Lower Belltown, and 9
stoplights instead of 13 along Alaskan Way.

If the deep bore tunnel is built, not only will traffic be much worse downtown, the
tunnel itself will undermine several dozen downtown building foundations and lead
to their demolishment. In a major earthquake, buildings could collapse suddenly!
Replacement buildings will still be vulnerable to structural damage as the DBT
indefinitely continues to alter unstable subsutface hydrological affects that create
tremendous uplifting pressures and voids.

Compare 3 solid-cast cut/cover tunnel to the multi-segmented DBT tube. A
cut/cover will not “oscillate” in an earthquake nor separate along bolted seams. A
cut/cover minimally alters subsurface hydrological affects, merely moving the
seawall east 70" with remaining surface soils more stabilized. A cut/cover would
build a dam-like seawall, use half the concrete and recycle more. The proposed
seawall replacement technique is, simply put, cheap & dirty, and will likely fail. A
cut/cover would retain the existing traffic corridor rather than displace traffic onto
Seattle surface streets. Wsdot studies of cut/cover tunnel options were similarly
rigged to predetermined outcomes. . s







President Barack Obama Sept 12, 2012

Oregon Attorney General Ellen Rosenblum,

Enclosed is a report on Oregon and Washington highway infrastructure projects;
The Seattle Deep Bore Tunnel and the Columbia River Crossing [-5 Bridge Replacement.

Secondarily, a report on Seattle mass transit is also enclosed.

This report intends to ultimately prove that Washington State DOT has violated State & Federal laws regarding
the Seattle Alaskan Way Viaduct replacement project and the Columbia River Crossing project - as the leading
agency on the bi-state Commission. On both projects, other public agencies have fallen in line fo support

Wsdot proposals that pose a grave danger to the public, yet are casually dismissed.

Enclosed is an affidavit submitted to Multnomah County Oregon Circuit Court that included my essay (Part 1)
“How Disabled People Become Productive Members of Society” Though the District Court accepted the
affidavit, it did not offer a formal response to its main question, “Are criminal wrongs that exhibit a malevolent
disregard for public safety being commitied by State, County and Municipal departments of transportation,
transit and city planning which justify a formal official investigation?”

I will name as principle defendants. former Wsdot Director Douglas B MacDonald, current Wsdot Director
Laura Hammond, former Seattle DOT Chief Grace Crunican and the Port of Portland directors who support
the current design for the CRC. 1 believe the evidence in this report clearly indicates these agency leaders have
committed heinous criminal acts which must be prosecuted so that stealthy obfuscation and deliberate
distortion of our public planning process does not set a worse precedent for rank incompetence that leads to
woeful tragedy. Seattle Mayor Michael McGinn, who still opposes the Deep Bore Tunnel, has stated truly the

agency process results in predetermined outcomes.

I have carefully studied and scratinized Seattle’s Alaskan Way Viaduct replacement project since the Nisqually
earthquake of February 2001 which hastened ifs long-predicted as ‘unavoidable’ replacement. I have likewise
studied the Columbia River Crossing project since 2006. Several engineering perspective maps & drawings in
this report have been kept from public attention and/or understanding though they are agency products. I
have submitted the contents of this report over the years to many public agencies yet none have deigned to
answer its most grievous concerns. Public safety is being jeopardized. Life, limb and property will be lost if

Wsdot competence remains unchallenged.

I will thank you for taking responsibility in this matter. Many would as well be grateful but need not learn the
extent of the mortal danger they would face and fear daily on completion of these dreadful highway projects.

Arthur David Lewellan
1020 NW 9™ Ave #604 T
Portland Oregon 97209 17



IN THE CIRCUIT COURT OF THE STATE OF OREGON
FOR MULTNOMAH COUNTY
- Multhomah.County Courthouse.
1021 SW 4" Avenue
Portland, OR 97204

$ie

503.988.3235
State of Oregon ) :
) Citation No. ZAOO4983
VS. ' ) = o
. )} AFEIDAVIT IN SUPPORT OF MOTION FOR
Arthur David Lewellan ) RELIEF FROM DEFAULT JUDGMENT
Defendant. ) : . .

- Lewell
, ] Al‘t . a’?. - i , depose and say that | am the defendant in
the above fraffic violation. Pursuant to ORS 153.080, this affidavit represents my swormn testimony concerning
the above traffic violation: :

This affidavit and personal statement is an explanation why I missed the court date
of June 22, 2012. For several weeks prior | prepared the enclosed essay “How
disabled people become productive members of society” with the intent to submit
it as important to defend my plea of Not Guilty based upon evidence (in my
case) that Tri-Met Policy discriminates against disabled people, not just myself.
Included are newspaper articles “What Could Possibly Go Wrong?” cte, to help
explain my almost deliriously anxious mental state reqarding policy & practice of
Transportation and Transit planning agencics.

[ missed the court date inadvertently under what for me was extreme duress,
mistaking the date to be the 27t instead of the 22%. [ apologize for my error and
wouldnt mind being proven wrong about policy & practice even if it takes a
dozen court cases to get answers to these most grievous concerns summarized in
this affidavit. | believe criminal wrongs which exhibit 2 malevolent disreqard for
public safety are being committed by State, County & Municipal departments of
Transportation and City Planning that warrant a formal official investigation.

| hereby declare that the above statement is true to the best of my knowledge and “beﬁef. and that 1 understand it is made
for use as evidence in court and subject to penalty for patjury.

pate June 25% 2012 i . / 1
- - Signature / ]
' Art Lewellan

Prird MName



PORTLAND CITY COUNCIL
COMMUNICATION REQUEST
Wednesday Council Meeting 9:30 AM

Council Meeting Date: Q = 90’ \3

Today’s Date \’ 93/ \3
Name ART LGWELLA'\)

AUDITOR 123713 P 145

Address lo 2o NV\/ &lﬁ &‘/

et 60¢

Telephone 5° %~ 227 - 2845 Email Lq'f‘; “va@ﬂvnd:l.tan

Reason for the request:

C_RC — Time For &“Tfme,-ou“'e“

~ \‘w/,v

(signe_d)(

e Give your request to the Council Clerk’s office by Thursday at 5:00 pm to sign up for the
following Wednesday Meeting. Holiday deadline schedule is Wednesday at 5:00 pm. (See

contact information below.)

e You will be placed on the Wednesday Agenda as a “Communication.” Communications are
the first item on the Agenda and are taken promptly at 9:30 a.m. A total of five
Communications may be scheduled. Individuals must schedule their own Communication.

e You will have 3 minutes to speak and may also submit written testimony before or at the

meeting.

Thank you for being an active participant in your City government.

Contact Information:
Karla Moore-Love, City Council Clerk
1221 SW 4th Ave, Room 140
Portland, OR 97204-1900
(503) 823-4086 Fax (503) 823-4571
email: Karla.Moore-Love@portlandoregon.gov

Sue Parsons, Council Clerk Assistant

1221 SW 4th Ave., Room 140

Portland, OR 97204-1900

(503) 823-4085 Fax (503) 823-4571

email: Susan.Parsons@portlandoregon.gov
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Request of Art Lewellan to address Council regarding CRC - time for a time out
(Communication)

FEB 20 2013

PLACED ON FILE

e B A COMMISSIONERS VOTED
Filed  FEB 15 2013 AS FOLLOWS:
LaVonne Griffin-Valade . YEAS | NAYS
Auditor of the City of Portland 1. Fritz
By 2. Fish
3. Saltzman
4. Novick
Hales






