
C-031-001

Comment noted. Responses to the comments that relate to specific

concerns are provided below.
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C-031-002

Since the SDEIS was published, FHWA and WSDOT have identified a

Preferred Alternative that is similar to Option A, but incorporates design

refinements that that respond to community and stakeholder comments

to the alternatives analyzed in the SDEIS. Changes include a revised

and expanded Montlake Lid, new noise reduction strategies, and

changes to the bridge height and shoulder widths in certain sensitive

areas. These modifications included in the Preferred Alternative are

intended to minimize the effects presented in the SDEIS. WSDOT will

continue to work with communities affected by the SR 520, I-5 to Medina

Bridge Replacement and HOV Project, including the Laurelhurst

community, to minimize, avoid, and/or mitigate the effects of construction

and operation.

The process leading to identification of the Preferred Alternative

considered input from agencies, tribes, and the public, as well as the

findings of the legislative workgroup authorized by Engrossed Substitute

House Bill (ESHB) 2211. It followed from many years of study, including

the Westside mediation process described on pages 1-17 through 1-19

of the SDEIS and pages 36 through 43 of the SDEIS Agency

Coordination and Public Involvement Discipline Report. Please see the

Final EIS for more information: Section 1.12 for a discussion of what has

happened since publication of the SDEIS; Section 2.5 for information on

how and why the Preferred Alternative was identified; Chapter 2 for a

description of the Preferred Alternative; and Chapters 5 and 6 for

analysis of its environmental effects.

 

C-031-003

The SR 520 Health Impact Assessment recommended measures that

could be incorporated to improve the region's overall quality of health,

rather than attributing specific health outcomes to the SR 520, I-5 to

Medina project. However, the Clean Air Act authorizes the

Environmental Protection Agency to determine whether an EIS project is
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satisfactory from the standpoint of public health. While there is rarely a

section entitled “Human Health Impacts” in an EIS, protecting human

health is one of the reasons behind many of the studies conducted in the

preparation of an EIS.

Certain design recommendations were included in the design options.

For example, as described in the Health Impact Assessment, completion

of the SR 520, I-5 to Medina project would improve opportunities for

bicycle and pedestrian recreation by providing a bicycle/pedestrian lane

across the floating bridge with connections to regional trails. This was

included in the SDEIS design options and is retained in the Preferred

Alternative. Please see Chapter 2 of the Final EIS for more information

on the Preferred Alternative. See the responses to comments F-003-006

and L-004-018 for further discussion of how the EIS includes

recommendations from the Health Impact Assessment.

 

C-031-004

Comment noted.

 

C-031-005

Through the analyses conducted for the SDEIS, WSDOT determined

that Options K and L would result in higher impacts to natural resources

than Option A. In particular, a tunnel option would have substantially

more effects on wetland and aquatic resources and received

considerable negative comments from regulatory agencies from which

permits and approval for the tunnel structure must be obtained.

Please see section 2.4 of the Final EIS for a discussion of why Option M

was not studied further. Chapter 2 of the Final EIS discusses the

reasons that Option M, proposed during the legislative workgroup, was

not considered a reasonable alternative. Please see the SR 520

Legislative Workgroup’s Final Recommendation Report available at

http://www.wsdot.wa.gov/partners/sr520legislativeworkgroup/. The
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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. The EIS process, as defined by NEPA and SEPA,

evaluates a reasonable range of alternatives designed to meet the

purpose and need of a project to determine potential effects and

mitigation measures. The Draft EIS and SDEIS for the SR 520, I-5 to

Medina project accomplished this goal. The Final EIS presents the

effects of the Preferred Alternative in comparison to the No Build

Alternative, and the addenda to the discipline reports (Attachment 7 to

this Final EIS) provide further detail on potential effects.

FHWA and WSDOT developed the Preferred Alternative as a result of

the SDEIS analysis, direction from the SR 520 Legislative Workgroup,

and input from the community and stakeholders. The Preferred

Alternative in the Final EIS reduces effects on the environment and

meets the purpose and need for the SR 520, I-5 to Medina project.

 

C-031-006

The Draft EIS for the SR 520, I-5 to Medina project included analysis of a

4-lane alternative. Although the 4-lane alternative would have improved

traffic safety in the corridor and would have the least effects on

Section 4(f) properties, it was removed from further study because the

traffic analysis demonstrated that it did not adequately relieve congestion

or provided reliable movement of people and goods across SR 520,

which are fundamental purposes of the project.
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In 2010, based on public comment regarding a transit-optimized 4-lane

alternative or a 4-lane alternative with tolling for congestion

management, WSDOT used an updated traffic model to evaluate these

potential alternatives. The results showed that these 4-lane alternatives

would provide substantially lower mobility benefits than the 6-lane

alternative for both general-purpose traffic and transit. These alternatives

are also not feasible and prudent alternatives under Section 4(f) because

though would have fewer effects to such resources, the purpose and

need for the project is not adequately met. Therefore, the 4-lane

concepts were eliminated from further study. Please see Sections 2.3

and 2.4 of the Final EIS for an overview of the project alternatives

considered, including why these alternatives are not being studied

further for the SR 520, I-5 to Medina project.

 

C-031-007

Through coordination with Sound Transit, WSDOT has modified the

Preferred Alternative to allow for enhanced future compatibility with light-

rail infrastructure in comparison to the SDEIS design options. Light-rail

infrastructure could be accommodated either by converting the HOV

lanes for rail use or by adding light-rail only lanes. However, additional

supplemental stability pontoons would be necessary to support the

weight of light-rail infrastructure. Because rail transit in the SR 520

corridor is not programmed in current regional transit plans, the

responsible agency would need to undergo an extensive planning and

environmental review process prior to implementation of any future

project to add rail in the corridor. See Chapter 2 of the Final EIS for

further discussion.

 

C-031-008

As indicated by the comment, during the 2008 mediation process,

WSDOT agreed to re-evaluate the new floating bridge alignment, and

agreed to refine the design to the greatest extent practicable to keep the

new alignment approximately 100 feet from the existing alignment.  As
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design advanced and the project underwent constructability review, it

was determined that the new alignment for the floating bridge would

have to be greater than 100 feet from the existing alignment. The

additional distance is necessary to accommodate a bridge design that

does not preclude light rail, to accommodate construction of the new

bridge while maintaining the existing bridge open to traffic, and to

minimize effects to built and natural environment resources. Therefore,

the alignment of the new floating portion of the Evergreen Point Bridge is

correct as written in the SDEIS, and as reflected for the Preferred

Alternative in the Final EIS.

 

C-031-009

Please see Section 5.5 of the SDEIS for a discussion of lighting and

glare effects on specific areas as a result of the SR 520, I-5 to Medina

project. Please also see Chapter 5 of the Final EIS for updated

information. Depending on the location, some residents may experience

more illumination than they currently do, primarily due to the loss of

existing vegetation. These effects would be minimized over time once

vegetation has been reestablished. Design details affecting lighting

locations and aesthetics will be determined later in the design process,

during project permitting. Lighting design will meet FHWA safety

standards and minimize effects to the aquatic and wildlife habitat of the

project area.

 

C-031-010

Please see the response to Comment C-031-003 for information

regarding the Health Impact Assessment.

The Preferred Alternative includes a number of noise reduction

strategies to manage noise in the SR 520 corridor, such as 4-foot

concrete traffic barriers with noise-absorptive coating, and a reduced

speed limit on the Portage Bay Bridge. These noise reduction strategies,

which were not included in Option A, were included in the Preferred
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Alternative after consideration of community and stakeholder reaction to

the SDEIS.

With these measures included, the Preferred Alternative would result in

fewer residences experiencing noise levels above the FHWA noise

abatement criteria compared to the No Build Alternative. Although noise

levels would decrease compared to the No Build Alternative, there would

continue to be noise effects related to the project; therefore, WSDOT

policy dictates that additional mitigation measures must be considered.

Noise walls were evaluated as potential mitigation for the remaining

residences that would be affected by noise following implementation of

the Preferred Alternative design elements. Noise analysts do not

recommend noise walls in areas west of the floating bridge, except

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

reasonableness and feasibility of a noise wall is still be evaluated,

because the walls would not meet WSDOT feasibility criteria for noise

reduction. While noise analysts do recommend noise walls for areas in

Medina, specific locations will require input from affected property

owners and the community.

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.

Please see Section 5.7 of the Final EIS and the Noise Discipline Report

Addendum (Attachment 7 to the Final EIS) for more information on all of

the noise reduction strategies that avoid or minimize noise effects for the

SR 520, I-5 to Medina project and for corridor more detail description of

noise effects.
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C-031-011

WSDOT’s standard methodology for analyzing noise effects is to include

all lands within 500 feet of the project. Nonetheless, at the request of

concerned citizens, some areas outside the normal 500-foot range are

included in the noise analysis for the Noise Discipline Report and

Addendum (Attachment 7 to the Final EIS), such as the modeling of

seven locations in the Laurelhurst neighborhood. WSDOT measured

sound at the two locations in Laurelhurst to verify the noise modeling

results, not to determine peak noise levels. The noise modeling used

posted speeds and peak-hour predicted year 2030 traffic volumes to

determine future peak-hour noise levels. Additionally, the noise modeling

included major topographical features that affect the transmission of

noise as input, and the results of the analysis represent a worst-case

scenario.

Applying this analysis to the Preferred Alternative, noise levels in

Laurelhurst would increase by 1 to 2 decibels compared to existing peak-

hour noise levels. With the Preferred Alternative, no receivers would

exceed the noise abatement criteria, which is the same result as the No

Build Alternative and all SDEIS options. Because all receivers within

Laurelhurst would remain below the noise abatement criteria, no noise

walls were considered, and none were recommended for Laurelhurst.

Please see the response to Comment C-031-010 for more information

regarding noise walls and other noise reduction strategies.

 

C-031-012

Noise modeling completed for the SDEIS, and documented in the Noise

Discipline Report, showed that noise levels would be higher in the Year

2030 with the No Build Alternative due to higher traffic volumes with

more stop and go driving and vehicle idling during peak hours. 

Additionally, as stated in the Noise Discipline Report, peak-hour traffic

flow conditions on SR 520, I-5 to Medina project roadways represent the
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worst-case noise levels, because the modeling assumed a posted speed

of 55 miles per hour (lower traffic speeds would generate lower noise

levels). The same method was used to model the SDEIS options and the

Preferred Alternative; therefore, the noise level projections included in

the analyses are considered conservative and are likely to be 1 to

3 decibels higher than actual noise levels following project completion.

Please note that the No Build Alternative does not meet the purpose and

need for the SR 520, I-5 to Medina project; rather, it is presented in the

EIS as the baseline against which to compare effects. See the response

to Comment C-031-010 for information on noise reduction strategies

included with the Preferred Alternative.

 

C-031-013

Pile-driving tests for the SR 520, I-5 to Medina project began in 2009;

however, the SR 520 Test Pile Project Monitoring Report (Underwater

Sound Levels Associated with Driving Steel Piles for the State Route 520

Bridge Replacement and HOV Project pile Installation Test Program)

was not completed until March 2010, after the SDEIS was published.

Therefore, this report could not be included in the SDEIS; please access

the report at:

http://www.wsdot.wa.gov/environment/air/piledrivingreports.htm.  For

additional pile-driving information, please see the Social Elements

Discipline Report Addendum and the Noise Discipline Report Addendum

(Attachment 7 to the Final EIS).

 

C-031-014

The Noise Discipline Report Addendum (Attachment 7 to the Final EIS)

includes several best management practices for reducing noise effects

as a result of construction. As design progresses and construction plans

develop, WSDOT will coordinate with stakeholders and the communities

that will be directly affected by construction of the SR 520, I-5 to Medina

project to define appropriate construction mitigation measures. Some
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construction processes may need to occur outside of the defined city of

Seattle noise requirements and WSDOT would seek noise variance for

such activities.

 

C-031-015

Please see the Noise Discipline Report Addendum (Attachment 7 to the

Final EIS), which states that the City of Seattle recently updated their

noise control ordinance (Chapter 25.08, Noise Control, Seattle Municipal

Code). Construction noise is discussed in Chapter 25.08.425 (Sound

Created by Construction and Maintenance Equipment) of the Municipal

Code. SR 520, I-5 to Medina project construction would be required to

adhere to the requirements in this section, or obtain a noise variance

from the City.

WSDOT will implement best management practices and will comply with

the conditions associated with applicable City of Seattle construction

permits and approvals to minimize noise generated from pile-driving.

 

C-031-016

Exhibit 23 in the SDEIS Noise Discipline Report summarized noise levels

for typical construction activities, while pile-driving was discussed

separately on pages 65 through 67. For additional pile-driving analysis

completed for the Final EIS, please see the Noise Discipline Report

Addendum (Attachment 7 to the Final EIS).

 

C-031-017

Exhibit 26 of the SDEIS Noise Discipline Report included all areas where

work bridges would be constructed, but did not show the interim

connection proposed under the Phased Implementation scenario. See

Section 2.8 for a discussion of revised potential phasing and the interim

connection to the west approach that is evaluated in this Final EIS.
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Please see the responses to Comment C-031-015 regarding City of

Seattle noise regulations and Comment C-031-014 regarding

construction noise mitigation and best management practices.

 

C-031-018

Please see the responses to Comment C-031-015 regarding the City of

Seattle noise regulations and Comment C-031-010 for more information

regarding noise walls and other noise reduction strategies.

 

C-031-019

Please see page 55 of the SDEIS Noise Discipline Report, which states

that the Washington Administrative Code exempts sounds created by

warning devices not operating continuously for more than 5 minutes.

This exemption does not apply during nighttime hours (10:00 p.m. to

7:00 a.m.) for any residential property identified as a noise receiver. The

City of Seattle now requires the use of broadband alarm systems or both

back-up spotters and broadband alarms at constructions sites during

nighttime hours. The King County and City of Medina codes exempt

sounds at all times created by warning devices not operated

continuously for more than 30 minutes per incident.

 

C-031-020

Best management practices for minimizing vibration effects were

discussed in the SDEIS Noise Discipline Report; for additional

information, please see the Noise Discipline Report Addendum

(Attachment 7 to the Final EIS).

By monitoring the vibration effects produced by specific types of

equipment and how far vibration might travel, WSDOT will ensure that

vibration levels are within the acceptable range according to United

States Department of Transportation guidelines. Like noise, vibration is

an effect that is managed in the field. WSDOT will work to prevent

SR 520 Bridge Replacement and HOV Project



vibratory effects and will establish a telephone hotline to address

complaints that may be received during construction, including those

related to vibration.

 

C-031-021

For a discussion of the removal of piles, which would be required during

the dismantling of construction work bridges, please see the SDEIS

Construction Techniques and Activities Discipline Report. Monitoring of

this process would be the same as for pile-driving, and the effects are

expected to be similar. Please see the Potential Effects section of the

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

information on vibratory effects and monitoring.

 

C-031-022

Please see the response to Comment C-031-010 for more information

on noise walls and other noise reduction strategies.

 

C-031-023

Some of the noise expert review panel’s recommendations were

included in the SDEIS (lids and noise walls) and have been carried

forward in the Preferred Alternative. Although some of the panel’s

recommendations (such as prohibiting studded tires) are beyond the

scope of the SR 520, I-5 to Medina project, others were incorporated

after the SDEIS was completed. While noise walls are the only federally

approved mitigation used by WSDOT, the Preferred Alternative includes

quieter concrete pavement, 4-foot concrete traffic barriers with noise-

absorptive coating, noise-absorptive materials around lid portals, and

encapsulating expansion joints. (Please see the response to Comment

C-031-010.) These noise reduction strategies, discussed in Chapter 2 of

the Final EIS, are not listed specifically as mitigation measures. In the

Final EIS, noise walls are still recommended as mitigation with the

Preferred Alternative at warranted locations in Medina, and potentially
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along I-5 in the North Capitol Hill area where the reasonableness and

feasibility of a noise wall is still be evaluated.

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.

 

C-031-024

In the Preferred Alternative, noise walls are only recommended for areas

east of the floating bridge, and potentially along I-5 in the North Capitol

Hill area where the reasonableness and feasibility of a noise wall is still

be evaluated. The jurisdiction and community input process for

assessing noise and other mitigation measures continues throughout the

project and happens with a number of forums. The community input

during the 2008 Mediation process was one such forum. Please see the

responses to Comment C-031-010 for information on noise reduction

strategies and C-031-023 for information on the noise expert review

panel.

 

C-031-025

Please see the responses to Comments C-031-010 through C-031-024.

The Final EIS includes information at the level of detail required by

NEPA and SEPA, and the SDEIS did as well.

 

C-031-026

The air quality analysis for the SR 520, I-5 to Medina project, which was

conducted using accepted methodology, confirmed project conformity

with national, state, and local air quality standards. Please see pages 17

through 22 of the SDEIS Air Quality Discipline Report for a discussion of

applicable standards, and pages 23 through 25 for a description of the

methodology.
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C-031-027

The Preferred Alternative would result in operational improvements in air

quality and reductions to greenhouse gas emissions compared to the No

Build Alternative. Please see Chapters 1 and 5 of the Final EIS for more

information.

 

C-031-028

For a quantitative analysis of construction effects on air quality, please

see the Air Quality Discipline Report Addendum (Attachment 7 to the

Final EIS). The analysis concludes that the Preferred Alternative is not

expected to result in a violation of the National Ambient Air Quality

Standards during construction or operation.

WSDOT is developing a Community Construction Management Plan 

that will establish best management practices and other measures to

reduce potential effects, in consultation with affected communities and

organizations. Please see the Air Quality Discipline Report Addendum

for a list of potential methods for reducing air quality effects during both

construction and operation.

 

C-031-029

With the Preferred Alternative, WSDOT expects congestion on SR 520

to decrease compared to the No Build Alternative, because the number

of lanes on the bridge would increase to 6 lanes, and several new

features would be implemented. These features include tolling, HOV

lanes, and other transportation demand management strategies.

Accordingly, effects on air quality and greenhouse gas emissions would

be reduced with the Preferred Alternative. WSDOT will also implement

best management practices to minimize the effects on transportation

during construction as much as feasible.
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C-031-030

The purpose of the SR 520, I-5 to Medina project is to improve mobility

for people and goods across Lake Washington within the SR 520

corridor from Seattle to Redmond in a manner that is safe, reliable, and

cost effective, while avoiding, minimizing, and/or mitigating effects on

affected neighborhoods and the environment. The project addresses two

key issues facing the SR 520 corridor: (1) bridge structures that are

vulnerable to catastrophic failure; and (2) worsening traffic congestion

due to growth over the last two decades. The Draft EIS evaluated a

range of reasonable alternatives in response to these issues, and

demonstrated the 6-lane alternative as the most effective. The Preferred

Alternative was identified as the 6-lane alternative that best met the

project’s purpose and need.

 

C-031-031

WSDOT determined the local study area reported in the SDEIS and the

Final EIS by the change in peak hour traffic volumes on local streets with

the No Build Alternative versus the SDEIS options (for the SDEIS) or the

Preferred Alternative (for the Final EIS). Based on standard

methodology, the local study areas included only intersections where

traffic volumes would increase by more than 5 percent.

This percentage was selected as the criterion because a change in traffic

of 5% typically results in measurable operational changes. If traffic

volume increases on adjacent streets were calculated to be less than 5

percent, the intersection was not included in the analysis. Thus, with

implementation of the Preferred Alternative, all intersections not included

in the local study area would experience an overall change in traffic

volumes of less than 5 percent during the a.m. and p.m. peak hours. 

The intersection immediately to the west of the intersection of NE 45th

Street and Mary Gates Memorial Drive was included in the transportation

analysis. Please see Chapter 6 of the Final Transportation Discipline
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Report (Attachment 7 to the Final EIS) for descriptions of the effects of

the Preferred Alternative on local traffic volumes and intersection

operations.

 

C-031-032

The purpose of the mediation process was to support neighborhood and

community participants in the development of alternatives to be analyzed

in the SDEIS. The underlying assumptions of the traffic models have

remained the same throughout the development process. Operational

changes, on the other hand, were the result of design refinements that

neighborhood and community participants submitted for modeling by the

SR 520, I-5 to Medina transportation team. Design changes were

submitted frequently for the various options under study.

 

C-031-033

The travel demand model used for the SR 520, I-5 to Medina project

includes the current land-use assumptions, population estimates and

employment forecasts developed cooperatively by local jurisdictions,

including the City of Seattle, and Puget Sound Regional Council through

the metropolitan planning process. These regional data are part of the

background conditions included in analysis of both the No Build

Alternative and the Preferred Alternative in the results of direct effects

and cumulative effects. Therefore, the results reflect the presence of

planned land-use in both cases, with and without the project. The trips

associated with these land use plans are included in the results of traffic

analysis described in the Final Transportation Discipline Report

(Attachment 7 to the Final EIS).

The metropolitan planning process is federally mandated and requires

cooperation among all affected agencies, including the State, local

jurisdictions and transit agencies, to comprehensively plan for urban

development and transportation needs. WSDOT plans transportation

projects that are consistent with regional plans. Cities and counties
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develop comprehensive plans that are coordinated with this process.

They regulate land-use within their jurisdictions and they review

proposed developments for adherence to regulations. The Washington

Growth Management Act requires jurisdictions to prohibit development

approvals that would exceed standards established in the

comprehensive plans.

 

C-031-034

WSDOT strives to keep the general public informed and engaged, while

also targeting several key audiences for public outreach, including local

neighborhoods, commuters, and special interest groups in accordance

with NEPA and SEPA regulations. In addition to public meetings,

workshops, and briefings, WSDOT has involved the general public in the

SR 520, I-5 to Medina project through project and program web pages,

e-mail updates, media press releases, informational displays, and

information booths to broaden involvement beyond those who attend

public meetings. WSDOT will continue to engage communities and

agencies as the project progresses, and would provide the public

notifications regulated by the permitting and approval agencies and

jurisdictions.

In early 2010, the Washington State Legislature passed and Governor

Gregoire signed Engrossed Substitute Senate Bill (ESSB) 6392. ESSB

6392 directs WSDOT to work collaboratively with the City of Seattle,

University of Washington, regional agencies including King County Metro

Transit and Sound Transit, and other stakeholders to consider design

refinements for the Preferred Alternative. The ESSB 6392 workgroup

process has assisted with refinement of the Preferred Alternative design

evaluated in the Final EIS, and the workgroup recommendations will

continue to shape the project as further design development occurs.

For additional information, please see the Agency Coordination and
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Public Involvement Discipline Report and Addendum (Attachment 7 to

the Final EIS).

 

C-031-035

The Preferred Alternative would remove the existing Lake Washington

Boulevard eastbound on-ramp and westbound off-ramp, as well as the

R.H. Thomson Expressway ramps. Westbound SR 520 traffic would

access Lake Washington Boulevard via a new intersection on the

Montlake Boulevard lid at 24th Avenue East. Please see Chapter 2 of

the Final EIS for more information on the Preferred Alternative. As part of

the Arboretum Mitigation Plan, WSDOT has also committed to fund

traffic calming measures along Lake Washington Boulevard and to work

with the Seattle Department of Transportation on additional measures to

manage traffic in the Washington Park Arboretum.

Please see Chapter 6 of the Final Transportation Discipline Report

(Attachment 7 to the Final EIS) for a discussion of the effects of

removing the Lake Washington Boulevard ramps, including traffic

volumes and operations on Montlake Boulevard, 23rd Avenue, and Lake

Washington Boulevard.

 

C-031-036

Since the SDEIS was published, FHWA and WSDOT have developed a

Preferred Alternative that is similar to Option A, but incorporates a

number of design refinements that respond to public and agency

comments on the SDEIS. Through analyses conducted for the SDEIS,

WSDOT determined that Option K would result in more adverse effects

on natural resources than Option A. The Preferred Alternative would

include a new bascule bridge parallel to the existing Montlake Bridge.

The analysis in the Final Transportation Discipline Report (Attachment 7

to the Final EIS) confirms that the Preferred Alternative with the new

bascule bridge would improve transportation operations in the Montlake

area, compared to the No Build Alternative. The new bridge would allow
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for lane continuity between the Montlake Cut and the SR 520/Montlake

interchange, which would improve traffic operations compared to No

Build. The bridge would provide additional capacity for transit and

carpools, bicycles, and pedestrians. Most notably, overall delay related

to bridge openings would decrease for all vehicles because the

additional capacity would allow congestion to clear more quickly. The

changes in traffic volumes and operations on the local streets in the

Montlake interchange area are described in Chapter 6 of the

Transportation Discipline Report; effects nonmotorized transportation

facilities and connections are described in Chapter 7. The effects of the

Preferred Alternative on transit service and facilities, ridership, travel

times, and rider connections are discussed in Chapter 8. 

 

C-031-037

As described in the SDEIS, the purpose of the project is to

improve mobility for people and goods across Lake Washington within

the SR 520 corridor in a safe, reliable, cost-effective manner, while

avoiding, minimizing, or mitigating impacts on affected neighborhoods

and the environment. The critical travel times for travel on SR 520 are

during the peak periods when travel demand is highest. The results of

traffic analysis for the Preferred Alternative show that mobility along SR

520 would be improved with no adverse effect to traffic operations on the

local streets, including Montlake Boulevard.

The Preferred Alternative evaluated in the Final EIS includes

construction of a new bascule bridge similar to the one in Option A

(please see Chapter 2 of the Final EIS). The roadway capacity provided

by the new bridge allows for the Montlake Boulevard corridor to include

an HOV lane in each direction and a widened bicycle/pedestrian path. 

The openings of the two parallel bridges for boats would be

synchronized.  See the response to Comment C-031-036 regarding

traffic effects.
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Please see Chapter 6 of the Final Transportation Discipline Report

(Attachment 7 to the Final EIS) for detailed information regarding the

effects of the Preferred Alternative on local street traffic operations in the

Montlake interchange area, including analysis of the effect of bridge

openings during the off-peak.

 

C-031-038

In accordance with the requirements of ESSB 6392, WSDOT has

worked with the Seattle Department of Transportation, the City of Seattle

Pedestrian Advisory Board, and the Seattle Bicycle Advisory Board to

develop design refinements for bicycle and pedestrian facilities. For

information on the resulting design refinements, please see the ESSB

6392: Design Refinements and Transit Connections Workgroup

Recommendations Report (Attachment 16 to the Final EIS) and Chapter

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

EIS).

The Preferred Alternative in the Final EIS includes a revised and

expanded Montlake Lid, nearly 1,400 feet in length. Design refinements

would also improve bicycle and pedestrian connectivity and safety in the

SR 520 corridor. With the Preferred Alternative, bicycle connections

would be improved by addition of a regional trail across the floating

bridge; a proposed undercrossing beneath SR 520 between the

Washington Park Arboretum and East Montlake Park; and an

undercrossing beneath Montlake Boulevard connecting the new regional

trail to the Bill Dawson Trail. Please see Chapter 2 of the Final EIS for

descriptions of the bicycle and pedestrian paths and connections that are

part of the SR 520, I-5 to Medina project. Recommended improvements

that would be under the jurisdiction of the City of Seattle include a

connection between the regional trail on SR 520 and the new bascule

bridge, which would include bicycle/pedestrian improvements along

Montlake Boulevard.
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Improvements at the future Montlake Multimodal Center (currently known

as the Montlake Triangle) are not part of the SR 520, I-5 to Medina

project but are part of the project’s affected environment. See Chapters 7

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

Final EIS) for more information.

 

C-031-039

The improvements to the future Montlake Multimodal Center (currently

known as the Montlake Triangle) described in this comment are not part

of the SR 520, I-5 to Medina project but are part of the project’s affected

environment. Nonetheless, WSDOT has worked with the University of

Washington, the City of Seattle, King County Metro Transit, and Sound

Transit through the ESSB 6392 process to ensure that the Sound Transit

pedestrian bridge over Montlake Boulevard is compatible with WSDOT

requirements for such facilities. Future adjacent conditions are included

in the traffic model of the Preferred Alternative, and are considered in the

analysis of motorized and non-motorized traffic performance.

The pedestrian/bicycle lid over Montlake Boulevard between Sound

Transit's University of Washington Station and the Montlake

Triangle would reduce delays for motorized and nonmotorized vehicles

alike and facilitates transit connections between SR 520 bus service

and light rail. Please see the Final Transportation Discipline Report,

Chapter 8 for descriptions and exhibits of bus facilities and connections

with the Preferred Alternative.

See the response to Comment C-031-036 regarding Option K, and C-

031-308 regarding design refinements for transit and pedestrian

connections that are part of the Preferred Alternative.

 

C-031-040

The comment incorrectly states that the transfer distance between Husky

Stadium Station and nearby bus service would be different among
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Options A, K, and L. The locations of the bus stops near Husky Stadium

Station would not be affected by the I-5 to Medina Project. The nearest

stops to light rail would have been the existing stops located on NE

Pacific Street near the University of Washington Medical Center. This

location is consistent with the Montlake Multimodal Center concept

established in the High Capacity Transit Plan in coordination with King

County Metro, Sound Transit, and the University of Washington. The

location of bus stops relative to the future light rail station is the

responsibility of King County Metro, in coordination with affected

agencies.

A workgroup established by ESSB 6392 evaluated the transit

connections in the Montlake area, identified preferred bus stop locations,

and made recommendations that are included in the Preferred

Alternative. For information on the resulting design refinements, please

see the ESSB 6392:  Design Refinements and Transit Connections

Workgroup Recommendations Report (Attachment 16 to the Final

EIS). Information about walking distances and transit effects with the

Preferred Alternative is provided in Chapter 8 of the Final Transportation

Discipline Report (Attachment 7 to the Final EIS).

 

C-031-041

The visual quality analysis was conducted in accordance with FHWA’s

visual quality and aesthetics impacts assessment methodology and

WSDOT’s Environmental Procedures Manual, using the checklist

provided in Exhibit 459-1 of the manual.  The purpose of adhering to an

approved and established methodology is to conduct an objective,

unbiased evaluation. The WSDOT Evaluation Matrix was used to

conduct the quantitative assessment, the results of which were

summarized in text form in Exhibit 1-1 of the SDEIS Visual Quality and

Aesthetics Discipline Report. 

The purpose of the visual quality assessment is to disclose how the
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existing visual quality conditions would change due to the location, size,

and character of the new facility. Disclosing effects allows stakeholders

and decision-makers to identify how effects can be minimized or reduced

through the design process, or mitigated as warranted. The aesthetics of

a finished design will be an important part of the design development

process that follows the NEPA Record of Decision. 

With the Preferred Alternative, the height of the floating bridge would be

approximately 10 feet lower than described in the SDEIS, and most of

the roadway deck support would be constructed of steel trusses instead

of concrete columns. Thus, the floating bridge roadway would be 20 feet

above the water (about 10 feet higher than the existing bridge). The

typical roadway cross-section across the floating bridge would be

115 feet wide, which is narrower than the SDEIS options, but still wide

enough to allow for potential future light-rail infrastructure.

Please see the response to Comment C-031-010 regarding noise walls.

Additional noise reduction strategies are included in the design of the

Preferred Alternative, and noise wall locations have changed since the

SDEIS was published. Noise walls are recommended only in the east

approach area, and potentially along I-5 in the North Capitol Hill area.

Please see the Noise Discipline Report Addendum (Attachment 7 to the

Final EIS) for more information on noise reduction strategies and noise

wall locations.

The new bascule bridge with the Preferred Alternative is similar to the

one analyzed in Option A in the SDEIS. WSDOT acknowledges that the

new bascule bridge could change the visual quality of the historic

Montlake Bridge. Construction of the new bascule bridge parallel to the

existing Montlake Bridge would create a change in visual quality for

properties on the north side of the Montlake Historic District. Also, the

view of the historic bridge would be temporarily altered during

construction. However, the new bascule bridge would not obscure the
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view of the existing Montlake Bridge, and the use of context-sensitive

design would reduce the visual effects of the new bascule bridge. The

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

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

the Secretary of the Interior’s Standards or the Treatment of Historic

Properties guidelines to assure the new bridge design is compatible with

the historic bridge.

The Preferred Alternative design for the Portage Bay Bridge replaces the

former auxiliary lane with a managed shoulder, which would operate

during the peak periods. The managed shoulder is needed to address

congestion associated with the volume of vehicles entering from the

Montlake interchange as well as those vehicles exiting to I-5. It would

also improve operations on both the SR 520 westbound mainline and on

Montlake Boulevard compared to the No Build Alternative. The Preferred

Alternative would also remove the existing Lake Washington Boulevard

ramps. Please see Comment C-031-035 for more information regarding

Lake Washington Boulevard.

Please see the response to C-031-036 regarding Option K, and

Comment C-031-005 regarding Option M. See Chapter 2 for discussion

of how the Preferred Alternative was identified and Table 2-3 regarding

design refinements in the Preferred Alternative that respond to public

comments.

 

C-031-042

Because Chapter 4 of the SDEIS described the current conditions of the

SR 520, I-5 to Medina project area, all images in Section 4.5 were of the

existing SR 520 corridor. Therefore, the images on page 4-34 and 4-35

were not related to the new bridge alignment, and it is difficult to respond

to the specific concerns in this comment. Please see Section 5.5 of the

SDEIS and the Visual Quality Discipline Report (Attachment 7 of the

SDEIS) for information regarding the visual quality effects and
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visualization of the SDEIS options. The visualizations in these sections

represented the level of detail available at the time of publication.

The Final EIS includes an analysis of the visual quality of the Preferred

Alternative. The visual quality analyses in both the Final EIS and the

SDEIS were performed using the FHWA Visual Impact Assessment

methodology for highway projects. Please see the Potential Effects

Section of the Visual Quality and Aesthetics Discipline Report Addendum

(Attachment 7 to the Final EIS) for details regarding potential changes to

visual quality, as well as new visualizations.

 

C-031-043

WSDOT will mitigate the effects of construction and operation of the SR

520, I-5 to Medina project on wetlands and wetland buffers, including

wetland fill (loss) and wetland shading. WSDOT has coordinated with the

University of Washington, the Seattle Parks and Recreation Department,

the Arboretum and Botanical Garden Committee (which includes both

agencies, as well as the Arboretum Foundation), and appropriate

resource agencies to identify wetland mitigation measures in both the

Washington Park Arboretum and the Union Bay Natural Area. WSDOT

has also met with SUBA and exchanged data about the Union Bay

Natural Area.

After conducting a literature review of milfoil and associated treatment

programs, WSDOT determined that the benefits of treatment would be

limited and short-term. Other methods of mitigation would be a better

use of funds, because the costs of the milfoil treatments would not be

justified by ecological benefits. Therefore, WSDOT will not implement a

milfoil reduction plan. WSDOT is not proposing to control nutria in the

Washington Park Arboretum unless it is determined that nutria are

affecting mitigation plantings in the Arboretum (should such plantings

occur).
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For information on wetland effects and potential mitigation, please see

the Final Conceptual Wetland Mitigation Plan (Attachment 9 to the Final

EIS) and the Ecosystems Discipline Report Addendum (Attachment 7 to

the Final EIS).

 

C-031-044

Comment noted. Please see Chapters 5 and 6 of the Final EIS for an

analysis of the effects of the Preferred Alternative on water and natural

resources.

 

C-031-045

During the shoreline permit process, WSDOT developed suitable

mitigation for effects on upland wildlife habitat in coordination with the

City of Seattle. Upland buffers will also provide upland wildlife habitat

around wetlands where mitigation will occur. Please see the Conceptual

Wetland Mitigation Plan (Attachment 9 to the Final EIS) for details.

 

C-031-046

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.

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

feasible and prudent alternatives that would avoid the use of Section 4(f)

properties, including parklands. WSDOT’s research and analysis

concluded that there were no feasible and prudent alternatives to the use

of Section 4(f) resources. Consequently, WSDOT has included all

possible planning to develop a Preferred Alternative that 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. The Final Section 4(f) Evaluation (Chapter 9 of the Final EIS)
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demonstrates that the Preferred Alternative does the least harm to

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

mitigation for the project’s Section 4(f) use.

 

C-031-047

Construction of the SR 520, I-5 to Medina project is proposed to be

complete by 2018, and the Laurelhurst neighborhood would experience

construction effects for fewer than 5 years. Laurelhurst would be

physically separated from a large majority of the construction activities. 

Effects found to be specific to a site or area are called out as such. The

statements in the SDEIS regarding construction effects were applicable

to the North Madison Park area as well as other areas. For a detailed

discussion of construction effects, please see Chapters 3 and 6 of the

SDEIS and Final EIS, as well as the Construction Techniques and

Activities Discipline Report and Addendum (Attachment 7 to the Final

EIS).

The responses to Comments C-031-048 through C-031-057 address

specific concerns about construction effects.

 

C-031-048

This comment inaccurately compares statements regarding effects

during construction of the SR 520, I-5 to Medina project with statements

about effects after construction has been completed. While Chapter 6 of

the SDEIS discussed effects during construction, page 70 of the SDEIS

Visual Quality Discipline Report referred to effects during operation.

Please see pages 50 through 60 of the SDEIS Visual Quality Discipline

Report for a discussion of the effects of construction on views. WSDOT

included methods for minimizing and avoiding negative visual effects in

the SDEIS Visual Quality Discipline Report. This information is updated
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in the Visual Quality Discipline Report Addendum (Attachment 7 to the

Final EIS).

 

C-031-049

WSDOT will comply with the applicable City of Seattle, and other state

and federal permits and approvals obtained for construction to manage

pile-driving activities. Additionally, WSDOT will employ best

management practices during construction to minimize noise generated

from pile-driving. Please see the response to Comment C-031-015 for

more information.

 

C-031-050

WSDOT has found no evidence to conclude that residents at Canterbury

Shores would experience vibration levels above those discussed in the

SDEIS Noise Discipline Report. WSDOT will implement steps to monitor

and manage noise during construction as outlined in WSDOT’s

construction management procedures and in accordance with local,

state, and federal guidelines. Like construction noise, construction

vibration is an effect that is monitored and managed in the field. By

monitoring the vibration effects at certain locations, WSDOT will ensure

that vibration levels are within the acceptable range according to United

States Department of Transportation guidelines. WSDOT will work to

prevent vibratory effects and maintain means for communication about

construction activities, including those related to vibration.

For information on vibration effects and best management practices for

minimizing these effects, please see the Noise Discipline Report and

Addendum (Attachment 7 to the Final EIS).

 

C-031-051

In the SDEIS, WSDOT recognized the potential effects of nighttime

construction lighting with the following statement: "...slower migration
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rates through the area, when combined with the ambient light levels,

could result in greater exposure of fish to predators.”  However, Section

6.11 of the Final EIS and the Ecosystems Discipline Report Addendum

include more discussion of the potential effects of nighttime construction

lighting.

WSDOT acknowledges that residents of neighborhoods surrounding the

SR 520, I-5 to Medina project area may experience some glare from

nighttime construction lighting; however, these effects can be minimized

by employing best management practices such as shielding lamps on tall

poles and minimizing their use. Please see the Visual Quality and

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

for information on construction lighting associated with the Preferred

Alternative.

 

C-031-052

Effects found to be specific to a site or area are called out as such. The

statements in the SDEIS regarding construction effects were applicable

to the North Madison Park area as well as other areas. For a detailed

discussion of construction effects, please see Chapters 3 and 6 of the

SDEIS and Final EIS, as well as the Construction Techniques and

Activities Discipline Report and Addendum (Attachment 7 to the Final

EIS). The Final EIS includes updated information on construction effects

of the Preferred Alternative. The responses to Comments C-031-048

through C-031-057 address specific concerns about construction effects.

 

C-031-053

Please see the response to Comment C-031-048. For findings regarding

visual quality with the Preferred Alternative, please see the Potential

Effects and Mitigation sections of the Visual Quality and Aesthetics

Discipline Report Addendum (Attachment 7 to the Final EIS).
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C-031-054

Please see the responses to Comments C-031-015 and C-031-049 for

information regarding noise levels and City of Seattle regulations.

 

C-031-055

Please see the response to Comment C-031-050 regarding vibration

effects during construction.

 

C-031-056

Please see the response to Comment C-031-003 regarding consistency

with the Health Impact Assessment. For information on construction

lighting, please see Comment C-031-051. More detailed information on

construction lighting will be available during the permitting phase of the

SR 520, I-5 to Medina project.  

 

C-031-057

Transportation effects during construction were discussed in Chapter 10

of the SDEIS Transportation Discipline Report. Some assumptions

regarding construction, including road closures, and construction

trucks were revised since publication of the SDEIS. Traffic analysis

indicates that local street operations will be similar to existing conditions

during most of construction. Please see Chapter 10 of the Final

Transportation Discipline Report (Attachment 7 to the Final EIS)

for information about the effects on transportation during construction of

the Preferred Alternative.

 

C-031-058

The SDEIS included discussions of effects on tribes in the SR 520, I-5 to

Medina project area throughout the document, and the Final EIS does as

well. Tribal coordination has been an important aspect of the EIS

process. For information regarding outreach to tribes, please see the

Environmental Justice Discipline Report and the Agency Coordination
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and Public Involvement Discipline Report in Attachment 7 to the SDEIS,

and new information in their addenda (Attachment 7 to the Final EIS).

WSDOT has taken great care and concern for the protection of the

cultural resources within the SR 520, I-5 to Medina project area. WSDOT

cultural resource specialists ensure compliance with all relevant laws

and regulations related to the protection of cultural resources and that

the effects of the project on these resources are minimized. 

The SDEIS Cultural Resources Discipline Report discusses the

regulatory and historical context of the project, as related to the

protection and preservation of archaeological and historic resources. The

report describes the extent of records and archival research, the

methodology for identifying and evaluating archaeological and historic

resources within the project area. It discloses the potential effects of the

SR 520, I-5 to Medina project on cultural resources, and describes as

the opportunities and commitments for mitigation. Please see the Final

Cultural Resources Assessment and Discipline Report (Attachment 7 to

the Final EIS) within the project area.

 

C-031-059

The discussion of potential effects of overwater shade in the SDEIS was

based on juvenile salmonids predation and migrations, while the report

provided by Maurice Cooper is based on adult salmonid migration

behavior. These two life stages have different sensitivities and

vulnerabilities to environmental conditions.

The bridge structure could have a marginal effect on the surface of the

water column, but there is no information that documents such effects to

be substantial enough to affect the migration behavior of salmonids. In

addition, the potential cooling effects of the bridge would be greatest in

the shallow water areas in the Washington Park Arboretum and Portage

Bay, areas which are not expected to be used substantially by salmonids

for migration or rearing. Through the analyses conducted for the SDEIS,
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WSDOT determined that Option K would result in more effects on natural

resources than Option A. Please refer to the Ecosystems Discipline

Report Addendum (Attachment 7 to the Final EIS) for a discussion of the

effects of the Preferred Alternative.

 

C-031-060

See the responses to subsequent comments regarding specific

concerns.

 

C-031-061

The three design options analyzed in the SDEIS meet the project

purpose and need. However, since the SDEIS was published, FHWA

and WSDOT have identified a Preferred Alternative that is similar to

Option A, but incorporates design refinements that respond to

community and stakeholder comments on the alternative and design

options analyzed in the SDEIS, and also meets the purpose and need for

the project. Please see the responses to Comments C-031-002 and C-

031-005 regarding the SDEIS options and the identification of the

Preferred Alternative. Please Chapter 2 in the Final EIS and the

responses to comments C-031-035, C-031-038, and C-031-040

regarding the ESSB 6392 process and how stakeholders have been

involved in refining the Preferred Alternative.

Through the analyses conducted for the SDEIS, WSDOT determined

that Options K and L would result in higher impacts to natural resources

than Option A. In particular, a tunnel option would have substantially

more effects on wetland and aquatic resources and received

considerable negative comments from regulatory agencies from which

permits and approval for the tunnel structure must be obtained.

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
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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.

The new bascule bridge in Option A and the Preferred Alternative would

improve mobility for people and goods by adding transit and HOV

capacity across the Montlake Cut. It would also provide new pedestrian

and bicycle facilities across the Montlake Cut, thus improving conditions

for nonmotorized travel. See the responses to subsequent comments in

this item regarding transportation, and Sections 5.1 of the SDEIS and

Final EIS, and Chapter 6 of the Transportation Discipline Report and

Final Transportation Discipline Report for further discussion.

 

C-031-062

The transportation analysis performed for the SDEIS options and the

Preferred Alternative accounts for roadway geometric conditions

and non-geometric conditions that affect traffic operations. The effects of

non-geometric factors including sun glare, traffic composition ("mix"), and

driver behavior are all represented in the analysis. However, the purpose

of the transportation analysis is to evaluate the effects of infrastructure

changes defined in the description of alternatives. The effects of the

existing bridge geometry are represented in the no-build alternative, as

are the differences that would result from the SDEIS Options and the

Preferred Alternative.

 

C-031-063

On the Eastside, traffic conditions associated with the on-ramps,
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weaving across HOV lanes, and poor sight distance due to roadway

geometry will be addressed by the SR 520, Medina to SR 202: Eastside

Transit and HOV Project, which includes additional measures for an

improved Eastside connection to the floating bridge. For information,

please see the Medina to SR 202 project website at

http://www.wsdot.wa.gov/Projects/SR520Bridge/eastproject.htm. The SR

520, I-5 to Medina Project will construction the transition from that project

to the new Evergreen Point Bridge, which will alleviate the capacity

constraint associated with the existing roadway cross-section.

 

C-031-064

The conditions of on- and off-ramps described in this comment are

reflected in the operations modeling for existing and no-build conditions

in the SDEIS Transportation Discipline Report (Attachment 7 to the

SDEIS). The Preferred Alternative would remove the Lake Washington

Boulevard ramps and substantially improve the roadway geometry,

including ramp connections. Please see Chapter 5 of the Final

Transportation Discipline Report (Attachment 7 to the Final EIS) for a

discussion of the effects of the Preferred Alternative on highway

operations.

 

C-031-065

Safety issues in the corridor include the need for shoulders consistent

with American Association of State Highway and Transportation Officials

standards. Current safety standards for both highway design and seismic

design are far more rigorous than those in effect when the existing

bridge was built. With the Preferred Alternative, the floating bridge would

have 4-foot inside and 10-foot outside shoulders. The Portage Bay

Bridge would have 2-foot inside and 8-foot outside shoulders.

 

C-031-066

The Preferred Alternative includes a more gradual curve in the west
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approach area compared to existing conditions. The new bridge

maintains a similar vertical and horizontal curvature to accommodate

existing topographical conditions, soil conditions, and to minimize

environmental effects to land areas within the Arboretum by keeping the

bridge within the existing right of way.  

The transportation analysis accounts for the stated effects of roadway

design on traffic operations. As with all highway corridors, the capacity

and traffic flow conditions on SR 520 vary from point to point based on

the unique characteristics of the roadway at each location. The analysis

was performed using state of the practice traffic engineering methods,

based on appropriate data collection and observations that are needed

to form a sufficient evaluation. In addition, the analysis accounts for the

fundamental speed-flow relationships that result in variations between

actual traffic flow rates and the ideal roadway capacities indicated in the

comment. In congested conditions, traffic demand often exceeds the

ideal capacity and actual flow rates fall below capacity. The freeway

operations results reported in the SDEIS and Final EIS accounted for

these variations in roadway capacity, travel demand, and resulting

throughput along the corridor. Refer to the Final Transportation

Discipline Report (Attachment 7 to the Final EIS), Chapters 4 and 5 for a

discussion of demand versus throughput and results of the freeway

analysis for the Preferred Alternative.

 

C-031-067

WSDOT determined that the 4-lane alternative evaluated in the Draft EIS

did not meet the purpose and need for the project and it was not carried

forward for further evaluation. The 2006 Draft EIS demonstrated that

although the 4-lane alternative would improve safety and reliability in the

SR 520 corridor, its ability to improve the movement of people and goods

through the corridor would only be marginal.

The Evergreen Point and Portage Bay bridges have undergone a
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number of safety and maintenance retrofits to date, aging and decline of

structural integrity make further retrofits and repairs a less effective

solution to the replacement of the bridge. Hollow columns support the

west approach to the Evergreen Point Bridge, the Portage Bay Bridge,

and on- and off-ramps in Montlake and the Washington Park Arboretum.

This type of column is vulnerable to damage from earthquakes and

cannot be retrofitted effectively to acceptable seismic standards.

Nonetheless, the No Build Alternative evaluated in the Draft EIS

assumed that routine maintenance and minor safety repairs would

continue until the bridge meets the end of its useful lifespan or is

damaged beyond repair. The No Build Alternative sets a baseline

condition of measurement for Build Alternatives analyzed under NEPA

and SEPA; however, a true “retrofit alternative” is not structurally feasible

and is not a viable option.

In 2010, based on public comment regarding a transit-optimized 4-lane

bridge or a 4-lane bridge with tolling for congestion management,

WSDOT used an updated traffic model to evaluate these scenarios. The

results showed that a 4-lane bridge would provide substantially lower

mobility benefits than the 6-lane alternative and would not support

reliable transit operations along SR 520. Tolling to achieve reliable

transit operations would not be feasible because it would adversely

affect I-90 due to traffic diversion from SR 520. Therefore, the 4-lane

concepts were eliminated from further study. Please see Chapter 2 of

the Final EIS for a discussion of project alternatives, including why a 4-

lane corridor is not being studied further for the SR 520, I-5 to Medina

project.

 

C-031-068

See the responses to comments C-031-010 regarding quieter concrete

pavement, noise reduction strategies in the Preferred Alternative, and

noise level reductions, and C-031-041 regarding the proposed height of

the floating bridge.
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C-031-069

These comments are duplicates of comments submitted separately by

Bill Mundy (Item C-044). Please refer to Comments C-044-001 through

C-044-021 for responses.
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C-031-070

With the Preferred Alternative, WSDOT expects congestion on SR 520

to decrease compared to the No Build Alternative, because the number

of lanes on the bridge would increase to 6 lanes, and several new

features would be implemented. These features include tolling, HOV

lanes, and other transportation demand management strategies.

Accordingly, air quality and greenhouse gas effects would be reduced

with the Preferred Alternative. Please see the Air Quality Discipline

Report Addendum and the Energy Discipline Report Addendum

(Attachment 7 to the Final EIS) for additional information regarding the

Preferred Alternative.
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C-031-071

WSDOT used the state of the practice methodology for estimating travel

demand and traffic congestion. The methodology is consistent with

transportation planning industry standards, NEPA and SEPA

requirements, the metropolitan planning process, and FHWA traffic

analysis guidelines for evaluating and comparing existing and future

transportation project alternatives. For the SR 520, I-5 to Medina project

transportation analysis, WSDOT used the Puget Sound Regional Council

travel demand forecasting process, or "travel demand model" as a

generalized term. The process consists of seven primary models and it

receives input generated by additional economic and land-use

forecasting models. There are several model interactions including

multiple feedback loops. The process incorporates substantial regional

data from about 25 sources across 5 categories and a range of years.

The input data represent a variety of demographic, geographic, political,

economic, land-use, employment, and transportation

characteristics. Documentation about this process is available from

PSRC on their website, www.psrc.org. The land-use and travel

forecasting process is established by policy through its adoption by

PSRC. The field of travel forecasting is a subject of ongoing academic

research, however new methods must be thoroughly evaluated,

validated, and adopted at the regional level. Therefore, changes to the

forecasting methodology are not at the discretion of the I-5 to Medina

Project. WSDOT must adhere to federal policies regarding metropolitan

planning.

The Transportation Discipline Report is intended to communicate the

results of analysis with respect to transportation effects of the project. It

is written in a plain language style and provides a level of technical

information that is assumed to be of interest to the average reader.

Information about the analysis methodology is highly simplified for this

purpose. Valid technical scrutiny of the underlying methodologies cannot

be performed using only the discipline report descriptions.
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C-031-072

See the response to Comment C-031-071.

 

C-031-073

See comment C-031-071. The discipline report contains simplified

descriptions of methodology as previously described. The travel demand

forecasting process includes a post-calibration step for model validation.

 

C-031-074

See the response to Comment C-031-071. The forecasting process

includes several methods of accounting for uncertainty depending upon

the particular model and type of assumption in question. Assumptions

and theories regarding human behavior, and travel are based on

substantial bodies of research. Transportation infrastructure assumed for

direct effects includes only planned and programmed future projects for

which construction is imminent. However, the cumulative effects results

contain an alternate future scenario including planned projects that are

likely to be constructed.
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C-031-075

See the response to Comment C-031-075.

Travel demand and traffic flow are distinctly separate concepts that

interface in the analysis, but are handled in separate models. Travel

demand models are macroscopic, whereas travel flow models are

microscopic. Travel demand results are post-processed for use in traffic

flow simulations models that are separately calibrated and validated. The

conclusions in the comment mix these concepts.

With respect to tolling assumptions, WSDOT tolling studies have tested

several scenarios to evaluate the sensitivity of outcomes to various

assumptions. Refer to the findings of the Tolling Implementation

Committee, or the SR 520 2008 Toll Traffic and Revenue Technical

Report for more information.
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C-031-076

The SR 520, I-5 to Medina project team selected the travel demand and

operations analysis tools in coordination with the co-lead agencies,

WSDOT and FHWA. Use of the Puget Sound Regional Council regional

travel demand model is the current industry standard and follows best

practices, and is accepted by FHWA as the appropriate model for this

project. The Puget Sound Regional Council is the Metropolitan Planning

Organization for the four-county region of Snohomish, King, Kitsap, and

Pierce counties, with representation from its member jurisdictions

throughout the region. PSRC works with the State, ports, transit

agencies, tribes, local governments, businesses, and citizens to create a

long-term vision for the region with respect to land use, economic

development, and transportation. The council is responsible for

distributing federal transportation funding, developing policies, and

making decisions on regional issues. The land-use and travel forecast

process adopted by PSRC has received independent review and

information about this is available on the PSRC website, www.psrc.org.

 

C-031-077

See Comment C-031-071. The description of travel forecasting

methodology in the Transportation Discipline Report is highly simplified

for communication to the average public reader. The land use and travel

forecast process is supported by substantial regional data as described

in C-031-071. The process of calibration to existing conditions is

associated with a separate model that analyzes traffic flow, using travel

demand forecasts and detailed roadway geometry as inputs.

 

C-031-078

See Comment C-031-071.
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C-031-079

Please see the response to Comment C-031-071.

 

C-031-080

See comment C-031-071. WSDOT used the travel forecast model in a

manner consistent with federal and regional policies. The input data for

model functions is the best available regional data and conforms with

procedures adopted by the Puget Sound Regional Council. WSDOT took

reasonable and prudent measures to validate model functions and to

evaluate forecast results at intermediate steps in the process through

independent technical reviews.
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C-031-081

Effects on affected intersections were described in the Section 5.1 of the

SDEIS and the Transportation Discipline Report. Exhibits 6-3 and 6-4 of

the Transportation Discipline Report show the predicted level of service

in 2030 at Montlake area intersections.

The traffic analysis methodology provides a comparison of operations for

a Build and No Build condition. The comparison determines if the project

interchange options would improve or degrade operations compared to

the No Build alternative as is required.  The local system operations are

measured at intersections because these are the constraints on a

system (the junctions of arterial roadways).  Please see Chapter 12 of

the SDEIS Transportation Discipline Report to review the project

requirements in regards to maintaining or improving local traffic

operations.  The operations analysis completed allows the impacts to be

measured relative to these requirements.

Based on standard methodology, the traffic operations analysis only

included intersections where traffic volume would change by more than 5

percent between No Build and the design options. Five percent was

used as a criterion because a change of that magnitude would typically

result in measurable operational changes. Traffic volume changes of

less than 5 percent are within the daily fluctuation and so are not

considered measurable or significant. Therefore, if traffic volume was

predicted to change by more than 5 percent on streets adjacent to an

intersection, effects on that intersection were presented in the SDEIS.

Conversely, if an intersection showed an overall change in traffic volume

of less than 5 percent, effects on that intersection were not presented in

the SDEIS. The same 5 percent threshold has been used for the

Preferred Alternative analysis.  Please see the Final Transportation

Discipline Report (Attachment 7 to the Final EIS) for detailed information

about traffic volume changes and intersection operations with the

Preferred Alternative.
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The Final EIS further measured the relationship between the SR 520 and

local operations, and queue spillback from overcapacity intersections

you describe by providing travel time data from a microsimulation model.

This data is reported in Chapter 8 of the Final Transportation Discipline

Report. 

If Option K or L were identified as the Preferred Alternative in the future,

WSDOT would ensure that negative effects associated with these

options are mitigated to the extent practicable.

 

C-031-082

The Preferred Alternative, which is similar to Option A, includes a revised

and expanded Montlake lid that would improve bicycle and pedestrian

connectivity in the SR 520 corridor, reduce crossing distance for many

pedestrians, and improve pedestrian safety. Bicycle connections would

be improved by addition of a regional trail across the floating bridge; a

proposed undercrossing beneath SR 520 between the Washington Park

Arboretum and East Montlake Park; and an undercrossing beneath

Montlake Boulevard connecting the new regional trail to the Bill Dawson

Trail. WSDOT will continue to work with the City of Seattle through final

design of the SR 520, I-5 to Medina project to ensure that new bicycle

routes that are part of the project are designed to applicable standards

and that pedestrian facilities have appropriate treatments. Please see

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

the Final EIS) for descriptions of the bicycle and pedestrian paths and

connections that are part of the SR 520, I-5 to Medina project.

In accordance with the requirements of ESSB 6392, WSDOT worked

collaboratively with the Seattle Department of Transportation, the City of

Seattle Pedestrian Advisory Board, and the Seattle Bicycle Advisory

Board to recommend design refinements for facilities to improve the

bicycle and pedestrian environment, particularly in the area of the

SR 520 Bridge Replacement and HOV Project



Montlake lid. Please see the ESSB 6392: Design Refinements and

Transit Connections Workgroup Recommendations Report

(Attachment 16 to the Final EIS) for a description of the resulting design

refinements.

The ESSB 6392 workgroup also considered priority treatments for

transit. The workgroup process resulted in a number of

recommendations for improving transit speed and reliability at the future

Montlake Multimodal Center, which will be located at the intersection of

Montlake Boulevard and Pacific Street. Additional transit priority

treatments beyond those included in the SR 520, I-5 to Medina project

could be implemented by the City of Seattle and King County Metro

Transit. Please see Chapter 8 of the Final Transportation Discipline

Report (Attachment 7 to the Final EIS) for more information on the

effects of the Preferred Alternative on multimodal transfers.

The Preferred Alternative would reduce volumes on Lake Washington

Boulevard through the Arboretum, similar to Option A. If Options K or L

were identified as the Preferred Alternative in the future, WSDOT would

provide additional information as part of final design and permitting and

ensure that negative effects associated with these options are mitigated

to the extent practicable.

 

C-031-083

Please see the response to Comment C-031-081 regarding local

intersection modeling and analysis. Please also see the Final

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

detailed information regarding traffic volume changes and intersection

operations with the Preferred Alternative.

 

C-031-084

The new bascule bridge would improve mobility for people and goods by

adding transit and HOV capacity across the Montlake Cut. It would also
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provide new pedestrian and bicycle facilities across the Montlake Cut,

thus improving conditions for nonmotorized travel.

The analysis in the Final Transportation Discipline Report (Attachment 7

to the Final EIS) confirms that the Preferred Alternative with the new

bascule bridge would improve transportation operations in the Montlake

area, compared to the No Build Alternative. The new bridge would allow

for lane continuity between the Montlake Cut and the SR 520/Montlake

interchange, which would improve traffic operations compared to No

Build. The bridge would provide additional capacity for transit and

carpools, bicycles, and pedestrians. Most notably, overall delay related

to bridge openings would decrease for all vehicles because the

additional capacity would allow congestion to clear more quickly. The

changes in traffic volumes and operations on the local streets in the

Montlake interchange area are described in Chapter 6 of the

Transportation Discipline Report; effects nonmotorized transportation

facilities and connections are described in Chapter 7. The effects of the

Preferred Alternative on transit service and facilities, ridership, travel

times, and rider connections are discussed in Chapter 8. The proposed

second bascule bridge does not result in a Section 4(f) use of the Ship

Canal Waterside Trail, nor does it substantially impair the features and

attributes that make the original Montlake Bridge eligible for listing on the

NRHP. Thus, no analysis of avoidance alternatives is necessary.

Addition of the second bascule bridge would support the overall purpose

and need of improving mobility for people and goods. For updated

information about the effects of the Preferred Alternative on Montlake

Boulevard, please see Chapter 6 of the Final Transportation Discipline

Report (Attachment 7 to the Final EIS).

Visualizations of the second bascule bridge, including views from the

water and land, were provided on pages 2-42 through 2-45 in

Attachment 2 to the Visual Quality and Aesthetics Discipline Report.

Under the Preferred Alternative and SDEIS Option A, the second
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bascule bridge would not result in a change in the visual quality

measurements of character, vividness, intactness, or unity of the views

of the Montlake Cut if it is designed to be an appropriate architectural

companion to the existing historic bridge (see page 65 of the discipline

report).

Other options studied for providing additional capacity across the cut

were included in the SDEIS in Options K (which would tunnel under the

Montlake Cut) and L (which would cross the cut on a long diagonal

bascule bridge passing across East Montlake Park and south of Husky

Stadium). The analysis showed that these options would result in greater

environmental effects, particularly on parks and natural resources, than a

new bascule bridge next to the existing bridge. Thus, the Preferred

Alternative does not include either of these other options for providing

capacity across the Montlake Cut.

 

C-031-085

Similar to what was done in the SDEIS, the transportation demand

model in the Final EIS forecasts year 2030 transit demand with and

without the Preferred Alternative using transit network and service

assumptions from multiple transit agencies. This method results in a

reasonable determination of effects of the Preferred Alternative on

ridership and transit service.

With or without the SR 520, I-5 to Medina project, transit ridership in the

SR 520 corridor is assumed to increase between now and the year 2030

because of increases in congestion and regional traffic demand

management efforts. With the Preferred Alternative, WSDOT forecasts

that transit ridership would increase compared to the No Build

Alternative, because completion of the HOV lane between SR 202 and I-

5 and the direct connection to the I-5 express lanes would improve

transit speed and reliability.
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Please see page 8-35 of the SDEIS Transportation Discipline Report,

which stated that the calculated bus capacity is a conservative estimate,

meaning that there is likely to be more bus capacity than what was

assumed for the SDEIS transportation analysis, with the addition of more

articulated buses to SR 520 bus routes. Since the completion of the

SDEIS, the Urban Partnership Agreement and Sound Transit’s ST2

programs have funded additional bus service for the SR 520 corridor. 

Updates to the plan are documented in Chapter 8 of the Final

Transportation Discipline Report.

 

C-031-086

The SR 520 High-Capacity Transit Study (December 2008)

recommended bus rapid transit as the preferred more of high-capacity

transit on SR 520.  The average vehicle occupancy (AVO) estimate of 65

passengers per bus was used to determine the total bus capacity that

would be available in the future with the project. The AVO of 65

passengers is consistent with the project travel demand model. This

passenger volume assumes that some riders would stand during the

peak hour.

The discussion on page 8-35 of the Transportation Discipline Report

responded to the question, “Would there be enough bus service to meet

Build Alternative demand?” The footnote on that page provided further

information on transit assumptions. Based on information from King

County Metro, it was assumed that 65percent of bus trips would use

standard buses (42 seats) and 35percent would use articulated buses

(58 seats). This was a conservative estimate because more articulated

buses are expected in the future, especially as bus rapid transit service

is deployed in the corridor. Please see Chapter 8 of the Final

Transportation Discipline Report (Attachment 7 to the Final EIS) for an

updated evaluation and discussion of transit demand and capacity in

2030 with the Preferred Alternative. Since the completion of the SDEIS,

the Urban Partnership Agreement and Sound Transit’s ST2 programs
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have funded additional bus service for the SR 520 corridor. Updates to

the plan are documented in Chapter 8 of the Final Transportation

Discipline Report.

The methodology for the SR 520, I-5 to Medina project transportation

analysis is consistent with industry standards, NEPA requirements,

regional planning process, and FHWA traffic analysis guidelines for

evaluating and comparing existing and future transportation project

alternatives. WSDOT and the co-lead agencies for the project selected

the PSRC travel demand model because it is used for all major

transportation planning projects in the region. PSRC is the regional

Metropolitan Transportation Planning Organization. WSDOT reviewed

and validated the model. The travel demand and traffic operations

modeling processes are described in Chapters 3 and 4, respectively, of

the Transportation Discipline Report and the Final Transportation

Discipline Report (Attachment 7 to the Final EIS).

Existing data from October were used because this is when traffic

volumes are typically at their highest (school is in session and there are

few holidays). The travel demand model does account for behavioral

changes that are influenced by travel times, tolls, bus transfers, and

parking prices, to name a few. This has been demonstrated by the shift

in mode choice that resulted with the Preferred Alternative.

The underlying assumptions, including population, land use, and planned

improvements other than the project, were the same for the No Build and

the build alternatives, which made it possible to determine the specific

effects the build alternatives and design options would have on the

transportation network in the SR 520 corridor. This approach is

consistent with FHWA’s customary practices for NEPA documents in

densely developed urban areas where the project itself is not expected

to cause significant changes in land use. Analysis of differing scenarios

for growth, economic conditions, travel pricing structures, and other
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variables affecting travel demand is appropriately done at the regional

planning level. For example, PSRC’s recently adopted Transportation

2040 plan included an EIS that evaluated these types of considerations.

It would be outside the scope of NEPA for WSDOT to engage in

speculative analysis of planning efforts that are outside its purview. That

the SR 520, Medina to SR 202: Eastside Transit and HOV Project would

be complete in the design year for the I-5 to Medina project is a

reasonable assumption about the future transportation network.

Comparing the Build alternatives to the No Build Alternative, the effect

the SR 520, I-5 to Medina project would have on travel time was

discussed on page 2-3 of the Transportation Discipline Report. Travel

time associated with the HOV lane that is part of the SR 520, Medina to

SR 202 project was provided only as additional information.

 

C-031-087

Yes, the travel demand model used for the SR 520, I-5 to Medina NEPA

documents accounted for the effect of transfers on transit demand.

 

C-031-088

See response to comment C-031-033. The travel demand model used

for the SR 520, I-5 to Medina project includes the development projects

noted in this comment and the traffic associated with them. They are

included in both the No Build Alternative and the Preferred Alternative,

because they are part of the background conditions, which are assumed

to be in place with or without the project. Therefore, the trips associated

with these projects are included in the traffic volumes shown in Chapter

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

EIS.

The assumptions that were used in the project’s transportation analysis

are documented in the Chapters 3 and 4 of the Final Transportation

Discipline Report (Attachment 7 to the Final EIS). The methodology for

estimating and assessing travel demand and traffic operations for
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highways and local streets is consistent with industry standards, NEPA

requirements, regional planning processes, and FHWA traffic analysis

guidelines for evaluating and comparing existing and future project

alternatives.

Traffic growth is not caused by a transportation project; it is caused by

population growth and land use planning that directs where population

growth can occur. The traffic model used for the SR 520, I-5 to Median

project is based on land use plans and forecasts of population growth

that have been adopted by the local jurisdictions. These plans and

forecasts have been incorporated into the regional travel demand model

maintained by the Puget Sound Regional Council. Background growth,

such as increased traffic, is presented as part of the No Build Alternative

analyses for 2030 and is not considered to be a direct or indirect effect of

the project. More information about travel demand modeling and

transportation analysis methodology was provided in Chapters 3, 4, 5,

and 11 of the Transportation Discipline Report (Attachment 7 to the

SDEIS). The analysis allowed the project alternatives and design options

to be compared to the No Build Alternative and to each other for their

effects on travel time and congestion.

Please see the response to Comment C-040-081 regarding the local

study area for transportation effects and why effects on streets outside

the study area that was included in the discipline report would not be

significant.

 

C-031-089

Pedestrian volumes were assumed in the SDEIS to be consistent with

existing volumes. When existing pedestrian volumes were unavailable,

estimates were based on data provided in the Transportation Research

Board’s Highway Capacity Manual for central business district (CBD)

and non-CBD areas.  For the Final EIS, WSDOT based pedestrian

forecasts in the Montlake area on the North Link Final Supplemental EIS
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Addendum Traffic Operations and Construction Transportation Analysis

(Sound Transit 2010), which includes pedestrian activity related to the

Husky Stadium Light Rail Station. The Final EIS transportation analysis

incorporates the assumption that existing pedestrian volume would

increase by 2030, keeping pace with population and employment growth,

increased transit ridership, and changing behavior. The results of the

2030 level-of-service analysis are in Chapter 6 of the Final

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

 

C-031-090

In accordance with the requirements of ESSB 6392, WSDOT has

worked collaboratively with the Seattle Department of Transportation, the

City of Seattle Pedestrian Advisory Board, and the Seattle Bicycle

Advisory Board to develop recommended design refinements for

pedestrian and bicycle facilities. These include design refinements for

pedestrian and bicycle access in the area of the future Montlake

Multimodal Center, including a revised crossing of Montlake Boulevard

adjacent to the light-rail station. For more information on the

recommended design refinements, please see Chapter 7 of the Final

Transportation Discipline Report and the complete ESSB 6392: Design

Refinements and Transit Connections Workgroup Recommendations

Report (Attachments 7 and 16 to the Final EIS).

 

C-031-091

Travel times for buses traveling through the Montlake interchange area

on NE Pacific Street and Montlake Boulevard were evaluated as part of

the ESHB 2211 legislative workgroup process and are summarized on

page 8-31 in Chapter 8 of the SDEIS Transportation Discipline Report. 

Two origin-destination pairs were evaluated to compare the effects of

improvements included in Option A, Option A with suboptions, Option K,

and Option L on transit travel times during the PM peak hour.

For the Final EIS, travel times for buses using Montlake Boulevard NE
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and NE Pacific Streets were estimated for the No Build and Preferred

Alternatives to determine how adding a new bascule bridge over the

Montlake Cut and implementing Montlake HOV improvements would

affect local buses. These travel times, presented for both peak and

offpeak periods, can be found in Chapter 8 of the Final Transportation

Discipline Report.

Please see Chapter 6 of the Final Transportation Discipline Report

(Attachment 7 to the Final EIS) for more information regarding operation

effects of the Preferred Alternative and No Build Alternative, including

local traffic volumes and intersection operations and travel times in the

Montlake interchange area.

 

C-031-092

The use of the peak hour for arterial and freeway traffic analysis is

standard practice for planning and designing transportation facilities. For

the SR 520 Bridge Replacement and HOV Program, two 5-hour periods

(5 am to 10 am and 2:30 pm to 7:30 pm) were evaluated for the freeway

analysis to more thoroughly evaluate the effects of congestion, which

currently occurs for several hours on a typical weekday. For the local

traffic analysis, the am and pm peak hours were determined to be

adequate for providing a relative comparison among alternatives and

options, and for planning and designing local arterial and intersection

improvements adjacent to the freeway interchanges.

Today, the I-5 and Montlake interchange areas can be congested for

several hours during commute periods. In the future, without the SR 520,

I-5 to Medina project, congestion periods are expected to worsen and

lengthen because of increases in population and employment and

associated traffic. Increased congestion on SR 520 and I-5 would also

lead to increased congestion on local streets within the transportation

study area. With the project, SR 520 mainline and ramp improvements

would lead to improvements in peak-hour traffic operations for both
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highway and local traffic. Improving peak-hour traffic flow would also

improve traffic flow in the hours leading up to and following the most

congested times. Please see Chapters 5 and 6 of the Final

Transportation Discipline Report (Attachment 7 to the Final EIS) for a

discussion of the effects of the Preferred Alternative on freeway and

local traffic volumes and operations. The effect of Montlake Bridge

openings on traffic operations during the off-peak hours was included in

the analysis performed for the Preferred Alternative. Please see the Final

Transportation Discipline Report, Chapters 6 and 8, for the results of this

analysis.

 

C-031-093

Please see the response to comment C-031-084. Openings of the

existing and new bascule bridges would be synchronized so as not to

increase waiting times for traffic. Overall delay related to bridge openings

would decrease for all vehicles because the additional capacity would

allow congestion to clear more quickly. The transportation analysis in the

Final EIS accounts for the effects of bridge openings. Please see

Chapter 6 of the Final Transportation Discipline Report (Attachment 7 to

the Final EIS) for more information regarding operational effects of the

Preferred Alternative and No Build Alternative, including local traffic

volumes and intersection operations in the Montlake interchange area.

 

C-031-094

Please see the response to Comment C-031-093. The number of bridge

openings would not be affected by the new bascule bridge, because

openings would occur simultaneously with the existing Montlake Bridge.

 

C-031-095

With all build alternatives, traffic volumes in the Montlake interchange

area would decrease, in part, because of tolling on the Evergreen Point

Bridge. Some drivers would switch to transit or carpools, and some
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would use alternate routes. With Option A, additional traffic volume

decreases would occur in the Montlake interchange area due to the

removal of the Lake Washington Boulevard ramps. With Option A, traffic

volumes that would typically use the Lake Washington Boulevard ramps

would need to use Montlake Boulevard to access areas south of the

Montlake interchange, contributing to the already-congested conditions

at the interchange ramps. This would cause some trips to and from

areas north and west of the interchange to divert to the SR 520/I-5/East

Roanoke Street and I-5/NE 45th Street interchanges. These changes in

travel patterns and associated traffic volumes were forecasted based on

output from the SR 520 travel demand model, which was developed

using PSRC’s model and validated for the SR 520 corridor.

Since publication of the SDEIS, WSDOT has developed a Preferred

Alternative, which is similar to Option A, but with a number of design

refinements that would improve mobility and safety while reducing

negative effects. Chapter 2 of the Final EIS describes the Preferred

Alternative. Please see Chapter 4 of the Final Transportation Discipline

Report (Attachment 7 to the Final EIS) for a description of methodology

used to forecast and evaluate transportation effects. Please see Chapter

6 of the Final Transportation Discipline Report for descriptions and

exhibits regarding the effects of the Preferred Alternative on traffic

patterns. This discussion includes the effects of removing the Lake

Washington Boulevard ramps as configured today.

 

C-031-096

Option A reduced traffic volumes on Lake Washington Boulevard

because it eliminated the ramp connections between Lake Washington

Boulevard and SR 520. It did not result in measurable changes in traffic

volumes on the street segments and intersections mentioned in this

comment, and therefore the results at these locations were not

presented in the SDEIS. Please see the response to Comment C-031-

081 regarding the study area for traffic operations analysis, and Chapter
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6 of the Final Transportation Discipline Report for descriptions and

exhibits regarding effects of the Preferred Alternative on traffic patterns

in the Lake Washington Boulevard and Montlake interchange areas.

 

C-031-097

Option A, with a westbound auxiliary lane across Portage Bay, was

defined as part of the ESSB 6099 mediation process and evaluated for

the SDEIS. A similar option without a westbound auxiliary lane was not

evaluated as part of this process.

Modifications in the Preferred Alternative include providing a managed

shoulder and eliminating the auxiliary lane that was part of Option A. 

Please see Chapter 5 of the Final Transportation Discipline Report

(Attachment 7 to the Final EIS) for a description of effects of the

Preferred Alternative on freeway traffic volumes and operations and

Chapter 6 for a description of its effects on interchange operations.

 

C-031-098

Please see Chapter 6 of the SDEIS Transportation Discipline Report for

traffic volumes on Roanoke Street with Options K and L. Options K and L

would not result in measurable changes in intersection operations at the

Lake Washington Boulevard/East Madison Street intersection, and

therefore the results at this location were not presented in the SDEIS

(see response to Comment C-031-081). This feature of Option K is not

included in the Preferred Alternative. If Option K were identified as the

Preferred Alternative in the future, WSDOT would ensure that negative

effects associated with Option K are mitigated to the extent practicable.

 

C-031-099

Please see the response to Comment C-031-105 further below.
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C-031-100

These comments are duplicates of comments submitted separately by

the Save Union Bay Association (Item Number C-011). Please refer to

that item for responses.
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C-031-101

Because this material is not a comment on a document that is part of the

NEPA process, the Final EIS does not provide a response to it.
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C-031-102

These comments are duplicates of comments submitted separately by

Jean Amick (Item Number I-257). Please refer to comments I-257-002

through I-257-052 for responses.
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C-031-103

WSDOT has taken great care and concern for the protection of the

cultural resources located within the SR 520 project area, through the

project's Section 106 process.

The National Environmental Policy Act states that the federal

government must use all practicable means to preserve important

cultural and historic aspects of our heritage. Other environmental laws

such as the National Historic Preservation Act (NHPA) also require that

effects on significant cultural resources be considered during the public

environmental review process. Section 106 of the NHPA requires that all

federal agencies consider significant cultural resources as part of all

licensing, permitting, and funding decisions.

In accordance with the Section 106 regulations WSDOT began the

consultation process with DAHP for the SR 520, I-5 to Medina by

identifying the Area of Potential Effect (APE) according to DAHP

guidance. The APE boundary was presented to tribes with interest in the

project by and confirmed with them. In coordination with DAHP, WSDOT

has continued the Section 106 process by performing an historic

property survey of the APE, identifying properties listed or eligible for

listing on the National Register of Historic Places, and documenting

potential project effects.

WSDOT published a Cultural Resources Discipline Report (Attachment 7

of the SDEIS), as part of the SDEIS, to discuss the regulatory and

historic context of the protection and preservation of cultural

resources. The Report also discussed the extent of records and archival

research, the project's methodology for finding and evaluating cultural

resources, and the historic resources in the study area. It goes on to

analyze the potential effects of the project on cultural resources and

opportunities and commitments for mitigation.
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WSDOT has also worked to identify and explore potential archaeological

sites within the project area. The Miller Street Landfill was identified as

one known archaeological site within the project

area. WSDOT conducted additional research and subsurface testing

(2007) for the site - and has since determined that it is not a historic

property and that no NRHP-eligible archaeological resources are located

there. 

WSDOT also identified Foster Island as potential archaeological site and

conducted archaeological explorations and identification efforts on the

Island, in the late summer months of 2010. No significant archaeological

remains were found. Findings from this archaeological investigation are

discussed in the Final Cultural Resources Assessment and Discipline

Report (Attachment 7 to the Final EIS). WSDOT has since determined

that Foster Island is a traditional cultural property and will be treating it

as such.

Coordination with interested tribes and DAHP regarding cultural

resources of the area will continue throughout the development of the

project. Regarding historic properties, coordination with specific groups

acting as Section 106 consulting parties to the project will also continue

throughout the development of the project. WSDOT's final analysis of

project impacts on cultural resources within the project area can be

found in the Final Cultural Resources Assessment and Discipline Report

(Attachment 7 of the Final EIS).

 

C-031-104

Since the SDEIS was published, WSDOT and FHWA have identified a

Preferred Alternative that is similar to Option A, but incorporates design

refinements that respond to community and stakeholder reaction to the

SDEIS. The Preferred Alternative design includes 6 lanes throughout the

SR 520 corridor and replaces the auxiliary lane on the Portage Bay

Bridge in Option A with a managed shoulder, which reduces shoulder
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widths and creates room for a landscaped median. Additionally, the

Preferred Alternative design minimizes the footprint of SR 520 across

Foster Island to the maximum extent possible while accommodating

potential future light-rail infrastructure. Please see the response to

Comment C-031-041.

 

C-031-105

See response to comment C-031-033. The transportation analysis for

the SDEIS included the most current land-use planning assumptions

available when travel demand modeling began. WSDOT updated the

land-use assumptions used in the travel demand model prior to the start

of analysis for the Final EIS. The City of Seattle is required to review

development proposals for concurrency with the established

comprehensive plan, which is coordinated with the metropolitan planning

process. Transportation analysis for the I-5 to Medina Project is

consistent with the goals and assumptions of the metropolitan planning

process, which is overseen by the Puget Sound Regional Council.

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.

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
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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 the King County Roads Services

Capital Improvement Program), 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 those metioned 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-031-106

Although traffic patterns would change with implementation of the SR

520, I-5 to Medina project, there is no evidence to suggest that

businesses would be negatively affected during operation. The Preferred

Alternative contains several features that would reduce overall

congestion and improve mobility. Please see the Final Transportation
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Discipline Report (Attachment 7 to the Final EIS) for information on traffic

on the freeway and surrounding local streets. 

 

C-031-107

Overall freeway travel operations and travel times on SR 520 would be

similar for all 6-lane alternative options evaluated in the SDEIS. Please

see Chapter 5 of the SDEIS for more information, as well as Comment

C-031-093 regarding the new bascule bridge. The Preferred Alternative

in the Final EIS includes a new bascule bridge similar to Option A, which

would be parallel to the existing Montlake Bridge and would not result in

an increase in bridge openings.

 

C-031-108

A bascule bridge in the location of Option L is not proposed as part of the

Preferred Alternative. The Preferred Alternative modifies the design of

Option A to include a modified Montlake Boulevard interchange and an

enhanced and expanded Montlake lid. Modifications include a lid from

Montlake Boulevard to the Lake Washington shoreline and bus stops on

the lid for buses traveling between the University District and the

Eastside. 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 would be incorporated into

the transit/HOV direct access ramps (please see Chapter 2 of the Final

EIS). The Preferred Alternative would include features on the Montlake

lid such as bike paths, open space, and pedestrian amenities, which

would reconnect previously divided areas.

In accordance with the requirements of ESSB 6392, WSDOT

collaborated with the City of Seattle and its pedestrian and bicycle

advisory boards, King County Metro Transit, and Sound Transit to refine

components of the Preferred Alternative. The suggested design

refinements are included in the ESSB 6392: Design Refinements and

Transit Connections Workgroup Recommendations Report (please see
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Attachment 16 to the Final EIS). Most of these recommended

refinements are at a higher level of design development than required for

NEPA analysis, including the Final EIS. 

If Option L were identified as the Preferred Alternative in the future,

WSDOT would ensure that negative effects associated with its bascule

bridge are mitigated to the extent practicable.

In response to agency and community comments, the height of the

bridge has been lowered to approximately 20 feet above water in the

middle of the lake, approximately 5 to 10 feet lower than previous

designs considered in the Draft EIS and SDEIS. Please see Chapter 2 of

the Final EIS for Preferred Alternative design information.

Please see the responses to Comments C-031-010 and C-031-011 for

information on noise effects of the Preferred Alternative.

 

C-031-109

As evaluated in the SDEIS, Option A would provide access to the south

from the SR 520 westbound off-ramp at Montlake Boulevard East.

Option L provided limited access to the south directly from the

westbound off-ramp to Lake Washington Boulevard, and access to other

areas through the Montlake Boulevard E/NE Pacific Street intersection.

The results of traffic analysis demonstrated that all options would

improve local street operations, compared to no-build, on Montlake

Boulevard, south of the Montlake Cut. Option A would offer some

improvement north of the Cut, while Options K and L would degrade

operations in that area.

The Preferred Alternative would eliminate the Lake Washington

Boulevard ramps and include an intersection for the westbound off-ramp

on the north side of the Montlake lid at 24th Avenue East. This

intersection would allow westbound SR 520 traffic to access Lake
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Washington Boulevard via 24th Avenue East, reducing the traffic exiting

onto Montlake Boulevard. Please see Chapter 2 of the Final EIS for

more information on the Montlake lid design for the Preferred Alternative.

 

C-031-110

Please see the response to Comment C-031-084 regarding the new

bascule bridge.

 

C-031-111

Please see the responses to Comments C-031-037 and C-031-084

regarding the new bascule bridge. Please see Chapter 8 of the Final

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

additional information on transit times with the Preferred Alternative.

 

C-031-112

WSDOT has coordinated with federal and state resource agencies and

tribes to minimize the potential effects of the SR 520, I-5 to Medina

project on fish, other natural resources, and tribal fishing rights.

However, there is no indication that these issues would be measurably

improved by a tunnel under the Montlake cut in comparison to the new

bascule bridge.

Please refer to the Ecosystems Discipline Report Addendum

(Attachment 7 to the Final EIS) for more information on the effects of the

Preferred Alternative.

 

C-031-113

Please see the response to Comment C-031-112. Although pile-driving

(and the removal of piles) could result in localized and short-term

turbidity plumes, this is unlikely to cause fish to move far from the

immediate area. Once the work bridges are constructed, the sources of

turbidity would be minimal except for occasional use of barges and
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support vessels.

The construction effects of the Preferred Alternative are similar to those

of Option A, except where noted in the Final EIS.

The Preferred Alternative has been designed to minimize effects from

piles throughout the SR 520, I-5 to Medina project corridor, especially

Foster Island. WSDOT will mitigate for project effects and has developed

proposed mitigation measures in close coordination with state and

federal resource agencies and local entities. Please see the Conceptual

Wetlands Mitigation Plan and the Conceptual Aquatic Mitigation Plan

(both in Attachment 9 to the Final EIS), which outline additional

strategies for minimizing effects from the SR 520, I-5 to Medina project.

 

C-031-114

Please see the responses to Comments C-031-058 and C-031-103

regarding the process to ensure that all relevant laws and regulations

related to the protection of cultural resources are followed and that

effects of the SR 520, I-5 to Medina project on these resources are

minimized. Please see the Final Cultural Resources Assessment and

Discipline Report (Attachment 7 to the Final EIS) for WSDOT’s analysis

of the effects of the Preferred Alternative on cultural resources within the

project area.

 

C-031-115

Please see the response to comment C-031-046 regarding the

protection of parks, trails, wildlife, and recreation areas. WSDOT will

continue to adhere to protective regulations during construction by

employing best management practices, and permit and approval

conditions granted by local and state and federal entities to avoid and

minimize effects to park and recreation resources. Please see the

Potential Effects section of the Recreation Discipline Report Addendum

(Attachment 7 to the Final EIS).
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Also see the Final Section 4(f) Evaluation (Chapter 9 of the Final EIS),

which describes how WSDOT and FHWA will avoid and minimize, or

mitigate the use of the Washington Park Arboretum and UW Open

Space, as well as for other properties protected by Section 4(f) of the

U.S. Department of Transportation Act of 1966.

 

C-031-116

In early 2010, the Washington State Legislature passed and Governor

Gregoire signed ESSB 6392, which directs WSDOT to work with regional

agencies to develop a mitigation plan for the Washington Park

Arboretum. Final recommendations from the ESSB 6392 workgroup

include discussions on traffic management and design modifications to

minimize effects on the Arboretum, as well as the Arboretum Mitigation

Plan. Please see the complete ESSB 6392: Design Refinements and

Transit Connections Workgroup Recommendations Report (Attachment

16 to the Final EIS) and the Arboretum Mitigation Plan (Attachment 9 to

the Final EIS).

WSDOT also worked closely with the City of Seattle and the University of

Washington to develop mitigation for effects on the Section 6(f) portions

of the Washington Park Arboretum and to provide other sites to

supplement certain uses of the Arboretum during construction. Please

see the Environmental Evaluation of Section 6(f) Replacement Sites

(Attachment 15 to the Final EIS) for details on the Section 6(f) process

and on proposed replacement recreation sites.

 

C-031-117

A new bascule bridge in the location of Option L is not proposed as part

of the Preferred Alternative. If Option L were identified as the Preferred

Alternative in the future, WSDOT would ensure that negative effects

associated with its bacule bridge are mitigated to the extent practicable.
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C-031-118

Through the analyses conducted for the SDEIS, WSDOT determined

that Option K would result in higher impacts to natural resources than

Option A.  Option K had substantially greater impacts to wetland and

aquatic resources and received a considerable number of negative

comments from regulatory agencies.

In response to agency and community comments, the height of the

bridge in the Preferred Alternative has been lowered to approximately 20

feet above water in the middle of the lake, approximately 5 to 10 feet

lower than previous designs considered in the Draft EIS and SDEIS.

Please see Chapter 2 of the Final EIS for Preferred Alternative design

information.

Please also see Comments C-031-108 and C-031-038 for more

information on pedestrian and bicyclist access with the Preferred

Alternative.

 

C-031-119

In response to public reaction to the SDEIS, the Preferred Alternative in

the Final EIS includes noise reduction strategies that were not included

in Option A, such as use of quieter concrete pavement and 4-foot

concrete traffic barriers with noise-absorptive coating. Additionally, with

the Preferred Alternative, the removal of the Lake Washington Boulevard

ramps and the expanded Montlake lid would reduce noise effects on the

Washington Park Arboretum. For more information regarding noise

effects and noise reduction strategies, please see the responses to

Comments C-031-010 and C-031-011, as well as Section 5.7 of the Final

EIS and the Noise Discipline Report Addendum (Attachment 7 to the

Final EIS).

 

C-031-120

Please see the response to Comment C-031-119.
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C-031-121

The Preferred Alternative has fewer effects on parks within the project

area than the design options analyzed in the SDEIS. For example:

The Preferred Alternative would result in slightly more acreage of

recreational space after construction is complete than now exists

because land on the north shore of Portage Bay would be

developed as a new park site under the requirements of Section

6(f). The Section 6(f) Environmental Evaluation (Attachment 15 to

the Final EIS) provides information on that new site and the overall

results of the Section 6(f) process.

•

Similar to the SDEIS design options, trail connectivity would improve

under the Preferred Alternative, with the addition of a regional

bicycle-pedestrian path across the Lake Washington Floating

Bridge. The Preferred Alternative would further enhance bicycle-

pedestrian connectivity through inclusion of a larger Montlake lid,

allowing for improved access from north of SR 520 to the

Washington Park Arboretum and from south of SR 520 to

recreational facilities at the University of Washington.

•

As with Option A, the Preferred Alternative would offer no negative

effects on recreational boating. Adequate clearance for recreational

boats would be maintained underneath and around all bridge

structures.

•

For a discussion of minimization and mitigation measures, please see

the Recreation Discipline Report Addendum (Attachment 7 to the Final

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

 

C-031-122

Please see the response to Comment C-031-041 for information on the

bridge profile and width of the Preferred Alternative. The typical roadway

cross-section across the floating bridge would be 115 feet wide, which is

similar to Option A, and is wide enough to allow for potential future light-
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rail infrastructure.

In the Preferred Alternative, the design of the new Portage Bay Bridge

includes two general purpose lanes and an HOV lane in each direction,

plus a westbound managed shoulder. In response to community

feedback, a separate auxiliary lane is not part of the design; its function

is merged with that of the 8-foot-wide managed shoulder, which would

be open during certain periods to help manage traffic flow.

 

C-031-123

Compliance with the Land and Water Conservation Fund (LWCF) Act of

1969, known as Section 6(f), requires WSDOT to replace property

protected by LWCF that would be converted to non-park use. Section

6(f) compliance by WSDOT constitutes compliance with Seattle

Ordinance 118477 as acknowledged by the City of Seattle Parks and

Recreation Department. Please see the Section 6(f) Evaluation (Chapter

10 of the Final EIS) for details on the Section 6(f) process and proposed

replacement recreation sites.

 

C-031-124

The floating span for the Preferred Alternative is located approximately

190 feet north of the existing bridge at the west end and 160 feet north of

the existing bridge at the east end.

For more information regarding noise effects and noise reduction

strategies, please see the responses to Comments C-031-010 and C-

031-011, as well as the Noise Discipline Report Addendum (Attachment

7 to the Final EIS).

 

C-031-125

See the response to Comment C-031-118 regarding Option K.
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C-031-126

Please see the responses to Comments C-031-041, C-031-108, and C-

031-122 regarding the bridge profile. The Preferred Alternative design

minimizes the footprint of SR 520 to the maximum extent possible while

accommodating potential future light-rail infrastructure. The height of the

bridge has been lowered to approximately 20 feet above water in the

middle of the lake, approximately 5 to 10 feet lower than previous

designs considered in the Draft EIS and SDEIS.

 

C-031-127

As design progresses and construction plans develop, WSDOT will

coordinate with stakeholders and the communities that will be directly

affected by construction of the SR 520, I-5 to Medina project through the

permitting and approval process to define appropriate construction

mitigation measures. During this process, WSDOT may seek a noise

variance and other modifications for construction activities such as haul

routes, as appropriate. Please see the responses to Comments C-031-

013 through C-031-021 for more information on construction noise

effects.

 

C-031-128

The noise analysis completed for the Preferred Alternative takes into

account all features of the SR 520, I-5 to Medina project including

location, size, and the limits of construction for the Preferred Alternative.

Please see the Potential Effects section of the Noise Discipline Report

Addendum (Attachment 7 to the Final EIS) for details on the noise

effects of the Preferred Alternative.

 

C-031-129

Please see the responses to Comments C-031-010 and C-031-011 for

information regarding noise effects during operation and noise reduction

strategies.
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C-031-130

Please see the responses to Comments C-031-010 and C-031-011 for

information regarding noise effects during operation and noise reduction

strategies. The Preferred Alternative includes a number of noise

reduction strategies that would decrease the noise levels in comparison

to the No Build Alternative. These strategies are discussed in Chapter 2

and Section 5.7 of the Final EIS and include noise-absorptive materials

around lid portals, and 4-foot concrete traffic barriers with noise-

absorptive coating.

 

C-031-131

Please see the responses to Comments C-031-010 and C-031-011 for

information regarding noise effects during operation and noise reduction

strategies. The Preferred Alternative includes a number of noise

reduction strategies that would decrease the noise levels in comparison

to the No Build Alternative. These strategies are discussed in Chapter 2

and Section 5.7 of the Final EIS and include noise-absorptive materials

around lid portals, and 4-foot concrete traffic barriers with noise-

absorptive coating.

 

C-031-132

Please see the Air Quality Discipline Report Addendum (Attachment 7 to

the Final EIS) for a quantitative analysis of the effects of construction on

air quality. The analysis concludes that the Preferred Alternative for the

SR 520, I-5 to Medina project would not result in a violation of the

National Ambient Air Quality Standards during construction or operation.

 

C-031-133

The SR 520, I-5 to Medina project would result in operational

improvements in air quality and reductions to greenhouse gas emissions

compared to the No Build Alternative. Please see Chapters 1 and 5 of

the Final EIS for more information. The Air Quality Discipline Report
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Addendum (please see Attachment 7 to the Final EIS) includes a

quantitative analysis of Mobile Source Air Toxics (MSAT). The analysis

shows that with the Preferred Alternative, MSAT emissions would

decrease compared to existing conditions. Factors that account for the

expected improvement include changes to the fleet as older vehicles

with higher levels of pollutant emissions are replaced with newer, lower-

emitting vehicles; reduced idling and increased speeds as a result of

improved intersection and roadway operations, partially because of the

HOV lanes; and a higher proportion of trips occurring in HOVs.

 

C-031-134

Please see page 28 of the SDEIS Energy Discipline Report for a

description of the factors that would reduce energy use with the 6-lane

alternative options. These factors include:

A reduction in vehicle miles traveled as a result of tolling single-

occupancy vehicles in the SR 520 corridor, which may cause

commuters to shift transportation modes or find alternative routes

across Lake Washington.

•

The addition of HOV lanes, which would improve traffic flow for

buses and carpools.

•

An increase in the number of people using transit and carpooling

rather than driving alone, resulting in improved mobility in the

general-purpose lanes.

•

 

C-031-135

Please see Section 5.9 of the Final EIS for a description of the effect of

the Preferred Alternative on vehicle miles traveled and greenhouse gas

emissions; the effect of tolling is discussed in Section 5.9. Energy use

and GHG emissions would be reduced with the 6-lane alternative

compared to the No Build Alternative, even when vehicle improvements

are accounted for in the analysis.

As explained on page 1-37 of the SDEIS, the SR 520 Variable Tolling
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Project will implement tolling on SR 520 in 2011 for the primary purpose

of managing traffic congestion. This toll would remain in place until the

construction of the SR 520, I-5 to Medina project, and would then be

replaced with new tolls adopted by the Transportation Commission to

provide project funding in accordance with the financing plan. Although

the state Legislature has authorized allocation of revenues from the

Variable Tolling Project to fund the SR 520 Pontoon Construction Project

and the SR 520, Medina to SR 202: Eastside Transit and HOV Project,

the toll would be removed when the bonds for those projects are repaid,

which is expected to be before 2030. Therefore, if the SR 520, I-5 to

Medina project were not built, there would be no toll in effect in 2030,

which is the year used to compare the No Build Alternative and the Build

alternatives. This is why the baseline No Build Alternative assumption is

that the SR 520 corridor would not be tolled.

 

C-031-136

Please see Exhibit 24 of the SDEIS Energy Discipline Report, which

showed that Option K would have somewhat higher a.m. and p.m. peak-

hour greenhouse gas emissions than Option A. See the responses to

comments C-031-039 and C-031-082 and Section 5.1 of the Final EIS

regarding how the Preferred Alternative was refined to improve transit

connections. Also see the response to Comment C-031-118 regarding

why Option K was not identified as the Preferred Alternative.

 

C-031-137

Please see the response to Comment C-031-113 regarding turbidity.

Stormwater runoff during construction of the Preferred Alternative would

be mitigated by using a number of best management practices, erosion

control measures, and a spill prevention and control plan to minimize the

entry of waterborne contaminants into surface waters. The stormwater

treatment proposed as part of the Preferred Alternative would improve

surface water quality during operation and may improve water quality

functions of wetlands, thereby making a beneficial contribution to
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wetland resources compared to the No Build Alternative. Please refer to

Sections 5.10 and 6.10 in the Final EIS and the Water Resources

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

 

C-031-138

There is no evidence to suggest that the existing bridge benefits

salmonid migrations. A higher structure would allow more light under the

structure, reducing the intensity of the shade, which is expected to

reduce the potential to affect the behavior of fish, particularly juvenile

salmonids. However, increased light does not necessarily cause an

increase in water temperature, because the primary mechanism affecting

water temperature is solar radiation. In the case of an east to west

oriented bridge, such as the Evergreen Point Bridge, a higher structure

would produce a wider shadow, which would block a wider area from

solar radiation. Therefore, the higher structure would tend to reduce

water temperature in a larger area.

A higher bridge would also result in greater amounts of light under the

structure, thereby potentially increasing the amount of aquatic vegetation

growth, which could lead to decreased dissolved oxygen. However, the

proposed bridge would be about twice as wide as the existing bridge,

resulting in a wider area shaded from direct sunlight. This shaded area

would have reduced potential for plant growth, offsetting some of the

effects of increased light caused by the higher structure. Overall, the

difference in vegetation amounts under the bridge between the Preferred

Alternative and existing conditions is not expected to be substantial.

 

C-031-139

Please see the response to Comment C-031-138.

 

C-031-140

Please see the Indirect and Cumulative Effects Discipline Report and the
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Ecosystems Discipline Report (both in Attachment 7 to the SDEIS).

These reports stated that both construction and operation of the SR 520,

I-5 to Medina project would affect wildlife and wildlife habitat directly.

Lines 24 through 26 on page 115 of the Indirect and Cumulative Effects

Discipline Report, on the other hand, stated that there would be no

permanent effects to urbanized wildlife from construction activities and

related structures.

 

C-031-141

With the Preferred Alternative, noise levels in the project area would

generally be reduced compared to the No Build Alternative because of

the proposed 4-foot concrete traffic barriers with noise-absorptive

coating and other noise reduction strategies. Please see the Noise

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

information on noise reduction strategies included with the Preferred

Alternative.

 

C-031-142

Please see page 54 of the Geology and Soils Discipline Report

(Attachment 7 to the SDEIS) for a discussion of the potential for

submarine slope movement resulting from construction of the SR 520, I-

5 to Medina project. For an updated discussion for the Preferred

Alternative, please see the Potential Effects section of the Geology and

Soils Discipline Report Addendum (Attachment 7 to the Final EIS). The

design of the project and the construction techniques that will be used

seek to minimize the amount of substrate disturbance. No dredging is

planned on or near the shoreline of Lake Washington, and construction

activities are not anticipated to weaken existing structures.

Please see the SDEIS Navigable Waterways Discipline Report for

effects of the project on navigation.
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C-031-143

See the responses to Comments C-031-118 and C-031-136 regarding

Option K.

 

C-031-144

See the responses to comments C-031-036, C-031-037, C-031-038

regarding the transportation effects of the new bascule bridge. The

bridge would improve congestion and transit reliability as well as

nonmotorized connections across the Montlake Cut. See the response to

Comment C-031-041 regarding the effect of the new bascule bridge on

visual quality and historic resources, and how this effect would be

mitigated.
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