
C-023-001

Comment noted. However, since the SDEIS was published, FHWA and

WSDOT have identified a Preferred Alternative that is similar to Option

A, but includes a number of design refinements that minimize the effects

presented in the SDEIS. These refinements have resulted from

comments received from the public on the SDEIS and from WSDOT’s

work with project stakeholders under Engrossed Substitute Senate Bill

(ESSB) 6392, which was passed by the Washington State Legislature in

2010. Please see Chapter 2 of the Final EIS for a description of the

planning process and the Preferred Alternative.

The 4-Lane Alternative was considered in the DEIS but was found not to

meet the project purpose and need. As described in Section 1.8 of the

SDEIS and in Attachment 8 to the SDEIS, Range of Alternatives and

Options Evaluated, the transportation analysis for the DEIS determined

that while a 4-lane alternative would improve safety by replacing

vulnerable structures and widening lanes and shoulders, it would not

satisfy the project purpose of improving mobility in the SR 520 corridor.

In 2010, after considering several comments on the SDEIS regarding a

transit-optimized 4-lane alternative or a 4-lane alternative with tolling for

congestion management, WSDOT evaluated these potential alternatives

using an updated traffic model. The results showed that these

alternatives would provide substantially fewer mobility benefits than the

6-Lane Alternative for both general-purpose traffic and transit, and that

neither 4-lane alternative would satisfy the project purpose and need.

Section 2.4 of the Final EIS provides more information about the analysis

of these alternatives.

 

C-023-002

The NEPA, Section 106, Section 4(f), and Section 6(f) processes

required for the SR 520, I-5 to Medina project ensure a thorough

assessment of potential project effects on the natural environment and

the built environment. Cultural and historic resources are addressed
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through NEPA and Section 106 (see the Final Cultural Resources

Assessment and Discipline Report in Attachment 7 to the Final EIS). The

project will avoid, minimize, or mitigate the adverse effect on these

resources. Noise, air quality, and economic effects are addressed

through the NEPA process. The project would reduce the number of

residences in the Shelby Hamlin neighborhood at which noise levels

exceed FHWA noise abatement criteria, compared to the No Build

Alternative. Over the long term, the Preferred Alternative, in comparison

to the No Build Alternative, would improve regional air quality. As

documented in the SDEIS and Final EIS and in the Air Quality Discipline

Report and Addendum (Attachment 7 to the Final EIS), criteria pollutant

emissions with the project would be less than existing conditions by

2030. The value of real estate cannot be predicted with any certainty;

thus assessing a project’s effect on the value of private property would

be speculative. The NEPA process avoids such speculation when

supporting evidence is lacking.

 

C-023-003

WSDOT will take every opportunity to incorporate new or enhanced park

lands, lids, and green space into mitigation for project effects on parks

and wetlands. Please see the Ecosystems Discipline Report and

Addendum (in Attachment 7 to the Final EIS) for details about how

wetlands and other natural resources have been addressed for the

Preferred Alternative. Also see the Conceptual Mitigation Plans for

wetlands and parks in Attachment 9 to the Final EIS, the Section 4(f)

Evaluation in Chapter 9 of the Final EIS, and the Section 6(f) Evaluation

summary in Chapter 10 of the Final EIS.

 

C-023-004

The SDEIS provided a comprehensive analysis of effects based on the

project definition, including a fixed set of options and sub-options. The

analysis of traffic operations for the 6-Lane Alternative in the SDEIS and

the Transportation Discipline Report was based on detailed information
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and used validated models and standard methods.

The tolling rates and assumptions used in the analysis for the SDEIS

were reasonable based on the findings of tolling studies. Information was

provided in Chapter 1 of the SDEIS about tolling studies such as the

2008 SR 520 Toll and Traffic Revenue Report, The Tolling

Implementation Committee, and the Lake Washington Congestion

Management Project. These studies evaluated ranges of toll amounts

and tolling scenarios, as suggested in the comment, and their findings

are publicly available. The analysis in the SDEIS was based on Scenario

7 of the SR 520 Toll and Traffic Revenue Report. The analysis in the

Final EIS is based on a similar rate structure to that of the SDEIS,

however the toll collection assumptions were updated to reflect policy

decisions that have been made since analysis was completed for the

SDEIS.

More information about travel demand modeling and transportation

analysis methodology is contained in Chapters 3, 4, 5, and 11 of the

Transportation Discipline Report (Attachment 7 to the SDEIS) and the

Final Transportation Discipline Report (Attachment 7 to the Final EIS).

Please see the Final Transportation Discipline Report and Section 1.11

of the Final EIS for more discussion about tolling assumptions.

 

C-023-005

The National Environmental Policy Act of 1969 came into existence

following increased appreciation for the environmental effects of projects

with federal involvement. The NEPA process did not exist when the

original bridge was designed. By following the NEPA process, WSDOT

and FHWA are completing a full analysis of potential environmental

impacts from the proposed project.

The Preferred Alternative includes a considerably larger Montlake lid

than any of the SDEIS options. Running from Montlake Boulevard to the
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Lake Washington shoreline, the lid would provide better pedestrian

amenities in the central part of the Montlake neighborhood, enhanced

transit facilities, and better connections to the Arboretum, including a

pedestrian crossing under the lid that would link the Shelby/Hamlin

neighborhood to areas south of SR 520. It would also reduce noise

levels in the area, as described in the response to Comment C-023-002.

The lid and connections are described in Chapter 2 of the Final EIS.

Design features included in the Preferred Alternative that help reduce

noise levels include noise reduction measures throughout the corridor,

such as 4-foot concrete traffic barriers with noise-absorptive coating and

a reduced speed limit on the Portage Bay Bridge. These noise-reducing

design features would benefit the Shelby/Hamlin neighborhood. The

design of the new bascule bridge across the Montlake Cut will be

developed according to Department of Archaeological and Historic

Preservation guidelines. The new bridge will be designed to fit the

context of the area in a positive way and to be an attractive companion

to the historic bridge.

 

C-023-006

WSDOT shares the Shelby/Hamlin neighborhood’s concerns about the

duration and intensity of construction in this area and will minimize

effects on the neighborhood as much as possible. The Montlake

neighborhood’s cohesiveness and integrity have made it eligible for the

National Register of Historic Places as a historic district. WSDOT,

through the Section 106 consulting party process, coordinated with

affected parties, including the Montlake Community Club, to identify

ways to minimize and mitigate the effects of corridor construction and

operation on historic properties. Please see the Final Cultural Resources

Assessment and Discipline Report in Attachment 7 to the Final EIS. The

consulting party process resulted in a Section 106 Programmatic

Agreement (Attachment 9 to the Final EIS) that describes the results of

the coordination with the Montlake community and identifies measures
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that will avoid, minimize, or mitigate the adverse effect of the project on

properties protected by Section 106. WSDOT is also developing a

Community Construction Management Plan (outlined in Attachment 9 to

the Final EIS) to address overall construction effects in the project area.

Please see the response to Comment C-023-002 regarding speculation

about property values. The Shelby/Hamlin neighborhood is designated

for single-family use in the City of Seattle Comprehensive Plan and is

zoned for single-family use. If this neighborhood were to convert to

higher density use, it would first need to be re-designated and rezoned.

These processes are under the jurisdiction of the City of Seattle and

would require environmental review under SEPA.

Analyses of the direct effects from the project on neighborhoods indicate

that the Preferred Alternative would benefit community cohesion and

would provide a social benefit through better access to transit and

improved infrastructure for transit service (see the Social Elements

Discipline Report in Attachment 7 to the SDEIS and the Addendum in

Attachment 7 to the Final EIS). Cumulative effects of the SR 520, I-5 to

Medina project, along with other projects such as the University Link light

rail line and reasonable, foreseeable undertakings at the University of

Washington, are evaluated in the Indirect and Cumulative Effects

Discipline Report (in Attachment 7 to the SDEIS) and Addendum (in

Attachment 7 to the Final EIS). Because the project would not have a

long-term adverse effect on social elements, it would not contribute to a

cumulative effect on this resource. When NEPA analysis of a project

shows no direct or indirect effects on a particular resource, the project

would not contribute to cumulative effects on that resource. The findings

in the Final Indirect and Cumulative Effects Discipline Report about

cumulative effects on cultural resources conclude that it is not

anticipated that there would be sufficient loss of property from this or

other reasonably foreseeable projects to reduce the significance of the

historic district enough to affect its NRHP status.
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Please see the response to Comment C-023-001 regarding a 4-lane

alternative. Through the analyses conducted for the SDEIS, WSDOT

determined that Option K would result in more adverse effects on natural

resources than Option A; see Chapter 2 for further discussion of how the

Preferred Alternative was identified and Table 2-3 regarding design

refinements that respond to public comments.

Chapter 2 of the Final EIS discusses the reasons that Option M,

proposed during the legislative workgroup, was not considered a

reasonable alternative. The primary reasons for its dismissal were

environmental impact and cost. As stated in the findings of the legislative

workgroup, “Because the Montlake Cut is an environmentally sensitive

area, we believe the permitting of Option M’s wetlands impacts will be

very risky and very costly to mitigate and we believe there would be a

high likelihood of a much longer delay (12 to 24 months) in order to

negotiate the permitting issue with the US Army Corps of Engineers.”

Additionally, the Cost Review Panel was concerned that given the range

of probable costs for Option M, it was unlikely to fit within the legislatively

established budget for the project.

 

C-023-007

Only the No Build Alternative would avoid all use of Section 4(f)

properties. The 4-Lane Alternative was evaluated in the Draft EIS but

does not satisfy the project purpose and need. Please see the response

to Comment C-023-001. The Preferred Alternative would result in the

least harm to Section 4(f) properties and the least overall harm,

compared to the other alternatives considered in the Section 4(f)

evaluation (see the Final Section 4(f) Evaluation in Chapter 9 of the Final

EIS).

 

C-023-008

The Transportation Discipline Report contained analyses of traffic
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operations and several I-5 interchanges with the SDEIS design options

and with the No Build Alternative. The report stated that several

bottlenecks along the I-5 corridor limit the amount of traffic that can

access SR 520 (page 5-1). It also stated that I-5 traffic demand would

increase up to 20 percent with the No Build Alternative (page 5-9) and

that none of the SDEIS options would be able to serve all of the

forecasted traffic demand because of congestion on I-5 and I-405 (page

5-21).

Exhibit 5-3 of the Transportation Discipline Report showed that daily

vehicle demand volume on the SR 520 in 2030 would be 135,000 with

the No Build Alternative, 131,000 with Option A, and 132,400 under

Option A with suboptions. Existing volumes are 115,000. Thus, vehicle

trip demand would increase with or without the project, and Option A

would result in less demand than the No Build Alternative. Option A

would also result in less demand than the other SDEIS design options.

The effects of background population growth are not caused by the

project; they are presented as part of the No Build Alternative analyses

for 2030 and are not considered direct or indirect effects of the project.

The No Build Alternative and Preferred Alternative highway and street

network assumptions for 2030 include only those projects that are

planned and programmed in WSDOT’s 2007-2026 Highway System

Plan. Widening I-5 within the City of Seattle is not identified in this plan.

However, Section 5.1 of the Final EIS and Chapter 5 of the Final

Transportation Discipline Report (Attachment 7 to the Final EIS) describe

traffic volumes and operations at the SR 520/I-5 interchange with the

Preferred Alternative, and also include a discussion of operational effects

on I-5 from the SR 520, I-5 to Medina project.

 

C-023-009

As stated in the SDEIS and Final EIS and in the Air Quality Discipline

Report and its Addendum (Attachment 7 to the Final EIS), criteria
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pollutant emissions would be less than existing conditions by 2030. The

reason for not studying local air quality effects in the Shelby/Hamlin

neighborhood was explained on pages 24 and 25 of the Air Quality

Discipline Report (Attachment 7 to the SDEIS). A screening analysis was

conducted to determine the five worst-case intersections. Those

intersections were modeled, and none exceeded the National Ambient

Air Quality Standards (NAAQS). The Montlake interchange was not

among the five worst-case intersections. It was assumed that if the

modeled intersections would not cause a violation of the NAAQS, then

the other intersections in the study area also would not. The Air Quality

Discipline Report Addendum (Attachment 7 to the Final EIS) confirms

that no intersections or interchanges are expected to exceed the CO

NAAQS under the Preferred Alternative.

Modeling completed for the Preferred Alternative shows that vehicle

miles traveled would decrease compared to the No Build Alternative,

resulting in a slight decrease in both criteria pollutants and mobile source

air toxics.

Please see the response to Comment C-023-005 regarding a larger

Montlake lid in the Preferred Alternative and the response to Comment

C-023-006 regarding Options K and M.

 

C-023-010

As noted in the Noise Discipline Report, WSDOT took studies about

effects of noise on sleep into account. FHWA’s and WSDOT’s standards

for noise abatement and mitigation are intended to protect human health

and welfare and are based in part on those studies.

The Preferred Alternative includes a number of noise reduction

strategies that help reduce noise levels, such as 4-foot concrete traffic

barriers with noise-absorptive coating and a reduced speed limit on the

Portage Bay Bridge. Noise modeling that has been updated for the
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Preferred Alternative indicates that these design measures would reduce

noise levels along the corridor enough that noise walls would not be

recommended in the Seattle portion of the project area, except

potentially along I-5 in the North Capitol Hill area where the

reasonableness and feasibility of a noise wall is still be evaluated. In the

Shelby/Hamlin area, the high profile of the Preferred Alternative would

provide further noise reduction. More information about the noise

modeling results for the Preferred Alternative are in the Noise Discipline

Report Addendum (Attachment 7 to the Final EIS) and in Section 5.7 of

the Final EIS.

WSDOT’s construction management procedures include steps to

monitor and manage noise during construction, and those steps are

described in the WSDOT Environmental Procedures Manual (available

at http://www.wsdot.wa.gov/Publications/Manuals/M31-11.htm). At times,

construction noise and vibration could be noticeable to area residents

along the corridor. WSDOT will comply with local noise regulations,

although some variances from the City of Seattle could be necessary to

minimize the overall duration of construction. The Community

Construction Mitigation Plan will also address noise in the project area.

WSDOT will provide targeted public outreach for the properties that are

likely to be affected by project construction. More detailed information

will be provided to area residents as the project is developed.

 

C-023-011

Please see the response to Comment C-023-005 regarding the larger,

enhanced Montlake lid that is part of the Preferred Alternative. The intent

is to create better pedestrian amenity in the central part of the Montlake

neighborhood while providing a better location and environment for the

regional bus stops that will be incorporated into the transit/HOV direct

access ramps (see Chapter 2 of the Final EIS). The lid would function as

a vehicle and pedestrian crossing, a landscaped area, and open space.

Design and treatment for the lid has been developed through the ESSB
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6392 workgroup process and other coordination with the City of Seattle

and nearby communities.

 

C-023-012

The Preferred Alternative, with its revised and expanded Montlake Lid

and additional design refinements in response to stakeholder input,

would improve bicycle and pedestrian connectivity and safety in the

Montlake area and across SR 520. With the project, improved bicycle

connections would include the regional trail across the floating bridge, an

undercrossing beneath SR 520 between the Arboretum and East

Montlake Park, and an undercrossing beneath Montlake Boulevard

connecting the new regional trail to the Bill Dawson Trail. The bicycle

and pedestrian paths and connections that are part of the SR 520, I-5 to

Medina project are described in Chapter 7 of the Final Transportation

Discipline Report (Attachment 7 to the Final EIS).

WSDOT has collaborated with the City of Seattle Pedestrian Advisory

Board and Seattle Bicycle Advisory Board to develop design refinements

that address bicycle and pedestrian connections and amenities.

Recommended improvements that would be under City of Seattle

jurisdiction include a connection between the regional trail on SR 520

and the second bascule bridge, which would include bicycle and

pedestrian improvements along Montlake Boulevard. Bicycle and

pedestrian connections are described in Chapter 2 of the Final EIS, and

their effects are described in Chapter 7 of the Final Transportation

Discipline Report (Attachment 7 to the Final EIS) and in the Recreation

Discipline Report Addendum (Attachment 7 to the Final EIS). Also,

please see the ESSB 6392: Design Refinements and Transit

Connections Workgroup Recommendations Report in Attachment 16 to

the Final EIS.

See the response to Comment C-023-006 regarding Options K and M.
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The Energy Discipline Report Addendum (Attachment 7 to the Final EIS)

describes the greenhouse gas emissions effect of the Preferred

Alternative. Compared to the No Build Alternative, the project would

reduce greenhouse gas emissions in the project study area. Chapter 2 of

the Final EIS describes the planning process for the Preferred

Alternative, and provides further discussion of the project alternatives in

relation to the NEPA analysis. Also see the discussion in Section 5.9

about how the project relates to regional goals to reduce GHG

emissions.

 

C-023-013

Please see the response to Comment C-023-008 regarding the increase

in traffic demand on SR 520, which would occur with or without the

project. Exhibit 5-4 of the Transportation Discipline Report showed that

daily HOV vehicle demand would increase by approximately 6,000 to

7,000 trips over existing conditions for all SDEIS design options, rather

than the 20,000 stated in this comment. The increase in HOV demand

would be accompanied by a similar decrease in general purpose

demand. Traffic volumes in the SR 520/Montlake interchange area would

be about the same as with the No Build Alternative and operations in this

area would improve with the Preferred Alternative.

The Preferred Alternative would improve transit priority in the

23rd/24th/Montlake corridor by providing high-occupancy-vehicle (HOV)

lanes on Montlake Boulevard between SR 520 and the Montlake

Triangle. WSDOT included this feature in the Preferred Alternative as a

result of discussions with King County Metro, Sound Transit, and the

Seattle Department of Transportation after the SDEIS was published.

Also, in preparing the analysis for the Final EIS, WSDOT reevaluated the

study area for effects on local transportation.

The Final Transportation Discipline Report (Attachment 7 to the Final

EIS) indicates that with the Preferred Alternative, transportation
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operations would be improved in the Montlake area compared to the No

Build Alternative. The second bascule bridge would create lane

continuity between the Montlake Cut and the SR 520 Montlake

interchange. The bridge would provide additional capacity for

transit/HOV, bicycles, and pedestrians across the Montlake Cut. Most

notably, overall delay related to bridge openings would decrease for all

vehicles because the additional capacity would help clear congestion

more quickly. The ESSB 6392 workgroup considered priority treatments

for transit in the project area and the Montlake corridor. Since the SDEIS

was published, WSDOT, in collaboration with the City of Seattle, King

County Metro, and Sound Transit, has evaluated transit signal priority in

the Montlake interchange area. Chapter 6 of the Final Transportation

Discipline Report describes the changes in traffic volume and operations

on the local streets in the Montlake interchange area with the Preferred

Alternative. Chapter 7 describes the effects of the Preferred Alternative

on nonmotorized transportation facilities and connections. And Chapter 8

describes the effects of the Preferred Alternative on transit service,

facilities, ridership, travel times during a.m., p.m., and off-peak periods,

and rider connections.

Traffic signal controllers would be installed with the capability to include

transit signal priority where it is currently provided at the following

intersections:

Northeast Pacific Place/Montlake Boulevard Northeast•

Montlake Boulevard Northeast northbound at East Shelby Street•

Existing transit queue jump lanes on Northeast Pacific Place eastbound

(also for 3+HOV) and Montlake Boulevard southbound would be

retained. Traffic signal controllers with the capability to include transit

signal priority would also be provided at:

Montlake Boulevard Northeast southbound at East Shelby Street•

Montlake Boulevard Northeast/HOV Direct Access road•

24th Avenue East/HOV Direct Access•
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Analyses presented in the SDEIS used accepted methodology based on

WSDOT and FHWA guidance, as well as other guidance when

applicable. The NEPA process analyzes the effects of a range of

reasonable and feasible alternatives and No Build conditions. Based on

this analysis, WSDOT and local agencies can determine which

alternatives and design options satisfy the project purpose and need

while minimizing negative effects, as well as when mitigation measures

for transportation effects, such as changes to local infrastructure, are

warranted.

The new bascule bridge could have an effect on the visual quality of the

historic Montlake Bridge that would diminish the integrity of the bridge as

a historic property, an effect on historic properties with a view of the new

bridge that would diminish their integrity, and would require the removal

of two residential properties that contribute to the Montlake Historic

District. However, the new bascule bridge would not obscure the view of

the original, and the context-sensitive design would limit the visual

impact of the new bridge, thus minimizing any negative effects. The

Section 106 Programmatic Agreement (Attachment 9 to the Final EIS)

stipulates that the new bridge design must be in keeping with National

Parks Service guidelines to minimize effects on the historic bridge. It also

includes stipulations that will ensure mitigation of effects that could result

from the new bascule bridge or its proximity to the existing Montlake

Bridge. Please see the Visual Quality and Aesthetics Discipline Report

and Addendum, and the Final Cultural Resources Assessment and

Discipline Report, both in Attachment 7 to the Final EIS, for further

information.

Please see the response to Comment C-023-006 regarding Options K

and M and the response to Comment C-023-001 regarding a 4-lane

alternative.
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C-023-014

Please see the response to Comment C-023-013 regarding the benefit

and effects of a new bascule bridge across the Montlake Cut, the

response to Comment C-023-006 regarding Options K and M, and the

response to Comment C-023-001 regarding a 4-lane alternative.

 

C-023-015

Please see the responses to comments C-023-002 and C-023-005. The

Preferred Alternative would reduce the number of residences where

noise levels exceed FHWA noise abatement criteria in the Montlake

north area compared to No Build. This reduction is based on the revised

profile of the bridge, a reduced, 45 mph speed limit on the Portage Bay

Bridge, and 4-foot concrete traffic barriers coated with noise-absorptive

material.

Quieter concrete pavement is included as a design feature for Option A,

Option K, and the Preferred Alternative; however, because it is not an

FHWA-approved mitigation measure and because future pavement

surface conditions cannot be determined with certainty, it is not included

in the noise model for the project. See Chapter 2 of the Final EIS for a

description of the project and the design features that avoid or minimize

noise effects. See also the Noise Discipline Report Addendum in

Attachment 7 to the Final EIS.

 

C-023-016

Engrossed Substitute Senate Bill (ESSB) 6099, Section 6, required

WSDOT, Sound Transit, King County Metro, and the University of

Washington to plan for high-capacity transportation in the SR 520

corridor “…that ensures the effective and efficient coordination of bus

services and light rail services throughout the state route number 520

corridor.” A part of this planning also included the development of

“…alternatives for a multimodal transit station that serves the state route

number 520-Montlake interchange vicinity….”  Together, these agencies
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developed and agreed upon the options identified in the Final High

Capacity Transit Plan (December 2008). WSDOT, the transit agencies,

and other stakeholders met twice a month throughout the development

and evaluation of the Preferred Alternative to identify design refinements

that would ensure that these goals were achieved. In the ESSB 6392

Design Refinements and Transit Connections Workgroup, WSDOT

collaborated with the City of Seattle, the University of Washington,

regional agencies, including King County Metro Transit and Sound

Transit, and other stakeholders to develop design refinements and

transit connections for the Preferred Alternative (see the ESSB 6392:

Design Refinements and Transit Connections Workgroup

Recommendations Report in Attachment 15 to the Final EIS). See

Chapter 2 of the Final EIS for a description of the Preferred Alternative

and Section 5.1 of the Final EIS and Chapter 8 of the Final

Transportation Discipline Report for a description of the effects of the

Preferred Alternative on transit facilities, service, and connections in the

Montlake interchange area. The Final EIS contains an analysis of transit

travel times in the Montlake interchange area in peak and off-peak

periods.

The analysis of effects is based on detailed information and uses

validated models and standard methods. See also the response to

Comment C-023-013 regarding transit operations with the Preferred

Alternative and the response to Comment C-023-006 regarding Options

K and M.

 

C-023-017

Please see the response to Comment C-023-005 regarding a larger

Montlake lid and enhanced pedestrian amenities in the Preferred

Alternative and the response to Comment C-023-006 regarding Options

K and M.

The ESSB 6392 Design Refinements and Transit Connections
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Workgroup recommended further design refinements for the Montlake lid

area. Those recommendations will be considered as design

development progresses. Design of the below-grade crossing of the Bill

Dawson Trail under Montlake Boulevard is being developed with

consideration of community needs. Collaboration is ongoing among

WSDOT, the Seattle Design Commission (SDC), City of Seattle, UW

Architectural Commission, Arboretum and Botanical Garden Committee

(ABGC), Seattle Bicycle Advisory Board, Seattle Pedestrian Advisory

Board, and Seattle neighborhoods to establish goals, and suggest

design treatments including those that would avoid or minimize negative

effects to safety. Design guidelines will be developed consistent with

crime prevention through environmental design (CPTED) principals

related to lighting and visibility. This collaboration will ultimately result in

a set of urban design guidelines that will inform and direct final design

and construction of SR 520.

The analysis of effects on recreational resources and the Section 4(f)

alternatives analysis were based on standard methodology for a highway

project and are consistent with applicable policies and regulations. The

SDEIS and the Section 4(f) analysis do, in fact, differentiate temporary

and permanent effects to parks. WSDOT has coordinated with the

agencies with jurisdiction over the affected Section 4(f) resources and

will provide mitigation for the use of these properties. See the Final

Section 4(f) Evaluation (Chapter 9 of the Final EIS) and the Recreation

Discipline Report Addendum (in Attachment 7 to the Final EIS) for more

detail about proposed mitigation for parks. Lids are not considered

replacement property for mitigation of effects on parks, although they are

design elements that would minimizes harm to adjacent resources.

 

C-023-018

WSDOT recognizes the importance of the Seattle Yacht Club to the

Shelby/Hamlin neighborhood and the role it plays in humanizing the area

near SR 520. As a result, the Preferred Alternative includes an alignment
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shift to the south at the eastern end of the Portage Bay Bridge. This shift

would benefit the Yacht Club by moving the highway farther from the

club property. However, through the Section 106 consultation process,

WSDOT determined that construction could temporarily diminish the

integrity of the Seattle Yacht Club as a historic property. If not mitigated,

potential access and usage limitations could have an economic effect on

the club. If access and usage limitations caused a loss of patronage, the

club’s ability to manage its historic structure and conduct its traditional

activities, which are protected as a character-defining feature under

Section 106, could be affected. Measures to avoid, minimize, and

mitigate these effects are stipulated in the Section 106 Programmatic

Agreement (Attachment 9 to the Final EIS). Long-term or permanent

negative effects are not expected on the Seattle Yacht Club or the

Queen City Yacht Club, except that after construction is complete,

support columns for the new Portage Bay Bridge would be located very

close to the docks at Queen City Yacht Club. WSDOT anticipates the

loss of one full boat slip at Queen City Yacht Club. Once completed, the

SR 520, I-5 to Medina project will improve mobility, access,

neighborhood connectivity, noise, air quality, and water quality in the

project area. Please see the response to Comment C-023-002 regarding

speculation about property values.

 

C-023-019

The Preferred Alternative would improve traffic operations in the SR 520

corridor as a result of improved shoulders, lane configurations, and ramp

designs. This improvement would benefit traffic operations on Montlake

Boulevard by reducing the level of congestion from SR 520 that affects

Montlake Boulevard traffic flow. The Preferred Alternative would also

improve access to SR 520 from Montlake Boulevard and from SR 520 to

the north via the new bascule bridge, enhancing traffic circulation and

alleviating some congestion in the Shelby/Hamlin area. In addition, the

Hamlin Street U-turn would be removed and replaced with better access

for northbound traffic. Section 5.1 of the Final EIS and Chapters 5 and 6

SR 520 Bridge Replacement and HOV Project



of the Final Transportation Discipline Report (Attachment 7 to the

Final EIS) describe improvements that are part of the Preferred

Alternative in the Montlake area and their effects on traffic operations.

 

C-023-020

The NEPA process for the SR 520, I-5 to Medina project and other

projects in the SR 520 Bridge Replacement and HOV Program has been

consistent with the NEPA implementing regulations (40 CFR 1500

through 1508). WSDOT worked closely with FHWA to ensure that the

both the SR 520, I-5 to Medina Bridge Replacement and HOV Project

and the SR 520, Medina to SR 202 Transit and HOV Project satisfied the

FHWA criteria for consideration as independent projects. According to 23

CFR 771.111(f), the purpose of these criteria is to “to ensure meaningful

evaluation of alternatives and to avoid commitments to transportation

improvements before they are fully evaluated.” WSDOT and FHWA are

confident that this requirement has been satisfied.

Section 1.7 of the Final EIS discusses the relationship of the SR 520, I-5

to Medina project to the other projects in the SR 520 Program.

Governor Gregoire and the Washington State Legislature approved

Engrossed Substitute House Bill (ESHB) 2211 during the 2009

legislative session. This bill created the SR 520 Legislative Workgroup, a

group of legislators and transportation officials that presented

recommendations on financing and a westside design for the SR 520

corridor to the governor and legislature. The SR 520 Legislative

Workgroup reviewed previous information and analyses conducted for

the SDEIS and recommended Option A with suboptions (Option A+) in

its December 2009 Recommendations Report. The recommendation

was not a decision. A final decision on what alternative is selected will

not be made until at least 30 days after a Notice of Availability for the

Final EIS is published in the Federal Register. That is the earliest time
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that FHWA may sign its Record of Decision, which states what the

agency’s decision is and why.

 

C-023-021

Please see the response to Comment C-023-012 regarding pedestrian

and bicycle improvements that are part of the Preferred Alternative. The

project would improve conditions for pedestrians in the Montlake and

Shelby/Hamlin areas. See also the response to Comment C-023-005

regarding the larger Montlake lid that is part of the Preferred Alternative,

the response to Comment C-023-006 regarding Options K and M, and

the response to Comment C-023-001 regarding a 4-lane alternative.

 

C-023-022

WSDOT acknowledges that construction will affect the natural and built

environment in the project area and has identified best management

practices and mitigation measures to reduce or minimize the effects (see

Chapter 6 of the SDEIS and Final EIS). WSDOT has also developed a

Community Construction Management Plan (Attachment 9 to the Final

EIS) to address overall construction effects in the project area.The Final

EIS and Construction Techniques and Activities Discipline Report

Addendum (Attachment 7 to the Final EIS) contain updated haul routes

and estimates of haul truck trips for the Preferred Alternative. Estimated

truck peaks and averages represent a worst-case condition for each

study location. Work sites could be accessed by more than one route,

which could result in lower actual truck volume than the estimate during

construction at some locations. In general, the estimated number of truck

trips along arterials would be relatively low compared to overall arterial

volume (see the Social Elements Discipline Report Addendum in

Attachment 7 to the Final EIS). The truck volume estimates will continue

to be updated as construction planning and scheduling are finalized, and

WSDOT will work with the affected communities to avoid and minimize

effects. See also Chapter 10 of the Final Transportation Discipline

Report (Attachment 7 to the Final EIS) for a more specific discussion
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about haul routes, volumes, duration, and scheduling.

Also, please see the  Social Elements, Noise, Air Quality, Visual Quality

and Aesthetics, and Recreation discipline reports and addenda and the

Final Cultural Resources Discipline Report in Attachment 7 to the Final

EIS for more information about effects from construction of the Preferred

Alternative.

 

C-023-023

The effects mentioned in the comments would be considered direct

effects, rather than cumulative effects, under NEPA and SEPA (please

see the definition of cumulative effects on page 2 of the Indirect and

Cumulative Effects Discipline Report). See C-023-006 regarding Options

K and M, the response to Comment C-023-001 regarding a 4-lane

alternative, the response to Comment C-023-006 regarding effects on

the Montlake Historic District and mitigation for those effects, the

response to Comment C-023-002 regarding speculation about property

values, the responses to Comments C-023-002, C-023-005, C-023-010,

and C-023-015 regarding noise, and the responses to Comments C-023-

002 and C-023-009 regarding effects on air quality. After construction is

completed, the project would reduce pollutant emissions and noise in the

vicinity of the Portage Bay Bridge.

 

C-023-024

See the responses to Comments C-023-013 and C-023-019 regarding

traffic and transit improvements and operations on Montlake Boulevard

and the response to Comment C-023-019 regarding access

improvements for the Shelby/Hamlin area with the Preferred Alternative.

The project would result in improved traffic operations and access in the

Shelby/Hamlin neighborhood compared to the No Build Alternative.
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C-023-025

Please see the response to Comment C-023-002 regarding traffic noise

in the Shelby/Hamlin neighborhood. Compared to the No Build

Alternative, the Preferred Alternative would reduce the number of

residences in the Shelby/Hamlin neighborhood at which noise levels

exceed the noise abatement criteria. The visual quality analysis found

that vividness, intactness, and unity would not change for the Montlake

corridor, although widening the roadway would remove mature roadside

trees and shrubs that now provide a pleasant green edge. WSDOT

would revegetate this area in a manner that is compatible with the

character of the existing vegetation. Please see the response to

Comment C-023-006 regarding Options K and M.

 

C-023-026

Development of the Preferred Alternative has been structured to

incorporate public feedback into the design. Please see the response to

Comment C-023-005 regarding the enhanced and considerably larger

Montlake lid that is part of the Preferred Alternative and the response to

Comment C-023-013 regarding the design of the new bascule bridge.

WSDOT will develop context-sensitive designs for the Montlake lid, the

new bascule bridge, and other areas of the corridor. Please see Section

5.5 of the Final EIS for measures that avoid or minimize effects on visual

quality and aesthetics. See also the response to Comment C-023-017

regarding effects on mitigation for effects on parks, the response to

Comment C-023-006 regarding Options K and M, and the response to

Comment C-023-001 regarding a 4-lane alternative.

 

C-023-027

Please see the response to Comment C-023-005 regarding improved

pedestrian connections with the Preferred Alternative and the response

to Comment C-023-006 regarding the benefit to community cohesion.

The Preferred Alternative is designed to provide better pedestrian,

bicycle, and park connectivity than Option A. Also see the Recreation
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Discipline Report Addendum (Attachment 7 to the Final EIS). The

opportunity to create a continuous greenway would be enhanced rather

than destroyed.

 

C-023-028

Please see the response to Comment C-023-002 regarding long-term

improvements to noise and air quality that would result from the project.

Because of the noise reduction strategies included in the Preferred

Alternative that would reduce traffic noise in the area, noise mitigation is

not recommended. Because operation of the project would not cause

adverse effects on air quality, no mitigation is proposed. See the

responses to Comments C-023-002 and C-023-006 regarding property

values and effects on historic resources. The response to Comment C-

023-006 describes the Section 106 Programmatic Agreement and a

Community Construction Management Plan (Attachment 9 to the Final

EIS), which will contain measures that mitigate and minimize effects on

historic properties in the Shelby/Hamlin neighborhood.

 

C-023-029

Please see the response to Comment C-023-013 regarding transit signal

priority and the responses to Comments C-023-005 and C-023-010

regarding quiet pavement and the expected reduction in noise with the

Preferred Alternative. Also see the response to Comment C-023-002

regarding long-term improvements to noise and air quality that would

result from the project and the response to Comment C-023-028

regarding mitigation for noise. See the response to Comment C-023-019

regarding improvements in traffic operations on Montlake Boulevard with

the Preferred Alternative.

 

C-023-030

Please see the response to Comment C-023-006 regarding Options K
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and M and the response to Comment C-023-001 regarding a 4-lane

alternative.

 

C-023-031

Conclusions presented in the SDEIS and Final EIS concerning local and

regional air quality are based on the quantitative modeling of criteria

pollutants using standard methodology, as described in the Air Quality

Discipline Report. Air quality is studied as part of an environmental

impact statement for its effects on human health and other aspects of the

environment such as plants, animals, and physical structures. The

National Ambient Air Quality Standards (NAAQS) are established by

EPA for pollutants considered to be harmful to public health and the

environment.

As documented in the SDEIS and Final EIS and in the Air Quality

Discipline Report and Addendum (Attachment 7 to the Final EIS), criteria

pollutant emissions would decrease from existing conditions by 2030. A

quantitative analysis of mobile source air toxics (MSATs) was conducted

for the Preferred Alternative. The analysis found that all MSAT emissions

will decrease in the design year compared to existing conditions.

Modeling completed for the Preferred Alternative shows that vehicle

miles traveled (VMT) would decrease compared to the No Build

Alternative, which would result in a slight decrease in both criteria

pollutants and mobile source air toxics.

A detailed analysis was performed for CO because the Puget Sound

region is designated CO maintenance (formerly was not in attainment of

the NAAQS). The CO analysis found that the CO NAAQS would not be

violated as a result of this project. It was assumed that if the worst-case

intersections did not cause a violation of the NAAQS, then the remaining

intersections would not cause a violation of the NAAQS. The area is in

attainment of the NAAQS for the remaining criteria pollutants. A project-

level analysis for the other criteria pollutants is not warranted because a
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new transportation project is not likely to cause a new violation of the

NAAQS. Please see the responses to Comments C-023-002 and C-032-

009 for more information.

 

C-023-032

Local Improvement Districts, or LIDs, are a tool for financing

infrastructure and capital improvements. A LID allows a capital

improvement project to be funded by a special assessment on the

properties within the LID. The monitoring and other measures for

addressing local air quality that are mentioned in the comment likely

would not be eligible for LID funding, but some of these ideas could be

funded by a privately formed community organization.

Operation of the project is not expected to result in negative effects to air

quality. As such, no mitigation for operational air quality is proposed.

Please see the responses to Comments C-023-002, C-032-009, and C-

032-032.

 

C-023-033

Section 4(f) of the Department of Transportation Act of 1966 states that

an agency can approve a transportation project that uses Section 4(f)

land if the determination has been made that there is no feasible or

prudent alternative to using the property. In addition to parks and

refuges, the regulation also protects properties eligible for the NRHP.

Please note that the definition of Section 4(f) protected properties does

not cover all properties that may be perceived as parks, such as

plantings in rights-of-way or informal open spaces not designated for

park purposes. In addition, a history of informal recreational use does not

necessarily qualify a property for protection under Section 4(f),

particularly if the property was acquired and designated for

transportation use.

Since the inception of the SR 520, I-5 to Medina: Bridge Replacement

and HOV Project, WSDOT has evaluated a wide range of project
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alternatives and options. Attachment 8 to the SDEIS, the Range of

Alternatives and Options Evaluated report, described the evaluation

process in detail.

As required under Section 4(f), WSDOT also evaluated whether there

were feasible and prudent alternatives that would avoid the use of

Section 4(f) properties. This evaluation was done both for the corridor as

a whole and on a resource-by-resource basis, and was described on

pages 121-133 of the Draft Section 4(f)/Section 6(f) Evaluation in

Attachment 6 to the SDEIS. The analysis concluded that there were no

feasible and prudent alternatives to the use of Section 4(f) resources.

The design of the Preferred Alternative would result in the least harm to

Section 4(f) resources, and the least overall harm, compared to the other

alternatives considered in the Section 4(f) evaluation.

To properly determine and classify all Section 4(f) park properties that

could be affected by the SR 520, I-5 to Medina project, WSDOT has

engaged in consultation with FHWA, the City of Seattle Parks and

Recreation Department, and the University of Washington.  Throughout

this process, WSODT has identified 11 park and recreation facilities that

could potentially be affected by the proposed project and that are

protected under Section 4(f) regulations.

As indicated in the comment, Section 6(f)(3) of the Land and Water

Conservation Fund (LWCF) Act provides additional protection to certain

recreational properties. Section 6(f) states that recreational facilities

acquired and or developed using funds from the LWCF are protected

from conversion to uses other than public recreation. Because the SR

520, I-5 to Medina project would result in a conversion of Section 6(f)

property, WSDOT has worked to minimize harm to this property and has

identified appropriate replacement property in consultation with the

grantee agencies. The development of this replacement property as a

public park would result in a net gain of 1.3 acres of Section 6(f)
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recreational space in the Seattle area. Please see Chapter 10 of the

Final EIS for more information pertaining to the project’s Section 6(f)

process.

 

C-023-034

Since publication of the SDEIS, WSDOT has identified a Preferred

Alternative and has updated the Section 4(f) analysis accordingly. The

Preferred Alternative would not require permanent acquisition of land

from Interlaken Park, nor would it require any temporary construction

easements or clearing of vegetation. Because Interlaken Park would not

be affected by the project, there would be no Section 4(f) use of under

the Preferred Alternative, and therefore the park is not addressed in the

Final Section 4(f) Evaluation.

 

C-023-035

Although Bagley Viewpoint connected to Interlaken Park fifty years ago,

it does not exist in that condition today. The City of Seattle recognizes

Bagley Viewpoint as a distinct recreational resource, and WSDOT has

also evaluated it as an individual recreational resource. Under the

Preferred Alternative and all options evaluated in the Draft EIS and the

SDEIS, the project would require a full acquisition of Bagley Viewpoint,

constituting a Section 4(f) use of 0.1 acre. WSDOT will construct a new

viewpoint on the 10th Avenue East/Delmar Drive East lid that will

recreate the experience the Bagley Viewpoint was designed to provide

(see the Final Section 4(f) Evaluation in Chapter 9 of the Final EIS for

further discussion). The City of Seattle Parks and Recreation

Department and nearby neighborhoods will play an integral role in the

planning and design of this replacement space.

 

C-023-036

The definition of Section 4(f) protected properties does not cover all

properties that may be perceived as parks, such as plantings in rights-of-
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way or informal open spaces not designated for park purposes. For this

reason, the areas described in the comment as Parklands East and

Parklands West do not constitute a Section 4(f) resource. They are

landscaped transportation rights-of-way that are not designated or

programmed for park or open space use. Therefore, no analysis of

avoidance or minimization alternatives is warranted.

FHWA and the agencies with jurisdiction over potentially affected

recreational resources have coordinated closely with WSDOT throughout

design and project development and concur that the resources

discussed in the Final Section 4(f) Evaluation comprise all of the Section

4(f) resources within the SR 520 corridor. Please see the Final Section

4(f) Evaluation for more information about these identified Section 4(f)

resources.

 

C-023-037

The historic Roanoke Park has been recognized by WSDOT, throughout

the NEPA process, as an NRHP-listed and contributing resource to the

Roanoke Park Historic District and as a Section 4(f) resource. In an effort

to minimize project effects to the historic district and the park, WSDOT

shifted the 10th Avenue East and Delmar Drive East lid slightly to the

south, so that reconfiguration of the 10th Avenue East and East

Roanoke Street intersection could occur without impacting the historic

district’s sidewalks or park.

Due to the design refinements of the Preferred Alternative that avoid

direct effects to the Roanoke Park, along with the development and

implementation of the Section 106 Programmatic Agreement, which

resolves potential adverse effects, WSDOT has determined that the

Roanoke Park Historic District and the contributing elements within the

district would not be adversely affected by the project.  For these

reasons, the project would not have a Section 4(f) use of Roanoke Park.
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The Preferred Alternative and all options presented in the SDEIS would

construct a lid at 10th Avenue East and Delmar Drive East.  The SDEIS

and Final EIS noise analyses have demonstrated that this lid would

contribute to an overall noise reduction in the Roanoke Park and Portage

Bay area.  The Preferred Alternative would reduce the number of

residences where noise levels exceed FHWA’s noise abatement criteria

in the Portage Bay and Montlake areas, compared to No Build. However,

although the lid would provide noise reduction benefits, this is not its

primary purpose. Other features of the project design, such as noise-

absorptive traffic barriers and a reduced speed limit on the Portage Bay

Bridge, would also help reduce noise levels in the area. Please see the

Noise Discipline Report Addendum for more information (Attachment 7

of the Final EIS). 

The lids identified in the Preferred Alternative are an integral part of the

project. The discussion of deferred construction of lids that is quoted in

the comment was presented in the SDEIS as part of the Phased

Implementation Scenario. Nowhere did the SDEIS describe the lids as

“optional”; rather, page 2-34 of the SDEIS stated: “It is important to note

that, while the new bridge(s) might be the only parts of the project in

place for a period of time, WSDOT’s intent is to build a complete project

that fully meets all aspects of the purpose and need.”

The SDEIS discussed the possibility of constructing the project in

separate phases over time, with the vulnerable structures (the Evergreen

Point floating bridge, west approach bridge, and Portage Bay bridge)

built first. This “Phased Implementation scenario” was analyzed for each

environmental resource. Due to the funding shortfall, FHWA and

WSDOT still believe it is prudent to evaluate the possibility of phased

construction of the corridor should full project funding not be available by

2012. Currently committed funding is sufficient to construct the

Evergreen Point floating bridge and landings; a Request for Proposals

has been issued for this portion of the project, with proposals due in
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June 2011. Accordingly, this Final EIS discusses the potential for the

floating bridge and landings to be built as the first phase of the SR 520, I-

5 to Medina project. This differs from the SDEIS Phased Implementation

scenario, which included the west approach and the Portage Bay bridge

in the first construction phase. See Section 2.8 of this Final EIS for

further information on potential project phasing.

However, whether or not the west approach and Portage Bay Bridge

portions of the project are delayed, lids will be constructed together with

the corresponding portion of the project, and will not be delayed or

deferred. WSDOT will continue to work with Seattle Parks and

Recreation, the Seattle Design Commission, and local communities on

planning and programming for the lids.

The Final Section 4(f) Evaluation discusses the potential for constructive

use under Section 4(f) with regard to the Roanoke Park Historic District

as a whole. The analysis concludes that the proximity of the project

would not substantially impair the features and attributes that make the

district eligible for the NRHP. Please see Chapter 9 of the Final EIS for

additional information.

 

C-023-038

Please see the response to comment C-023-036. As a transportation

right-of-way not designated or managed for park use, the area referred

to in the comment as the south forest area is not a Section 4(f)

resource.  As noted in the comment, WSDOT’s limits of construction for

this project area only extend partially into this area. WSDOT does not

intend to remove trees in the southern portion of this area. The northern

portion may experience some clearing, but it is likely that not all trees will

be removed.

 

C-023-039

Please see the response to comment C-023-038. This area is not a
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Section 4(f) resource.  The trees in this area are located within WSDOT

right-of-way and would be cleared to accommodate the construction of a

lid at 10th Avenue East and Delmar Drive East. The lid would reconnect

neighborhoods on both sides of the corridor by facilitating bicycle and

pedestrian crossing, and creating landscaped open space. The 10th

Avenue East bridge would be replaced with a 100 foot wide structure as

part of the new lid, and would include planter strips, sidewalks and

shoulders. For those who travel across this new bridge, native landscape

and views would still be prominent.

 

C-023-040

Please see the response to comment C-004-036. FHWA and WSDOT, in

consultation with the Seattle Parks and Recreation Department, have

determined that the Bagley stairs are not a Section 4(f) resource.

Therefore, no analysis of avoidance or minimization alternatives is

warranted. The stairs fall within WSDOT’s limits of construction, and

therefore will be closed while construction occurs in the area. WSDOT

will restore the area when construction is complete. WSDOT will

continue to work on the connection between the stairs and the 10th and

Delmar lid.

 

C-023-041

The Roanoke street end is not currently used for recreation, and is not

designated for future park development. Therefore, it is not a Section 4(f)

resource, and no analysis of avoidance and minimization alternatives is

required. WSDOT plans to use this area during construction, after which

it would be restored and planted with native vegetation. The biofiltration

swale proposed in this area (erroneously referred to in the comment as a

wastewater treatment facility) would be vegetated and would have a

natural appearance. WSDOT is exploring the possibility of providing

public access in this area.
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C-023-042

Although recreational activities occur on and around Portage Bay, the

bay itself is not a Section 4(f) resource. Through consultation with the

Seattle Parks and Recreation Department, FHWA and WSDOT have

determined that the submerged lands owned by Seattle Parks in the

vicinity of the Portage Bay Bridge are subject to Section 4(f); however,

the rest of the lake is not. The Final Section 4(f) Evaluation in Chapter 9

of the Final EIS includes an analysis of avoidance and minimization

alternatives for these submerged lands, as well as measures to minimize

harm. In response to general public concerns about the Portage Bay

Bridge design, WSDOT has also reduced width of the new Portage Bay

Bridge at the midpoint from 110 feet to 105 feet.  To accommodate the

bridge’s footprint, WSDOT would acquire right-of-way to the north of the

existing Portage Bay Bridge. The recreation analysis (see Chapter 5 of

the Final EIS and the Recreation Discipline Report Addendum)

demonstrates that this permanent acquisition would not affect any of the

recreational uses of Portage Bay.

 

C-023-043

None of the street ends referred to in the comment would be affected by

the project. As acknowledged in the comment, the City of Seattle has not

identified the “South Portage Bay Park” as a separate facility from

Montlake Playfield, and therefore this area has not been addressed as a

distinct resource within the Final Section 4(f) Evaluation.  The Montlake

Playfield is a publicly owned, documented recreation resource of

significance for the City of Seattle. Therefore, it is subject to the

provisions of Section 4(f) and is addressed in the Final Section 4(f)

Evaluation. Please see Chapter 9 of the Final EIS for more

information. Please also see Sections 5.4 and 6.4 of the SDEIS and

Final EIS for discussion of effects on Montlake Playfield.

 

C-023-044

Please see the response to comment C-004-092. A full Section 4(f)

SR 520 Bridge Replacement and HOV Project



analysis has been completed for the Montlake Playfield and is presented

in Chapter 9 of the Final EIS. Since the SDEIS was published, FHWA

and WSDOT have agreed, at the request of the City of Seattle as the

agency with jurisdiction, to treat submerged parklands as Section 4(f)

properties in the Montlake Playfield.  The Final Section 4(f) Evaluation

reflects this new approach.

WSDOT has worked closely with FHWA, which administers Section 4(f),

on the characterization of uses under this regulation. FHWA and

WSDOT have determined that the Montlake Playfield would experience

a direct use (i.e., an acquisition of property) as a result of the Preferred

Alternative and all options evaluated in the SDEIS. If there is a direct use

of a Section 4(f) property, the analysis does not go on to consider

constructive use as defined by 24 CFR 774, since the direct use triggers

the need to consider avoidance alternatives and measures to minimize

harm. WSDOT has worked closely with the City of Seattle as an agency

with jurisdiction over Section 4(f) resources in evaluating impacts and

developing mitigation measures for these resources.

A portion of the area located to the south of the existing Portage Bay

bridge is not recognized as part of the Montlake Playfield and does not

receive protection under Section 4(f).  During construction, it would be

occupied by work bridges during construction of the new structure.

However, there would be no permanent right-of-way acquisition in this

area and no permanent negative effects.

 

C-023-045

The Preferred Alternative would not result in a substantial impairment of

the Bill Dawson Trail. As an active member of the project’s Parks

Technical Working Group, the Seattle Parks and Recreation Department

has helped to develop a plan for the trail. During construction, WSDOT

will provide a user-friendly construction detour for cyclists and

pedestrians, using on-street and sidewalk connections between
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Montlake Boulevard and Montlake Playfield. Following construction,

WSDOT will replace the affected portion of the Bill Dawson Trail (with a

slight realignment to accommodate for the new corridor and stormwater

pond) in a manner that complies with the standards of the Americans

with Disabilities Act and corrects current flooding and encroachment

issues. The trail would continue to provide a north-south pedestrian and

bicycle connection underneath SR 520 from Montlake Playfield to the

Montlake Boulevard area.

The Preferred Alternative reduces land acquisition in the Washington

Park Arboretum compared to the SDEIS design options and mitigates for

that land both through measures identified in the Arboretum Mitigation

Plan and through the creation of a new public park under Section 6(f) of

the Land and Water Conservation Fund Act. The Preferred Alternative

would also eliminate the existing Lake Washington Boulevard ramps and

reduce traffic on Lake Washington Boulevard through the Arboretum.

Please see Chapters 5, 9, and 10 of the Final EIS for additional

information.

As noted in responses to previous comments, FHWA, the Seattle Parks

and Recreation Department, and WSDOT have concurred on the lands

to which Section 4(f) is applicable in the project area. The existing

WSDOT right-of-way containing the R.H. Thomson ramps (also area

known as the “WSDOT peninsula”) is not a Section 4(f) recreation

property. It was purchased for transportation purposes and still contains

operating transportation facilities. The agreement between WSDOT and

the City of Seattle regarding this WSDOT right-of-way holds that, while

the state allows Seattle to use and maintain portions of the property for

park purposes, the property remains under WSDOT ownership and must

be relinquished within 90 days if WSDOT needs it for transportation

purposes. (See page 30 of the Cultural Resources Discipline Report).

Both FHWA and the U.S. Department of Interior have concurred that the
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peninsula property is therefore not subject to Section 4(f) as a recreation

property.

 

C-023-046

WSDOT has determined that the Canal Reserve land is eligible for listing

in the NRHP, and the State Historic Preservation Officer has concurred

with this finding. However, FHWA has concurred that the property is not

a significant public park because it is located within WSDOT right-of-

way. Because the Canal Reserve land is not a recognized recreational

resource, it is not a Section 4(f) recreation property. The Canal Reserve

land is discussed as a contributing element to the Montlake Historic

District in both the Final Cultural Resources Assessment and Discipline

Report (Attachment 7 of the Final EIS) and in the Final Section 4(f)

Evaluation (Chapter 9 of the Final EIS). Therefore, as required by

Section 106 and Section 4(f), WSDOT will minimize project impacts to

the Montlake Historic District and its contributing elements and provide

mitigation under Section 106. WSDOT has proposed mitigation for

impacts to Section 4(f) resources. Under the Preferred Alternative, this

area would be developed as part of the Montlake lid, which would

provide landscaped open space, would restore and create views and

would facilitate pedestrian and bicycle connectivity to and from the

Arboretum.

 

C-023-047

Please see the responses to comments C-023-042 through C-023-044.

To improve mobility across the corridor, the Portage Bay Bridge would

be expanded proportionately north and south from the existing centerline

at the western abutment of Portage Bay. At the midpoint of the bridge,

width would be added north of the centerline, and at the eastern end of

the bridge, width would be added north and south, although the

alignment would shift slightly south to avoid the NOAA Northwest

Fisheries Science Center campus.
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The need to acquire new right-of-way to the north will be mitigated

through the project’s Section 4(f) process, and in coordination with the

City of Seattle. There would be no permanent acquisition of the area to

the south of the Portage Bay bridge, and no permanent negative effects. 

The area would be restored after construction is complete.

 

C-023-048

Table 5.2-2 of the SDEIS indicated that construction of a new Portage

Bay Bridge under options A, K and L would acquire additional right-of-

way totaling 2.2 acres, 1.75 acres and 0.85 acres, respectively.  The

graphic depictions located directly above this table demonstrate that the

right-of-way acquisition is almost exclusively to the north of the existing

SR 520. Using the information available at that time, WSDOT did not

consider this area as part of the Montlake Playfield because it is was not

designated as park land by the City of Seattle, and therefore did not

attribute this as a use of Montlake Playfield.  Acreages in the Final EIS

have been revised as necessary to reflect consideration of the

submerged lands as park lands.

Exhibit 28 of the Draft Section 4(f)/6(f) Evaluation (Attachment 6 of the

SDEIS) depicted the proposed use of the Montlake Playfield, with the

playfield boundaries recognized by WSDOT at that time, for options A, K

and L. The Draft Section 4(f)/6(f) Evaluation also evaluated the use of

this playfield under each option. The Final Section 4(f) Evaluation

includes evaluation of the submerged land areas subject to Section 4(f),

as identified through consultation with the City of Seattle.

 

C-023-049

Please see the responses to comments C-023-042 and C-023-044 for a

discussion of submerged lands.

The Draft Section 4(f)/6(f) Evaluation did document the use of Montlake

Playfield. Please see Exhibit 28 and the discussions beginning on pages
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63 (Option A), 84 (Option K) and 97 (Option L) of the Draft Section

4(f)/6(f) Evaluation for a description of the construction easement that

would be located within the Montlake Playfield.  

 

C-023-050

Please see the response to comment C-023-049. The design of the

Preferred Alternative avoids effects to wetlands and wildlife wherever

possible. The Ecosystems Discipline Report Addendum (Attachment 7 of

the Final EIS) demonstrates that the Preferred Alternative has a smaller

loss of wetland and wildlife habitat (from vegetation removal and shade)

than the options evaluated in the SDEIS. Vegetation removal in the

Portage Bay area, which would affect wildlife and habitat, is less with the

Preferred Alternative than the SDEIS options.  Please see the

Ecosystems Discipline Report Addendum (Attachment 7 of the Final EIS)

for additional information.

The Visual Quality Discipline Report and Addendum (Attachment 7 to the

Final EIS) discuss the potential visual effect of the new Portage Bay

bridges from Options A, K and L.  The visual quality analysis concluded

that a higher structure would not change visual quality around the

Montlake Playfield, because the bridge is already the dominant structure

in this area.  The Preferred Alternative would have similar visual effects

as the SDEIS options, which would be small because shoreline trees

provide seasonal screening.  Additionally, the wider column spacing and

greater height of the bridge would allow more open view under the

bridge. Under the Preferred Alternative, noise in the Portage Bay area,

including at the Montlake Playfield, would decrease compared to existing

conditions, as demonstrated in the Noise Discipline Report Addendum

(Attachment 7 of the Final EIS).

 

C-023-051

The primary purpose of the proposed  lids is to reconnect communities

and landscapes by creating open space, restoring or creating views, and
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enhancing bicycle and pedestrian movement. Although the lids would

provide noise reduction benefits, this is not their primary purpose. The

lids and landscaping designs will respond to topography, vistas and

views, as well as to neighborhood and historic contexts. Development of

design guidelines will include the work of bridge designers, architects,

landscape architects, lighting designers, and other specialists who will

assist in the preparation of final design packages for the project.

Additional design development for the lid will include coordination with

the City of Seattle and surrounding communities. The lid would include

context-sensitive landscaping, to visually fit with the adjacent Roanoke

Park Historic District, and this landscaping would include trees to

enhance visual appeal.

See the response to Comment C-023-037 regarding revised potential

phasing and the timing of lid construction. Lids are integral to the project

design and would be constructed at the same time as the section of the

SR 520 corridor in which they are located (e.g., the Montlake lid would

be completed at the same time as the Montlake interchange

improvements). This was true for the Phased Implementation Scenario

as well. WSDOT has never proposed to defer the lids until after

completion of the SR 520 roadway improvements. See Chapter 3 of the

Final EIS for a discussion of construction sequencing with the Preferred

Alternative.

 

C-023-052

Throughout the NEPA document, the No Build Alternative provides a set

of baseline conditions. Under the No Build Alternative, existing parks and

landscaping would continue to operate in their current condition, with

increased use expected as the local population increases.  However, as

discussed in Section 1.9 of the SDEIS, the remaining design life of the

Evergreen Point Bridge is currently estimated at just 10 to 15 years, and

a severe storm could cause it to fail even sooner. The Portage Bay and

west approach bridges are also vulnerable to collapse in a severe
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earthquake. For these reasons, the No Build Alternative is inconsistent

with WSDOT’s standards for safety and reliability. Given the

vulnerabilities of the existing SR 520 bridges, the No Build Alternative is

not a prudent scenario. 

In accordance with federal policies, including NEPA and Section 4(f) of

the Department of Transportation Act, WSDOT has minimized impacts to

the fullest extent feasible and included mitigation as an integral element

of project development. The Preferred Alternative has the least impact

on parks and recreation of any alternative evaluated that meets the

project’s purpose and need.

 

C-023-053

Please see the response to comment C-023-040.

 

C-023-054

This set of comments is a duplicate of comments submitted separately

by Michele Love-Kane (Comment Letter I-291). Please refer to

Comments I-291-002 through I-291-007 for responses.

 

C-023-055

The purpose of identifying reasonably foreseeable actions is to

determine the cumulative effect on a resource, rather than to create a

comprehensive list of projects. Council on Environmental Quality (CEQ)

and WSDOT guidance does not provide explicit requirements for how to

identify other present and reasonably foreseeable actions. Rather, it

allows agencies to determine the level of analysis appropriate for their

projects. The CEQ guidance does not require an inclusive list of projects,

but instead suggests evaluating both individual actions, when they are

reasonably well known, and groups of actions, which are typically

included in documents such as transportation plans and master plans.
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The SDEIS included an extensive group of reasonably foreseeable

future actions (projects). In the Final EIS, WSDOT determined that,

consistent with the CEQ and WSDOT guidance, most of these projects

would be more appropriately evaluated within groups of reasonably

foreseeable actions.  To identify groups of reasonably foreseeable

actions, WSDOT relied on adopted regional and local land use and

transportation plans, consistent with CEQ guidance. These plans provide

information on the intended development of jurisdictions and

transportation networks over a long planning horizon, encompassing

multiple future projects that collectively have the potential to influence

resource trends.

These regional planning documents (such as PSRC’s Vision 2040 and

Transportation 2040), local planning documents (such as the City of

Seattle Comprehensive Plan), and master plans (such as the Seattle

Children’s Hospital Major Institution Master Plan) provide estimates of

future growth and development that encompass many individual

projects. Therefore, it is appropriate for the cumulative effects analysis to

rely on these planning documents in identifying regional trends rather

than to attempt to catalogue all foreseeable projects in the region. In this

way, actions such as future development at University Village and others

mentioned in the comment, although not evaluated individually, were

considered as part of the trends affecting the resources into the future.

In the SDEIS, the reasonably foreseeable actions  were presented on

maps. In the Final EIS, the projects are presented in a list for greater

clarity. See Chapter 7 of the Final EIS for further discussion of how

reasonably foreseeable actions were identified.

 

C-023-056

This set of comments is a duplicate of the comments submitted

separately by Paula and Tony Opperman (Comment Letter I-312).

Please refer to Comments I-312-093 through I-312-105 for responses.
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C-023-057

This set of comments is a duplicate of the comments submitted

separately by Richard Andrews (Comment Letter I-232). Please refer to

Comments I-232-001 through I-232-009 for responses.

 

C-023-058

This letter is a duplicate of the comments submitted separately by the

Queen City Yacht Club (Comment Letter C-016). Please refer to that

letter for responses.
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C-023-059

As shown in Exhibit 1 of the Social Elements Discipline Report,

construction of the new bascule bridge and construction activities on

Montlake Boulevard and Pacific Street would have an effect on the

University District. The effects were described in detail in the Social

Elements Discipline Report. The Roanoke neighborhood was also in

Exhibit 1 and was discussed in detail in the discipline report.

 

C-023-060

A description of the Montlake lid is included in Chapter 2 of the SDEIS

and the Final EIS.

 

C-023-061

Please see the response to Comment C-023-005 regarding the larger,

enhanced Montlake lid and the pedestrian connections that are part of

the Preferred Alternative in this area and the response to Comment C-

023-013 regarding improvements in traffic operations in the Montlake

area with the Preferred Alternative.

Chapter 8 of the Final Transportation Discipline Report (Attachment 7 to

the Final EIS) describes the effects of the Preferred Alternative on transit

service and facilities, including rider connections and walk distances, in

the Montlake interchange area.

 

C-023-062

The 6-Lane Alternative and options would result in improved response

and travel times for public service providers along the SR 520 corridor.

These benefits would result from new high-occupancy-vehicle lanes and

full shoulders, which would enable public service vehicles to bypass

traffic and reach incidents faster.
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C-023-063

Page 8 of the Social Elements Discipline Report contains a description of

the elements of the 6-Lane Alternative design options that were

evaluated in the SDEIS. SR 520 includes an interchange at Montlake

Boulevard, which is in the University of Washington area. There is no SR

520 interchange in the University District.

 

C-023-064

The Preferred Alternative includes an HOV direct access ramp for transit

and 3+ HOV to and from the east that connect to the Montlake

interchange area. This ramp would connect to the inside HOV lanes on

SR 520 and could be used by both eastbound and westbound buses and

3+ carpools traveling between the Montlake interchange and the

Eastside.

 

C-023-065

Please see the response to Comment C-023-051 regarding the deferral

of lids.

 

C-023-066

The requested change was not made because the original statement is

accurate.

 

C-023-067

The Social Elements Discipline Report has been updated on the errata

sheet to reflect this. The errata sheet is contained in Attachment 1 to the

Discipline Report Addendum, in Attachment 7 to the Final EIS.

 

C-023-068

Community cohesion was defined on page 30 and was discussed

throughout the Social Elements Discipline Report (Attachment 7 to the

SDEIS). Project effects on community cohesion were described under
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the heading, “Potential Effects of the Project,” beginning on page 45 of

the discipline report.

 

C-023-069

As stated on page 32 in the Social Elements Discipline Report , WSDOT

used data from two Seattle public elementary schools because of the

availability of limited English proficiency data and because the

attendance boundaries closely resemble the study area. The Seward

School (now called TOPS School) was not included because of its

designation as a magnet school. It, therefore, would not necessarily

reflect the characteristics of populations in the study area.

 

C-023-070

Recreational resources inside the project area were defined as those

within 500 feet of the proposed highway footprint or any proposed

construction activities. A 500-foot radius was deemed an adequate

distance to assess recreational resources that could be affected by

acquisition and construction activities or to assess effects related to

proximity to the project that could impair the use and function of the

resource. West Montlake Park is located outside the project study area

and, therefore, was not included in this analysis.

 

C-023-071

Please see the response to Comment C-023-005 regarding a larger

Montlake lid and enhanced pedestrian amenities in the Preferred

Alternative and the response to Comment C-023-011 regarding design of

the lid and related pedestrian connections.

 

C-023-072

Please see the response to Comment C-023-069. McGilvra School is

located outside the project study area and therefore was not included in

this analysis. It was used as an example in the Social Elements
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Discipline Report as a demographic characteristic comparison because it

serves a community in the study area.

 

C-023-073

Please see the response to Comment C-023-005 regarding a larger

Montlake lid and enhanced pedestrian amenities in the Preferred

Alternative, the response to Comment C-023-011 regarding design of the

lid and related pedestrian connections, the response to Comment C-023-

013 regarding improved transit reliability with the project, and the

response to Comment C-023-019 regarding improvements in traffic

operations with the Preferred Alternative, including the new bascule

bridge. Local traffic operations associated with Montlake Bridge

openings are described in the Transportation Discipline Report and the

Final Transportation Discipline Report (Attachment 7 to the Final EIS).

 

C-023-074

Section 4.3 of the SDEIS included the Queen City Yacht Club and

houseboats on Portage Bay in the description of the Portage

Bay/Roanoke neighborhood. The Seattle Yacht Club was included in the

description of the Montlake neighborhood, along with the explanation

that in 1960, the construction of SR 520 separated the neighborhood into

two areas (pages 4-18 and 4-19).

 

C-023-075

Potential detour routes during construction have been revised for the

Preferred Alternative. Please see Section 6.1 of the Final EIS and

Chapter 10 of the Final Transportation Discipline Report (Attachment 7

to the Final EIS).

 

C-023-076

Construction assumptions developed for the project identify major

freeways such as I-5, SR 520, and I-405 as primary haul routes intended
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to carry most project truck traffic. However, there will be times when city

streets will need to be used as secondary haul routes. Secondary haul

routes for the SR 520, I-5 to Medina project were identified based on

criteria such as shortest off-highway mileage, and providing access to

locations needed for construction where direct highway access is

unavailable.

The EIS analysis considers local street routes as possible haul routes for

the purposes of estimating and disclosing effects that could occur.

However, since publication of the SDEIS, WSDOT has refined potential

haul routes to avoid using non-arterial neighborhood streets. Local

jurisdictions can limit the use of non-arterial streets for truck traffic;

therefore, efforts were made to identify designated arterial streets for

potential use as haul routes. Local jurisdictions will determine final haul

routes for those actions and activities that require a street use or other

jurisdictional permit. The permit process typically takes place during the

final design phase and prior to construction.

Northeast Pacific Street and 15th Avenue Northeast are not is identified

as potential haul routes for Option A or the Preferred Alternative in the

Final EIS. Section 6.1 of the Final EIS and the Final Transportation

Discipline Report (Attachment 7 to the Final EIS) include an updated

map of the potential haul routes and the construction duration, and

estimated truckloads per day are included in Section 6.1 of the Final EIS.

 

C-023-077

For the Draft EIS and SDEIS, WSDOT reviewed neighborhood

characteristics and identified community services within the study area.

Community services include schools, religious institutions, social

institutions, government facilities, fire and emergency medical, police,

and utilities. These do not typically include private facilities, such as

yacht clubs. Project effects on the Seattle Yacht Club and the Queen

City Yacht Club are described in Sections 5.4 and 6.4 and the
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Recreation Discipline Report Addendum, and effects on the Queen City

Yacht Club are described in Sections 5.1 and 6.1 of the SDEIS and Final

EIS and in the Land Use, Economics, and Relocation Discipline Report

and Addendum. Other effects on the Seattle Yacht Club, which is a

contributing element to the Montlake Historic District and is individually

listed in the National Register of Historic Places, are described in

Sections 5.6 and 6.6 of the SDEIS and Final EIS the Cultural Resources

Discipline Report and the Final Cultural Resources Assessment and

Discipline Report (Attachment 7 to the Final EIS).

 

C-023-078

Current construction sequencing calls for improvements to the Montlake

interchange to be completed before closure of the Lake Washington

Boulevard ramps. The Delmar Drive road closure described in the

SDEIS is no longer planned. Delmar Drive will be shifted onto a portion

of the new lid while the existing bridge is removed and reconstructed.

Section 6.1 of the Final EIS and Chapter 10 of the Final Transportation

Discipline Report (Attachment 7 to the Final EIS) describe the effects of

construction on transportation that have been updated for the Preferred

Alternative.

 

C-023-079

The statement in the Social Elements Discipline Report is about effects

in the Portage Bay area. The discussion about effects in the Montlake

area began on page 60 of the report and indicated that the design

options would have different effects in this area. Please see the

response to Comment C-023-006 regarding Option K. Option L would

also have more severe effects on natural resources than Option A.

The Noise Discipline Report Addendum (in Attachment 7 to the Final

EIS) presents updated and additional information on construction noise.

WSDOT will comply with local noise regulations, although some
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variances could be necessary to minimize the overall duration of

construction.

 

C-023-080

Please see the responses to Comments C-023-018 and C-023-077

regarding effects on the Queen City Yacht Club.

 

C-023-081

Please see the response to Comment C-023-078 regarding the timing of

the closure of the Lake Washington Boulevard ramps. Section 6.1 of the

Final EIS and Chapter 10 of the Final Transportation Discipline Report

(Attachment 7 to the Final EIS) contain updated descriptions of effects

from the construction of the Preferred Alternative on transportation.

 

C-023-082

Please see the responses to Comments C-023-018 and C-023-077

regarding effects on the Seattle Yacht Club.

 

C-023-083

The discussion on page 68 of the SDEIS related to construction effects,

whereas the comment seems to be about operational effects. The

construction effects from Option A on community services would have

been the same as those described generally for the 6-Lane Alternative.

 

C-023-084

See the response to Comment C-023-077 regarding the community

services analyzed in the Social Elements Discipline Report. Bridge

opening would not likely be required when pontoons are transported

through the Montlake Cut.
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C-023-085

Pages 62 and 64 of the SDEIS describe construction effects of the new

bascule bridge on community services, and pages 76 and 91 through 92

describe its operational effects on community services. Please see the

response to Comment C-023-013 regarding improvements to traffic and

transit operations with the Preferred Alternative, which includes a new

bascule bridge. These improvements would benefit community services.

 

C-023-086

Comment noted.

 

C-023-087

Please see the responses to Comments C-023-018 and C-023-077

regarding effects on the Seattle Yacht Club and the Queen City Yacht

Club. See the responses to Comments C-023-002, C-023-005, and C-

023-015 regarding noise reductions that would occur with the Preferred

Alternative.

By 2030, if the project were not built, traffic noise would increase on SR

520 due to increased traffic volumes that result from population and

employment growth. With the 6-Lane Alternative design options, a larger

proportion of trips would occur in HOVs, thereby reducing total vehicle

demand, which would contribute to reduced noise. With the Preferred

Alternative, noise would be further reduced compared to Option A by the

noise reduction measures included in the design features, as described

in the responses to Comments C-023-005 and C-023-015.

 

C-023-088

The Preferred Alternative would improve travel times for all vehicles

using the SR 520 corridor. The Social Elements Discipline Report

presented this effect on HOVs because of the benefit to community

services. Please see Section 6.1 of the Final EIS and Chapter 5 of the

Final Transportation Discipline Report (Attachment 7 to the Final EIS) for
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discussions of freeway travel times with the Preferred Alternative.

Section 6.1 of the Final EIS also describes effects on general purpose

traffic in the Montlake area, as does Chapter 6 of the Final

Transportation Discipline Report. The project would improve conditions

for pedestrians, bicycles, and transit. Please see the responses to

Comments C-023-005 and C-023-013.

 

C-023-089

Please see the responses to Comments C-023-018 and C-023-077

regarding effects on the Queen City Yacht Club.

 

C-023-090

Pages 87 and 88 of the Social Elements Discipline Report contained

errors regarding property acquisitions. The paragraph discussing the

residential property acquisition required under all options should have

been located in the Portage Bay section, not the Montlake section. Of

the SDEIS options, only Option A would require acquisition of residences

in Montlake. The residences are identified in Exhibit 5.2-5 of the SDEIS.

The information has been corrected in the errata sheet included as

Attachment 1 to the Social Elements Discipline Report (in Attachment 7

to the Final EIS). 

Please see Section 5.2 of the Final EIS and the Land Use, Economics,

and Relocations Discipline Report Addendum (Attachment 7 to the Final

EIS) for information on property acquisitions with the Preferred

Alternative.

 

C-023-091

The project footprint will remain within existing WSDOT right-of-way

wherever possible. The limits of construction for the Preferred Alternative

changed such that the construction easements would be less than those

of Option A in this area. The Preferred Alternative would not remove the
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Montlake 76 service station or any buildings on the National Oceanic and

Atmospheric Administration Northwest Fisheries Science Center

property. However, the acquisition of two houses in the Montlake

area would still be required with the Preferred Alternative to

accommodate the new bascule bridge on Montlake Boulevard East

across the Montlake Cut.

As discussed in the Social Elements Discipline Report, community

cohesion is defined as "The ability of people to communicate and interact

with each other in ways that lead to a sense of community, as reflected

in the neighborhood’s ability to function and be recognized as a singular

unit." Although the acquisition of the residences would be an effect of

construction of the project, there would be no negative effect on

community cohesion because the acquisition would not interfere with the

neighborhood's ability to function and be recognized as a singular unit.

Additional information about property acquisitions is in the Land Use,

Economics, and Relocation Discipline Report Addendum (Attachment 7

to the Final EIS).

 

C-023-092

As stated in the Social Elements Discipline Report, the study area for

social elements is defined as the portions of the neighborhoods adjacent

to the SR 520 corridor from I-5 across Lake Washington to the

Evergreen Point Road in Medina, within 0.5 mile of the proposed

project’s construction limits. Community services include schools,

religious institutions, social institutions, government facilities, fire and

emergency medical, police, and utilities. Also, please see the response

to comment C-023-077.

 

C-023-093

Please see the response to Comment C-023-013 regarding

improvements to transit operations with the new bascule bridge and the
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response to Comment C-023-005 regarding new and enhanced

pedestrian connections that can be used to access transit. See Chapter

8 of the Final Transportation Discipline Report (Attachment 7 to the Final

EIS) for a more detailed discussion of Montlake area transit connections

and transit travel times with the Preferred Alternative, including a

discussion about the effect of Montlake Bridge openings on transit travel

times.

 

C-023-094

Please see the response to Comment C-023-092 regarding the study

area for community services, the response to Comment C-023-077

regarding how community services are defined, and the response to

Comment C-023-093 regarding transit travel time in the Montlake

corridor.

 

C-023-095

With the project, workers traveling to and from northeast Seattle could

use the same travel modes they do today, but with improved travel times

and reliability in the Montlake area and on the SR 520 corridor. By 2030,

some northeast Seattle residents will also have the option to take light

rail to downtown Seattle and to the Eastside.

 

C-023-096

Both barges and trucks are expected to be used for transporting

materials and demolished structures to and from the project area. In

areas where there is no water access or where water access does not

have sufficient size or depth, barges cannot be used. The potential haul

routes and the estimated number of haul trips shown in the SDEIS have

been revised  since the SDEIS was published. The revised potential haul

routes and haul trips analyzed in the Final EIS are anticipated to

minimize disruption to adjacent communities from construction activities.

See Section 3.1 of the Final EIS for more information. Also see the
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response to Comment C-023-076 for general information regarding haul

routes.

 

C-023-097

Many transit stops are accessible to people with disabilities. The

information the comment refers to relates to temporary transit stops that

could be necessary during construction. If temporary stops are needed,

all reasonable steps will taken to make them accessible to people with

disabilities.

 

C-023-098

Noise walls were analyzed for Option L, but could be included, where

they meet specific criteria, in the other design options. Noise walls would

be based community preference. However, with the noise reduction

features in the design of the Preferred Alternative, noise walls would not

be recommended in the Seattle portion of the project, except potentially

along I-5 in the North Capitol Hill area where the reasonableness and

feasibility of a noise wall is still be evaluated. Please see the responses

to Comments C-023-002, C-023-005, C-023-010, and C-023-015

regarding noise.

 

C-023-099

Analyses presented in the SDEIS and definition of study areas used

accepted methodology based on WSDOT and FHWA guidance, as well

as other guidance when applicable. Please see the responses to specific

comments above.
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