
C-042-001

Indirect and Cumulative Effects, by definition, look at a broader study

area than the project area.  They were developed to address those

effects that were not addressed through direct effects analysis, which are

more focused on the neighborhoods and communities near a project. 

The representative exhibits of the geographic extent of the cumulative

effects analysis have been revised to clarify resource specific study

areas in the Final Indirect and Cumulative Effects Analysis Discipline

Report.

As with direct effects, WSDOT develops mitigation for the indirect effects

of its projects. However, cumulative effects include contributions from

many sources, which make it difficult for any one agency to mitigate

them effectively. By mitigating the direct and indirect effects of its

actions, WSDOT can minimize its own contribution to cumulative effects.

 

C-042-002

This comment regarding the time frame for most effects and acceleration

of effects in recent years is an inaccurate characterization of the time

frame used to assess each resource. Page 7-8 of the SDEIS stated, “For

most resources, the cumulative effects time frame starts in the mid-

nineteenth century, when the central Puget Sound region began to be

altered by non-Native American settlers. The time frame for all resources

ends in 2030, the project design year.” When determining the time frame

for a cumulative effects assessment, it is important to identify a starting

point, usually when the status of a resource began to change due to

external causes. For some resources, that point of change was within a

more recent timeframe so the resource specific timeframe was adjusted

as appropriate.

 

C-042-003

Please see the response to comment C-042-001, which states indirect

and cumulative effects, by definition, look at a broader study area than
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the project area. The definition of indirect and cumulative effects were

developed by CEQ to address those effects that direct effects analysis

misses, which are unintended indirect effects and effects that add to the

cumulative effects on a resource from past, present and reasonably

foreseeable future actions.

 

C-042-004

The SDEIS discussed the possibility of constructing the project in

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

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

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

environmental resource. Due to the funding shortfall, FHWA and

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

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

2012. Currently committed funding is sufficient to construct the

Evergreen Point floating bridge and landings; a Request for Proposals

has been issued for this portion of the project, with proposals due in

June 2011. Accordingly, this Final EIS discusses the potential for the

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

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

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

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

further information on potential project phasing.

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

portions of the project are delayed, the full-corridor delivery strategy

includes area-by-area implementation of the project, including lids.  Lids

would be built at the same time as the corresponding portion of the

corridor. The enhanced pedestrian and bicycle crossing and two lids are

major project elements that will be delivered as part of the SR 520, I-5 to

Medina project.

The Final EIS presents findings related to construction effects based on
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the construction required for a full project delivery, as well as effects

related to revised potential phasing (see Sections 5.15 and 6.16 of the

Final EIS). 

Direct effects, including construction effects, and indirect effects are

considered in the cumulative effects analysis.  As described in the

response to C-042-001, the cumulative effects study area and timeframe

differ from the direct effects analysis to capture long-term trends but

does not revisit the direct effects analysis.

For a more detailed discussion of permanent effects and effects during

construction, please see Chapters 5 and 6 of the Final EIS.

 

C-042-005

The direct and indirect effects of project construction and operation are

captured in the resource specific discipline reports then considered in the

cumulative effects analysis.  As indirect effects are either distant from the

project or later in time, they typically would not be specific to a

neighborhood.  The cumulative effects study area is based on the extent

of the resource in relation to the project so varies based on the resource

and not an arbitrary boundary.  Where appropriate, the cumulative

effects study area is close to the project area, such as with cultural

resources, or broad, such as with aquatic resources.  The analysts

followed the resource specific guidance to determine direct effects then

followed the guidance on indirect and cumulative effects analysis to

identify effects to the resource without the project (essentially the No

Build Alternative) and with the preferred alternative. 

FHWA and EPA guidance require WSDOT to disclose cumulative effects

and to suggest practical mitigation options that could be taken by the

contributing public agencies and private developers. Consequently,

Chapter 7 of the Final EIS lists ways that the responsible parties could

mitigate cumulative effects that are beyond WSDOT’s jurisdictional
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responsibilities.

As discussed in the response to Comment C-042-004, lids are

considered a major project element; therefore, the lids will not be

deferred and will be completed together with the portion of the project in

which they are located.

 

C-042-006

Construction of the SR 520, I-5 to Medina: Bridge Replacement and

HOV Project is expected to last between 5 to 6 years, not 7.5 to 8 years

as suggested in this comment. Potential effects from construction are

considered in the cumulative effects analysis as a direct effect though

not separately. The paragraph cited in this comment has been revised to

reflect how construction effects are considered in the cumulative effects

analysis. Concurrent construction effects are discussed in Chapter 6 of

the Final EIS.

WSDOT has determined that construction of the Preferred Alternative

could temporarily or permanent alter or diminish the integrity of adjacent

resources, including historic resources such as the Roanoke Park

Historic District. To minimize construction-related effects, WSDOT will

implement a cooperatively developed Programmatic Agreement

(Attachment 9 to the Final EIS) and Community Construction

Management Plan (outlined in Attachment 9 to the Final EIS). Both the

Programmatic Agreement and Community Construction Management

Plan will be developed in coordination with the Section 106 consulting

parties and would resolve the adverse effect from the project.

Research indicates that the effects of a transportation project on property

values cannot be calculated with certainty. Property values fluctuate

constantly based on a variety of factors, including the general condition

of the economy at national, state, and local levels. Proximity to a newly

constructed roadway is another factor that may have an effect on the
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value of property, but it is not possible to quantify this effect with any

certainty. Some properties could be negatively affected by a new

roadway, while others could benefit from reduced congestion. Therefore,

it would be speculative to draw conclusions about changes in property

value, and consequent changes in population, as a result of the project.

 

C-042-007

The section referenced in this comment and in the response to C-042-

006 has been revised to clarify how construction-related effects are

considered in the cumulative effects analysis.  The intent of the language

in the SDEIS was to demonstrate that there were sufficient modifications

to construction and operation along with mitigation measures for this

project to not create a situation where the project could have a

cumulative effect and “tip the balance” on a resource. The analysis was

updated for the Final EIS and the Final Indirect and Cumulative Effects

Discipline Report notes that in two cases – aquatic resources and

greenhouse gas emissions – WSDOT found that construction effects

would persist over the long term and make minor contributions to

cumulative effects.

In response to the scenario presented in the comment, landslide risk as

a result of vibration associated with the project is not expected in the

historic district. The risk of vibration-induced landslides in the glacially

overconsolidated silt and clay is relatively low, because the magnitude of

soil deformation is quite small—too small to shear the soil and cause

loss of strength. Because of the relatively low permeability, construction

vibrations are also unlikely to result in loss of strength in the landslide

deposits. Throughout construction, WSDOT will monitor vibration at

sensitive locations and will take measures to minimize potential effects.

Additionally, WSDOT has developed a Programmatic Agreement

(Attachment 9 to the Final EIS), in coordination with the Section 106

consulting parties, that records the stipulations agreed upon to resolve
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the adverse effect from the project.

For an updated indirect and cumulative effects assessment, please see

the Final Indirect and Cumulative Effects Analysis Discipline Report

(Attachment 7 to the Final EIS).

 

C-042-008

The central Puget Sound region is the geographic study area for the

assessment of indirect and cumulative effects on transportation. Please

see Exhibit 7-2 of the SDEIS for a graphic depiction of the study area.

This study area is consistent throughout the discussions of indirect

operation effects, concurrent construction effects, and cumulative

operation effects on transportation.

The time frame used to assess indirect and cumulative effects on

transportation from project operation stretches from present day to 2030.

The time frame used to assess cumulative effects on transportation from

project construction is the estimated construction period of 5 to 6 years,

rather than 7.5 to 8 years as suggested in this comment. 

Permanent modifications to access would occur where the developed

design proposes lane and intersection realignments. Access to homes

and businesses will be maintained during construction. The effects on

transportation during construction described in the SDEIS are refined

and reported in more detail for the Preferred Alternative in the Final

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

WSDOT’s traffic models and analyses demonstrate that after

construction, the cumulative effect on transportation from project

operation would be an overall benefit to regional transportation.

 

C-042-009

The central Puget Sound Region is the geographic study area for the
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assessment of indirect and cumulative effects on land use. Please see

the Final Indirect and Cumulative Effects Analysis Discipline Report

(Attachment 7 to the Final EIS) for an updated map of the study area.

This study area is consistent in the indirect and cumulative effects

discussions.

The Growth Management Act, which was passed by the Washington

Legislature in 1990 and subsequently amended a number of times,

ultimately guides land use patterns in the Puget Sound region and

throughout the state. Regional and local jurisdictions develop

comprehensive plans that direct land use patterns. WSDOT must work in

coordination with these plans, and even aid their implementation. This

project will result in no substantial change to overall urbanized land use

patterns in Seattle.

 

C-042-010

The central Puget Sound region is the geographic study area for the

assessment of indirect and cumulative effects on economic activity.

Please see the Final Indirect and Cumulative Effects Analysis Discipline

Report (Attachment 7 to the Final EIS) for an updated map of the study

area.

 

C-042-011

Page 62 of the Indirect and Cumulative Effects Discipline Report

(Attachment 7 to the SDEIS) discusses the potential for an indirect effect

on community cohesion as a result of project construction. In response

to the scenario presented in this comment regarding changing

demographics due to personal perceptions of the effects of a 5- to 6-year

construction period, the National Environmental Policy Act process

avoids speculative conclusions regarding the future actions of specific

individuals or groups when supporting evidence is lacking. Additionally,

WSDOT is developing a Community Construction Management Plan

(outlined in Attachment 9 to the Final EIS) to avoid, minimize, and
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mitigate construction impacts.

After construction, project operation will result in several long-term

benefits to community cohesion. The Preferred Alternative and all design

options evaluated in the SDEIS include landscaped lids with pedestrian

and bicycle pathways in the vicinity of the I-5 and Montlake Boulevard

interchanges. The lids will reconnect neighborhoods originally bisected

by SR 520 and improve views toward the highway.

 

C-042-012

Indirect effects on low-income and minority populations, including Native

Americans, are discussed on pages 64 through 67 of the Indirect and

Cumulative Effects Analysis Discipline Report. This comment is not an

accurate representation of all determinations presented in this section of

the Discipline Report. 

The cumulative effects from the project on low-income and minority

populations are represented inaccurately in this comment. Page 66 of

the Indirect and Cumulative Effects Analysis Discipline Report states

that, “there would only be a modest increase in traffic volumes on non-

tolled routes as a result of the project (about 3 percent greater than the

No Build Alternative on SR 522 and about 1.5 percent greater than the

No Build Alternative on the I-90 Bridge.)” This increase would not

constitute heavy traffic and would not contribute significantly to

environmental conditions caused by existing commutes.

Affordable mobility options for low-income populations would be

increased by the SR 520 project, in conjunction with the SR 520 Variable

Tolling project and other planned transit and light-rail projects, because

these projects would increase the efficiency of the transportation system

and provide HOV lanes along the corridor.

For mitigation measures for indirect and cumulative effects on low-

income and minority populations caused by construction and operation
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of the SR 520 corridor, please refer to pages 70 to 71 of the Indirect and

Cumulative Effects Analysis Discipline Report, as well as the Mitigation

section of the Environmental Justice Discipline Report.

 

C-042-013

WSDOT determined that the Preferred Alternative would have no

adverse indirect effects on recreational resources. During construction,

the effects would be direct (not indirect as suggested in this comment)

and would relate to changes in ease of access, noise, and other local,

direct impacts typically associated with large construction projects.

With operation of the Preferred Alternative, overall corridor noise would

be reduced compared to No Build existing conditions. Noise walls are

not recommended under the Preferred Alternative for the Seattle

segment of the project, except potentially along I-5 in the North Capitol

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

be evaluated, because they do not satisfy FHWA feasibility criteria (see

Section 5.7 of the Final EIS).

As discussed in Chapter 7 of the Final EIS, the direct effect of converting

some parkland adjacent to the SR 520 corridor to transportation right-of-

way—considered in the context of other past, present, and reasonably

foreseeable actions—would contribute a small physical change to the

long-term cumulative effect of development on Seattle’s recreational

lands. However, unlike the experience of past years, today’s

transportation improvement projects include mitigation in the form of

replacement parkland. No permanent loss in total park area would result

from the proposed project in combination with the SR 520, Medina to SR

202 project, Sound Transit’s North Link and East Link light rail projects,

and other planned transportation improvement and land development or

redevelopment projects. In all cases, adverse effects on recreational

lands would be mitigated as consistent with applicable requirements.

With or without the project, the City of Seattle would continue to manage
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and acquire parklands as described in Chapter 7 of the Final EIS, and

cumulatively, there is likely to be a net gain over time in the total area of

parkland in the study area. For detailed documentation of the parkland

mitigation process, please see the Sections 5.4 and 6.4 of the Final EIS,

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

Section 6(f) Environmental Evaluation  (Attachment 15 of the Final EIS).

 

C-042-014

The travel-shed is the geographic study area for the assessments of

indirect and cumulative effects on visual quality and aesthetics. Please

see the Final Indirect and Cumulative Effects Analysis Discipline Report

(Attachment 7 to the Final EIS) for a map of the study area.

Indirect construction effects on visual quality were not discussed under

Visual Quality and Aesthetics in the SDEIS, because WSDOT did not

identify any effects of this type. Indirect effects of project construction on

visual quality could occur if, for example, a new material site were

developed to supply aggregate for the project. No such new

developments are planned, and no other indirect effects of project

construction on visual quality have been identified. The Preferred

Alternative would incorporate noteworthy aesthetic improvements,

including a lower profile, landscaped lids, and removal of the R. H.

Thomson Expressway and Lake Washington Boulevard ramps, which

will offset, to some extent, the long-term trend of an increasingly urban

visual character in the project vicinity. Aesthetic and context-sensitive

improvements to the Preferred Alternative design would minimize the

effect of the new structure in local viewsheds. Please see the Mitigation

section of the Visual Quality and Aesthetics Discipline Report Addendum

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

mitigation for visual change from the Preferred Alternative.

Since the SDEIS was published, the Section 106 consulting process

facilitated involvement of the Section 106 consulting parties in the design
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process. This involvement facilitated context-sensitive design and will

minimize the effects from operation of the project effectively.

 

C-042-015

Potential construction-related effects on historic properties located within

the Area of Potential Effect (described on page 82 of the Indirect and

Cumulative Effects Analysis Discipline Report) include “increased noise,

fugitive dust, vibration, and visual quality effects.” These effects are not

expected during project operation, because construction effects would

be temporary and operation of the project would improve air quality and

noise in the project vicinity, and would be designed to minimize long-

term effects on visual quality (see the response to Comment C-042-014

regarding visual quality). As discussed in the response to comment C-

042-006, the NEPA process avoids speculative conclusions and

therefore does not draw conclusions about changes in property value or

consequent changes in population as a result of the project.

Property owners from the historic districts participated in development of

the Section 106 Programmatic Agreement and community construction

mitigation plan, which provides the stipulations for mitigating effects from

construction.

The Final Cultural Resources Assessment and Discipline Report

provides an updated analysis of the effects of the Preferred Alternative

on historic resources. The findings include changes to setting and feeling

as well as potential economic impacts to some historic resources in the

Area of Potential Effect. Please see the Final Cultural Resources

Assessment and Discipline Report (Attachment 7 to the Final EIS) for

more information.

By avoiding, minimizing, and mitigating the direct and indirect effects on

cultural resources in the Area of Potential Effect through implementation
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of the Programmatic Agreement and construction mitigation plan,

WSDOT will minimize cumulative effects on historic properties.

 

C-042-016

WSDOT did not find any indirect effects from construction noise,

because WSDOT will comply with all regulations and ordinances

governing noise. In addition, WSDOT will employ best management

practices and will monitor noise levels during construction to comply with

applicable noise regulations. No indirect effects from operation noise

were found, because project-related noise would be detected by people

only while they were in or close to the SR 520 corridor at the same time

the noise was being generated. 

The Preferred Alternative includes a number of innovative noise

reduction strategies, including 4-foot traffic barriers with noise-absorptive

coating, encapsulating expansion joints, noise-absorptive materials

around lid portals, a modified profile, and a reduced speed limit on the

Portage Bay Bridge (see Chapter 2 and Section 5.7 of the Final EIS). A

number of these strategies will be employed on the 6-lane Portage Bay

Bridge, as well as on the approaches.

 

C-042-017

Air emissions from construction activities are not expected to cause a

substantive change from existing conditions, and are not expected to

cause a violation of National Ambient Air Quality Standards. Voluntary

relocation decisions that could be made by local residents in response to

air quality effects during construction of a nearby roadway project cannot

be predicted reliably and, therefore, were not reported in the NEPA

documents.

An important element of the project purpose is to facilitate use of the SR

520 corridor by high-occupancy vehicles and to enhance transit services

and amenities along the corridor. As discussed in Chapter 7 of the Final
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EIS, these measures would make a positive contribution to the

cumulative effect on air quality. Project operation would comply with

federal and state air quality regulatory requirements and the Puget

Sound Regional Council, the entity responsible for regional planning in

the project vicinity, has included the SR 520, I-5 to Medina project in its

long-term planning and impact assessment documents.

Because the bridges along the SR 520 corridor are increasingly

vulnerable to catastrophic failure and currently carry nearly twice as

many vehicles as their designs intended, WSDOT and FHWA are

preparing the environmental documentation needed to proceed with

building replacement structures. Mitigation measures will be

implemented throughout the SR 520 corridor to avoid and reduce

potential effects on adjacent resources from project construction and

operation.

 

C-042-018

The State of Washington’s use of hydroelectric power would more than

meet the energy demands of building, operating, and maintaining the SR

520, I-5 to Medina project, even with ongoing power sales. It is indeed

likely that the project’s positive contribution of increasing the use of HOV

lanes and public transit would be a small, incremental step in offsetting

cumulative energy consumption and greenhouse gas emissions, and

that the benefits would accrue over the long term. Increasing the use of

HOV lanes and transit is just one of many ways through which

accelerating energy consumption and greenhouse gas emissions can be

slowed gradually over time.

A more immediate decrease in energy consumption and greenhouse gas

emissions would result from tolling and the addition of HOV lanes.

Tolling is anticipated to encourage a greater proportion of drivers to use

transit and carpooling, and HOV lanes would improve traffic flow and

reduce idling and stop-and-go conditions. These effects would benefit
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the region directly in a relatively short period of time; therefore, the

comment states inaccurately that benefits would only be recognized in

the long term.

The new SR 520 corridor includes a number of measures used to reduce

energy consumption and greenhouse gas levels between now and 2050,

such as incorporating HOV lanes to increase alternatives to driving alone

(carpooling, vanpooling, and transit) and providing transit, bike, and

pedestrian options for crossing in the corridor. The Preferred Alternative

in the Final EIS also includes refinements to address future compatibility

with future light-rail transit.

 

C-042-019

Lake Washington and Grays Harbor, as well as the shipping canal

connecting the two water bodies, constitute the geographic study area

for the assessments of indirect and cumulative effects on water

resources. See the Final Indirect and Cumulative Effects Analysis

Discipline Report (Attachment 7 to the Final EIS).

Each of the projects referred to in this comment will be built in

accordance with the stormwater regulations at the time of their

construction. Because these are areas where stormwater is currently

untreated, the construction and operation of stormwater treatment

facilities would contribute to the long-term trend of gradual improvement

identified in this comment.

Mitigation for water resources is not included in the Section 106

Programmatic Agreement, because water quality is not protected by 36

CFR 800, Protection of Historic Properties. WSDOT will retrofit additional

state-owned projects as part of the requirements their recently renewed

National Pollutant Discharge Elimination System permit. However, local

streets and public and private parking lots are under the control of other

jurisdictions and private parties who will be responsible for retrofitting
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these impervious surfaces in the future. Mitigation measures used to

minimize negative effects on local water resources and ensure that water

quality meets federal, state, and municipal standards are listed in the

Mitigation section of the Water Resources Discipline Report Addendum

(Attachment 7 to the Final EIS).

 

C-042-020

Indirect and cumulative effects were discussed in Chapter 7 in the

SDEIS. The description of cumulative effects has been updated and is

discussed in Chapter 7 of the Final EIS. Chapter 5 contains updated

descriptions of indirect effects.

Although the SR 520, I-5 to Medina project will be constructed over a 5-

to 6-year period, in-water construction and other work activities that

could affect aquatic conditions would not occur continuously in the entire

project vicinity throughout the entire construction phase. Construction

activities are expected to occur in localized areas and will be confined to

project- or activity-specific in-water work windows, which have been

developed to minimize potential effects on aquatic species and have

been approved by the relevant resource agencies.

The long-term effects of the project are expected to be very similar to

existing conditions, because the new bridge would be in the same

general area and affect similar habitat. Recent studies are detailed in the

Final Indirect and Cumulative Effects Analysis Discipline Report

(Attachment 7 to the Final EIS), which support the conclusion that long-

term effects of the project would be similar to existing conditions for

aquatic resources. Therefore, indirect effects on the fish populations

occurring in or passing through the project vicinity are expected to be

similar to the indirect effects of the existing bridge. There is no

discussion of noise walls in the indirect effects on aquatic resources

section in Chapter 7 of the SDEIS. There was an error on Page 7-37 of

the SDEIS; the text “Direct effects would vary by species...” should have
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read “Specific effects would vary by species...” This has been updated in

the Final Indirect and Cumulative Effects Analysis Discipline Report. In

the Final EIS, indirect effects are addressed in Chapter 5.

Fish tagging studies indicate that some delay occurs with a small

percentage of fish as they pass through the ecosystems study area.

However, given the overall time and distance that juvenile fish migrate

along the shoreline of Lake Washington and the Ship Canal, the

potential effect of the apparent delay of minutes to hours that could be

associated with the new bridge on the overall survival of these fish is

expected to be small. The potential effects would be even smaller when

compared to the years and thousands of miles that these fish migrate

throughout their lifetime.

Local effects are addressed in the discussions of both direct and indirect

effects. Please refer to the Ecosystems Discipline Report in Attachment

7 of the SDEIS and the Ecosystems Discipline Report Addendum in

Attachment 7 to the Final EIS for more details.

The text states “...such as crows, sparrows, and raccoons...” which does

not exclude other wildlife. Please refer to Table 4-2 in the Ecosystems

Discipline Report for a longer list of species found in different habitat

types in the ecosystems study area. The project’s long-term contribution

to urban-adapted wildlife populations and habitats in the ecosystems

study area would be negligible, as stated in the SDEIS.

WSDOT will comply with all applicable federal, state, and local

regulations. WSDOT has coordinated with all jurisdictions for regulatory

consistency and has worked with these agencies and the Muckleshoot

Tribe in the development of mitigation through the Natural Resources

Technical Working Group. WSDOT has also engaged community groups

through the public engagement process. WSDOT takes a watershed

approach to developing mitigation and works under the no net loss

directive of federal and state laws governing the natural environment,
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and fish and wildlife.

By definition (40 CFR 1508.7, Cumulative Impact), any cumulative effect

to which a project contributes is a project-related cumulative effect. As

discussed in the response to comment C-042-001, the fact that

cumulative effects include contributions from many sources makes it

difficult for any one agency to mitigate them effectively. By mitigating the

direct and indirect effects of its actions, however, WSDOT can minimize

its own contribution to cumulative effects.

 

C-042-021

The SDEIS was in full compliance with NEPA guidelines, including those

related to disclosure. Since the SDEIS was published, WSDOT has

responded to all public and agency comments. WSDOT will continue to

coordinate with the community to address ongoing concerns.

WSDOT has committed to avoidance and minimization of negative

effects through the refined design of the Preferred Alternative described

in Chapter 1 of the Final EIS. The modifications included in the Preferred

Alternative are intended to minimize the effects presented in the SDEIS.

WSDOT has committed to mitigating the remaining environmental effects

from construction and operation of the project in accordance with all

governing laws and regulations.

WSDOT and FHWA do not mitigate for cumulative effects, because the

agencies do not have jurisdiction over the many non-WSDOT projects

that contribute to them. However, WSDOT is required to disclose

cumulative effects and to suggest practical mitigation options that could

be taken by the responsible parties, as included in the Indirect and

Cumulative Effects Analysis Discipline Report and Final Indirect and

Cumulative Effects Analysis Discipline Report. 

As mentioned in the response to comment C-042-018, the Preferred

Alternative includes refinements to address forward compatibility with
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future light-rail transit. Long-term operation of the SR 520, I-5 to Medina

project and new SR 520 corridor overall would reduce vehicle miles

traveled below present conditions and below future conditions projected

for the No Build Alternative, facilitated by the corridor’s enhancement of

sustainable transportation options including public transit and HOV lanes

for multiple-occupancy vehicles.

As discussed in Section 2.8 of the Final EIS and in the response to

comment C-042-004, the Phased Implementation scenario discussed in

the SDEIS has been revised. However, whether or not the west

approach and Portage Bay Bridge portions of the project are delayed,

the full-corridor delivery strategy includes area-by-area implementation

of the project, including lids.  Lids would be built at the same time as the

corresponding portion of the corridor.

Through the Section 106 process, various public outreach projects,

technical working groups, and agency coordination, WSDOT has kept

the public informed and engaged as part of the environmental review

and preliminary engineering process for the SR 520, I-5 to Medina

project. This participation has helped to develop the conceptual bridge

design and mitigation measures, as well as many of the analyses in the

Final EIS. WSDOT will continue to coordinate with the various

stakeholders through the design development and permitting processes

and until the culmination of project construction.
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