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Chapter 9 and Appendix C, Transportation Discipline Report of the 2010
Supplemental Draft EIS discussedthe possible effects of tolling. In the
Final EIS, updated information on the effects of tolling is provided in
Chapter 5 and Appendix C.

Changes made to the project's purpose and need statement in 2010 did
not serve to narrow the scope of concepts that could be considered.
Instead the changes that were made allowed for a broader scope of
solutions to be considered. The purpose and need statement presented
in the 2006 Supplemental Draft EIS stated "the project will maintain or
improve mobility, accessibility, and traffic safety for people and goods
along the existing Alaskan Way Viaduct Corridor..." This purpose
indicated that mobility must be maintained or improved. The project's
current purpose and need statement is less restrictive by stating that it
will provide a facility that "provides capacity for automobiles, freight, and
transit to efficiently move people and goods to and through downtown
Seattle". An important difference between the two purposes is that the
earlier purpose statement required mobility to be maintained or
improved, the updated purpose statement is focused on providing
capacity to efficiently move people and goods to and through downtown
Seattle, but it doesn't specify that existing capacity must be maintained.
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The Final EIS and Appendix C, Transportation Discipline Report,
expands on the tolling analysis conducted for the 2010 Supplemental
Draft EIS. The impacts of tolling described in the Final EIS are consistent
with those described in Chapter 9 of the 2010 Supplemental Draft EIS.
Because of this, the FHWA and WSDOT determined a Supplemental
EIS was not needed. This evaluation is documented in Appendix X,
Tolling Re-evaluation Memo.

A discussion explaining how the alternatives, with or with out tolls, meets
the project's purpose and need is provided in Chapter 5 of the Final EIS.

If the new facility is tolled, traffic diversion is expected. Effects of
diversion are discussed in both the 2010 Supplemental Draft EIS and the
Final EIS. The tolling scenario evaluated for the three build alternatives
in the Final EIS is the most conservative of the scenarios considered in
the 2010 Supplemental Draft EIS, meaning that it results in the most
diversion from SR 99 to city streets and I-5. The lead agencies
acknowledge that a long-term solution should be sought to minimize the
amount of diverted traffic in order to optimize operation of the
transportation network. Strategies for optimization will be developed by
the Tolling Advisory Committee (TAC). The TAC is not a decision-
making body so when it completes its work additional action may be
required by the state, city, Port of Seattle, and/or King County in order to
implement TAC strategies or other tolling mitigation strategies developed
prior to project completion. If needed, additional environmental analysis
may be performed to evaluate the potential effects of proposed
strategies before implementation.
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The Final EIS Chapter 2, Alternatives Development, addresses sudden
unplanned loss of SR 99 (Viaduct Closed Scenario 1) and catastrophic
and complete collapse of SR 99 (Viaduct Closed Scenario 2).

Appendix C, Transportation Disciple Report, addresses the traffic effects
of these scenarios in detail. The preferred Bored Tunnel Alternative is a
safe alternative. Generally, structural engineers agree that tunnels are
one of the safest places to be during an earthquake because the tunnel
moves with the earth. No Seattle tunnels were damaged during the 2001
Nisqually earthquake, including the Mt. Baker and Mercer Island 1-90
tunnels, Battery Street Tunnel, Third Avenue Bus Tunnel, and Burlington
Northern Tunnel.

The bored tunnel would be built to current seismic standards, which are
considerably more stringent than what was in place when the viaduct
was built in the early 1950s. The bored tunnel design includes improving
relatively soft, liquefiable soils found near the south tunnel portal.
Emergency exits would be provided every 650 feet in the tunnel. Project
engineers have studied current data on global warming and possible sea
level rise and concluded that the seawall provides enough room to
protect the tunnel from rising sea levels. The engineers also considered
the possible threat of tsunamis during the design process.

[-053-004
The state legislature authorized funding to replace the Alaskan Way
Viaduct in RCW 47.01.402. According to this law;

"The legislature finds that the replacement of the vulnerable state route
number 99 Alaskan Way viaduct is a matter of urgency for the safety of
Washington'’s traveling public and the needs of the transportation system

in central Puget Sound."

This legislation also authorizes WSDOT to obligate two billion eight
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hundred million dollars. In order to fund this obligation the legislation
further identifies sources of funding: $2,400,000,000 of state funding;
$400,000,000 of toll funding.

In the absence of toll funding WSDOT would still have the authorization
to issue contracts up to $2,800,000,000 but the mix of funding sources

would change. It is assumed that the toll funding would be replaced by

new or reprioritized federal, state, or local funding sources.

The legislation authorizing WSDOT to proceed with the project also has
a provision that those in Seattle who benefit from the project should be

responsible for cost overruns. WSDOT interprets this as a statement of
legislative intent that would need clarification to become operative.

[-053-005

The bored tunnel cost estimate is based on WSDOT's Cost Estimate
Validation Process for large projects, which was developed in 2002. This
process uses outside experts to help establish a more comprehensive
budget at the early stages of a project and identify risks that need to be
actively managed. It takes into account project changes, mitigation,
inflation and risk - something projects that experience cost overruns
generally fail to do.

Independent experts and cost estimators experienced in tunnels,
underground construction, and megaproject delivery have reviewed the
bored tunnel cost estimate. The viaduct replacement project also has a
technical advisory team with more than 295 years of collective
experience delivering projects around the world that provides guidance
on risk management, construction methods, and oversight.

To better understand the conditions we would encounter during
construction, crews have conducted more than 100 borings for soil
samples, some up to 300 feet deep, and more than 300 surveys of
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buildings and other structures along the tunnel route. This information,
along with the other analysis completed, also helps to identify and
manage risk.

The legislation authorizing WSDOT to proceed with the project obligates
two billion eight hundred million dollars. Although the legislation also has
a provision that those in Seattle who benefit from the project should be
responsible for cost overruns. WSDOT interprets this as a statement of
legislative intent that would need clarification to become operative.

[-053-006

A. The sentence is corrected in Section 6.6.2 of the Economics
Discipline Report for the Final EIS and should read "...the average
number of jobs directly related to construction would be 450 per year,
although up to 480 workers per day could be required...". The project
does not have control over the geographic distribution of the labor force.
While it is expected that some tunneling experts would come from
outside of the region, there is a sufficient labor force with heavy civil
construction experience within the Puget Sound Region to staff the
construction phase of this project.

B. The jobs displaced due to property acquisition are not counted as
jobs eliminated unless the business either ceases to operate or relocates
outside of the Puget Sound Region. Although the project will
compensate property owners and businesses under the Uniform
Relocation Act, as described in the Land Use Discipline Report
(Appendix G of the Final EIS), the project cannot control where the
businesses relocate or if the businesses cease to operate.

C. The sales tax generated, as discussed in Section 6.6.1 of the
Economics Discipline Report for the Final EIS, identifies the anticipated
amount of sales tax generated for each of the build alternatives
evaluated in the Final EIS. Using the combined state and local tax rate
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for the project area of 9.5%, the Bored Tunnel Alternative (which is
estimated to generate $100 million in sales taxes) would require that
$1,053 million of the total $1,788 million construction cost (total cost less
right-of-way, which will not generate sales taxes) be spent on the local
economy. The environmental analysis team does not have access to the
cost proposal of the potential bidders for this construction work.

D. The 2010 Supplemental Draft EIS was focused on the Bored Tunnel
Alternative. However, the Economics Discipline Report for the Final EIS
evaluates all the build alternatives that meet the purpose and need for
the project; please see this document, Appendix L, to compare the
economic effects of the propose alternatives. The Surface and Transit
Alternative was eliminated from final analysis because it did not meet the
purpose and need for the project in terms of traffic mobility. For more
information, see the Final EIS Appendix W, Screening Reports, which
includes the Surface and Transit Scenario Year 2030 Analysis Results.

E. The City considers the loss of parking revenue as a portion of their
"in-kind" financial contribution to the project. WSDOT will operate the SR
99 facility when it is completed and will have to account for this cost into
their future budget requests to the legislature. The annual cost of tunnel
operations and maintenance is small compared to either the catastrophic
loss of the existing viaduct or to the cost of congestion for the other build
alternatives due to the long-term closure of the viaduct structure during
construction.
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